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INTERIM COORDINATED HUMAN SERVICES – PUBLIC 

TRANSIT PLAN FOR THE NEW YORK REGION 
 

1. Overview 
The Interim Coordinated Human Services-Public Transit Plan seeks to improve 
the provision of multi-modal transportation services in the New York metropolitan 
region through enhanced coordination leading to improved mobility/accessibility 
options.  This includes the traditional transit modes such as bus, subway, and 
commuter rail, as well as human service and volunteer transportation programs, 
taxi and livery services, airport shuttles and specialized transportation services, 
such as those for the disabled. The Interim Plan is a first step toward establishing 
a framework through which local communities and organizations can make 
choices about their specific transportation needs.  
 
The Interim Plan builds on previous work to meet the requirements of the Job 
Access and Reverse Commute (JARC) Grant Program. The JARC Program was 
established by Congress as part of the Transportation Equity Act for the 21st 
Century (TEA-21). The grant program was intended to encourage the provision 
of transportation services to welfare recipients and other low-income individuals 
so that they could access employment opportunities. The planning process for 
the JARC program fostered collaboration between regional transportation 
providers, human service agencies, related service providers, employers, 
metropolitan planning organizations (MPOs), states, and affected communities 
and individuals. The JARC program provided funding through a competitive, 
nationwide grant process. A basic requirement of that process was that all 
funded projects be derived from an area wide Job Access and Reverse 
Commute Transportation Plan.  
 
In the New York region, the area wide Plan was undertaken by the New York 
Metropolitan Transportation Council (NYMTC), which is the metropolitan planning 
organization for New York City, Long Island and the lower Hudson Valley. To 
develop the area wide Plan, NYMTC worked with an ad-hoc Access-to-Jobs 
Planning Group established in the fall of 1998. The Planning Group is a diverse 
network of interests and disciplines which serves as a key forum for policy and 
planning advice for the JARC program. This Group has provided assistance in 
the interpretation of relevant Federal and State programs and regulations; and 
has served as an advisory body and network resource for the administration of 
JARC grant program. It has also acted as a general advisory body on related 
transportation and human services issues. 
 
The current Federal legislation which authorizes funding for transportation is the 
Safe, Affordable, Flexible, and Efficient Transportation Equity Act – A Legacy for 
Users, known as SAFETEA-LU. Through SAFETEA-LU, the JARC Program was 
restructured as a formula-based grant program. The requirement for an area 
wide Plan was broadened into a Coordinated Human Services – Public 
Transit Plan that focuses on the coordination of transportation services 
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addressed by three federal grant programs: the JARC Program, the Section 5310 
Program, which targets the special transportation needs of elderly and disabled 
individuals and a new program – known as New Freedom -- which is focused on 
the transportation needs of the disabled. SAFETEA-LU calls for a comprehensive 
outreach and community involvement process in the development of this new 
coordinated plan and calls for the adoption of an interim version of this plan by 
Federal Fiscal Year 2007 to ensure a metropolitan region’s eligibility to draw 
down formula funds for these three programs.  
 
 
2. Purpose 
This Interim Plan is intended to maintain the New York metropolitan region’s 
eligibility to draw down formula funds for the JARC, Section 5310 and New 
Freedom grant programs during Federal Fiscal Year 2007. The Plan does this by 
laying a foundation for the development of a final Coordinated Human Services-
Public Transit Plan to guide the use of formula grant monies through these 
programs. That foundation will consist of an inventory of existing transportation 
services in the region and the development of guidelines for the development of 
the final plan. 
 
During the development of this Interim Plan, the Federal rule making process has 
yet to be completed for these grant programs. Once the final Federal rules have 
been established, a broader collaborative planning process will be developed. 
The Interim Plan recommends that individuals and organizations be solicited to 
serve on a regional committee that will provide a framework for providers, 
agencies and consumers to work together in assessing transportation needs and 
services through this collaborative process. This process should also include 
outreach to representatives of public, private and non-profit transportation and 
human service agencies and organizations. 
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3. Program Area 
The area addressed by this Interim Plan is the NYMTC region, made up of New 
York City, Long Island and the lower Hudson Valley. The region encompasses 
2,440 square miles with a population of approximately 12 million (roughly 65 
percent of New York State’s population). The NYMTC region is predominately 
urban and suburban, with some rural areas on the eastern end of Long Island 
and in the Hudson Valley. An inventory of some key characteristics of this region 
follows. 
 
The five boroughs of New York City have a combined population of over 8 million 
people in an area of 309 square miles, with 11.7 percent of the population age 65 
or older and 21.2 percent of its household population below poverty level. The 
elderly population in New York City is 1.25 million and ethnically and culturally 
diverse.  According to 2000 Census data, 47 percent of New Yorkers 60 or older 
in New York City were members of minority groups and nearly 25 percent of 
elderly-headed households earned an annual income below $10,000. By 2015, 
the 60+ population will represent 18.5 percent of the total population of New York 
City. 
 
Nassau County is a suburban community with a population of 1.34 million in an 
area of 287 square miles, with 15 percent of its population age 65 or older, and 
5.2 percent of its household population at or below poverty level. Suffolk County 
is suburban and rural with a population of 1.47 million in an area of 911 square 
miles, with 11.8 percent of the population age 65 or older and 6 percent of its 
household population at or below poverty level. Westchester County is suburban 
with a population of almost a million in an area of 433 square miles, with 14 
percent of the population age 65 or older and 8.8 percent of its household 
population at or below poverty level. Rockland County is suburban and rural in 
nature with a population of 293,000 in an area of 174 square miles, with 11.7 
percent seniors and 9.5 percent of its household population at or below poverty 
level. Putnam County is more rural in nature with a population of less then 
100,000 and a land area of 232 square miles, with 9.6 percent seniors and 4.4 
percent of its household population at or below poverty level.  
 
 

A. Target Groups 
The Interim Plan targets a number of key user groups that are potentially 
impacted by the three grant programs in question. One of the key groups 
targeted is lower income residents living in the NYMTC region. These 
individuals are either both unemployed and seeking employment 
opportunities or are employed but living below poverty level and are 
seeking better positions. Another targeted group is older adults. As Baby 
Boomers continue to age, the NYMTC region is projected to see an 
upswing in the proportion of older adults among the residential population. 
A third group are the  residents in our community that have a disability and 
their needs for both accessible transportation services and, in some 
cases, specialized services.  
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A closer analysis of the NYMTC region reveals a significant income 
disparity between city and suburban populations. The 2000 Census 
identified a substantial percentage of households below the poverty line, 
particularly in the New York City boroughs of the Bronx, Brooklyn and 
Manhattan. Nearly 31 percent of Bronx households, 25 percent of 
Brooklyn households and 20 percent of Manhattan households have 
incomes below the poverty level. A smaller percentage of Queens and 
Staten Island households (14.6 percent and 10 percent households 
respectively) are likewise below the poverty level. The suburban counties 
of the NYMTC region generally feature lower percentages of households 
below poverty level: 6 percent of Suffolk County; 5.2 percent of Nassau 
County; 8.8 percent of Westchester County; 9.5 percent of Rockland 
County and 4.4 percent of Putnam County households are below poverty 
level. 
 
The percentage of disabled residents (aged five years or more) in the 
NYMTC region is also generally higher within New York City than in the 
surrounding suburbs. The 2000 Census identifies 28.4 percent of Bronx 
residents, 26.6 percent of Brooklyn residents, 20.9 percent of Manhattan 
residents, 23.7 percent of Queens residents and 18.9 percent of Staten 
Island residents, who are five years or older, as disabled. In contrast, none 
of the suburban NYMTC counties feature disability rates (for residents five 
years or older) that are greater than 20 percent of the total number of 
residents: 16.4 percent in Suffolk County, 15.8 percent in Nassau County, 
17.4 percent in Westchester County, 16.3 percent in Rockland County and 
14.5 percent in Putnam. 
   
Generally throughout the NYMTC region, a substantial percentage of 
households below the poverty level include a disabled householder: 42.8 
percent in the Bronx, 40.1 percent in Brooklyn, 41.8 percent in Manhattan, 
37 percent in Queens and 35.9 percent in Staten Island. Suburban 
NYMTC counties generally have lower percentages of households below 
the poverty line that include disabled householders than their city 
counterparts: 31.8 percent of Suffolk County, 31.7 percent of Nassau 
County, 32 percent of Westchester County, 26.6 percent of Rockland 
County and 22.7 percent of Putnam County.  
 
Unemployment rates also varied throughout the NYMTC region. New York 
City generally has higher unemployment figures than the rest of the 
NYMTC region. According to the Bureau of Labor Statistics, in 2005 7.5 
percent of residents the Bronx, 6.2 percent of Brooklyn residents, 5.1 
percent of Manhattan residents, 5.2 percent of Queens residents and 5.1 
percent of Staten Island residents were unemployed. This is somewhat 
greater than the 4.1 percent rate for Nassau County residents; 4.2 percent 
for residents of Suffolk County; 4.1 percent for Westchester County 
residents; 4.1 percent of Rockland County residents and 3.7 percent of 
Putnam County residents.  
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As noted earlier, the elderly population in the NYMTC region is growing. 
For the purposes of the coordinated plan, “elderly” is defined as a person 
65 years old or older. In the NYMTC region, the elderly population is 
generally evenly spread out through the region in terms of their proportion 
among the general population. According to the 2000 Census, 10.1 
percent of residents in the Bronx, 11.5 percent of residents in Brooklyn, 
12.1 percent of residents in Manhattan, 12.7 percent of residents in 
Queens and 11.6 percent of residents in Staten Island are 65 years old or 
older.  Generally, NYMTC’s suburban counties feature similar proportions 
of elderly residents, with 15 percent of residents in Nassau County, 9.6 
percent of residents in Putnam County, 11.7 percent of residents in 
Rockland County, 11.8 percent of residents in Suffolk County and 14 
percent of residents in Westchester County falling into this category.   

 
 
4. Existing Transportation Services 
 

A. Public Transit 
The NYMTC region is well served by mass transit. New York City’s public 
transportation system, whose service is provided by the Metropolitan 
Transportation Authority (MTA) New York City Transit, is the most 
extensive system in the United States, if not in North America, including 
extensive subway and bus transit networks. The NYMTC region also 
boasts three commuter railroads, the MTA Long Island Rail Road, the 
MTA Metro-North Railroad and New Jersey Transit, serving suburban 
communities on Long Island, in the lower Hudson Valley and in New 
Jersey. Suburban bus transit services in the NYMTC region include 
Suffolk County Transit; MTA Long Island Bus, which serves Nassau 
County; the Westchester Bee-Line System; Transport of Rockland; and 
the Putnam Area Rapid Transit (PART) service.  
 
New Jersey Transit also has bus routes and commuter rail services which 
terminate in New York City, mainly in Lower Manhattan, Penn Station, the 
Port Authority Bus Terminal and the George Washington Bridge Bus 
Station. Similarly, the Port Authority of New York and New Jersey 
operates rail rapid transit services to lower Manhattan on the Port 
Authority Trans-Hudson (PATH) system.  
 
In addition to the public service providers in the NYMTC region, there are 
also several private companies that provide bus transit services to 
residents. 
  
Although the NYMTC region is well served by mass transit, its transit 
systems are generally focused on serving a specific county or New York 
City and/or getting commuters to and from the Manhattan central business 
districts. 
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B. ADA Paratransit  
In general, the NYMTC region is well served by paratransit offered in 
conjunction with public transit services per the requirements of the 
Americans with Disabilities Act (ADA). New York City’s Paratransit system 
is known as Access-A-Ride. Fares on Access-A-Ride are currently $2.00 
per ride for door-to-door service. Subscription service is available for 
customers who travel to any destination once a week or more.  Personal 
aides are allowed on Access-A-Ride (and all MTA buses) free of charge. 
In case of extensive delays or any weather-related problems, customers 
are given supplemental taxi service in which they pay for the cab fare, but 
are reimbursed by the MTA. However, the taxi service is not ADA 
accessible 
 
Other ADA paratransit services in the NYMTC region generally provide 
service which compliments existing public transit. Suffolk County 
Accessible Transportation (SCAT) provides curb-to-curb service in Suffolk 
County on weekdays from 6 AM-8:30 PM and Saturday 7 AM-8:30 PM. 
Fares on SCAT are currently $3.00 per ride.  
 
Nassau County is served by the MTA Long Island Bus’ Able-Ride, which 
chiefly serves Nassau County, but also connects with SCAT in Suffolk 
County and Access-A-Ride in Queens. Long Island Bus Able-Ride 
features curb-to-curb service between 7 AM and 11 PM on weekdays, 8 
AM to 9 PM Saturdays and 9 AM-6:30 PM on Sundays. The fare is 
currently $3.50 per ride, but attendants ride free of charge. It provides 
transfers to NYC Access-A-Ride and SCAT, although the transfers are not 
free. A second ADA paratransit service in Nassau County is Long Beach 
Paratransit. This service primarily serves Long Beach residents, and 
currently costs $0.50 per ride.   
 
Westchester County provides paratransit service within the county borders 
of Westchester County. Bee-Line ParaTransit also provides curb-to-curb 
service throughout the entire county weekdays 6 AM-7 PM and Saturday 8 
AM-7 PM, and provides ADA compliant service to within ¾ mile of a fixed 
Bee-Line System route weekdays from 7PM-11PM, Saturdays 6 AM-8 AM 
and 7 PM-11 PM and Sundays 8 AM-8PM.  Additional “shadow routes” 
are provided after 11PM on certain fixed routes. The fare is $3.00 and 
transfers from ParaTransit to fixed-route services are free. Transfers from 
fixed-route to ParaTransit cost 10 cents, in addition to the 85 cents 
reduced fare.  
 
Rockland County’s paratransit system is known as Transportation 
Resources Intra-county for the Physically Disabled and Senior Citizens 
(TRIPS). TRIPS primarily serves Rockland County, featuring curb-to-curb 
service weekdays 7AM-7PM and limited service Saturday 8AM-5PM. The 
TRIPS fare is $1.00 a ride but a book of 10 tickets costs only $7.50 cents 
(or $.75 cents per trip).  
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Putnam County’s paratransit system is known simply as Paratransit. It 
only provides service to within ¾ miles of a fixed route. If a customer 
requires curb-to-curb service, they have to call to make a reservation at 
least a day in advance. The fare is $2.00 per ride. Since Paratransit 
services shadow Putnam’s fixed routes, some Paratransit services do 
travel outside Putnam County into Westchester County to the south and 
Dutchess County to the north. 
 
Taxi companies in the NYMTC region also provide paratransit service, 
albeit on a very limited scale. A random, regional survey of 250 taxi 
companies indicated that only 10.4 percent of the taxi companies had 
ADA accessible vehicles. Yellow Cabs in New York has 27 ADA 
accessible vehicles in its fleet. It is generally difficult for those with 
disabilities requiring the use of a wheelchair to utilize taxi service in the 
NYMTC region as most vehicles are not wheelchair accessible. 
 
A weakness of the paratransit services in the NYMTC region is that it can 
be difficult to transfer between one paratransit system and another. While 
New York City’s Access-A-Ride delivers comprehensive and convenient 
service to its customers in New York City’s five boroughs and offers some 
connections to Nassau County’s Long Island Bus Able-Ride and 
Westchester’s Bee-Line paratransit, in the region as a whole, transferring 
is complex. Each service has different rules, different fares and different 
operating schedules. Outside of New York City, there generally is limited 
coordination between the various paratransit service providers.   
 
 
C. Human Services 
The ten county NYMTC region hosts a considerable number of human 
service transportation providers. These providers offer services designed 
to aid primarily elderly and disabled customers, but they are not mandated 
services under the ADA. A complete listing of all human services agencies 
with accessible vehicles that have previously received Section 5310 
grants (see Section 5) in the NYMTC region is provided in Appendix A.  
 
D. Demand Management 
Demand management programs are geared to reducing the number of 
people traveling along in their cars during peak travel periods by incenting 
transit use and other forms of ridesharing. Several Transportation Demand 
Management (TDM) service providers operate in the NYMTC region as 
brokerages of transportation information and services. TDM programs are 
primarily designed to provide commuters with alternate means of traveling 
to and from their employment.  
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Rideshare Organizations Serving the NYMTC Region 

 
Long Island Transportation Management - Assists Long Island commuters 
and employers with transportation alternatives in Nassau and Suffolk 
counties. 
 
MetroPool - Provides free commuter service for people traveling to the 
counties of Westchester, Rockland and Putnam counties.  
 
CommuterLink - Provides ridesharing opportunities for New York City 
residents traveling within the five boroughs of New York City.  Additionally 
CommuterLInk provides comprehensive door-to-door itineraries for its 
customers. 

 
5. Grant Programs 
 

A. Job Access and Reverse Commute (JARC) Program 
The JARC Program is designed to help get lower income residents to 
work opportunities and to address reverse commuting needs. According to 
the US Census Bureau, families whose income is below 150 percent of 
the poverty line are considered low income families. The program requires 
at least a 20 percent non-federal share of costs for capital projects and at 
least a 50 percent non-federal share for net operating costs of the project. 
However other non-US Department of Transportation federal funds can be 
used for a funding match. State operating funds can also be used as a 
match. The program provides funding through a competitive process.  
 
B. Section 5310 Program 
The Section 5310 program is an annual competitive grant program that 
provides for the purchase of vehicles to transport elderly persons or 
persons with disabilities. In New York State, Section 5310 is administered 
by the New York State Department of Transportation. Funding is allocated 
to the State from the Federal Transit Administration (FTA). This program 
provides 80 percent of the cost of new vehicles. The other 20 percent 
must be covered by the applicant. Additionally, the applicant must pay for 
all of the vehicles’ operating costs. Vehicles are generally given to 
privately funded, non-profit agencies that serve the elderly and disabled. 
Public entities that coordinate services for the elderly and disabled and do 
not have any non-profit organizations that provide service in their 
particular area are also eligible for funding. Allocations to New York State 
are based on the percentage of the elderly and disabled populations 
residing within the state. In Federal Fiscal Year 2005, New York State 
received $6.4 million dollars in 5310 funding.  
 
Section 5310 vehicles must continue in operation throughout their useful 
lives, (until they are no longer mechanically sound). Criteria considered for 
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vehicle retirement are: current condition, cost to rehabilitate and 
maintenance history.  
 
C. New Freedom Program 
A new program under SAFETEA-LU, the purpose of the New Freedom 
Program is to improve public transportation services for people with 
disabilities, as well as alternatives to public transportation, beyond those 
services required by the Americans with Disabilities Act of 1990 (ADA). 
Funds will be allocated through a formula based upon population of 
persons with disabilities. Grantees under New Freedom must be selected 
competitively. Matching share requirements are flexible to encourage 
coordination with other federal programs that may provide transportation, 
such as Health and Human Services or Agriculture. Projects funded 
through New Freedom must be included in a locally-developed 
coordinated human service -public transit transportation plan beginning in 
Federal Fiscal Year 2007. Funds may be used for capital expenses with 
Federal funds provided for up to 80 percent of the cost of the project, or 
operating expenses with Federal funds provided for up to 50 percent of 
the cost of the project.  
 
The New Freedom Program funds public transportation services and 
alternatives, beyond those required by the ADA, that assist individuals 
with disabilities. Examples of projects and activities that might be funded 
under the program include: 
 

• Purchasing vehicles and supporting accessible taxi, ride-sharing, 
and vanpooling programs. 

• Providing paratransit services beyond minimum requirements (3/4 
mile to either side of a fixed route), including routes that run 
seasonally. 

• Making accessibility improvements to transit and inter-modal 
stations not designated as key stations. 

• Supporting voucher programs for transportation services offered by 
human service providers. 

• Supporting volunteer driver and aide programs. 
• Supporting mobility management and coordination programs 

among public transportation providers and other human service 
agencies that provide transportation.  

 
6. Preliminary Guidance 
This section of the Interim Plan will define a set of preliminary parameters to 
guide the development of the final Coordinated Human Services - Public Transit 
Plan as required under SAFETEA-LU to be completed by Federal Fiscal Year 
2008. The Interim Plan does not lay out the procedures or approach for 
development of the final plan. Rather it provides a guiding framework.  
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A. Assessment of Needs in the Final Plan 
When completed the final plan must assess the needs of specific target 
populations specified by SAFETEA-LU for the three grant programs that 
are specifically covered by the Plan (see Section 5) in the context of 
services currently provided. Figure 1 below outlines these needs.  

 
 
 
 
Figure 1: Needs Assessment Parameters for Final Plan 
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B. Strategies to Address Gaps for Target Populations in the 
Final Plan 
The final plan must use the assessment of needs to develop strategies to 
address gaps for the target populations of the grant programs. These 
strategies will then serve as a guiding framework for the prioritization of 
grant applications under the three grant programs described above. The 
Interim Plan offers general guidelines for the development of these 
strategies, based on the preliminary work which appears in the Interim 
Plan. These guidelines appear below: 
 

1) JARC – The JARC Program is designed to help get lower 
income residents to work opportunities and to address reverse 
commuting needs. 
 
Public Transit 
The strategies to address the needs of lower income residents and 
those who reverse commute were developed in the original Job 
Access and Reverse Commute Program and are discussed in 
greater detail in the appendix to the Interim Plan. These should be 
updated for the final plan and the travel markets around which they 
are built reevaluated.  
 
ADA Paratransit 
The final plan must build on the inventory in the Interim Plan to 
establish a comprehensive inventory of ADA paratransit services 
and service parameters as a basis for assessing gaps for lower 
income disabled individuals seeking job opportunities and disabled 
reverse commuters, and then put forth strategies to address these 
gaps. 
 
Human Services 
Preliminary findings indicate that there are human service 
transportation programs in the NYMTC region that have the 
potential to meet the needs of lower income residents seeking job 
opportunities and reverse commuters who are not well served by 
public transit and/or ADA paratransit. However the final plan must 
explore the extent of which they can meet the needs of these target 
groups through a comprehensive inventory of services and service 
parameters built on the work of the Interim Plan and an assessment 
of how these services might address identified gaps for the two 
target groups. The final plan must then define strategies through 
which human service transportation programs might assist in filling 
those gaps. 
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Demand Management 
There are a number of demand management service providers 
which serve the NYMTC region. As noted above, they provide a 
range of services which could assist lower income residents 
seeking job opportunities and reverse commuters. Building on the 
work of the Interim Plan, the final plan must explore the extent of 
which they can meet the needs of these target groups through a 
comprehensive inventory of services and service parameters and 
an assessment of how these services might address identified gaps 
for the two target groups.  
 
2) Section 5310 Program – The Section 5310 program 
provides for the purchase of vehicles to transport elderly persons or 
persons with disabilities. 
 
Public Transit 
Public transit services are not eligible for receipt of grant monies 
under Section 5310. However, recipients of Section 5310 grants 
cannot provide services which duplicate available public transit 
services. Building on the work of the Interim Plan, the final plan 
must inventory public transit service parameters to serve as a 
framework for assessing service duplication for future grant 
applications. 
 
ADA Paratransit 
Building on the work of the Interim Plan, the final plan must 
inventory ADA paratransit service parameters to serve as a 
framework for assessing service duplication for future grant 
applications and must also identify any non-profit ADA paratransit 
service providers serving the target groups who might be eligible for 
the grant program. 
 
Human Services 
Building on the work of the Interim Plan, the final plan must 
inventory human services transportation program service 
parameters to serve as a framework for assessing service 
duplication for future grant applications and must also identify any 
non-profit human services transportation providers serving the 
target groups who might be eligible for the grant program. 
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Demand Management 
Building on the work of the Interim Plan, the final plan must 
inventory demand management service parameters to serve as a 
framework for assessing service duplication for future grant 
applications and must also identify any demand management 
service providers serving the target groups who might be eligible for 
the grant program. 
 
3) New Freedom - The purpose of the New Freedom Program 
is to improve public transportation services for people with 
disabilities, as well as alternatives to public transportation, beyond 
those services required by the Americans with Disabilities Act of 
1990. 
 
Public Transit 
The strategies to address the needs of lower income residents and 
those who reverse commute were developed in the original Job 
Access and Reverse Commute Program and are discussed in 
greater detail in the appendix to the Interim Plan. These should be 
built upon for the final plan so that the travel markets of disabled 
travelers that are poorly served by public transit can be defined as 
a basis for strategies to address these gaps for the target group.  
 
ADA Paratransit 
The final plan must build on the inventory in the Interim Plan to 
establish a comprehensive inventory of ADA paratransit services 
and service parameters as a basis for assessing gaps for disabled 
individuals in order to then put forth strategies to address these 
gaps. 
 
Human Services 
The final plan must build on the inventory in the Interim Plan to 
establish a comprehensive inventory of human services 
transportation programs and service parameters as a basis for 
developing strategies to address gaps in public transit and ADA 
paratransit services for the target group. 
 
Demand Management 
The final plan must build on the inventory in the Interim Plan to 
establish a comprehensive inventory of demand management 
service providers and service parameters as a basis for developing 
strategies to address gaps in public transit and ADA paratransit 
services for the target group. 
 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Appendix: 2003 JARC 
 

Plan  
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Appendix 
 
Identify Stakeholders 
The Community Involvement Process (CIP) for the Area-Wide Plan served 
several purposes:  
1) to identify the needs of the Plan’s diverse constituents, 
2) to proactively elicit ideas and potential solutions for consideration,  
3) to provide ongoing information on the progress of the plan, and  
4) to obtain public comments on the recommendations of the draft Area-Wide 
Plan.  
 
The term “community” is used in a broad sense to incorporate anyone with an 
interest in the outcome of the planning process. This community includes welfare 
recipients, low-income workers, job seekers, persons with disabilities, employers, 
business associations, transportation providers, human service organizations, 
community-based organizations, and others with an interest in job access and 
reverse commuting issues. This large and diverse audience is located throughout 
a region with 10 counties and over 12 million people. 
 
Scope of the Community Involvement Process 
Given the magnitude and diversity of this population, the CIP used a strategic 
approach to ensure the process was as inclusive as possible. This approach 
utilized four different types of communication that were designed both to 
encourage participation from different audiences and to obtain different types of 
information. The four communication media included:  
1. Public Meetings  
A total of 25 public meetings were held. A first round of public meetings included 
12 meetings held between June and September 2000. These meetings were 
designed to provide job access constituents with an opportunity to provide input 
to the plan’s identification of needs and improvement actions, and to help identify 
employment and transportation markets that have the potential to provide 
additional opportunities to low-income workers, as well as to the employers with 
entry-level jobs. At least one meeting was held in each of the ten counties, with 
additional meetings conducted in Suffolk and Rockland at the request of local 
sponsors. An additional 13 meetings were held in April and May 2001 to obtain 
comments to the draft Area-Wide Plan. Again, in addition to the one meeting held 
in every county, three additional meetings were held in Rockland, Suffolk and 
Manhattan at the request of local partners. 
 
2. Surveys  
Surveys were mailed to human service and employer organizations. They were 
also made available at all the public meetings and were posted on NYMTC’s 
website. The surveys were designed to supplement the information obtained 
during the public meetings by eliciting more structured responses to questions 
concerning job access needs. 
3. Focus Groups  
Six focus groups were conducted to further identify and explore issues related to 
the Area-Wide Plan. The target groups were chosen to either understand the 
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needs of an important constituency that was not well represented in the public 
meetings and survey responses, or to learn from a group with a particular 
expertise in job access issues. 
4. Web Site 
A Job Access and Reverse Commute page was added to NYMTC’s web site to 
provide ongoing information on the plan’s status, and to make reports, data and 
surveys more accessible. The website also provided an additional avenue for 
eliciting public comment.   
 
In addition to these primary components, the CIP also included input from 
NYMTC’s Access-To-Jobs Planning Group, the plan’s Advisory Committee and 
the region’s major transportation providers. 
 
Outreach Activities and Participation Levels 
The primary goal of this multi-layered approach was to be as comprehensive as 
possible in terms of geography and types of constituents. However, every county 
within the region contains diverse communities and areas, and every major 
constituency consisted of a large number of groups with distinct interests. In 
addition, all four elements of the CIP relied on voluntary participation from 
interested citizens and organizations, and interest among these diverse groups 
varied considerably. Given these two considerations, it was impossible to obtain 
input that fully represents the views of all constituents. However, the process 
provided all interest groups with a chance to participate and obtained a large 
volume of comments from all counties and major constituency groups. The CIP 
also provided a rich base of information and ideas that clearly informed the 
planning process. 
 
Outreach activities consisted of the following: 
� Public meetings:  
Mailings to 10,000 organizations and individuals, as well as public service 
announcements to local media, postings to NYMTC’s website, and targeted 
outreach from local sponsoring organizations (“local partners”)  
� Surveys:  
Distribution through local human service and civic organizations, postings to 
NYMTC’s website, and dissemination through public meeting participants 
� Focus groups:  
Targeted outreach to organizations and individuals identified by the plan’s 
consultant team in consultation with the Advisory Committee  
 
� Website:  
Mailings and presentations displayed the website address and members of the 
Advisory Committee and Access-To-Jobs Planning Group were encouraged to 
disseminate the address. 
 
For all activities, participation varied widely throughout the region. This variation 
was caused by several factors. First, the level of interest appeared to be higher in 
some areas, and among some groups, than others. For example, low-density 
areas generated some of the highest participation levels in the public meetings 
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and surveys, and a high percentage of these participants identified themselves 
as persons with disabilities.  
In urban areas, organizations that work with welfare-to-work clients made up a 
large proportion of public meeting and focus group participants. However, it was 
often difficult to obtain direct input from two of the primary constituencies—
employers and welfare recipients. Second, the role of local partners proved 
critical to the effort. It was anticipated that these local organizations, through 
direct contact with their members and clients, would generate much of the 
interest in the public meetings and surveys. In fact, the involvement of local 
partners varied considerably. Some provided logistical support only while others 
actively promoted events, in some cases arranging transportation for people to 
attend meetings. Participation was clearly enhanced where local partners actively 
promoted the events.  
Mailing lists were also more comprehensive for some areas than others. Lists 
were compiled from the best available sources identified by the consultant team 
and the Advisory Committee.  
Finally, meeting attendance was affected by factors such as weather, meeting 
location and competing events. Inclement weather clearly reduced attendance at 
some meetings, and on occasion the site’s accessibility was less than ideal.  
Given this variation, the three activities were adjusted to complement one 
another and compensate for gaps in participation levels. These included the 
following: 
� An additional first round public meeting in Rockland County to compensate for 
poor attendance 
� A Queens focus group to compensate for poor attendance at the first public 
meeting 
� Three focus groups targeted to employers and business associations to 
compensate for low participation in both public meetings and surveys 
� An additional second round public meeting in Manhattan to cover both lower 
and upper Manhattan 
 
The following describes both the level and evenness of participation in each of 
the CIP’s major components. Frequently, areas with that had a small number of 
participants in one component had a higher number in others. However, based 
on numbers alone, some places and groups clearly provided more comments 
than others. 
A total of 260 individuals attended the first round of public meetings. These 
individuals covered a wide range of perspectives and backgrounds, including 
people trying to make the transition from welfare to work, persons with 
disabilities, working parents, public officials from transportation, social service, 
planning and employment agencies, representatives of nonprofit human service 
organizations, community and faith-based organizations, employers and 
business associations, elected officials and interested citizens. Attendance 
ranged from a low of 5 at the Queens meeting to a high of 88 at the two Suffolk 
County meetings. Considering each county’s population and poverty 
concentrations, attendance could be considered relatively high for Rockland and 
Suffolk (each had two meetings), relatively low for Manhattan, Queens and 
Westchester, and in the midrange for the other five counties. 
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A total of 394 individuals submitted Survey responses—352 returned forms for 
Transit Users and 42 returned forms for employers. The responses were highly 
weighted toward Long Island. Suffolk County residents submitted 189 User 
surveys. Nassau County residents submitted 106 User surveys. The only other 
county with a significant number of User survey responses was Westchester, 
with 36. The small number of employer surveys was similarly weighted toward 
these three counties. The high response rate in these counties appears to be the 
result of active distribution, promotion and assistance from local partners and 
other organizations. Efforts to increase the response rate in other counties by 
encouraging intermediary organizations to offer similar assistance yielded few 
additional responses.  
 
A profile of the respondents to the User survey indicates that most were 
employed (85%), most had relatively low wages (over half earned less than 
$300/week), and over half received some form of public assistance. Buses were 
the predominant mode of travel, accounting for at least 46% of respondents, 
while 21% said that they drove to work. Fifteen percent said that they had a 
health impairment that makes it difficult to use a train or bus. Six focus groups 
were used to obtain additional input from areas or groups that were not well 
represented in either the public meetings or the surveys. Since employers were 
among the least represented groups, three of the groups brought together 
employers or business associations from different areas. Suburban areas were 
chosen because suburban employers are the primary targets of reverse 
commute services, and because New York City business associations advised 
that it would be difficult to attract a group of interested employers on this topic. 
However, the New York City Partnership provided their insights and participated 
in one of the focus groups. Specific employer groups were organized for the 
Hudson Valley, Long Island, and the East End of Suffolk County. 
 
The other focus groups were made up of under-represented groups on the user 
side. To redress the low attendance at the Queens public meeting, a session was 
conducted with the tenant association presidents for New York City Housing 
Authority projects in Queens. A session for job developers and employment 
specialists attracted a high turnout from organizations representing New York 
City clients, which provided insights for a number of constituencies that were not 
well represented in the public meetings or surveys. The sixth group brought 
together representatives of home health care workers to address the needs of a 
substantial and growing low-wage occupation with particular transportation 
needs. A seventh group for community transportation advocates was also 
organized. Although attendance was too low to constitute a full focus group, 
ideas from this session were incorporated into the plan’s information base. The 
second round of public meetings to review the draft plan had a total of 124 
participants. Outreach was similar to that used for the first round of meetings, but 
attendance was considerably lower. One possible cause is that potential 
participants felt that they had already had their input through the first round of 
meetings. The only county with significantly higher attendance was Queens. 



 _________________________Interim Coordinated Human Services Public Transit Plan  

_____________________________________________________________________ 21

Counties with particularly low attendance included Manhattan, the Bronx, Staten 
Island, Westchester and Rockland.  
 
The number of individuals accessing the Job Access and Reverse Commute 
page of the Website is not known since the site does not record inquiries to 
individual sections of the site. Based on the source of responses to other 
outreach activities, it appears that the website was used primarily as a means of 
monitoring and accessing information by individuals that were already 
participating in the planning process through other means. Beyond the number of 
participants, an emphasis was placed on the quality of communication. 
Frequently, the number of people attending meetings was less relevant than the 
knowledge of the participants and the richness of the discussion. Meetings were 
conducted in an interactive format to encourage a thorough discussion of the 
issues. Several meetings with relatively few participants often provided a wealth 
of insights for a broad number of topics. In addition, information obtained from 
these forums was not considered in a vacuum, but was reviewed with planning 
and transportation officials and compared to the analysis of available data. 
 
Use and Interpretation of Community Input 
The Community Involvement Process was a key component in completing the 
Area-Wide Plan. Demographic, economic and transportation data and modeling 
have their limitations for identifying and prioritizing the needs of diverse 
constituents. Data is not always current or completely accurate, and frequently 
lacks the detail necessary to model behavior to sufficiently analyze needs and 
priorities. Direct input from constituents can help to understand current conditions 
and future possibilities from a broad range of perspectives. It is also the most 
direct means of determining how important potential actions are to the people 
who would be most affected by them. However, the information gathered through 
the Community Involvement Process also has its limitations. By its nature, this 
information is selective and qualitative. Comments need to be weighed by how 
representative commentators are of all constituents. Two specific caveats for the 
CIP are particularly important for interpreting the results: 
� Varying participation levels:  
Looking at CIP activities as a whole, meaningful input was obtained from all 
counties and major constituencies through at least one of the outreach activities. 
However, varying participation levels from several groups must be considered in 
interpreting the results. In both quantity and quality, the process obtained a high 
level of input from transportation providers, social service agencies and nonprofit 
human service providers in all parts of the region. It also obtained a large amount 
of input from low-income job seekers, persons with disability, community 
organizations and advocates in most suburban counties, with the exception of 
Westchester. These groups participated to a moderate degree in the Bronx, 
Brooklyn, Queens and Upper Manhattan. Participation from these groups was 
lowest in Lower Manhattan and Staten Island. Employers also participated at a 
relatively low level, especially in New York City.  
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Requirements 
Needs 
Identifying Barriers in Service 
A survey was conducted to identify barriers in getting lower-income residents to 
work. The participants were employers offering low-income positions, and lower 
income workers. The survey indicated the following. 
 
� Selective response to surveys and meeting invitations:  
Survey respondents and meeting participants tended to be those with both a 
strong interest in the outcome and a connection to one of the many organizations 
involved in the planning process. This is common in most public outreach efforts 
and an expected outcome of a process that emphasized inclusiveness and 
voluntary participation. In general, these participants are most knowledgeable on 
the relevant issues. However, they can also weight the responses to the issues 
that they are most concerned with. This is less of an issue for public meetings 
and focus groups, where results are expressed in qualitative terms, than for 
surveys that present quantitative information. Since the survey responses were 
so heavily weighted toward low-wage suburban workers, this is the only group for 
whom the surveys provided meaningful information. Even here, the data needs to 
be interpreted with caution since the survey was not designed to yield a 
statistically valid sample. For these reasons, the Area-Wide Plan uses the 
information obtained from the CIP to evaluate needs and potential actions, but 
compares it to other quantitative sources and considers where the process 
yielded the most complete information. Since the public meetings were the most 
inclusive and comprehensive component of community input, this source 
provides the majority of the findings from the CIP. Findings from surveys and 
focus groups supplement the output of the public meetings, particularly for areas 
and constituents that had relatively low attendance at these meetings. 
 
Importance of transportation relative to other issues 
� Transportation barriers were nearly always cited as a major issue for job 
placement and retention, but were not always the first concern. Limited childcare 
was often cited as the “Number One Issue”, but transportation was usually close 
behind. A mismatch between required skills and applicant skill levels was rarely 
mentioned, but this is likely in part because the public meetings focused on the 
geographic mismatch for entry-level jobs. Both employers and workers in low-
density areas with limited transit options were most likely to identify 
transportation as a leading cause of labor shortages. Those in urban areas were 
more likely to focus on how transportation limits reverse commute options. Of the 
352 respondents who responded to the Transit User Survey, which was heavily 
weighted toward low-income workers in Nassau and Suffolk, 15% reported that 
they had at some time lost a job because of transportation problems, and 45% 
reported that they had, on at least one occasion, been unable to take a job 
because of transportation problems. 
� There was near universal agreement that employers are desperate for 
workers, particularly in the suburbs, and that improved transportation could 
significantly ease labor shortages. There was often recognition that it is difficult to 
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sort out the transportation question from other issues, including a generally 
tighter labor market and the complex problems faced by the long-term 
unemployed. 
� Several groups were identified as having particular transportation issues and 
that are often “under the radar” of data and public attention. These include home 
health care workers, agricultural workers and undocumented immigrants. The 
first because of the particular work structure that demands multiple and varying 
trips in a single day, the second two because employment data does not always 
identify them. 
� Transportation issues were often intertwined with other issues affecting job 
access, e.g. the ways in which child care complicated and lengthened the 
commute, the difficulty in learning about job opportunities in distant locations, 
fear of being stranded in unfamiliar surroundings, language barriers which made 
complicated commutes more difficult, perceived hostility from residents and 
employers in different communities. For welfare-to-work clients, the eventual loss 
of Medicaid, child care subsidies and other safety net features were cited as 
other factors that made job retention even more difficult for jobs with long 
commutes. 
 
� Similar geographic mismatches occur within sub-regions and counties, both 
urban and suburban. For example, Kennedy Airport is one of New York City’s 
largest employment centers outside of Manhattan, but is difficult to reach from 
most of the city’s low-income neighborhoods. 
� In the Hudson Valley, the largest concentrations of low-income households are 
located in southern Westchester County, but the majority of entry-level jobs are 
located farther to the north in both Westchester and Rockland Counties. 
� Entry-level jobs and low-income households are most dispersed on Long 
Island, which has several large employment centers that have few low-income 
households. 
Development trends also indicate that the geographic mismatch may be growing. 
Lower density areas, which are generally the farthest from low-income 
communities, are also likely to be the most rapidly growing parts of the region in 
terms of both employment and population. Although there has also been 
substantial growth in urban areas, the trend toward greater dispersion of 
employment opportunities appears to be continuing. Geographic mismatches are 
less important than the time and complexity involved in commuting between 
locations. Factoring in both the current and potential availability of transportation 
services, analysis conducted for the plan identified several pairs of residential 
origins and employment destinations for which transportation enhancements 
would likely result in increased job opportunities for entry-level workers. This 
analysis was used to identify priority employment markets and residential target 
areas as described later in this plan. However, some general findings should be 
noted:  
� In addition to longer reverse commutes, many of the most promising pairs of 
origins and destinations that were identified for entry-level jobs involved shorter 
commutes, often within the same county. The transportation model found some 
potential for expanding the number of these internal trips in every county, with 
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the largest numbers of potential trips indicated for Suffolk, Queens, Nassau and 
Westchester.  
� The strongest potential for improved job access between counties generally 
involved contiguous counties, such as Queens-Nassau or Bronx-Westchester.  
� In spite of low numbers for both jobs and workers, the transportation model 
indicated strong potential to improve job access for low-density areas in Suffolk, 
Westchester, Rockland and Putnam Counties where current transit services have 
the least coverage and frequency. The data for employment services was more 
limited than the data for jobs, households and welfare recipients. The most 
important of these services is childcare, since working parents requiring childcare 
outside the home need to incorporate the transport of their children to the 
childcare provider into their daily commute. Although there is a wide variation in 
the ratio of licensed childcare providers to low-income households at both the 
county and zip code level, it is difficult to draw conclusions about where the 
availability of childcare service is the greatest obstacle to job access. The 
capacity of childcare providers varies greatly, from small family providers to large 
daycare centers. The cost of different providers is also an important factor, as is 
their accessibility via public transportation. With several of the Paratransit 
agencies in New York operating solely within their boundaries, to transfer 
between one paratransit service to another in the NYMTC region is costly and 
inconvenient. While it is true that by Fall 2006 seven out of the 10 NYMTC 
counties will be part of the MetroCard Network, the network is not quite as 
extensive for Paratransit customers. 
 
Obtaining and analyzing this information, some of which involves additional 
survey data, would require more in-depth research. Job centers and other 
providers of training and placement services are another set of employment-
related services. In particular, the accessibility of One-Stop Centers that are 
being developed as part of the state’s Workforce Development System are an 
important component in improving job access, particularly for welfare-to-work 
clients. There may be some opportunities for improving access to these services. 
However, since they tend to be located in areas served by public transportation, 
the greater opportunity is that One-Stop and job centers can be a “hub” for job 
access services, such as the transportation information and transportation 
brokerage services detailed later in this report. 
 
Community group meetings held in various locations throughout the NYMTC 
region also highlighted transportation barriers among the three primary target 
groups (low-income, the elderly and the disabled). These findings will also be 
detailed later in this report. 
 
Priority job access issues 
� Three issues were mentioned most frequently and received the most emphasis 
at public meetings and focus groups: 
 
- Hours of service: Sparse or non-existent transit service to job locations in 
evening and weekend hours was described as a major impediment by job 
seekers, employers and employment organizations. This issue was most acute in 
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low-density areas with limited transit service, but it also arose frequently in urban 
and higher-density suburban areas. It was particularly associated with 24-hour 
industries with high numbers of entry-level jobs, including retail, hotel, airport 
services and health services. This issue was ranked less highly by survey 
respondents, 8.5% of whom stated that “the system doesn’t run when I need to 
use it” as the biggest problem with the transit system (third highest response to 
the 11 options offered).  
- Cost: For many, this was the most critical transportation barrier, particularly 
when a trip involved multiple fares. It was cited most often in urban counties and 
among those concerned with welfare-to-work issues. It was also one reason why 
commuter railroads were generally downplayed as a potential reverse commute 
option. This was an especially strong concern expressed in the focus group of 
job developers and employment specialists. However, only 5% of the largely 
suburban respondents to the Transit Users Surveys cited this as their biggest 
problem with the transit system. 
- Trip-chaining: The need for multiple stops during the work commute, generally 
for child care but sometimes for medical treatment or other purposes, was 
frequently articulated as a major impediment, particularly in areas where transit 
service was too infrequent to make multiple stops feasible. 
� Service frequency and reliability received nearly as much attention as the first 
three issues, particularly among persons with disabilities who rely on paratransit 
services, residents of low-income areas who felt that the quality of service lagged 
more affluent areas and employers who depended on employee punctuality. In 
the User Surveys, infrequent service was cited most frequently (by 24% of 
respondents) as the biggest problem with transit service. The next most common 
response — no stops near their residence — was cited by 12%.  
� For some job seekers and job developers, information about the location of job 
opportunities, and the willingness of employers to hire workers from unfamiliar 
areas, were more important than transportation. Participants seemed to have a 
general awareness of job opportunities and transportation links to adjacent 
counties (e.g., Bronx-Westchester, Nassau-Suffolk), but not to more distant, but 
potentially reachable locations (e.g., Brooklyn-Nassau). Specific knowledge of 
job locations and alternative routes varied.  
� In many cases, commuting times to the best sources of job opportunities were 
seen as too long to be feasible. These trips were generally inter-county trips 
(e.g., Nassau-Suffolk, Bronx-Queens). Sometimes, however, they were intra-
county trips affected by geography and transit frequency (e.g., East End of 
Suffolk) or by traffic congestion (Yonkers to White Plains). There was no 
consensus on what constituted an acceptable commute. Many put the upper limit 
around 60 minutes for jobs paying at least $10-12 per hour. Others focused on 
lower-paying jobs with shorter commutes, while some said 90 minutes was the 
maximum feasible commute. Seven percent of survey respondents cited the 
length of the commute as the biggest problem with the transit system. Over a 
quarter of the respondents reported commuting times of more than an hour, while 
11% reported commuting more than 90 minutes.  
� Service coordination between different systems was frequently cited as a 
cause of lengthy and unreliable commutes. This included bus service from 
commuter rail stations and transfers between bus systems in different counties. 
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� Other issues cited with relative frequency included safety when waiting at 
isolated bus stops at night, insufficient wage levels to make up for all of the 
disadvantages of working outside of the neighborhood, cultural differences with 
employers, and difficulty in using some facilities for persons with disabilities. 
 
Opportunities for Service Enhancements 
� There was strong interest in how the Job Access and Reverse Commute grant 
program could address these issues, although this was often accompanied by an 
acknowledgement that the available dollars are limited and that additional 
resources are needed from other sources. 
� In many instances, there appeared to be a developing working relationship 
between transportation and social service agencies on welfare-to-work issues. 
However, there still appeared to be a need for more information sharing and 
coordinated planning among these agencies, employers and nonprofit human 
service agencies. 
� While there was clearly interest in enhanced fixed-route services, many 
specific ideas were focused on the potential for demand response services. 
Specific proposals included the provision of van service in low-density areas, 
mobilizing faith-based institutions to use their vans for work trips, and trying to 
make informal jitney services safe and reliable. Feeder services, such as 
employer-provided shuttles from transit hubs to job centers, were also suggested 
frequently. 
� Suggestions to reduce travel costs generally related to one of three themes— 
employer subsidies that would make costly commutes feasible, a regional 
MetroCard that would allow for free transfers between different systems, and 
longer-term subsidies for welfare-to-work clients. Regarding employer subsidies, 
some felt that many employers are willing to subsidize some trips now, while 
others thought that there would need to be more extensive tax subsidy. For those 
who knew of TransitCheks, opinions were mixed as to whether or not the 
program could alleviate a substantial portion of the problem if employers had a 
better understanding of its advantages.  
� Some participants recommended that existing services, such as guaranteed 
ride home services and TransitCheks, be more widely promoted as an initial step 
toward improving job access. 
� In addition to transportation services, improvements in land use and facilities 
planning were also recommended. The suggestions included improving 
pedestrian and bicycle access to transit facilities, locating child care and 
employment training facilities at transit facilities, and incorporating job access 
considerations in planning approvals for new developments.  
� There was also encouragement to look at the job opportunities that could result 
from new job access services, such as training public assistance recipients to 
become van drivers. 
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Improve Service 
EVALUATION OF POTENTIAL JOB ACCESS AND REVERSE COMMUTE 
SERVICES 
Since Federal, state and private funding sources are limited, funds should be 
targeted to transportation services that are likely to have the greatest impact on 
improving employment outcomes for persons with low income and reverse 
commuters. The plan evaluates the potential of different service options through 
the following steps: 
� Identification of the types of service improvements that could be used to 
address job access and reverse commute needs, and a general assessment of 
which of these improvements are most applicable to the different needs and 
markets. 
� Evaluation of the potential for services that could be implemented on a region-
wide basis;  
� Identification of employment markets that have the greatest potential for 
expanding job and career opportunities through job access and reverse commute 
services; and  
� Evaluation of the potential for services that could be implemented to connect 
these markets to low-income job seekers and workers. 
 
All of these steps combined analytic research with input from transportation and 
human service providers, as well as from other participants in the planning 
process. In addition, these evaluations are intended to rank the broad potential of 
different service categories in different parts of the region. Grants that are 
developed for the Job Access Program will still need to establish their feasibility 
and will be evaluated based on their ability to meet criteria that are established 
by the FTA and NYMTC. 
 
Types of Service Improvements 
As defined in the March 10, 2000 Federal Register Notice for the Job Access and 
Reverse Commute Transportation Program, job access transportation projects 
are generally services “…targeted at filling transportation gaps and designed to 
transport welfare recipients and low-income individuals to and from jobs and 
other employment-related support services such as childcare and job readiness, 
training and retention services.” Communities have a great deal of flexibility in the 
selection of programs that are appropriate for meeting their needs. Given 
limitations in resources, innovative approaches are encouraged, particularly 
those which build on more efficient use of existing services. In some cases, 
simply the promotion of existing services through marketing and advertising can 
be an appropriate strategy to increase awareness of transportation options 
without requiring the provision of new transportation services. In other cases, 
supplemental services are warranted to support specific needs that are not being 
met by existing services, particularly to support “reverse commuting” to job 
locations outside of the Metropolitan core areas. Throughout the U.S., several 
different approaches have been successful in meeting jobs access transportation 
needs. 
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Table I lists applicable transportation service improvements that can help welfare 
recipients and other low-income individuals to access employment opportunities 
and employment-related services. These services are not eligible for funding 
under the FTA’s Job Access and Reverse Commute Program. but could be 
funded under other Federal programs, or from private and nonprofit resources. 
 
The list of services demonstrates the range of approaches that should be 
considered to address job access: public transit services,; private transit 
services; demand responsive services; service delivery enhancements and 
Transportation Demand Management strategies. Many of these services have 
traditionally emphasized different purposes, such as congestion reduction or 
general service for persons with disabilities. However, their attributes may be  
appropriate for targeting work-related travel. 
 

 
 
 
 
 
 
 
 
Table 1: Transportation Service Improvements to support Job-Access & Reverse 
Commutes 
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Evaluation of Potential Region-wide Actions 
The planning process for the Area-Wide Plan identified several needs that could 
be addressed through services provided on a region-wide basis, either for the 
entire region or for a particular county or group of counties. The following 
recommendations concern actions that can be funded through either the Job 
Access and Reverse Commute Program or other programs that can address the 
transportation needs of low-income workers and job seekers. Issues that are 
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beyond the scope of these programs, and therefore the Area-Wide Plan, can be 
addressed through other planning processes. These related issues are noted 
following the recommended actions. 
 
Recommended Region-Wide Actions 
Recommendations for Traveler Assistance Services 
Region-wide actions that can be funded under the Job Access and Reverse  
Commute Program include a broad range of activities that help job seekers and 
workers to use existing transportation options to find employment and commute 
to work. These “traveler assistance services” are most effective when offered on 
a regional basis to reach the widest number of users and connect the largest 
number of potential resources. Many organizations in the region already offer 
these types of services, including CommuterLink in New York City, MetroPool in 
the Hudson Valley and Long Island Transportation Management. In addition, 
public agencies often offer similar services such as the Smart Commute 
programs in Westchester and Rockland Counties. Also, the New York State 
Department of Transportation supports local efforts through its Transportation 
Demand Management units. Generally, the primary goal of these organizations is 
to promote the use of mass transit and other forms of ridership to reduce 
highway congestion. However, the types of services offered are also pertinent to 
job access. In addition, many of the region’s transportation providers, social 
service agencies and nonprofit organizations also provide information or 
assistance to clients in helping to locate and use the most suitable form of 
transportation through web sites, call centers and client services. Traveler 
assistance services are specifically included in the FTA’s guidelines to the Job 
Access and Reverse Commute Program, and can also be supported by other 
public programs, and private and nonprofit funding.  
Specific activities to improve these services on a regional basis, which could be 
provided either by existing or new organizations, include the following:  
 
� Disseminating Information and Promoting the Use of Services That Assist Job 
Seekers in Using Available Transportation Services:  
These traveler assistance services range from transportation demand 
management services such as car pooling and guaranteed ride home programs, 
to traveler information services, such as the Trips123 service that will soon be 
available in the region. Information dissemination and promotional activities can 
be funded to target low-income workers and job seekers, as well as to employers 
and human service assistance organizations that employ or serve these 
constituents. 
� Enhancing Traveler Assistance Services:  
Activities can be proposed to make the traveler assistance services described 
above more beneficial to low-income workers and job seekers. Enhancements 
can include changes in program design, service delivery, eligibility criteria or 
other factors that enable low-income workers and job seekers to more effectively 
utilize these services. 
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� Providing New Traveler Assistance Services:  
New services can be funded to assist job seekers and workers to locate job 
opportunities and employment-related services, such as child care, One-Stop 
Centers, and employment service providers.  
� Establishing Transportation Brokerages:  
Brokerages either coordinate service delivery by multiple providers or arrange for 
transportation to be provided for their clients. An example of the first would be a 
service that coordinates the use of church vans, school buses and other 
community transportation resources to help workers and job seekers travel to 
jobs and employment-related services. An example of the second would be the 
use of mobility managers to assist welfare-to-work or other clients to locate and 
arrange suitable transportation to work and employment-related services. 
Brokerage services could be provided by expanding the activities of existing 
transportation or human service providers, or by establishing new entities that 
would focus exclusively on these activities.  
 
The planning process identified several instances in which employers, human 
service providers and others were unaware of existing services that could be 
utilized. In addition, there was a recognition that transportation demand 
management programs had a latent potential to address job access needs 
through program enhancements. Among the actions identified with a strong 
potential are the following: 
 
� Design and implementation by NYMTC of an information resource for 
organizations involved in Job Access.  
Provide resources, on the NYMTC website and an associated information 
brochure, to provide ongoing information on the type of traveler assistance and 
transportation demand management services available in the region. Distribution 
would be targeted to human service providers, community organizations, 
employment specialists, nonprofit service providers and others that have 
responsibility to connect welfare recipients and other low-income individuals to 
job and career opportunities. This resource would effectively provide a “one-stop 
information shopping center” for organizations seeking services to facilitate job 
access for their clients.  
� Targeted training for employment specialists and human service 
providers.  
An extension of the previous service, this would identify service providers that 
could benefit from specialized workshops on how to use transportation resources 
and how to design and implement delivery systems. These workshops would 
then be organized through the NYMTC region, with its members sponsoring and 
coordinating these efforts.   
� Expanded marketing of transportation demand management services to 
small employers and low-income workers and job seekers.  
While these constituents are included in current marketing efforts for 
TransitCheks, car pooling, guaranteed ride home services, and other TDM 
activities, expanded outreach targeted to these groups could improve the use of 
these services for entry-level workers. This expanded outreach would be 
coordinated through NYMTC’s Metropolitan Mobility Network. 
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� Implementation of partnerships between transportation providers, TDM 
organizations and human service providers to broker transportation 
services.  
The mobility manager program funded by the Job Access Grant program and 
implemented by the Metropolitan Transportation Authority and New York City’s 
Human Resources Administration is an example of a service that helps welfare 
recipients and welfare-to-work clients fully utilize existing transportation services. 
Other potential partnerships include collaborations between regional TDM 
organizations and county human service providers, both public and private, to 
tailor car pooling and other services to welfare-to-work clients and other low-
income constituents. The One-Stop Centers that are opening under the 
jurisdiction of the region’s Workforce Investment Boards represent a particular 
opportunity. As the physical and administrative center for employment and 
training services, the One-Stops can also provide a central location for 
transportation brokerage functions and the delivery of job access services. The 
complementary expertise of One-Stop Centers and TDM organizations could 
prove highly successful in developing and funding alternative transportation 
services for low-income clients. These efforts could facilitate the creation of 
transportation services for specific markets through private and nonprofit 
resources, as well as through public funding.  
 
Since the Area-Wide Plan was issued in 2001, NYMTC’s Access-To-Jobs 
Working Group has given priority to two of the above actions: the design 
and implementation of an information resource for organizations involved 
in Job Access, and the implementation of partnerships between 
transportation providers and human service organizations. These two 
items should continue to be the immediate focus of regional action by the 
network of organizations that has developed to address job access in the 
NYMTC region. Specifically, priority should be given to the following 
actions:  
� Further development and dissemination of the Regional Information 
Clearinghouse that has been created and added to NYMTC’s website. 
Particular emphasis should be given to making the resource known to 
organizations and individuals that are not part of the Access-To-Jobs 
Working Group, and obtaining feedback on its use.  
� Continuation of the regular briefings on labor market conditions that 
have been organized by NYMTC for the Access-To-Jobs Working Group. 
Emphasis should be given to disseminating micro-level information for 
small geographic areas or sectors that may hold particular promise as a 
source of employment and career opportunities for low-income workers. 
� A renewed effort to develop transportation brokerage services through 
the partnership of transportation providers, TDM organizations and human 
service providers.  
 
Recommendations for Services for Persons with Disabilities: Relating 
JARC Services to the New Freedom Initiative 
The FTA’s guidelines for the Job Access and Reverse Commute Program 
recognize that one of the program’s constituencies — persons with disabilities — 
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face particular hurdles in commuting to work and services. For those who are 
unable to commute by either auto or by scheduled public transit service, door-to-
door paratransit service is generally the only option. Since the completion of the 
Area-wide plan, the FTA has strengthened the requirements of the JARC 
program to support the objectives of the ``New Freedom'' initiative, the intent of 
which is to tear down the barriers to equality for persons with disabilities that 
remain after the implementation of the Americans with Disabilities Act. The New 
Freedom program will be discussed in greater detail later in this plan.  
The major goal of the JARC program is to increase access to jobs for welfare 
recipients and other low-income individuals.  Persons with disabilities are 
disproportionately represented among low-income groups. The unemployment 
rate for Americans with disabilities hovers at around 70 percent. The lack of 
adequate transportation is a primary barrier to work for this population: One-third 
of people with disabilities report that transportation is a significant problem. Each 
of the region’s public transportation providers offers paratransit service under the 
Americans with Disabilities Act (ADA) guidelines. These services cover areas 
that are already served by public transportation and allow many to travel to job 
interviews, job training, medical appointments and places of employment. 
However, many of the comments obtained through the Community Involvement 
Process described a number of problems in using paratransit service to obtain 
and hold regular employment. These included variable pick-up times, uncertain 
travel times, and unreliable service. Many also cited a limited availability of 
subscription service that allows travelers to reserve routine pick-up on a regular 
basis, and difficulties in scheduling work trips on a daily basis if they did not have 
subscription service. It is beyond the scope of the Area-Wide Plan to evaluate 
these concerns with ADA paratransit service. However, it is clear that low-income 
persons with disabilities face particular difficulties that many proposed job access 
projects do not address. Funding from the Job Access and Reverse Commute 
Program, as well as Temporary Assistance for Needy Families (TANF) and 
welfare-to-work funding, can address these difficulties in three ways: 
1) by funding enhancements to existing ADA paratransit services,  
2) by initiating other services for persons with disabilities that address gaps in the 
transit and related paratransit system, or  
3) through service enhancements that serve both disabled and non-disabled 
clients.  
 
The first option — funding enhancements to existing ADA paratransit service — 
should be given a relatively low priority. First, there is a substantial mismatch 
between the level of funding available for job access programs and the funds that 
would be required to substantially enhance paratransit services. Paratransit 
services have a high cost per passenger, and applying even a substantial portion 
of regional job access funds to these programs would result in relatively few 
service enhancements or access to new job opportunities. Second, program 
requirements would necessitate some targeting to persons with low-income. This 
could complicate the basic objective of paratransit service, which is to provide 
parallel service to all individuals who are unable to use scheduled transit service 
because of physical impairments. 
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Proposals related to the second option -- initiating other services for the disabled 
-- should be considered along with other proposals and evaluated by the criteria 
described in the Grant Solicitation Guide issued by NYMTC for the Job Access 
and Reverse Commute Program, including the number of persons served, 
potential for improving employment outcomes and cost effectiveness. However, 
the greatest potential for addressing the needs of the disabled is likely to come 
from demand responsive and non-ADA paratransit services that serve both 
disabled and non-disabled clients. These could include van service in low-density 
areas, subsidized taxi service and many of the traveler assistance services 
described above. To insure that projects funded under the Job Access and 
Reverse Commute Program address the needs of persons with disabilities, the 
following criteria will be included in the evaluation of grant proposals:  
 
� Project proposals that demonstrate that they will measurably improve job 
access for persons with disabilities will receive additional evaluation points 
for selection by NYMTC. Proposed service enhancements can meet this criteria 
by improving accessibility to public or private transit, by training persons with 
disabilities to use public transit for employment purposes, by implementing 
demand responsive paratransit services that will improve transportation options 
for persons with disabilities, or by targeting traveler assistance services to 
persons with disabilities. Users of the service must still meet the income or 
reverse commute requirements of the program. Further explanation of these 
service options, and their applicability for persons with disabilities, will be 
discussed later in this plan. 
 
Recommendations for Additional Research 
Several regional issues identified during the planning process require additional 
study before programmatic recommendations can be made. In general, these 
issues involve coordination across jurisdictional boundaries, combining funds 
from different programs, or a more comprehensive understanding of complex 
problems. In particular, three issues — cost subsidies, childcare transportation 
and service coordination — could benefit from additional analysis to determine 
how alternative solutions and different funding sources can best be applied. The 
first issue cannot be addressed through funding from the Job Access and 
Reverse Commute Program, but could be addressed through programs funded 
by TANF or Welfare-to-Work funding. Actions to address the second issue, 
childcare transportation, could be funded from a number of sources, including 
Job Access and Reverse Commute funds. Both were identified by several 
sources throughout the region as improvements that would address major 
barriers to job access for persons with low incomes. The third issue, improved 
coordination of transportation services, particularly the integration of public transit 
and human services transportation, is an encouraged activity under the FTA’s 
Job Access and Reverse Commute guidelines. Although some solutions for all 
three of these issues could be implemented for a single jurisdiction or market, 
there is potential for more effective approaches based on regional collaboration.  
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Recommendations to address these issues include the following: 
� Analyze potential improvements in the use of TANF funds to subsidize 
transportation costs. Transportation costs are clearly central to the issue of job 
access for persons with low income. Insufficient means to purchase or maintain 
an automobile is the main factor that differentiates the transportation needs of 
this constituency from those of the general population. Low incomes also limits 
transit options, as well as the use of private transportation services. For reverse 
commutes and trips that involve travel on multiple transit systems, the cost of the 
commute was one of the employment barriers that was cited most frequently 
during the plan process by welfare recipients, human service agencies and 
employment specialists. The cost of taxi service is also an important issue for job 
access in low-density areas where taxi service, even for low-income workers, can 
be an important part of the commute. Because service is generally regulated by 
municipalities, both the availability and cost of service can vary considerably 
outside of New York City. 
 
Although the FTA’s Job Access funds cannot be used for fare subsidies, 
programs that are funded through TANF block grants can include subsidies for 
eligible clients. In addition, all of the region’s social service districts offer some 
form of transportation subsidy to TANF-eligible clients. However, the 
comprehensiveness of the subsidies varies by jurisdiction, and the use of 
different fare media on different systems can make it more difficult to provide 
subsidy mechanisms that can be used on multiple systems.  There are also time 
limits for eligible recipients, and low-income workers who are not TANF-eligible 
are not covered. Additional analysis could identify innovative practices in other 
regions and suggest how different funding sources could be effectively combined 
to improve existing subsidies for low-income workers. 
� Examine the region’s network of childcare facilities and childcare 
transportation services to identify effective service models. Difficulty in 
finding adequate childcare within a feasible commute was cited as one of the 
leading job access issues in nearly all of the Area-Wide Plan’s public meetings. 
This is a complex issue that involves the number and capacity of childcare 
providers, the quality and cost of childcare services, and the physical relationship 
of workers, job locations, childcare providers and transportation services. The 
region has 12,000 childcare providers that have been certified by New York 
State. These range from large, comprehensive daycare centers to small family 
childcare in the provider’s home. While the location of these providers can be 
mapped and their physical relationship to low-income populations and 
transportation services can be analyzed, this analysis would be of little value 
without more information on the capacity of these providers. In addition, there is 
little information on the extent of transportation services provided directly by 
centers or their affiliates. Additional research may require a survey of childcare 
centers to determine their capacity and detailed analysis of their relationship to 
low-income populations and the transportation network. In addition, research into 
service models that address childcare transportation issues can identify potential 
solutions that could be implemented in different service areas throughout the 
region. A more detailed database will also permit the use of Geographic 



 _________________________Interim Coordinated Human Services Public Transit Plan  

_____________________________________________________________________ 38

Information Systems to target service needs and help job-seekers to identify 
accessible providers. 
� Examine the potential for improved coordination of public, private and 
nonprofit transportation services for low-income workers.  
The plan evaluates the potential for some service coordination issues, such as 
schedule coordination on different transit systems, to improve job access for 
particular market areas. However, there is a larger issue of how to coordinate the 
public, private and nonprofit transportation services used most intensively by low-
income workers and job seekers. In addition to public transit, these services can 
include transportation provided to access health and social services, information 
systems designed to locate and map clients for particular services, and privately 
operated shuttle, van and taxi service. 
These services frequently cut across jurisdictional boundaries and would benefit 
from a region-wide assessment of potential enhancements to service 
coordination. 
� In addition to these issues identified in the Community Involvement 
Process, there should also be an update and refinement of the priority 
markets and their residential target areas once small area journey-to-work 
data becomes available from the U.S. Census for 2000. This data will allow 
for a more accurate and fine-grained analysis of employment and job access 
opportunities, including the identification of “pockets” of job opportunities that 
have been requested by members of the Access-to-Jobs Working Group.  
 
Relating Job Access to Other Region-Wide Issues 
Some job access and reverse commute needs identified in the planning process 
are clearly related to a number of issues that cannot be funded either by the Job 
Access and Reverse Commute Program or by other programs that can enhance 
transportation services for low-income job seekers and workers. These include 
not only the larger regional transportation issues discussed above, but also 
workforce, land use and economic development policies. Several of these issues 
were raised during the Community Involvement Process. While the Area-Wide 
Plan cannot address this broader spectrum of policies, it can contribute to an 
understanding of how they affect access to employment and career mobility for 
the Plan’s target population. 
 
Non-transportation issues include the workforce development and welfare-to-
work policies of the region and the state. Workforce policies affecting job access 
include the types of job training and employment services that are offered, the 
types of support services that are provided, and the administration of welfare-to 
work programs. Coordination between job training and job access planning can 
help insure that both are targeting the same type and location of job 
opportunities, and help identify ways in which funding sources can be combined 
to most effectively design programs that improve employment outcomes. The 
Job Access and Reverse Commute Program is intended to promote collaboration 
among transportation and human service providers on welfare-to-work strategies, 
but will require proactive efforts to continue this process. The state’s Workforce 
Investment System, administered by the New York State Department of Labor 
and implemented by local Workforce Investment Boards, is the planning forum 
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that is responsible for addressing many of these issues. Effective communication  
between these related efforts can enhance the effectiveness of both.  
 
A number of other issues were raised during the Community Involvement 
Process. These included the need to coordinate job access planning with 
economic development objectives, and the effect of local land use decisions on 
the mismatch between residence and work locations. It is more difficult to relate 
the Job Access and Reverse Commute planning process to these efforts 
because they are largely decentralized. However, communication with economic 
development agencies can be of some value in helping to insure that job access 
programs support economic development efforts, and vice versa. For the broader 
regional transportation issues, NYMTC’s metropolitan transportation planning 
process is the region’s forum for addressing policies that relate both to job 
access and general transportation services. The Job Access and Reverse 
Commute planning process is a part of this larger effort, and can contribute to the 
consideration of these issues. 
 
Evaluation of Job Access and Reverse Commute Opportunities for Priority 
Employment Markets 
The primary purpose of this section is to provide guidance to applicants 
proposing transportation enhancements for specific locations under the Job 
Access and Reverse Commute Transportation Program. The information 
provides a broad evaluation of the type of services that have the most potential to 
improve job access in different locations. Using employment and household data, 
transportation modeling, an inventory of existing transportation services, and 
information from the Community Involvement Process, the evaluation identifies 
the following:  
� Employment markets that are judged to have the greatest potential for 
providing additional job opportunities to low-income constituents and reverse 
commuters through improved transportation access. Criteria for the selection of 
these markets are described below.  
� Target residential areas for each employment market that indicate the greatest 
potential to place additional low-income residents in these markets. These 
residential areas can be within, contiguous to, nearby or at a distance from the 
employment market. Their identification depends on a number of criteria, 
including the number of low-income residents, the extent of current transportation 
services linking these areas to the employment market, commuting times, and 
the degree to which enhanced services would be likely to improve the commute 
for entry-level workers. These areas are identified in the descriptions of each 
employment market beginning on p. 38. 
� Opportunity rankings consisting of qualitative evaluations of the types of 
services described in Section III.A. The criteria for these rankings are described 
below. 
The use of this information requires three important considerations. First, it 
provides only a broad evaluation of the potential of different markets and types of 
services. On its own, it does not provide sufficient data to justify particular service 
proposals. Even for highly ranked service enhancements, proposals need to be 
based on a detailed analysis of demand and project feasibility to determine 
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whether the proposal will fill an unmet need for service from particular residential 
locations to specific employment destinations, and that the service is the best 
option for filling this need. Second, proposed services cannot duplicate existing 
transit services. Third, grant applicants can still justify services that are not highly 
ranked or that target areas outside of priority markets if they can demonstrate 
that the proposed service would significantly enhance job access for a 
substantial number of constituents.  
 
SELECTION OF PRIORITY EMPLOYMENT MARKETS 
To help target job access and reverse commute resources, the Area-Wide Plan 
prioritizes several employment markets. To define and select these markets, the 
following methodology was used: 
1. Zip codes in the ten-county region were ranked by employment size in 1999 
and employment growth since 1993. 
2. The number of entry-level jobs and potential low-income workers were 
estimated for each zip code. 
3. The potential for increased trips from low-income workers to entry-level jobs 
was estimated for each zip code using a transportation model developed for the 
Area-Wide Plan. 
4. Zip codes were given a ranking of 1 to 5 for employment size, employment 
growth and modeled trip potential and then given a composite ranking using a 
weighted average of these three criteria. 
5. A preliminary set of priority markets was defined using a combination of zip 
code rankings and input obtained from employment specialists, transportation 
providers and others during public meetings and focus groups. Contiguous zip 
codes with strong potential were grouped into markets or corridors. In addition, 
three markets in New Jersey were added based on a combination of employment 
analysis and input from the community outreach process. 
6. The preliminary set of markets was revised based on a review with the 
transportation and planning agencies covering these areas. 
7. As part of the 2003 Plan revision, updated employment and transportation 
information by zip code through 2001 was analyzed. A summary of the 
transportation update is below. Some market areas were expanded to 
incorporate rapidly growing areas that also scored relatively high for modeled trip 
potential. 
The 17 priority employment markets defined through this effort are shown in 
Table 2, below. This table also shows whether each market is defined as urban, 
suburban or rural, and indicates which criteria were important to its designation 
as a priority area. An “X” indicates that the criteria was a significant factor in 
selecting the area as a priority market, a blank cell indicates that the criteria was 
unimportant to the selection, and “na” indicates that insufficient information was 
available to use the criteria. 
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Table 2: Priority Markets by Type and Selection Criteria 

 
 
 
 
These markets vary widely in size, location and complexity. In New York City, the 
four markets include the two airports, the industrial Brooklyn waterfront, and the 
Hylan Boulevard-West Shore areas of Staten Island. The first three are 
distribution or industrial centers, and the fourth is a rapidly developing area that 
more closely resembles some of the region’s suburbs in terms of density and 
transportation services. The relatively small number of employment centers in 
New York City largely reflects the fact that the city is well-served by mass transit. 
To a lesser degree, it reflects the fact that entry-level jobs comprise a smaller 
share of jobs in the city than in the suburbs. Markets in the lower Hudson Valley 
include the I-287 Corridor and the cities of Yonkers, Mount Vernon and New 
Rochelle in Westchester County, the Routes I-287 59 & 303 corridors in 
Rockland County, the Route 22 Corridor in Putnam, Dutchess and Westchester 
Counties, and the Route 6 Corridor extending from the northwest corner of 
Rockland County through northern Westchester through Putnam to Danbury, CT. 

_____________________________________________________________________ 41
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These include large, diverse employment centers as well as rapidly growing 
suburban and rural areas. Long Island markets include centers in both Central 
and Northern Nassau County, as well as the Route 110 Corridor, Central Suffolk, 
and the East End in Suffolk County. These also range from high-density 
suburban employment markets to lower-density areas, and most cover large 
geographic areas. New Jersey markets include the Meadowlands, Paramus and 
the Hudson County Waterfront. These are relatively dense and growing 
employment centers just outside of the 10-county New York region. In the case 
of the Meadowlands, completion of the Meadowlands Xanadu, a retail and 
entertainment complex, is projected to bring a substantial number of lower-
income jobs to the Meadowlands. Meadowlands Xanadu is slated to open in 
2008. 
 
It should be noted that these priority markets do not include every area with 
employment opportunities that could be enhanced with job access services. 
Although the selection process included a wide range of inputs, it was limited by  
the level and quality of available data, as well as by varying levels of public 
participation throughout the region. In particular, markets that are not well defined 
by zip codes or that are changing rapidly may not have been captured. As noted 
above, grant applications that target other areas can be submitted, and 
approved,  with sufficient justification. However, it is expected that the large 
majority of job access services will be directed toward these markets. 
 
DRAFT REVISIONS OF ADOPTED AREA-WIDE PLAN 
The information below summarizes major changes in public transit service that 
have been implemented in 14 priority employment markets of the Area-Wide 
Plan since the plan was developed in the spring of 2001. The updates were 
provided by the Metropolitan Transportation Authority, MTA Long Island Bus, 
Suffolk County Transit, Westchester County Department of Transportation, 
Rockland County Department of Planning and the Putnam County Planning 
Department. The updates do not include services implemented by private 
transportation operators or anticipated service changes that transit agencies 
anticipate at a later date. Even without these considerations, there are a few 
noteworthy patterns: 
 
� New bus routes, expanded service hours and increased frequency of bus 
service have improved access to employment markets in Staten Island, Nassau, 
Suffolk, Westchester, Rockland and Putnam.  
� The Job Access and Reverse Commute Transportation Program has been 
a major factor in increased service. JARC funds were primarily responsible for 
the majority of enhancements shown below for Nassau and Westchester. In 
addition, grants to human service providers have also improved job access. 
Project Renewal is now providing van service to 12 locations in northern New 
Jersey and Long Island, and Phipps Community Development Corporation has 
opened a Job Access Center in the Bronx. Future enhancements under 
approved, or pending, JARC applications are also planned for Rockland, 
Westchester and Nassau counties.  
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� There have been few permanent reductions in service in priority markets, 
either as a result of changes in demand, fiscal conditions or September 11th-
related  disruptions. However, service reductions are a distinct possibility in the 
near future with most jurisdictions and transit agencies in a difficult fiscal period.  
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Service Changes by Employment Market 
Kennedy Airport 

• Number of bus routes serving Kennedy Airport area reduced from 8 to 6. 
LaGuardia Airport 

• No major change in NYC Transit bus service, although the Q72 has added 
approximately 2 late-night trips to/from LaGuardia Airport.  

Brooklyn Waterfront 
• Consolidated B13 and B18 bus service, re-routing service via Bushwick       

Ave, and discontinuing some service on Morgan Ave, Porter Ave and       
Cypress Ave. The new service is known as the B13 

• Consolidated B40 with B78 bus service into the B78 line, discontinuing       
some service on Broadway, East New York Ave and Liberty Ave. The B78  

      has since been renamed the B47. 
Hylan Boulevard-West Shore 

• Five new bus lines, 3 express and 2 locals, added to Staten Island. Two      
lines below are most significant for service to West Shore neighborhoods. 

• New X22 route connecting Richmond Valley, Pleasant Plains, Woodrow       
and Rossville to Midtown Manhattan 

• New S84 route serving Charleston, Woodrow, Rossville and St. George 
White Plains/I-287 Corridor 

• Addition of Saturday trips on Bee-Line Route 13 to increase service      
frequency between Tarrytown and Port Chester. 

• Addition of Easy Street van service, a not-for-profit vanpool operation      
sponsored by New York State Department of Transportation. 

Southern Westchester 
• Extension of evening hours of Bee-Line Route 7 service between the       

cities of Mount Vernon and New Rochelle. 
• Addition of two evening trips on weekdays and Saturdays on Bee-Line       

Route 8. 
• Extension of the last two Saturday evening trips of Bee-Line Route 45       

service from New Rochelle to Pelham Bay Park subway station. 
• Addition of Bee-Line Route 55 evening service on weekdays and       

Sundays. 
Route 6 Corridor 

• Route extension between the Jefferson Valley Mall and Somers            
Common, Baldwin Place on the Bee-Line Route 16. Rockland I-287/59 &  

           303 Corridors 
• Provided a designated road to bypass Tappan Zee Bridge toll barrier for       

eastbound peak period Cross Rockland Express Service from Suffern to       
White Plains (based on evaluation of major service changes implemented        
in April 2001) 

• Upgraded NY Waterway ferry service from Haverstraw to Ossining, in      
conjunction with NYSDOT and the MTA, increasing ridership from 150 to      
300 
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Route 22 Corridor 

• Expanded service on PART 3, serving Route 22, between Routes 311 and      
312, from three days per week to five days per week. 

 
Central Nassau Centers 

• Increased span of service on N54/55 serving Hempstead, Uniondale,     
Sunrise Mall. 

• N22 serving Jamaica, Roosevelt Field, Hicksville; and N40 serving 
Hempstead, Freeport. 

• New Sunday service on the N35 serving Hempstead, Nassau Community     
College, Roosevelt Field and Westbury, and on N27 serving Hempstead,     
Roosevelt Field and Glen Cove. 

• Numerous early and late evening trips implemented with JARC funds. A 
new N90 route serving Hempstead and the Nassau Hub, including       
Roosevelt Field, Mitchell Field and Source Mall was implemented, but this      
was discontinued in January 2003 along with an early morning N40      
service connecting to the N90. The TANF grant that supported these      
services ended in November 2002, and the services were rated less      
productive than other grant funded services. 

• Expanded evening service on S1 route between Amityville and Halesite 
 
Central Suffolk 

• New S71 service from Shirley to SUNY Stony Brook serving major      
employment facilities, including the Yapank County Center and Foley      
Nursing Home, Horseblock Rd/Sills Rd Industrial area, Suffolk county      
Community College and SUNY Medical Center and outpatient facilities. 

• Expanded evening hours on S40 between Babylon and Patchogue, S45      
between Bay Shore and Smithtown, S54 between Patchogue and Walt      
Whitman Mall, and 3A, 3B serving Hauppauge Industrial Park. Greater 
frequency on S45, S54 and S61 (Patchogue to Port Jefferson) routes to 
provide generally uniform half hour service in peak hours, and hourly 
service in midday. 

• SCAT paratransit service hours were extended from 8:30 PM to 10:00 PM 
      along Suffolk County Transit lines with expanded evening hours. 

 
East End 

• Greater frequency on route S92 (Orient Point to East Hampton via 
Riverhead) to provide generally uniform hourly service from Monday to 
Saturday, and provide earlier service to the South Fork. 

 
Hudson Waterfront 

• Expansion of the Hudson-Bergen Light Rail (HBLR), which serves many 
employment centers on the waterfront, westward to North Bergen, New 
Jersey in February 2006. 
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RANKINGS FOR JOB ACCESS OPPORTUNITIES IN PRIORITY MARKETS 
Each of the markets identified above has a particular set of characteristics and 
opportunities to enhance job access. Some of the major factors that determine 
the applicability of different services include the size and employment density of 
the area, the types of jobs and hours of work that are represented in the 
employment base, the distance to residential areas with potential workers, and 
the extent of current services in and to these markets. 
 
To evaluate the opportunities represented by different service enhancements for 
priority markets, the services described in Table 3 were assessed to see how 
they applied to each market. With the exception of services that are only 
applicable on a county-wide basis, each type of enhancement was categorized 
as having “High”, “Medium” or “Low” potential for improving access to job 
opportunities for low-income residents. These rankings were based on a number 
of factors, including a review of industry employment and wages in each market, 
an inventory of existing transportation services, output from the transportation 
model developed from the Plan, and information provided in public meetings, 
focus groups and meetings with transportation providers. This analysis permits a 
broad assessment of opportunities to improve job access. It does not allow for 
recommendations that target specific transit routes or transportation services. 
Recommendations for specific actions require in-depth analysis of market 
demand, project feasibility and outcomes that must come from the agencies, 
organizations and partnerships that propose the service enhancements. 
 
Tables 3 – 6 show the rankings that were assigned in each market. The general 
criteria used to assign a High, Medium and Low ranking to each type of public 
and private service are as follows: 
 
Public Transit Services 
� New local routes: The degree to which residential areas with the potential to 
provide additional low-income workers are in the vicinity of the market, and local 
service to these areas does not currently exist. Higher rankings tend to be in 
rapidly growing or changing markets where there might be strong growth in the 
demand for new services. 
� Express routes: The degree to which residential target areas are of a sufficient 
distance that express service might be an option. Higher rankings tend to be in 
larger or denser suburban employment markets that can support express service 
from distant residential markets. 
� Feeder routes: The degree to which a diversity of employment centers are in 
proximity to fixed route transit service, making public transit feeder routes a more 
viable option than private shuttle services. Higher rankings are more likely to be 
in suburban markets that have good transit service along central corridors, but 
with several employment locations that are beyond the main transit routes. 
� Extension of existing service: The degree to which additional employment 
centers or residential target areas might be made accessible by extending 
existing routes. Higher rankings tend to be in growing or changing markets where 
new or growing employment and residential markets are emerging near existing 
transit routes. 
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Table 3: Rankings for Potential Service Enhancements in New York City 
Markets 

 
 
� Extended service hours: The degree to which a substantial number of work 
shifts in the employment market start or end at times when service is not 
available. Higher rankings tend to be in urban or suburban markets with a large 
number of employment opportunities in industries with off-peak hours, such as 
retail and health services, and transit service that has limited evening, early 
morning and weekend hours. 
� Modification of routes and stops: The degree to which changing employment or 
residential patterns might warrant potential changes in route configuration or the 
relocation of stops to be in closer proximity to, or improve accessibility for, 
particular employment centers or low-income residential areas. Higher rankings 
tend to be in growing markets, or ones with changing residential and employment 
patterns. 
� Timed transfers/schedule coordination: The degree to which improved 
coordination of transfers between connecting services might significantly shorten 
trip times between employment markets and targeted residential areas. Higher 
rankings tend to be in markets with relatively low frequencies or transfers 
between modes or jurisdictions make schedule coordination a more important 
factor in trip times. 
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� Increased frequency of service: The degree to which more frequent service 
could reduce wait times and have the potential to significantly increase the 
number of work trips. Higher rankings tend to be in medium or lower density 
markets where service frequencies are lower. 
 
Table 4: Rankings for Potential Service Enhancements in Hudson Valley 
Markets 

 
 
Private Transit Services 
� Subscription buses: The degree to which there are residential target areas that 
are a substantial distance from large employment centers that cannot be easily 
reached by public transportation, particularly those centers with single, large 
employers that might operate a subscription service. Higher rankings tend to be 
in larger suburban markets with concentrated employment centers. 
� Shuttle services: The degree to which there are large employment centers that 
are in proximity to fixed route transit service but are not directly served by these 
routes.. Higher rankings are more likely to be in suburban markets that have 
good transit service along central corridors, but with large employers that are 
beyond the main transit routes. 
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Table 5: Rankings for Potential Service Enhancements in Long Island 

 
 
 
Demand Responsive Service 
� Point deviation: The degree to which modification in the termini or the 
intermediate stop locations of existing fixed route service at the request of the 
passenger could improve access to smaller employment centers. Higher 
rankings tend to be in lower-density suburban or rural markets where specific 
niche markets for point deviation might be located. This service may be 
particularly applicable to enhancing the mobility and job access of persons with 
disabilities. 
� Route deviation: The degree to which modification in the route of existing fixed 
route service at the request of the passenger could improve access to smaller 
employment centers. Higher rankings tend to be in lower-density suburban or 
rural markets where specific niche markets for route deviation might be located. 
This service may be particularly applicable to enhancing the mobility and job 
access of persons with disabilities. 
� Subsidized jitney/taxi service: The degree to which sufficient fixed-route 
service might not be viable for large portions of targeted residential areas. Higher 
rankings tend to be in lower-density suburban or rural markets where this high-
cost service may be necessary to supplement transit services. This service may 
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be particularly applicable to enhancing the mobility and job access of persons 
with disabilities. 
� Childcare transportation: The degree to which van or bus service between 
child care centers and residences, employers and transit hubs would significantly 
shorten work trips. Higher rankings tend to be in markets where daycare, 
residents, employers and transit hubs are relatively dispersed, or where transit 
frequencies are relatively low. 
 
Service Delivery 
� Transportation Management Association Services: The degree to which 
employment markets have a critical mass of employers to either enhance 
existing TMA services or form a new TMA. Higher rankings tend to be in larger, 
more concentrated employment markets. 
� Transportation Brokerage Services: The degree to which markets have the 
size and type of employment, and complexity of transportation choices, to make 
brokering transportation services with workers or employment agencies a viable 
option. Higher rankings tend to be in suburban markets that might attract 
additional workers from distant urban or rural areas, or in markets where 
alternative transportation options could be more widely utilized. This service may 
be particularly applicable to enhancing the mobility and job access of persons 
with disabilities. 
� Marketing and Advertising: The degree to which additional dissemination of 
information for transportation demand management and service delivery 
enhancements can make a significant difference in access to these markets. 
Higher rankings tend to be in larger markets where marketing services target a 
large number of potential employers or users. 
� Transportation Cooperative Services: The degree to which community 
transportation resources, such as church vans, school buses and other services 
can be utilized to effectively fill gaps in transportation service. Higher rankings 
tend to be in lower density suburban or rural areas where there are significant 
gaps in transit service. This service may be particularly applicable to enhancing 
the mobility and job access of persons with disabilities. 
Transportation Demand Management Strategies 
� Bicycle Programs: The degree to which gaps in transportation service, the 
distribution of employers and residences, and topography indicate that bicycle 
programs could be a significant contributor to improved job access, either as the 
primary mode of transportation or as a feeder to public transit. Higher rankings 
tend to be in medium or high density areas where topography is conducive to 
bicycle travel. 
� Van Pools: The degree to which more remote suburban and rural markets with 
concentrated employment centers not substantially served by fixed route 
transportation, could support formation of van pools. Higher rankings tend to be 
in medium-density suburban markets with sufficient employment density to 
support van service. If a driver is provided, this service may be particularly 
applicable to enhancing the mobility and job access of persons with disabilities. 
� Car Pools: The degree to which more remote suburban and rural markets with 
dispersed employment centers not substantially served by fixed route 
transportation could support formation of car pools. Higher rankings tend to be in 
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lower-density suburban and rural markets. If a driver is provided, this service may 
be particularly applicable to enhancing the mobility and job access of persons 
with disabilities. 
 
Table 6: Rankings for Potential Service Enhancements in Northern New 
Jersey Markets  

 
 
 
Guaranteed Ride Home Program: The degree to which the limited availability of 
backup transit services, or the hours and lower frequency of existing service, 
would make a guaranteed ride home an attractive service for transit-dependent 
workers. Higher rankings tend to be in medium or lower density suburban and 
rural markets, or in areas where workers are commuting longer distances. 
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Opportunity Rankings for Individual Market Areas 
The market area descriptions on the following pages describe the rationales for 
the rankings in Tables 3 – 6. The descriptions also summarize the criteria used to 
designate the area as a priority market, identify sub-markets that include well-
defined employment centers or corridors, and identify target residential areas 
with the potential to increase trips by low-income residents. These residential 
areas, which can be either within the boundaries of the employment market, 
contiguous to it, or within a feasible commuting distance, represent places that 
have a strong potential to place additional low-income residents in jobs within the 
employment market. These areas were identified through a combination of 
indicators from the plan’s transportation model and input from the plan’s 
community involvement process. 
 
1. Kennedy Airport 
Location: Southeast Queens 
Priority Market Criteria 

• Employment Size: High - 37,000 jobs, strong career opportunities 
• Employment Growth: Medium - 13% growth from 1993-1999 

 
Residential Target Areas 
Job developers, social service agency representatives, and job seekers in 
Manhattan, Brooklyn, Queens, the Bronx and Nassau all identified Kennedy 
Airport as a destination with untapped job opportunities for residents of their 
counties. Transportation modeling found that there is some potential for all of 
these counties, but estimated that the greatest potential may be in communities 
in southeast Queens, such as Far Rockaway and Jamaica. Enhancements to 
local bus service, such as extending service hours or having additional routes 
serve the cargo area, are the highly ranked service enhancements that would 
have the greatest impact on nearby communities in Queens or Brooklyn. For 
more distant locations, the most important potential enhancements are 
expanding the use of on-airport private shuttles to connect with subway, bus and 
planned light rail service, organizing car pools, and using transportation brokers 
to help identify and utilize alternative transportation services. 
 
Description of Opportunity Rankings 
� Public Transit Services: A High ranking was given to Modification of Routes 
and Stops. The Airport is currently well served by public transit with six separate 
bus routes traveling within the district (6 serving Queens, 1 Brooklyn). AirTrain 
also currently serves Kennedy Airport, connecting it with both the E,J, and Z 
Subway Lines and the LIRR at the Sutphin Blvd/Archer Avenue station and the A 
Subway Line at the Howard Beach-JFK Airport station. AirTrain stops at every 
terminal in JFK as well as Federal Circle which is in close proximity with the 
Cargo Area. Plans are currently being floated to extend AirTrain into Downtown 
Brooklyn and Lower Manhattan via the LIRR Atlantic Branch and a new East 
River Tunnel. In spite of AirTrain, workplace locations differ somewhat from 
passenger destinations. Through minor modification of routes, or the addition of 
stops along existing routes, access to workplaces could be improved. Medium-
high rankings were given for Extension of Existing Service and for Extended 
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Service Hours. While it is true that the JFK AirTrain’s Federal Circle station lies in 
close proximity to the cargo area, only two of the six bus routes provide service 
to the cargo area. Extension of Selected Routes could provide better access to 
opportunities in this part of the airport. In addition, many of the businesses in and 
around the airport offer employment opportunities with non-traditional working 
hours. Several of the existing transit routes offer late night service. However, by 
extending hours of operation of other routes, additional work trips may become 
accessible by public transit. A Medium ranking was given for Express Routes 
and Timed Transfers/Schedule Coordination. Express Routes from outlying 
communities into Kennedy Airport can provide competitive transportation due to 
its reduced travel time over traditional line-haul transit service. It is necessary, 
however, that pick up and drop off locations are carefully selected to maximize 
potential ridership on these services. Low rankings were given to the addition of 
new Local Routes, Feeder Routes and Increased Frequency of Service, as 
Kennedy Airport currently has comprehensive and frequent service from local 
routes.  
 
� Private Transit Services: A High ranking was given to Shuttle Services 
because of its current success and future potential. Employee parking at 
Kennedy is limited and one solution is providing shuttle services to transit 
services or remote parking facilities. In addition to the free shuttles operated by 
airlines, several private operators provide dedicated shuttle services between the 
Airport and the A and C subways as well as to the Long Island Railroad. Fares of 
private operator services, however, range from $10 to $68 dollars and are too 
high for employees to pay as part of the cost of a daily commute. There is some 
immediate potential for expanding the use of private shuttles for low-wage 
workers. Subscription Buses received a Low ranking because there is unlikely to 
be enough demand from individual employers. The cost per passenger would be 
relatively high compared with that of other potential transit investments. 
 
� Demand Responsive (Non-Fixed Route) Service: Medium rankings were 
given to Route Deviation services and Childcare Transportation. Route deviation 
is an alternative to route modification to improve access to work locations. 
Childcare transportation in residential areas serving the airport that also connects 
to transit nodes could make the commute feasible for additional job seekers. Low 
Rankings were given to Point Deviation and Subsidized Taxi/Jitney Service. The 
Kennedy Airport service area is conducive to linear circulation patterns rather 
than focused on several specific hubs. Therefore, traffic patterns in the area do 
not support the point deviation concept. The comprehensive bus service to the 
airport makes subsidized taxis or jitney services a low priority. 
 
� Service Delivery: High rankings were given to Transportation Brokerage 
Services and Marketing and Advertising. The large concentration of employers, 
the particular hiring requirements of the aviation industry and the complexity of 
reaching the airport from distant locations create the opportunity for 
transportation brokers to work with employment specialists to solve the 
transportation constraints of welfare-to-work clients. These same conditions give 
Marketing and Advertising an opportunity to promote the use of alternative 
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transportation services. A Medium ranking was given to Transportation 
Management Association (TMA) services, which consists of services provided by 
private employers to encourage alternative transportation services. Kennedy 
Airport is already served by CommuterLink, a transportation demand 
management (TDM) organization, so an additional organization is unlikely to be 
as effective as providing additional resources for the TDM to expand membership 
and support among private employers. Transportation cooperatives received a 
Low ranking as they are more appropriate in lower density areas. 
 
� Transportation Demand Management Strategies: A Medium-High ranking 
was given to Car Pools. Although car pools are difficult to implement in urban 
areas that have good transit access, some of the longer commutes to the airport 
may be aided by these services. A Medium ranking was given to Van Pools and 
Guaranteed Ride Home Services. Van pools require higher volumes than car 
pools and more consistent scheduling to work effectively. A guaranteed ride 
home can supplement other strategies by providing a safety net in emergencies 
for workers making a longer commute. Bicycle programs received a Low ranking 
because of safety issues in navigating airport roadways. 
 
2. LaGuardia Airport 
Location: Northwest Queens, includes the airport and contiguous zip code 11369 
Priority Market Criteria 

• Employment Size: Low - 13,000 jobs, strong career opportunities 
• Employment Growth: Medium 

 
Residential Target Areas 
The areas with greatest potential to increase trips by low-income residents to 
LaGuardia are dispersed, primarily throughout Queens and the Bronx, with some 
potential from more distant locations in Brooklyn, Nassau or Westchester. Private 
services, such as expanded use of on-airport shuttle service, transportation 
brokers and marketing and advertising, are the only highly ranked enhancements 
and would be applicable to all of these areas. Of the medium ranked 
enhancements, new local bus routes, extension of existing bus service and 
increased frequency of service would be most applicable to Queens 
communities. Express routes, van pools, car pools and guaranteed ride home 
services would be more applicable to locations in other counties. Childcare 
transportation and TMA services would be applicable to all locations..  
 
Description of Opportunity Rankings 
� Public Transit Services: A Medium ranking was given for the implementation 
of new Local Routes, Express Routes, Extension of Existing Services, and 
Increased Frequency of Service. There are currently four routes that provide 
service to La Guardia, three from Queens and one from Manhattan. A fifth route, 
the Q72, currently runs two late-night trips to/from LaGuardia Airport. Additional 
direct routes, or extension of existing routes, could supplement the existing 
airport services by reducing the need to transfer between routes. Furthermore, 
proposals have been floated to extend the existing Astoria Line (N and W 
Subway Lines) in Queens to LaGuardia Airport. However in light of community 
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opposition and other higher-priority transit projects, this proposal has been 
shelved. Low rankings were given to Feeder Services, Extended Service Hours, 
Modification of Routes and Stops, and Timed Transfers/Schedule Coordination 
because of the extent of existing coverage. 
� Private Transit Services: A High ranking was given to Shuttle Service. 
Similar to Kennedy Airport, the success of passenger shuttles points to an 
opportunity to connect workers to additional transit nodes and work locations. 
Subscription Buses received a Low ranking because there was unlikely to be 
sufficient demand from individual employers. 
� Demand Responsive (Non-Fixed Route) Service: A Medium ranking was 
given to the provision of Childcare Transportation. Childcare transportation in 
residential areas serving the airport that also connects to transit nodes could 
make the commute feasible for additional job seekers. A Low ranking was given 
to the other demand responsive services including Point Deviation, Route 
Deviation, and Subsidized Taxi/Jitney Services. Traffic patterns in and around 
LaGuardia are more supportive of fixed transportation services than deviated 
services. 
� Service Delivery: High rankings were given to Transportation Brokers and 
Marketing and Advertising. Similar to Kennedy Airport, the concentration of 
employers, the particular hiring requirements of the aviation industry and the 
complexity of reaching the airport from distant locations create the opportunity for 
transportation brokers to work with employment specialists to solve the 
transportation constraints of welfare-to-work clients. These same conditions give 
Marketing and Advertising an opportunity to promote the use of alternative 
transportation services. A Medium ranking was given to Transportation 
Management Association (TMA) services, which consists of services provided by 
private employers to encourage the use of alternative transportation services. 
Kennedy Airport is already served by CommuterLink, a transportation demand 
management (TDM) organization, so an additional organization is unlikely to be 
as effective as providing additional resources for the TDM to expand membership 
and support among private employers. Transportation cooperatives received a 
Low ranking as they are more appropriate in lower density areas. 
� Transportation Demand Management Strategies: A Medium ranking was 
given to Car Pools, Van Pools and Guaranteed Ride Home Services. Car and 
van pools have some potential but are likely to be more difficult to implement at 
LaGuardia than Kennedy because there are fewer employers to provide the 
scale of job opportunities needed to schedule groups of riders. A guaranteed ride 
home can supplement other strategies by providing a safety net in emergencies 
for workers making a longer commute. Bicycle programs received a Low ranking 
because of safety issues in navigating airport roadways. 
 
3. Brooklyn Waterfront 
Location: Greenpoint to Sunset Park along the East River 
Priority Market Criteria 

• Employment Size: High - 67,000 jobs, many good wage entry-level jobs 
• Employment Growth: High - 21% growth from 1993-1999 
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Sub-Markets 
Employment along the Brooklyn Waterfront still consists largely of industrial and 
distribution jobs. However, there are several distinct neighborhoods— 
Greenpoint, Williamsburg, Old Brooklyn, Red Hook and Sunset Park. From both 
a labor market and transportation perspective, it is helpful to segment the 
waterfront into two sub-markets: 
 
1) Greenpoint-Williamsburg, including the Brooklyn Navy Yard and Old 
Brooklyn, is a changing employment market with residence-based services 
replacing some of the manufacturing base. This area also has a number of 
subway services providing direct access to Manhattan, Queens and other parts 
of Brooklyn. The Greenpoint-Williamsburg corridor is served by the B61 bus 
route, which generally runs parallel to the Brooklyn Waterfront from Red Hook to 
Greenpoint. The B61 connects these communities to Downtown Brooklyn as well 
as several subway lines.  
 
2) Red Hook-Sunset Park in the southern portion of the waterfront has maritime 
as well as manufacturing activity. Sunset Park is served by a single north-south 
subway, the N and R. Additionally, as of 2003, a Ride-to-Work route offers 
service during the off-hours between the 36th Street Subway station in Brooklyn, 
and along the waterfront in Sunset Park. The service operates between 7 PM 
and 9 AM. While there is no subway service in Red Hook itself, the F and G lines 
has a station stop at the Smith Street-9th Street intersection which is four blocks 
east of Red Hook.  
 
Residential Target Areas 
Communities with the greatest potential to place additional low-income workers 
in waterfront jobs are dispersed throughout Brooklyn and Queens, as well as 
from within the waterfront communities themselves. Areas with the strongest 
potential to connect residents to jobs in Greenpoint and Williamsburg are located 
in north-central Brooklyn and south-central Queens. Communities with the 
strongest potential for Red Hook and Sunset Park are located in east and south 
Brooklyn. Highly ranked service enhancements, including feeder and shuttle 
services between employers and transit nodes, increased frequency of bus 
services, childcare transportation and TMA services, would be applicable for 
communities connecting to both waterfront sub-markets. 
 
Description of Opportunity Rankings 
� Public Transit Services: High rankings were given for Increased Frequency 
of Service. During peak periods, bus services run as high as every 6 minutes, but 
hourly during the night. Given the large number of jobs with non-traditional 
working hours in this neighborhood, the provision of more frequent nighttime 
service may be warranted. A Medium-High ranking was given to the 
development of Feeder Routes. Much of the Brooklyn Waterfront is not directly 
served by subway, and feeder routes to subway stations would increase 
coverage by connecting to existing Brooklyn Waterfront routes. A Medium 
ranking was given to Local Routes and a Low-Medium ranking was applied to 
the Extension of Existing Service and Modification of Routes and Stops. While 
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the B61 parallels the Brooklyn Waterfront, there may be some potential to 
reorient service to reflect recent development patterns. The implementation of 
new Express and Local Routes, Extended Service Hours, and Timed 
Transfers/Schedule Coordination received Low rankings, based on the coverage 
provided by existing transit services. 
� Private Transit Services: The development of Shuttle Services received a 
Medium-High ranking. Employers not directly served by local bus routes should 
be encouraged to provide shuttle services for their employees who may 
otherwise not be able to reach their employer. Employers can use shuttles to 
access existing transit services or hubs. Subscription Buses received a Low 
ranking because there was unlikely to be sufficient demand from individual 
employers to support such a service.  
� Demand Responsive (Non Fixed-Route) Service: A High ranking was given 
to the provision of Childcare Transportation. Childcare transportation in 
waterfront communities could provide direct service between places of residence, 
childcare facilities and places of work, expanding the number of work choices. A 
Low ranking was given to the other demand responsive services including Point 
Deviation, Route Deviation, and Subsidized Taxi/Jitney Services based on the 
density of existing services. Route and Point Deviation would have an adverse 
affect on on-time performance and dependability of services in this 
neighborhood. 
� Service Delivery: Transportation Management Associations were assigned a 
High ranking. The concentration of industrial employers with similar needs, and 
an existing infrastructure of employer organizations, make this a viable option. A 
Medium ranking was assigned to Transportation Cooperatives. The community 
infrastructure exists to organize these services, and there could be some value in 
reaching waterfront locations from more distant neighborhoods, but the need is 
not as great as it is in lower density areas. Transportation Brokers and Marketing 
and Advertising were assigned a Low ranking. Waterfront employers should be 
targeted as part of any regional or citywide brokering or marketing strategy, but 
there is probably insufficient demand to implement a service targeted primarily to 
waterfront communities.  
� Transportation Demand Management Strategies: Bicycle Programs were 
assigned Medium rankings. Bicycles can provide an inexpensive mode of 
transportation to waterfront sites that are not directly served by transit, but the 
need is not as great as in lower density areas. Low rankings were given to Van 
and Car Pools and Guaranteed Ride Home programs since there is little need 
based on the level of transit service and the location of residential target areas. 
 
4. Hylan Boulevard/West Shore 
Location: Staten Island’s West Shore and Hylan Boulevard corridor (zip codes 
10302, 10309 and 10314) 
Priority Market Criteria 

• Employment Size: Medium - 30,000 jobs, moderate share for entry-level 
• Employment Growth: High - 41% growth from 1993-1999 
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Sub-Markets 
This part of Staten Island covers two distinct sub-markets, both characterized by 
rapid growth and entry-level opportunities concentrated in retail services:  
1) The Hylan Boulevard Corridor running north-south on the eastern side of 
Staten Island is one of the borough’s main commercial corridors, with the most 
rapid in the southern portion of the corridor. 
2) Staten Island’s West Shore is less densely developed than the northern and 
eastern portions of the island, but has rapid growth of residential-based services 
dispersed throughout the area. 
 
Residential Target Areas 
Communities with the greatest potential to place additional low-income workers 
in this market are dispersed throughout Staten Island. With no direct rail service 
from other boroughs, there is only limited potential for workers from outside of 
Staten Island, with South Brooklyn offering the most potential for inter-borough 
trips.  
 
Description of Opportunity Rankings 
Public Transit Services: High rankings were given for Extended Service Hours 
and Modification of Routes and Stops. Eighty-two percent of the work trips to this 
target zone are generated from residences within Staten Island. Therefore 
additions to and modifications of existing local service are key to improving 
access to jobs in this district. The Hylan Blvd/West Shore district is served by 
several local and express bus routes. In addition, the Staten Island Railroad runs 
parallel to Hylan Boulevard, offering rapid transit service in a north-south 
direction. However, additional nighttime and weekend bus service could expand 
opportunities to employers with late work shifts, particular retail. In addition, given 
the walking distance between existing routes and residential and employment 
areas, and changing development patterns, there may be opportunities to 
improve job access by modifying these routes. Additionally, studies are currently 
being conducted on the feasibility of resurrecting the old North Shore Branch of 
the MTA Staten Island Railway. While it would not directly serve communities on 
the West Shore, an operational North Shore Line would bring the Staten Island 
Railway closer to several West Shore communities. Another proposal involves 
extending the Bayonne Branch of the Hudson-Bergen Light Rail into Staten 
Island via the Bayonne Bridge. The proposed line, which tentatively is termed the 
West Shore Line, would extend the HBLR as far east as the Staten Island Mall. 
This extension, while feasible (the Bayonne Bridge was designed to support rail 
transit), would likely necessitate the unprecedented coordination of several 
transit entities in two states.  
 
Medium rankings were given for the implementation of New Local Routes, 
Express Routes, Timed Transfers/Schedule Coordination and Increased 
Frequency of Service. The large area and medium density of Staten Island lead 
to long commutes by transit. New routes may be a possibility, particularly in 
rapidly growing parts of the target area and residential communities, but a 
combination of increased frequency and changes in schedule could also reduce 
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the length of these commutes. Low rankings were given to Feeder Services and 
Extension of Existing Service given the coverage provided by existing service. 
� Private Transit Services: Medium ratings were given to both of the Private 
Transit enhancements: Subscription Buses and Shuttle Services. A few locations 
with a concentration of employment opportunities and potential employees may 
provide opportunities for private transportation options that may help to bridge 
the gap between existing transit facilities and work locations. 
� Demand Responsive (Non-Fixed Route) Service: A High ranking was given 
to the Provision of Childcare Transportation. Given the dispersion of residence 
and work locations, transportation that links both of these to childcare facilities in 
a single trip offers a strong opportunity to significantly reduce commuting times 
for working parents. Medium rankings were given to Point Deviation, Route 
Deviation and Subsidized Taxi/Jitney Service. The dispersion of work locations 
gives some potential for point and route deviation to permit fixed route service to 
serve a wider number of employment locations, but at the cost of longer route 
times and more variable scheduling. A Low ranking was given to Subsidized 
Taxi/Jitney Service which is more appropriate in lower density areas. 
� Service Delivery: A Medium ranking was given to Transportation 
Management Associations (TMAs), Transportation Brokers and Transportation 
Cooperatives. These have some potential for organizing and linking employer-
provided services and community services. However, both the current level of 
transit service and the relative dispersion of employers and residences may 
make these difficult to implement. Marketing and Advertising were given a Low 
ranking, primarily because employer concentrations do not appear to be large 
enough to allow these services to be targeted effectively.  
� Transportation Demand Management Strategies: Medium rankings were 
given to Bicycle Programs, Car Pools and Guaranteed Ride Home Programs. 
Both the frequency and hours of existing transit service indicate some potential 
for these services to supplement fixed-route service. Van Pools were assigned a 
Low ranking because there are few large employment concentrations that are 
not served by public transportation. 
 
5. White Plains/Westchester I-287 Corridor 
Location: Central Westchester County from Tarrytown to Port Chester 
Priority Market Criteria 

• Employment Size: High - 118,000 jobs, moderate share for entry-level 
jobs 

• Employment Growth: Medium 
 
Sub-Markets 
This is a large and diverse employment market along one of the region’s major 
Interstate routes. It contains three distinct submarkets, each with about a third of 
the market area’s employment: 
 
1) White Plains is a regional hub with entry-level opportunities in office, retail 
and health services and a high density of transit services. It includes Hawthorne 
and Valhalla to the north of White Plains. 
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2) The area East of White Plains is a diverse market containing a number of 
corporate office parks, town centers and a large job center in Rye, on the eastern 
end of the area. 
3) The area West of White Plains to Tarrytown has a larger share of 
manufacturing and distribution jobs than the other parts of the corridor, in 
additional to a substantial number of retail jobs. 
 
Residential Target Areas 
This market has particular potential to provide additional job opportunities to low-
income residents in several communities in Westchester, the Bronx and 
Rockland counties. It is also a target for reverse commuters of all income levels 
from New York City. Residents of White Plains, Port Chester and other central 
Westchester communities could access additional opportunities throughout the 
corridor with public transit service enhancements that include extending bus 
service hours and increasing frequency of service, and some limited privately 
provided service, such as shuttle services or subsidized taxi/jitney service. 
Residents of Yonkers, Mt. Vernon and other locations in southern Westchester 
would benefit from these services as well as some additional services that are 
more likely to be provided by private or nonprofit entities, including childcare 
transportation and transportation brokerage services. Some highly ranked 
service enhancements, such as van and car pools, are more applicable for 
residents of the Bronx or Rockland. 
 
Description of Opportunity Rankings 
� Public Transit Services: Public transit service includes service on all three 
Metro North lines, bus service on several Bee-Line routes, and express service 
on TZX lines from Rockland County. High rankings were given for Extended 
Service Hours and Increased Frequency of Service. The combination of high 
employment concentrations, industries and businesses with evening and 
weekend shifts, and the limited frequency and hours of existing service indicate a 
strong potential for these options. A Medium ranking was given for Express 
Service, Modification of Routes and Stops, and Timed Transfers/Schedule 
Coordination. The substantial distance between the corridor and residential 
service areas indicate that additional express service may be an option. Route 
modification could also be beneficial in addressing changing patterns of 
employment location, particularly in areas experiencing substantial growth. 
Timed transfers and schedule modifications could benefit inter-county travel if 
they improve connections with commuter rail and express service. Low rankings 
were given to New Local Routes, Extension of Existing Service and Feeder 
Services because of the extent of existing coverage.  
� Private Transit Services: The Bee-Line System and several employers 
already run successful shuttle buses. A Medium ranking was given to private 
Shuttle Service because there are still many large employers that do not have 
direct transit service, but are in the vicinity of transit routes and nodes. 
Subscription Buses received a Low ranking because there was unlikely to be 
sufficient demand from individual employers to support higher volume services. If 
clusters of employers at office parks can be organized through a mechanism 
such as a TMA, the potential for subscription bus service would increase. 
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� Demand Responsive (Non-Fixed Route) Service: A Medium-High ranking 
was given to Childcare Transportation, which may be applicable in two situations: 
as a supplement to transit in areas where trip chaining makes the current 
commute to the corridor infeasible, or as a stand-alone service that connects 
parents to both childcare and employment. The first is most appropriate for 
longer commutes, such as from Yonkers to the White Plains area. The second is 
most appropriate when the place of residence, childcare and employment are in 
closer proximity, such as for people who both live and work in the White Plains 
area. Medium rankings were given to Route Deviation and Subsidized 
Taxi/Jitney Service. Route deviation may be applicable for either public or private 
transit service in evening hours to reach employers with late shift operations that 
are off of the main transit routes. Subsidized Taxi/Jitney Service could be part of 
a comprehensive package of service to welfare-to-work clients and others to 
reach employers who are not served by transit. A Low ranking was given to Point 
Deviation, because the stop locations along existing transit routes do not appear 
to be an issue.  
� Service Delivery: A High ranking was given to Transportation Brokers 
because the corridor is a large market with complex transportation issues that a 
transportation broker can help to resolve. A Medium ranking was given to TMAs 
and Marketing and Advertising. Both of these services are already taking place in 
the corridor, but there may be opportunities to target these more effectively to 
both employers of entry-level workers and low-income job-seekers. A Low 
ranking was given to Transportation Cooperatives because the residential areas 
feeding this corridor are probably too dispersed to effectively develop the 
organizational structure for a cooperative. 
� Transportation Demand Management Strategies: Van Pools and Car Pools 
were given a High ranking. Even though Metropool and the Smart Commute 
program already provide these services, this may be a prime market for 
expanding participation by entry-level workers and low-income job seekers. The 
large number and diversity of employment centers along the route and the long 
commuting distances to residential locations make these services viable. A 
Medium ranking was given to Bicycle Programs and Guaranteed Ride Home 
services. Although infrastructure and terrain can limit the utility of bicycle 
programs, there is some potential for innovative programs to provide the training 
and services needed to advance this low-cost commuting option. Guaranteed 
ride home service can provide a safety net in case of emergency for workers 
making long or complicated commutes. 
 
6. Southern Westchester Cities 
Location: Yonkers, Mt. Vernon and New Rochelle in southern Westchester 
County 
 
Priority Market Criteria 

• Employment Size: High - 73,000 jobs, high share for entry-level 
• Employment Growth: Low – 4% growth from 1993-1999, some high-

growth areas 
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Sub-Markets 
Each of the three cities in this market have downtown employment centers with 
retail and office sites.. Industrial jobs are available, particularly in Mt. Vernon and 
parts of Yonkers. However, two submarkets have particular relevance for job 
access and reverse commute services: 
1) Downtown New Rochelle is a retail and office center that grew rapidly in the 
1990s and has strong prospects for future growth.  
2) Central Avenue Corridor is one of the primary retail corridors in Westchester 
County. Although both of these sub-markets are well served by transit, there are 
opportunities to improve access for job seekers who must make multiple 
transfers or commute in off-peak hours when frequency of service may be low. 
 
Residential Target Areas 
Southern Westchester has a job market with potential for low-income residents of 
Westchester, the Bronx and Manhattan. It also has a reverse commute market 
for other New York City residents. Two areas have particularly strong potential. 
One is for improving access in an east-west direction for southern Westchester 
residents through modifications of bus schedules, stops and service hours, and 
possibly by supplementing transit services with private and nonprofit services, 
such as childcare transportation and transportation brokerage services. The 
second is for improving access for residents in the central and northern sections 
of the Bronx through similar bus service modifications and supplemental 
services, and possibly by extending some bus routes to improve connections 
between residential areas and employment centers. 
 
Descriptions of Opportunity Rankings 
� Public Transit Services: High rankings were given for Extended Service 
Hours, Modification of Routes and Stops, and Timed Transfers/Schedule 
Coordination. A large portion of the entry-level employment opportunities for this 
market are in retail and health services, many of which require evening or 
weekend shifts. Although this area has a high concentration of both bus and 
commuter rail service, many of the bus routes in southern Westchester end 
service in the early evening or have limited frequencies at off-peak hours. 
Extending the hours of service for these routes may assist in meeting the needs 
of retail and other workers with non-traditional work schedules. In addition, 
modification of routes and stops may help potential workers reach new 
employment locations that may be located beyond easy access of existing 
service. Schedule coordination, either between east-west and north-south bus 
routes, or between bus and commuter rail service, can also expand access to the 
primary employment centers. A Medium-High ranking was given to increased 
Frequency of Service. Although most routes already have a high frequency of 
service in peak hours, increased frequencies in off-peak and on east-west routes 
could enhance job access. A Medium ranking was given for Extension of 
Existing Service. Extension of existing routes, particularly those that connect 
Westchester and the Bronx, may also have some potential. Low rankings were 
given to New Local Routes, Express Routes and Feeder Services since there is 
currently a high level of transit service in the area.  
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� Private Transit Services: A Medium ranking was given to the development of 
Shuttle Service. Some areas, such as New Rochelle, have recently seen 
significant levels of commercial development, and a shuttle bus service linking 
existing transit service and these developments would provide improved access 
for both employees of these businesses and their customers. A Low ranking was 
designated for Subscription Buses. The scale and concentration of individual 
employers in southern Westchester are not likely to be large enough to support 
higher volume subscription bus service. 
� Demand Responsive (Non-Fixed Route) Service: A Medium-High ranking 
was given to the provision of Childcare Transportation. Particularly for longer 
commutes from the Bronx or for Westchester residents with multiple stops, 
childcare transportation that also serves as a feeder to transit service can reduce 
a significant transportation barrier. A Low ranking was given to the other demand 
responsive services including Point Deviation, Route Deviation, and Subsidized 
Taxi/Jitney Services. Transit routes provide good coverage and demand 
responsive service would be redundant in most cases. 
� Service Delivery: A Medium-High ranking was assigned to Transportation 
Brokerage Services. Transportation brokers can help develop and coordinate 
services for workers who are unfamiliar with the area or have complicated 
commutes. Transportation Management Associations (TMA) Services were given 
a Medium ranking. There may be some potential for employers in growing 
employment centers to form a TMA to address transportation issues and labor 
shortages. A Low ranking was given to Transportation Cooperative Services and 
Marketing and Advertising. Relatively good transit coverage and a dispersion of 
targeted residential communities work against cooperatives or a targeted 
marketing effort. 
� Transportation Demand Management Strategies: A Medium ranking was 
given to Bicycle and Guaranteed Ride Home service. Although infrastructure and 
terrain can limit the utility of bicycle programs, there is some potential for 
innovative programs to provide the training and services needed to advance this 
low-cost commuting option. Guaranteed ride home service can provide a safety 
net in case of emergency for workers making long or complicated commutes. 
Van and Car Pools received a Low ranking as there does not appear to be the 
right combination of low transit service, employment concentrations and long 
commutes to support these. 
 
7. Rockland Routes I-287/59 & 303 Corridors 
Location: Southern Rockland County from Nyack to Suffern and from West 
Nyack to the New Jersey border. 
 
Priority Market Criteria 

• Employment Size: High - 40,000 jobs, high share for entry-level jobs. 
• Employment Growth: High - 18% growth from 1993-1999 

 
Sub-Markets 
This market is defined by the intersection of three major highways that connect 
the major employment centers in Rockland County. Two distinct sub-markets 
include the following:  
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1) The east-west corridor along Routes 59 and I-287 is a rapidly growing 
location of retail service jobs, particularly in West Nyack.  
2) Route 303, running north-south to the New Jersey border, is characterized by 
a high density of manufacturing job opportunities. 
Residential Target Areas 
Communities in Rockland, Westchester, Bergen County and the Bronx all have 
potential to improve job opportunities for low-income residents through improved 
job access to this employment market. For communities in and near these 
corridors, such as Spring Valley and Haverstraw, public transit enhancements 
such as extended hours of bus service and increased frequency of service,  
possibly supplemented by private services such as subsidized taxi/jitney service, 
childcare transportation and transportation cooperatives, have the greatest 
potential to improve job access. For reverse commutes from Westchester, 
Bergen County or the Bronx, enhancements to express bus service, schedule 
coordination with other services, and some use of car pools and guaranteed ride 
home services offer the most potential. 
 
� Public Transit Services: High rankings were given for Express Service, 
Extended Service Hours, Increased Frequency of Service, Feeder Routes and 
Extension of Existing Service. Expanded express service is a priority, particularly 
for inter-county trips. Transport of Rockland provides night service on some 
routes, but additional evening and weekend service would address the growth in 
employment with off-peak work shifts. Similarly, improved service frequency 
would enhance job access in an area with long commuting distances and 
relatively low frequencies. Feeder services appear to have particular potential in 
communities where street configuration or demand cannot support full-size 
buses. Route extension is also a high priority in this market, where employment 
and residential concentrations exist beyond the terminus of some routes. A 
Medium ranking was given for Modification of Routes and Stops and Timed 
Transfers/Schedule Coordination. Route modification may address changing 
demand patterns in rapidly growing areas, and Timed Transfers/Schedule 
Coordination is especially important as missed connections in this area can lead 
to significant increases in total trip times for persons required to transfer to reach 
their destination. Low rankings were given to New Local Routes, as service 
already exists along the major corridors. 
� Private Transit Services: A Medium ranking was given to the development of 
private Shuttle Service. The corridors have some concentrations of employers 
who could pool their resources to provide connections from public transit to 
business locations. A Low ranking was designated for Subscription Buses as 
there are few large-scale businesses that may have enough employees to 
accommodate larger volume subscription services. 
� Demand Responsive (Non-Fixed Route) Service: A High ranking was given 
to Subsidized Taxi/Jitney Service and the provision of Childcare Transportation. 
The dispersed locations of employers makes this option more attractive than in 
higher density areas, either as a county-wide initiative or for employers who may 
find taxi/jitney vouchers to be a cost-effective recruiting and retention tool. 
Additionally, provision of Childcare Transportation services is more important in 
low-density areas with more infrequent transit service and longer commuting 
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distances. A Medium ranking was given to Route Deviation, which may be viable 
in some lower-density areas. A Low ranking was given to Point Deviation. Major 
activity centers appear to be well served by fixed route services, although 
frequency and service hours need to be addressed, as discussed above. 
� Service Delivery: A High ranking was given to Transportation Cooperatives 
and Marketing and Advertising. Cooperatives are likely to be more effective in 
low-density areas where community transportation resources can address gaps 
in transit service. Marketing and Advertising has potential to improve transit 
ridership for low-income workers in this market, particularly if combined with 
substantial service enhancements. Transportation Brokers were given Medium 
rankings. Brokers may be effective in developing and coordinating alternative 
services, although low densities of both employers and residents may make it 
difficult to reach sufficient economies of scale. 
� Transportation Demand Management Strategies: A Medium ranking  was 
given to Bicycle Programs, Car Pools, and Guaranteed Ride Home Service. 
Although infrastructure and terrain can limit the utility of bicycle programs, there 
is some potential for innovative programs to provide the training and services 
needed to advance this low-cost commuting option. Guaranteed ride home 
service can provide a safety net in case of emergency for workers making long or 
complicated commutes. Car pools could provide alternative service to 
employment centers that are difficult to reach at all hours by transit. Van Service 
received a Low ranking because it requires larger scale employment to be 
effective.  
 
8. Route 22 Corridor 
Location: North Salem to Brewster to Pawling in Westchester, Putnam and 
Dutchess Counties 
Priority Market Criteria 

• Employment Size: Low - 14,000 jobs, high share for entry-level 
• Employment Growth: Medium 

 
Residential Target Areas 
Communities in eastern Putnam, primarily Brewster, have the most potential to 
provide additional entry-level workers to employers along Route 22. Northern 
Westchester also has some potential to provide additional workers. Most of the 
highly ranked service enhancements apply throughout this area.  
 
Description of Opportunity Rankings 
� Public Transit Services: High rankings were given for New Local Routes, 
Extended Service Hours, Timed Transfer /Schedule Coordination and Increased 
Frequency of Service. Current public transit services along the Route 22 Corridor 
are infrequent with limited early morning or evening service. Development of new 
routes extending farther north along Route 22 could assist workers seeking 
employment in this area, as would extended service hours, increased 
frequencies and schedule coordination with commuter rail and connecting bus 
service. Low rankings were given to all other Public Transit Enhancements 
including: Express Routes, Feeder Routes, Extension of Existing Services, and 
Route or Schedule Modifications. The relatively low density and limited existing 
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transit services in the Route 22 Corridor attest to the primary need for local 
transit services as opposed to express services in this district. In addition, Feeder 
Services generally are most successful when they feed into a high density/high 
frequency corridor. 
� Private Transit Services: A Medium ranking was given to the development of 
Shuttle Service. To provide employees with an alternative to public 
transportation, area businesses could combine resources to provide shuttle 
services for area employees. These services would provide connections from 
existing transit services to specific (contributing) businesses within the Route 22 
service area. A Low ranking was designated for Subscription Buses as there are 
limited large scale employers which could support the development of a 
subscription bus service. 
� Demand Responsive (Non-Fixed Route) Service: High rankings were given 
to Subsidized Taxi/Jitney services and Childcare Transportation. Due to the 
area’s relatively low density demand responsive services such as the provision of 
subsidized taxi/jitney services may be a successful complement to traditional 
public transit services. Similarly, the relatively lower transit service levels in this 
district make childcare transportation difficult for working parents. Demand 
responsive, door to door childcare services can remove this transportation barrier 
for working parents. Medium-High rankings were given to Point and Route 
Deviation Strategies. The lower density of this area, and relatively limited use of 
existing transit services could potentially benefit from point and route deviation 
strategies. The deviated strategies allow existing transit services to leave the 
current routing of a system to provide service to locations presently unserved but 
in the vicinity of existing transit. 
� Service Delivery: High rankings were given to Transportation Cooperatives, 
which are likely to be more effective in low-density areas where community 
transportation resources can address gaps in transit service. Medium rankings 
were given to Transportation Brokers and Marketing & Advertising. Brokers may 
have some success in coordinating and developing services, but the scale and 
complexity of transportation services are insufficient to warrant a high ranking. A 
Low ranking was given to Transportation Management Associations as 
employment concentrations appear insufficient to support this type of 
organization. 
� Transportation Demand Management Strategies: A Medium ranking was 
given to Car Pools and Guaranteed Ride Home services. Guaranteed ride home 
service can provide a safety net in case of emergency for workers making long or 
complicated commutes. Car pools could provide alternative service to 
employment centers that are difficult to reach at all hours by transit. Bicycle 
Programs and Van Service received a Low ranking. The low density of the Route 
22 area makes it less likely that these programs would be effective. 
 
9. Route 6 Corridor 
Location: Bear Mountain to Brewster and Brewster to Danbury in Rockland, 
Westchester, Putnam and Fairfield Counties 
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Priority Market Criteria
Employment Size: Low1  

• Employment Growth: High2 

 
Sub-Markets 
Route 6 connects three counties on its route from Peekskill to Danbury, but two 
sub-markets make sense from a transportation perspective: 
1) Peekskill to Brewster encompasses an area with new development and 
service from both Westchester’s Bee-Line system and Putnam’s PART system. 
2) Brewster to Danbury defines an area with large established employers as 
well as new development, and service from both Putnam and Fairfield Counties. 
 
Residential Target Areas 
For the northern Westchester section of Route 6, Peekskill has the strongest 
potential for providing additional entry-level workers. For the Brewster to Danbury 
section, Brewster is the primary location of potential workers. The highly ranked 
service enhancements apply to both of these target areas.  
 
Description of Opportunity Rankings 
� Public Transit Services: A High ranking was given to Extension of Service 
Hours, Timed Transfer/Schedule Coordination and Increased Frequency of 
Service. Present service levels along the Route 6 Corridor are limited, and most 
routes have no evening and only limited weekend service. Enhanced 
connections between Westchester and Putnam service could also improve 
access to employment in both counties. A Medium ranking was given for the 
development of Feeder Routes, Extension of Existing Services, and Modification 
of Routes and Stops. Feeder Routes could supplement existing transit services 
by providing connections within the Route 6 Corridor. By using existing rail 
stations as transit nodes for Feeder Routes, patronage of the routes can be 
shared by New York City commuters as well as employees of the Route 6 
Corridor. In addition, Extension of Existing Services can further complement 
existing services in the Route 6 Corridor. A Low ranking was given to New Local 
Routes and New Express Routes. Given the low service levels (frequency and 
span of service) of existing public transit services, the addition of more transit 
routes with limited service would be less advantageous than investing those 
resources into improving the existing transit services. 
� Private Transit Services: A Medium ranking was given to Shuttle Service as 
many large employers do not have direct transit service, but are in the vicinity of 
transit routes and nodes. By providing employees with Shuttle Services, direct 
transit service can be provided based on employers’ hours of operation. 
Subscription Buses received a Low ranking because there was unlikely to be 
enough demand from individual employers. 
                                                 
1  Zip codes for this corridor cover too wide an area to estimate employment for area along Route 
6. However, total employment for these zip codes is low compared with other markets. 
 
 
2 Zip codes for this corridor cover too wide an area to estimate employment for area along Route 
6. However, zip code level data indicates that this is a rapidly growing area. 
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� Demand Responsive (Non-Fixed Route) Service: A High ranking was given 
to the provision of Childcare Transportation and Subsidized Taxi/Jitney Service. 
The provision of Childcare Transportation may allow parents to accept jobs within 
the Route 6 Corridor. This is especially important due to the low frequency of 
public transit services in the area. Subsidized Taxi and Jitney Service is also 
appropriate in low-density areas where sufficient demand for more fixed-route 
service may not exist. A Medium ranking was given to Point Deviation as several 
logical nodes exist along the Route 6 Corridor. A Low ranking was given to the 
other demand responsive service, Route Deviation. Route deviated services may 
adversely affect the on-time performance and likelihood of good schedule 
connections. 
� Service Delivery: High rankings were given to Transportation Cooperatives, 
which are likely to be more effective in low-density areas where community 
transportation resources can address gaps in transit service. Medium rankings 
were given to Transportation Brokers and Marketing & Advertising. Brokers may 
have some success in coordinating and developing services, but the scale and 
complexity of transportation services are insufficient to warrant a high ranking. A 
Low ranking was given to Transportation Management Associations as 
employment concentrations appear insufficient to support this type of 
organization. 
� Transportation Demand Management Strategies: A Medium ranking was 
given to Car Pools, and Guaranteed Ride Home Services. Guaranteed ride home 
service can provide a safety net in case of emergency for workers making long or 
complicated commutes. Car pools could provide alternative service to 
employment centers that are difficult to reach at all hours by transit. Bicycle 
Programs and Van Service received a Low ranking. The low density of the Route 
6 area makes it less likely that these programs would be effective. 
  
10. Central Nassau Centers 
Location: Includes Franklin Square, Bethpage, Mineola, Garden City, 
Hempstead, Westbury, Hicksville and Plainview in Central Nassau County 
Priority Market Criteria
� Employment Size: High - 150,000 jobs, moderate share for entry-level 
� Employment Growth: Medium 
 
Sub-Markets 
Two distinct sub-markets, characterized by different employment densities and 
configurations, are apparent in this market:  
1) The area known as the “Nassau Hub”, including parts of Mineola, Garden 
City, Hempstead and Westbury, is one of the densest and most diverse 
employment centers on Long Island, with entry-level job opportunities in retail, 
health services and office industries.  
2) East of this area are Hicksville and Plainview, which are experiencing rapid 
employment growth and which also have a number of entry-level opportunities in 
retail and health services.  
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Residential Target Areas 
Residential locations with the potential for increased trips by low-income workers 
to the Nassau Hub area are dispersed throughout central and western Nassau 
and eastern Queens, with the greatest potential from places in or  near the target 
area, such as Hempstead and Mineola. That potential also exists in Brooklyn and 
in other parts of Queens. For Hicksville and Plainview, potential residential 
locations are dispersed throughout central and eastern Nassau and western 
Suffolk. Both of the sub-markets are also potential destinations for reverse 
commuters from New York City at all income levels. Of the highly ranked public 
transit service enhancements, extended service hours and increased frequency 
of service would have the greatest impact on communities in and near Central 
Nassau, while express routes and schedule coordination would have the greatest 
impact on commuters from other counties. Other services, more likely to be 
provided by private and nonprofit entities, that would have the greatest impact on 
Nassau residents include childcare transportation and transportation brokerage 
services. For New York City and Suffolk communities with longer commutes, 
express routes, schedule coordination with commuter rail and other bus systems, 
brokerage services, marketing and advertising, and van and car pools are likely 
to have the greatest impact.  
 
Description of Opportunity Rankings 
� Public Transit Services: A High ranking was given for Extended Service 
Hours. This market covers a large service area with a wide range of service from 
both the Long Island Railroad and MTA Long Island Bus. While there is generally 
a significant transit service level within Central Nassau, additional hours of 
evening and weekend service could significantly improve access to the many 
entry level jobs in Central Nassau that have non-traditional schedules, 
particularly in the retail, hospitality and health sectors. Medium-High rankings 
were given to Express Routes, Timed Transfers/Schedule Coordination and 
Increased Frequency of Service. Expanded express services, which can range 
from limited stop service to traditional express bus service to rapid commute 
service on priority lanes, could have a particularly strong impact on the reverse 
commute market from New York City. A combination of increased frequencies on 
some routes and modifications of transfers and schedules can have a significant 
impact in a market of this size and complexity. Medium rankings were given to 
New Local Routes and Extension of Existing Services. Currently, 32 Long Island 
Bus routes operate in the area. The need for new or extended local routes is less 
likely than for the previously described actions, but may exist in rapidly 
developing areas. Low rankings were given to Feeder Routes and Modification 
of Routes and Stops. Because of the high coverage of existing transit service, 
additions to these types of services would be less likely to enhance access to 
Central Nassau than other enhancements described above.  
� Private Transit Services: A Medium rating was given to Shuttle Services. 
Even with the relatively high levels of transit service in the Central Nassau, there 
is some potential for private shuttle services that enhance connections to existing 
fixed route service for some large employers and office complexes that are not 
directly served by transit. A Low ranking was given to Subscription Buses, which 
generally require strong demand from a single large employer to be successful.  
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� Demand Responsive (Non-Fixed Route) Service: A Medium-High ranking 
was given to the provision of Childcare Transportation. Despite the significant 
level of transit service in the area, parents who need to make multiple transit 
stops to childcare and work locations can have prohibitively long commutes. 
Childcare transportation that also connects to transit routes can significantly 
reduce this burden. Low rankings were applied to Point and Route Deviation 
enhancements. Many of the major employment corridors in Central Nassau are 
currently served either directly or within walking distance by public transit 
services. Also, due to the high usage of transit in this corridor, deviated services 
could adversely affect on-time performance and dependability of existing 
services. Due to the high level of transit service in this area coupled with the high 
cost per passenger for provision of this enhancement, subsidized Taxi/Jitney 
Service was also rated Low.  
� Service Delivery: High rankings were assigned to Transportation Brokers and 
Marketing and Advertising. The Central Nassau employment market is large and 
complex enough to justify programs that target both of these services to the area. 
County or region-wide approaches still may be most appropriate, but 
transportation brokers can have a significant impact by coordinating services for 
welfare-to-work clients and helping to develop alternative services. Central 
Nassau employers also represent a key constituency for marketing and 
advertising transit, TDM and alternative services. A Medium ranking was 
assigned to Transportation Management Associations. Some locations with a 
critical mass of employers facing similar transportation issues could improve job 
access through TMAs. A Low ranking was given to Transportation Cooperatives 
because of the fairly high levels of transit service in the area.  
� Transportation Demand Management Strategies: All TDM services were 
assigned a Medium ranking for this market. Although infrastructure and terrain 
can limit the utility of Bicycle Programs, there is some potential for innovative 
programs to provide the training and services needed to advance this low-cost 
commuting option. Employment concentrations are sufficient to support both Car 
and Van Pools, and these may be applicable to some employer locations that are 
less well-served by public transit. Guaranteed ride home service can provide a 
safety net in case of emergency for workers making long or complicated 
commutes.  
 
11. Northern Nassau 
Location: Woodbury, Syosset and Port Washington in Northern Nassau 
County 
Priority Market Criteria 

•  Employment Size: High – 447,000 jobs, moderate share for entry-level 
•  Employment Growth: Medium - 11% growth from 1993-1999 

 
Sub-Markets 
Because the municipalities in this market are not contiguous, there are two 
separate areas for consideration: 
1) Port Washington has a high proportion of jobs in retail and distribution 
services. 
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2) Woodbury and Syosset have a substantial number of job opportunities in 
retail and health services. 
 
Residential Target Areas 
Most of the communities with the strongest potential for improved access to this 
market are dispersed throughout central and northern Nassau, with some 
potential from communities in Queens and Suffolk counties. Most of the highly 
ranked service items would have the greatest impact on residential communities 
in Nassau County, but expanded express service and car pools would likely have 
the largest impact on inter-county commutes. 
Description of Opportunity Rankings 
� Public Transit Services: A High ranking was given to Extended Service 
Hours. The area has a high proportion of retail and health jobs, which tend to 
have non-traditional work schedules, and additional evening and weekend 
service would improve access of these jobs. A Medium-High ranking was given 
to Express Routes. Expanded express services, which can range from limited 
stop service to traditional express bus service to rapid commute service on 
priority lanes, could have a particularly strong impact on the reverse commute 
market from New York City and on longer commutes within Long Island. A 
Medium ranking was given to the provision of New Local Transit Routes and 
Increased Frequency of Service. While there are indications that areas not 
currently connected by transit could provide additional workers, the density, 
topography and number of jobs in Northern Nassau may not be great enough to 
support additional transit routes. Increased frequency would also improve job 
access, although this may not be as high a priority as additional hours of service. 
The remaining enhancements that received Low rankings include Feeder 
Services, Extension of Existing Services, Modification of Routes and Stops and 
Timed Transfers/Schedule Coordination. The relatively lower density in this area 
does not warrant the initiation of new feeder services into this area. Also due to 
the difficult street geometry in parts of Northern Nassau County, extension of 
existing services and route modification in the area may not be feasible. 
� Private Transit Services: A Medium ranking was given to the development of 
Shuttle Service. Shuttle services could provide connections between existing 
transit services and businesses that are currently underserved by transit, 
particularly services that emphasize public-private partnerships to enhance 
existing fixed-route service. A Low ranking was designated for Subscription 
Buses. There are few large employers in the Northern Nassau service zone that 
could support the numbers of employees necessary for the success of 
Subscription Buses.  
� Demand Responsive (Non-Fixed Route) Service: A High ranking was given 
to Route Deviation enhancements. Because of the relatively lower density and 
usage of local transit services in Northern Nassau County, some forms of 
demand responsive services could improve access for employees with work 
locations in this area. By allowing route deviation on routes or at times when 
service is not heavily used employees would have better access to their places of 
employment, which may be worth the trade-off with on-time performance. A 
Medium-High ranking was given to Childcare Transportation. Childcare 
transportation can be an important supplemental service for connecting working 
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parents to local work locations and transit nodes as well as childcare facilities. 
Medium rankings were given to Point Deviation and Subsidized Taxi/Jitney 
Service. Point deviation may be less applicable than route deviation for serving 
employment locations that are not directly on fixed route service. Subsidized 
taxi/jitney services, while normally very expensive to provide, may be suitable as 
a limited supplement to transit services for welfare-to-work clients. 
� Service Delivery: Medium rankings were assigned to Transportation Brokers, 
Transportation Cooperatives and Marketing and Advertising. All of these services 
have some applicability for either enhancing existing services or addressing gaps 
in the transportation network. However, most of these services are probably 
more appropriately delivered on a county or regional basis to have sufficient 
economies of scale. Transportation Management Associations were given a Low 
ranking because of the relatively low density of employers. 
� Transportation Demand Management Strategies: A High ranking was 
assigned to Car Pools. The area is conducive to Car Pools, which can provide 
alternative service to smaller employment centers when other modes of 
transportation cannot meet all worker needs. A Medium ranking was given to 
Bicycle Programs, Van Pools, and Guaranteed Ride Home Programs. Although 
infrastructure and terrain can limit the utility of Bicycle Programs, there is some 
potential for innovative programs to provide the training and services needed to 
advance this low-cost commuting option. Van pools require larger employment 
concentrations than car pools to be effective, but may still have some 
applications. Guaranteed ride home service can provide a safety net in case of 
emergency for workers making long or complicated commutes. 
 
12. Route 110 Corridor 
Location: Farmingdale, Melville, Huntington and Huntington Station in western 
Suffolk County 
Priority Market Criteria 

• Employment Size: High - 105,000 jobs, moderate share for entry-level 
• Employment Growth: High 

 
Residential Target Areas 
The communities that are likely to have the largest increase in entry-level job 
placements as a result of improved access are clustered in eastern Nassau and 
western Suffolk counties. However, this is also an important reverse commute 
market for residents of Queens and Brooklyn, as well as for western Nassau and 
eastern Suffolk. Of the highly ranked public transit service enhancements, 
extended service hours, modifications of routes and increased frequency of 
service would have the greatest impact on communities in and near the 110 
corridor, while express routes and schedule coordination, particularly with 
commuter rail service, would have the greatest impact on commuters from New 
York City or eastern Suffolk. Other services, more likely to be provided by private 
and non-profit entities, that would have the greatest impact on residents in 
nearby communities include childcare transportation and transportation 
brokerage services. For communities with longer commutes, brokerage services, 
marketing and advertising, and van and car pools could also be effective. 
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Description of Opportunity Rankings 
� Public Transit Services: High rankings were given for Extended Service 
Hours, Modifications of Routes and Stops, Timed Transfer/Schedule 
Coordination and Increased Frequency of Service. Currently, a significant 
number of routes serve the Route 110 Corridor. While service is relatively 
frequent during peak periods, it tapers off significantly during off-peak periods 
and provides virtually no night-time service. Given that many entry-level jobs 
have non-traditional working hours, increased frequency of service and 
expansion of hours to include limited night-time service could significantly 
improve access to these employment opportunities. Schedule coordination, 
particularly between commuter rail and bus or shuttle service, such as the LI 
Bus/LIRR Farmingdale shuttle, is a strategy that works well in this market. A 
Medium ranking was given to Express Routes and Feeder Routes. Expanded 
express services, which can range from limited stop service to traditional express 
bus service to rapid commute service on priority lanes, could have a particularly 
strong impact on the reverse commute market from New York City and on longer 
commutes within Long Island. While spatial coverage within the Route 110 
Corridor is significant, the provision of Feeder Services to the area could provide 
additional local access. A Low-Medium ranking was given to the Extension of 
Existing Services. The current services cover the length of the district. Extension 
of the routes would provide marginal benefits to the Route 110 corridor. Low 
rankings were given to New Local Routes. Existing routes cover the main parts of 
the Corridor and connect to the primary residential areas. 
� Private Transit Services: Medium ratings were given to both of the private 
transit enhancements: Subscription Buses and Shuttle Services. A number of 
employment locations are off of major transit routes, and some larger businesses 
could provide Subscription Bus services from key nodes to major employment 
centers. Similarly, local businesses could pool resources to provide Shuttle 
Services from existing transit sites to their places of employment. 
� Demand Responsive (Non-Fixed Route) Service: A Medium-High ranking 
was assigned to Childcare Transportation. Transportation that connects working 
parents to childcare locations and transit routes serving the 110 Corridor could 
expand the number of workers that can commute to the corridor. A Medium 
ranking was given to Point Deviation enhancements. Point deviation from 
existing transit nodes could provide improved access to locations currently 
without direct transit access. Low rankings were given to Route Deviation and 
Subsidized Taxi/Jitney Services. The high coverage and level of existing service 
combine to make Route Deviation a poor enhancement to transit service in the 
Route 110 Corridor as compared to other potential enhancements. Route 
Deviations in this area would impact on-time performance and reduce the 
dependability of transit services in the corridor. Subsidized Taxi/Jitney Services 
while potentially more convenient for employees would provide duplicative 
services at a high cost per passenger.  
� Service Delivery: High rankings were given to Transportation Brokers and 
Marketing and Advertising. The density of employment along the corridor make 
this an attractive target for transportation brokers to connect with human service 
providers, and also makes it an attractive market for marketing transportation 
demand management services that can improve job access. A Medium ranking 
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was assigned to Transportation Management Associations. Existing TMAs in the 
area already provide these services but could be enhanced. A Low ranking was 
given to Transportation Cooperatives, considering the dispersion of residential 
target areas.  
� Transportation Demand Management Strategies: High rankings were given 
to Van Pools and Car Pools. Even with a relatively high coverage of transit 
service, limited hours of service, the high density of employers and the 
attractiveness of this employment market to low-income job seekers who may 
have to commute from long distances give Van and Car Pools a strong potential. 
A Medium ranking was given to Bicycle Programs and Guaranteed Ride Home 
Programs. Although infrastructure and terrain can limit the utility of bicycle 
programs, there is some potential for innovative programs to provide the training 
and services needed to advance this low-cost commuting option. Guaranteed 
ride home service can provide a safety net in case of emergency for workers 
making long or complicated commutes. 
 
13. Central Suffolk Centers 
Location: Hauppauge, Bohemia, Central Islip, Brentwood, Bay Shore and Deer 
Park in Central Suffolk 
Priority Market Criteria 

• Employment Size: High - 126,000 jobs, high wage potential 
• Employment Growth: High 

 
Sub-Markets 
Three contiguous but distinct sub-markets are located in Central Suffolk, 
differentiated by both employment and transportation characteristics: 
1) Hauppauge has a concentration of government office jobs and is a central 
node for many bus routes. 
2) The Route 454 Corridor has many similarities to the Route 110 corridor, with 
a concentration of employers, including many manufacturing companies, located 
along the route. 
3) The Deer Park to Central Islip Corridor, including Brentwood and located 
along the Ronkonkoma branch of the Long Island Railroad, has a large number 
of manufacturing, distribution and retail job opportunities. 
 
Residential Target Areas 
Communities with the strongest potential to place additional entry-level workers 
in this market appear to be clustered to the south and east of this employment 
market. There is also potential for increased job placements from communities in 
Nassau and western Suffolk. Of the highly ranked public transit items, increased 
frequency of service and extended service hours are most important for 
residential communities that are in or near the employment market, while express 
service and schedule coordination are most important for longer commutes. Of 
the other services, which are more likely to be provided by private or nonprofit 
entities, childcare transportation would probably have its greatest impact on 
nearby communities, while marketing and advertising, car pools and brokerage 
services would have the most impact on longer commutes. 
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Description of Opportunity Rankings 
� Public Transit Services: A High ranking was given to Increased Frequency of 
Service due to current low service frequencies on transit routes serving the area 
– 30 minutes during peak periods and 60 minutes off-peak. A Medium-High 
ranking was given to Extended Service Hours and Timed Transfer/Schedule 
Coordination. Even though many of the area’s industrial jobs have traditional 
service hours, expanded hours of service would improve access to many entry-
level jobs that are not oriented to peak hours. Schedule coordination can be 
particularly important for connections between bus and commuter rail service and 
among bus routes with limited frequencies. A Medium ranking was given for the 
concepts of Express Routes, New Local Routes, Extension of Existing Service 
and Modification of Routes and Stops. Since this is a rapidly growing area, these 
service enhancements could have a significant impact on job access. Expanded 
express services, which can range from limited stop service to traditional express 
bus service to rapid commute service on priority lanes, could have a particularly 
strong impact on longer commutes from Nassau or eastern Suffolk. A Low 
ranking was given to Feeder Services, which are unlikely to have the impact of 
other service enhancements. 
� Private Transit Services: A Medium ranking was given to the development of 
Shuttle Services in Central Suffolk County. Employers could improve access 
through the creation of a shuttle service that would provide service between 
major transit modes and contributing businesses. A Low ranking was designated 
for Subscription Buses. There are few major employers in Central Suffolk County 
that could support the development of a Subscription Bus. 
� Demand Responsive (Non-Fixed Route) Service: A Medium-High ranking 
was given to Childcare Transportation, which can be an important supplemental 
service by connecting working parents to both childcare facilities and transit 
service to employment centers. Point Deviation, Route Deviation, and Subsidized 
Taxi/Jitney Service all received Medium rankings. While all of these options 
would provide a positive impact to the Central Suffolk area, the ability of Point 
and Route Deviation to improve access in the area is constrained by the street 
geometry and lower densities within the area. Similarly, subsidized taxi/jitney 
service could supplement transit and other transportation services in this area for 
locations and times that are not well served by other means. 
� Service Delivery: A High ranking was given to Marketing and Advertising and 
a Medium-High ranking was given to Transportation Brokers. As a growing 
employment area with a significant number of firms, this is an attractive market 
for brokers to connect to human service providers and for TDM organizations to 
market services. Transportation Management Associations and Transportation 
Cooperatives were given a Medium ranking. TMAs could support the 
development of alternative services, and transportation cooperatives may be 
viable in residential communities in and near the target area. 
� Transportation Demand Management Strategies: Car Pools received a 
High ranking. Employment densities are conducive to car pools, which can 
provide alternative service to employment centers when other modes of 
transportation cannot meet all worker needs. A Medium ranking was given to 
Van Pools, which require larger employment concentrations to be effective, as 
well as to Bicycle Programs and Guaranteed Ride Home Service. Although 
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infrastructure and terrain can limit the utility of bicycle programs, there is some 
potential for innovative programs to provide the training and services needed to 
advance this low-cost commuting option. Guaranteed ride home service can 
provide a safety net in case of emergency for workers making long or 
complicated commutes.  
 
14. East End 
Location: Riverhead, East Hampton and Southampton on the East End of Suffolk 
County 
Priority Market Criteria 

• Employment Size: Medium - 22,000 jobs, high share for entry level 
• Employment Growth: High - 30% growth from 1993-1999 
 

Sub-Markets 
Geography defines two sub-markets for this area:  
1) Riverhead is the most accessible of these three towns to both western Long 
Island and both the North and South forks of the East End  
2) The South Fork centers of Southhampton and East Hampton are longer 
commutes from both western Long Island and from the North Fork. 
 
Residential Target Areas 
Communities with the greatest potential to provide additional entry-level workers 
to this employment market are located both within the East End communities and 
from communities to the west, primarily in Central Suffolk. Of the highly ranked 
public transit items, increased frequency of service and extended service hours 
are most important for residential communities that are in or near the 
employment market, while express service and schedule coordination are most 
important for longer commutes. Of the other services, which are more likely to be 
provided by private or nonprofit entities, childcare transportation, subsidized 
taxi/jitney service and transportation cooperative services would probably have 
the greatest impact on nearby communities, while marketing and advertising and 
car pools would have the most impact on longer commutes. 
 
Description of Opportunity Rankings 
� Public Transit Services: High rankings were given for Extended Service 
Hours and Increased Frequency of Service. Currently East End transit service is 
provided by only three bus routes, in addition to Long Island Railroad service. 
Expanded Service Hours can improve access to employment opportunities, 
particularly to opportunities in retail services or health services that predominate 
on the East End and which often have non-traditional hours. Increased 
Frequency of Service can improve usage. Since the previous 2003 JARC Plan, 
frequency has improved somewhat on the East End. On the S92, which connects 
the two forks of Eastern Long Island with Riverhead, frequencies are now 20 
minutes to 1 hour. Service spans from 5:45 AM-8:10 PM. The First S92 bus from 
Greenport leaves 5:45 AM (the first bus from Orient Point, which is further east 
leaves 8:40 AM). First bus from East Hampton (the S92 Southern terminal) 
leaves 7:35 AM. The last bus from Greenport is 4:00 PM (3:35 PM from Orient 
Point). The last S92 leaves East Hampton at 6:10 PM. In essence, full service on 
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the S92 is from 7:35 AM-4:00 PM (and 8:40 AM-3:35 PM if the trip is to/from 
Orient Point). The 5 incarnations of the S10, which also serves the East End, 
each generally have 1-2 hour headways. The S10 generally operates between 
about 6:50 AM (or 7:50)-6:35 PM, though one version of the 10, the 10D, only 
operates from 8:30 AM-6:00 PM.  
A Medium-High ranking was given to Timed Transfer/Schedule Coordination 
and Modification of Routes and Stops. Schedule coordination can be particularly 
important for connections between bus and commuter rail service and among 
bus routes with limited frequencies. Route modification may also be important to 
serve rapidly developing or changing areas of the East End. A Medium ranking 
was given to Express Routes and Extension of Existing Service. Expanded 
express services, which can range from limited stop service to traditional express 
bus service, to rapid commute service on priority lanes, could have a particularly 
strong impact on longer commutes from western Suffolk. Primary activity centers 
appear to be served by existing routes but rapid growth could indicate new areas 
of need for extension of existing routes. Low rankings were given to New Local 
and Feeder Routes. Low density and limited employment opportunities do not 
appear to support significant investments for new routes in the East End. 
� Private Transit Services: A Medium ranking was given to the development of 
Shuttle Service. Local businesses could pool their resources to provide Shuttle 
Services from transit hubs. A Low ranking was designated for Subscription 
Buses. There are limited opportunities for the development of a successful 
Subscription Bus in the East End. Presently, no employers have been identified 
which employ a large enough number of workers to achieve a significant pool of 
employees who would be potential service users. 
� Demand Responsive (Non-Fixed Route) Service: High rankings were given 
to Subsidized Taxi/Jitney services and Childcare Transportation. Lower density 
and non-linear roadways make the East End challenging to serve with traditional 
public transit services. Subsidized Taxi/Jitney Services connecting workers with 
both employment and related services is one way to supplement the transit 
network. Similarly, childcare transportation receives a higher priority in areas 
where densities do not support frequent or extensive transit service. Medium 
rankings were given to Point and Route Deviation Strategies. Point and Route 
Deviation enhancements would provide access to employers currently 
underserved by transit. Trip times on these services, however, may become 
significant due to the low density of the East End. 
� Service Delivery: Both Transportation Cooperatives and Marketing and 
Advertising received High rankings. Community transportation can be an 
important supplement to transit service in low-density areas, and the East End 
has active community organizations with a strong interest in transportation. 
Marketing and Advertising were ranked highly, even though densities are low, 
because the particular features of the East End may be conducive to special 
marketing of transportation services. Transportation brokers received a Medium-
High ranking. Brokering services between human service agencies and 
employers could have an impact, particularly where local intermediaries have 
already established a willingness to take on the brokering function. 
Transportation Management Associations received a Low ranking because of 
low employment densities. 
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� Transportation Demand Management Strategies: Car Pools received a 
High ranking. Employment densities are conducive to car pools, which can 
provide alternative service to employment centers when other modes of 
transportation cannot meet all worker needs. A Medium ranking was given to 
Van Pools as well as to Guaranteed Ride Home Service. Van pools generally 
require higher employment densities to be effective, but local efforts have 
identified a demand for these services. Although infrastructure and terrain can 
limit the utility of bicycle programs, there is some potential for innovative 
programs to provide the training and services needed to advance this low-cost 
commuting option. Guaranteed ride home service can provide a safety net in 
case of emergency for workers making long or complicated commutes. Bicycle 
Programs received a Low ranking in this area where low densities and long 
traveling distances are less likely to support this option. 
 
15. Meadowlands, NJ 
Location: Hackensack, East Rutherford, Carlstadt, Teterboro and Secaucus in 
Bergen and Hudson Counties 
 
Priority Market Criteria 

• Employment Size: High - 116,000 jobs, many entry-level with career 
potential 

• Employment Growth: Medium - 13% growth from 1992-1998 
 
Residential Target Areas 
The residential area with the strongest potential to increase employment 
opportunities for low-income workers to the Meadowlands is Upper Manhattan, 
which already has substantial commutation to the area. Other areas with 
potential include the Bronx, lower Manhattan, Rockland and southern 
Westchester. The area is also a target for reverse commute services for workers 
at all income levels. Since all of these target communities involve long commutes 
and similar constituents, service rankings apply similarly to all of these 
communities.  
 
Description of Opportunity Rankings 
� Public Transit Services: A Medium-High ranking was given to Feeder 
Services. The Meadowlands is an area with significant employment opportunities 
for persons entering the workforce. The development of Feeder Services to train 
and bus routes from Manhattan can increase the accessible market area for 
employees to these jobs. A Medium ranking is given to Express Routes, 
Extended Service Hours and Increased Frequency of Service. Express Routes 
from key targeted locations to employment centers could attract employees to 
these locations. While many routes currently provide service during the daytime, 
service is limited during evening hours. Many of the entry-level jobs in this area 
are service sector jobs that have nontraditional work schedules. Providing 
additional night-time service would improve access to these locations. While the 
Meadowlands is currently served by a number of transit routes, increased 
frequencies can significantly cut total trip time particularly for those employees 
needed to transfer between transit services. Proposals have been floated to 
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extend the existing Hudson Bergen Light Rail from its northern terminus at 
Tonnelle Avenue in North Bergen west to the Meadowlands. An extension of the 
existing HBLR to the Meadowlands would likely make that market more 
accessible to lower income residents who rely on public transportation to 
commute to work. A Medium-Low ranking was given to Timed 
Transfers/Schedule Coordination. A Low ranking was given for the 
implementation of new Local Routes, Extension of Existing Services and 
Modification of Routes and Stops. The Meadowlands is currently served by a 
wide network of transit routes. The addition of new local transit services may only 
provide marginal returns as they would likely duplicate existing service. The bus 
stops in this area are also well located. Modification of Routes and Stops would 
provide only marginal returns to the system. However, many of the current 
services are focused on providing service to Manhattan, examination of potential 
en-route stops should be considered. 
 
� Private Transit Services: A High ranking was given to the creation of 
Subscription Buses. Recently, several successful Subscription Bus services have 
been implemented in the Meadowlands area. The success of these services 
indicates high potential for similar services, most likely provided through 
Meadowlink, the area’s Transportation Management Association (TMA). A 
Medium ranking was given the development of Shuttle Buses. While 
Subscription Bus service has been successful in the Meadowlands area, Shuttle 
Buses allow smaller businesses an opportunity to pool their resources to provide 
employees with direct transportation services between existing transit nodes and 
their places of employment. 
� Demand Responsive (Non-Fixed Route) Service: A Medium ranking was 
given to the provision of Childcare Transportation. Childcare transportation in 
residential areas serving the Meadowlands that also connects to transit nodes 
could make the commute feasible for additional job seekers. A Low ranking was 
given to the other demand responsive services including Point Deviation, Route 
Deviation, and Subsidized Taxi/Jitney Services. Given the high concentration of 
transit services and the development patterns of the area, traditional transit 
services are most appropriate for this area.  
� Service Delivery: A High ranking was given to Transportation Brokers. The 
large number and diversity of employment opportunities, the complexity of 
transportation needs and choices, and the need to coordinate entities in different 
states make this a particularly promising strategy for the Meadowlands. The 
other service delivery categories—Transportation Management Associations, 
Transportation Cooperatives and Marketing and Advertising—were given 
Medium rankings. The area’s  active TMA, Meadowlink provides a base for 
enhanced TMA services and Marketing and Advertising to employers. The 
prevalence of informal services, such as vans and jitneys, in several target 
residential communities could potentially be organized through a Transportation 
Cooperative, but several regulatory, cost and organizational issues would need 
to be addressed.  
� Transportation Demand Management Strategies: The combination of 
relatively long commuting distances from target residential areas, the prevalence 
of job opportunities with evening and weekend hours, and the lack of transit to 
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some hotels and other employers in the Meadowlands results in a High ranking 
for Van Pools and Car Pools. Guaranteed Ride Home Programs received a 
Medium ranking. Bicycle Programs received a Low ranking because of the 
complications in commuting long distances along major highways and bridge 
crossings.  
 
16. Paramus, NJ 
Location: Central Bergen County 
Priority Market Criteria 

•  Employment Size: High - 45,000 jobs 
•  Employment Growth: High - 32% growth from 1992-1998 

 
Residential Target Areas 
The residential area with the strongest potential to increase employment 
opportunities for low-income workers to the Meadowlands is Upper Manhattan, 
which already has substantial commutation to the area. Other areas with 
potential include the Bronx, lower Manhattan, Rockland and southern 
Westchester. The area is also a target for reverse commute services for workers 
at all income levels. Since all of these target communities involve long commutes 
and similar constituents, service rankings apply similarly to all of these 
communities. 
 
Description of Opportunity Rankings 
� Public Transit Services: A High ranking was given to Extended Service 
Hours and Increased Frequency of Service. NJT operates 21 local bus routes  
through the Paramus area, 11 of which run to New York City. However, service 
can be infrequent with headways every 30 to 60 minutes on some routes. Much 
of the service is oriented to commuters with limited evening and weekend 
service. Many entry-level jobs are in retail and service industries that do not have 
traditional working hours and require the ability to access work sites in evenings 
and on the weekends. Additional service levels could improve access to these 
opportunities. A Medium ranking was given for the implementation of new Local 
Routes, Modification of Routes and Stops and Timed Transfers/Schedule 
Coordination. Additional Local Routes could complement the existing Paramus 
services particularly as many of the services are focused on providing commuter 
service to New York City. The existing routes could also be examined to 
determine if they are meeting the Paramus area’s internal transit needs. Also due 
to the limited frequency of service, it is important that schedules are coordinated 
to minimize transfer times between routes. Low rankings were given to Express 
and Feeder Routes, and Extension of Existing Services. The routes serving the 
Paramus area are currently focused on the needs of commuters into New York 
City. Additional Express and Feeder services to the area will have limited effects 
on accessing local employment opportunities. 
� Private Transit Services: A Medium ranking was given to Shuttle Service as 
employers may be willing to entice employees with direct service between transit 
centers and employment locations. Subscription Buses received a Low ranking 
as major employers within the Paramus area are generally served by existing 
transit services.  
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� Demand Responsive (Non-Fixed Route) Service: A Medium ranking was 
given to the provision of Childcare Transportation. Childcare transportation in 
residential areas serving Paramus that also connects to transit nodes could make 
the commute feasible for additional job seekers. A Medium-Low ranking was 
given to Subsidized Taxi/Jitney Services as this service is relatively expensive 
and most areas within Paramus receive some transit service. A Low ranking was 
given to the other demand responsive services including Point and Route 
Deviation. Given the linear nature of the existing transit services in Paramus, 
Point and Route Deviated Services would negatively affect on-time performance 
of these services. 
� Service Delivery: A High ranking was given to Transportation Brokers 
because of the large number of employment opportunities, the potential for 
services that supplement public transit, and the need to coordinate entities in 
different states to link workers to employers. Transportation Cooperatives and 
Marketing and Advertising were given Medium rankings. The prevalence of 
informal services, such as vans and jitneys, in several target residential 
communities could potentially be organized through a Transportation 
Cooperative, but several regulatory, cost and organizational issues would need 
to be addressed. Marketing and Advertising of Paramus employment 
opportunities to New York workers, and of TDM services to Paramus employers, 
could also have some impact. Transportation Management Associations were 
given a Low ranking because it is not likely that worker transportation issues are 
a high enough priority for Paramus employers.  
� Transportation Demand Management Strategies: The combination of 
relatively long commuting distances from target residential areas and the 
prevalence of job opportunities with evening and weekend hours results in a 
High ranking for Car Pools. Because of the long commuting distances and 
prevalence of jobs with off-peak hours, these services could supplement transit 
service for workers commuting from the New York side of the Hudson. Van Pools 
and Guaranteed Ride Home Service received a Medium ranking. Van pools may 
be suitable for some large employment sites where demand would be sufficient. 
Guaranteed ride home service can provide a safety net in case of emergency for 
workers making long or complicated commutes. Bicycle Programs received a 
Low ranking because of the complications in commuting long distances along 
major highways and bridge crossings.  
 
17. Hudson County Waterfront 
Location: Jersey City, Hoboken and Weehawken waterfront 
Priority Market Criteria 

• Employment Size: High - 108,000 jobs (for the entire area of the three 
cities) 

• Employment Growth: High - 26% growth from 1992-1998 
 
Residential Target Areas 
Communities with the strongest potential to increase job placements by low-
income residents in this market are located in Manhattan, Staten Island, Brooklyn 
and Queens. Other areas with potential include the Bronx, Westchester and 
Rockland. Most of the highly ranked services apply to all markets, except that 
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new express routes would be most beneficial to Staten Island, which currently 
has no direct service to the Hudson waterfront.  
 
 
Description of Opportunity Rankings 
Public Transit Services: A Medium-High ranking was given to Express Routes 
and Increased Frequency of Service. Transit service is widely available along the 
Hudson County Waterfront. A total of 38 NJT local and commuter buses, in 
addition to several rail services are available to area commuters. While much of 
the service is geared to commuting to New York City, the Hudson-Bergen Light 
Rail directly connects Bayonne, Jersey City, Union City and other communities in 
Hudson County with employment centers on the Hudson Waterfront. The light rail 
system has a dual purpose of facilitating both commutes between New Jersey 
and New York City and between New Jersey communities and the Hudson 
Waterfront. Improved local bus frequency in off-peak directions and during off-
peak periods could reduce commuting times for employees entering the 
workforce who accept jobs with non-traditional working hours. In addition, 
Express Bus Service from locations where there is no direct service, such as 
Staten Island, could also have a substantial impact where demand is sufficient. 
Medium rankings were given to the Modification of Routes and Stops and for 
Timed Transfers/Coordination. Of the 24 commuter services operated in the area 
only one route provides reverse commute service. Opportunities for expanding 
reverse commute services should be explored. Low rankings were given to New 
Local Routes, Feeder Services, Extension of Existing Services and Extended 
Service Hours. As stated above, the Hudson County Waterfront is well served by 
public transit. The addition of new routes would likely overlap with existing 
services. In addition, the majority of the local routes serving this area, operate 
between 5 a.m. and 2 a.m. 
� Private Transit Services: Due to the high service levels of public transit 
service, privately funded Subscription Buses and Shuttle Services received Low 
rankings. It is unlikely that employers would operate services that would duplicate 
existing services.  
 
� Demand Responsive (Non-Fixed Route) Service: A Medium ranking was 
given to the provision of Childcare Transportation. Childcare transportation in 
residential areas serving the waterfront that also connects to transit nodes could 
make the commute feasible for additional job seekers. A Low ranking was given 
to the other demand responsive services including Point Deviation, Route 
Deviation, and Subsidized Taxi/Jitney Services. The ridership of transit services 
in this area does not allow for service deviation. Attempts to do so would 
negatively affect travel times and on-time performance. Also, due to the 
extensive coverage of existing service, it would not be efficient to pay the higher 
per trip costs of providing Subsidized Taxi/Jitney Services to potential 
employees. 
� Service Delivery: High rankings were given to Transportation Brokers and 
Marketing and Advertising. Many entry-level workers on the New York side of the 
Hudson are unaware of job opportunities in the new office complexes on the 
waterfront, or of how to get to these opportunities. Brokers and advertising can 
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help to bridge this gap, and brokers can also help to develop alternative 
transportation where current services are insufficient. Transportation 
Management Associations and Transportation Cooperatives were given Low 
rankings. Given the high level of transit service from New Jersey locations to the 
waterfront, new TMAs are unlikely. The target residential areas for the waterfront 
are too diffuse to provide potential for the formation of a Transportation 
Cooperative. 
� Transportation Demand Management Strategies: A Medium-High ranking 
was given to Van Pools, which could be feasible between areas that are not 
directly served by public transit to the Hudson County Waterfront and the large 
office employers in this employment market. Medium rankings were given to Car 
Pools and Guaranteed Ride Home service. Car Pools could also serve areas 
without a direct transit link to the waterfront. Guaranteed ride home service can 
provide a safety net in case of emergency for workers making long or 
complicated commutes. Bicycle Programs received a Low ranking because of 
the complications in commuting across the Hudson River crossings. 
 
 
 
 
 
 
 
 



 
 
 
 
 
 
 

Resources
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Resources
 

Contact Info on JARC Grantees in the NYMTC Region 
 

SEEDCO 
915 Broadway, 17th Floor  
New York, NY 10010  
Phone: (212) 473-0255 
 
Phipps Community Development Corporation 
902 Broadway  
New York, NY 10010 
Phone: (212) 243-9090 or (716) 620-1900 
 
Suffolk County Department of Public Works 
335 Yaphank Avenue 
Yaphank, NY 11980 
Phone: (631) 852-4880 
 
Southwest Brooklyn Industrial Development Corporation 
Phone: (718) 965-3100 
E-Mail: pthomas@swbidc.org
 
Project Renewal 
200 Varick Street 
New York, NY 10014 
Phone: (212) 620-0340 
 
Westchester County Department of Transportation 
100 East 1st Street 
Mount Vernon, NY 10550 
 
MTA Long Island Rail Road 
James J. Dermody, President 
Jamaica Station 
Jamaica, NY 11435 
 
MTA Long Island Bus 
Neil S. Yellin, President 
700 Commercial Avenue 
Garden City, NY 11530 
 
Suffolk County Transit 
Phone: (631) 852-5200 
 
 
 
 

mailto:pthomas@swbidc.org
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Suffolk County United Veterans 
PO Box 598 
Patchogue, NY 11772 
Phone: (631) 924-8888 
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List of NYMTC-region Section 5310 agencies with vehicles 
 

county Company_ID AGENCY_NAME CITY 
Last Program 
Year 

Active 
Vehicles 

Putnam 274 St. Christopher's Inn Garrison 2001  
Putnam 275 UCP Assoc. of NYS (Hudson Valley) Patterson 2001 2 
Putnam 346 UCPA of Putnam & So.Dutchess Co. Inc. Patterson 2006 2 
Rockland 368 Fountain View at College Road, Inc. Monsey 2005 1 
Rockland 284 Hudson Valley Reg. Diagnostic Med Cnt Monsey 1999  
Rockland 279 Intercommunity Relations Council Spring Valley 1996 1 
Rockland 276 Meals on Wheels Rockland County Nanuet 2006 9 
Rockland 280 Mental Health Assoc. of Rockland Valley Cottage 1996 1 
Rockland 344 Northern Services Group, Inc. Monsey 2006 2 
Rockland 281 Rockland County Chapter NYSARC Congers 1999 3 
Rockland 277 Rockland County Dev. Council Inc Monsey 2000 2 
Rockland 283 Rockland Opportunity Dev. Assoc. Inc. Monsey 1998  
Rockland 278 Share of New Square, Inc. New Square 1994  
Rockland 282 Village of New Square Emerg Service Spring Valley 1998 1 
Westchester 359 Ability Beyond Disability Mt. Kisco 2006 5 
Westchester 299 Centennial African Meth.. Episc. Church Mount Vernon 1999 1 
Westchester 297 Family Service of Westchester, Inc. Mt. Kisco 2006 3 
Westchester 298 Helen & Michael Schaffer Extend Care New Rochelle 1999 1 
Westchester 290 Opengate, Inc. Somers 2002 2 
Westchester 295 Saint Vincent's Westchester Harrison 2002 4 
Westchester 289 St. Jude's Institute Tarrytown 1994 3 
Westchester 349 St. Mary's Rehab. Center for Children Ossining 2003 2 
Westchester 292 The Guidance Center, Inc. New Rochelle 1996 1 
Westchester 373 The Renaissance Project, Inc. Elmsford 2005 2 
Westchester 300 UCP Westchester/Senior Learning Cnt Purchase 2002 1 
Westchester 291 Westchester Community Opportunities Elmsford 1999 1 
Westchester 294 Westchester-Putnam Adult Day Pgm Cortlandt Manor 1999 1 
Westchester 296 Yonkers General Hospital Yonkers 1999 1 
Westchester 293 YWCA of Yonkers Yonkers 1991  
Nassau 65 Barry & Florence Freedberg, JCC Oceanside 2002 1 
Nassau 58 CHS Ambulance Services Inc. Farmingdale 1999 3 
Nassau 395 Family Residences and Essential Enterprises, Inc. Old Bethpage 2006  
Nassau 57 Five Towns Community Center Lawrence 2002 1 
Nassau 61 Franklin Hospital Valley Stream 2003 4 
Nassau 63 JCC of the Greater Five Towns Cedarhurst 2002 7 
Nassau 126 Jewish Assoc. for Services for the Aged Mineola 1999 1 
Nassau 62 Long Beach Housing Seniors, Inc. Long Beach 1996 1 
Nassau 60 Long Beach Medical Center Long Beach 2002 5 
Nassau 315 Saint Brigid Outreach Westbury 2002 1 
Nassau 66 St. John's United Methodist Church Valley Stream 2002 1 
Nassau 64 Trustees of the Jones Fund Bayville 2001 2 
Suffolk 384 Central Suffolk Hospital Riverhead 2006 1 
Suffolk 132 Community & Family Residence Islandia 2007 7 
Suffolk 109 Developmental Disabilities Inst. Smithtown 2003 2 
Suffolk 133 Elderly Day Services on the Sound, Inc. Northport 2002 1 
Suffolk 110 Family Residencies and Essential Enterprises, Inc. Hauppauge 2005 10 
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Suffolk 107 Fed. Of Org. NYS Mentally Disabled West Babylon 2006 12 
Suffolk 131 Gurwin Jewish Geriatric Center Commack 2002 1 
Suffolk 129 Human Resources Research Mngmt. Lake Grove 2005 5 
Suffolk 116 Huntington Human Services Inst, Inc. Huntington Station 1996 1 
Suffolk 113 Independent Transporters, Inc. East Moriches 2003 19 
Suffolk 117 John T. Mather Memorial Hospital Port Jefferson 2002 1 
Suffolk 115 Little Flower Children's Service of NY Wading River 1995 1 
Suffolk 128 Maryhaven Transportation Services, Inc. Port Jefferson Stat 2003 6 
Suffolk 127 Mercy Haven, Inc. Islip Terrace 2002 2 
Suffolk 122 NYSARC, Inc. - Suffolk Chapter Bohemia 1997 2 
Suffolk 124 Rides Unlimited Nassau/Suffolk Islandia 1998 2 
Suffolk 112 Siena Village Smithtown 2002 1 
Suffolk 111 St. Charles Hosp. & Rehab. Ctr. Port Jefferson 2006 8 
Suffolk 125 Suffolk County United Veterans Patchogue 2002 4 
Suffolk 108 Suffolk Y Jewish Community Ctr. Commack 1993 2 
Suffolk 360 The Community Programs Center of L.I. Edgewood 2004 2 
Suffolk 114 Town of Babylon Sr Ctzn Cmmty Sv North Babylon 1995 1 
Suffolk 121 Town of Brookhaven Medford 2000 9 
Suffolk 130 Town of East Hampton East Hampton 2000 2 
Suffolk 118 Town of Riverhead Riverhead 2000 5 
Suffolk 120 Town of Smithtown Smithtown 1997 3 
Suffolk 119 Town of Southampton Southampton 1997 3 
Suffolk 123 U.C.P. of Greater Suffolk Hauppauge 2006 5 
Bronx 13 163rd St. Improvement Council Bronx 1995 1 
Bronx 17 Aging in America, Inc. Bronx 1999 1 
Bronx 314 Belmont Arthur Avenue Local Dev. Corp. Bronx 2002 1 
Bronx 15 Casa Promesa Bronx 1996 2 
Bronx 6 Claremont Tenants Association Bronx 1995  
Bronx 3 Daughters of Jacob Geriatric Center Bronx 1988  
Bronx 5 Frances Schervier Home & Hospital Bronx 1981  
Bronx 14 Gloria Wise Boys & Girls Club Bronx 1995 3 
Bronx 11 Grand Concourse S.D.A. Temple Bronx 1994  
Bronx 10 H.O.M.E.E. Clinic, Inc. Bronx 2002 2 
Bronx 2 Handicapped Adult Assoc., Inc. Bronx 1995  
Bronx 20 Hebrew Hospital Home Bronx 2003 4 
Bronx 1 Inst. of Applied Human Dynamics Bronx 1994 3 
Bronx 19 MBD Community Housing Corp. Bronx 2001 1 
Bronx 8 Mid-Bronx Sr. Citizens Council Bronx 1992 1 
Bronx 9 Morningside House Nursing Home Bronx 1990  
Bronx 18 Narco Freedom Bronx 2001 2 
Bronx 7 Neighborhood Self-Help/Older Persons Bronx 1999 1 
Bronx 12 Puerto Rican Family Institute Bronx 1995 1 
Bronx 16 Unique People Services Bronx 2002 4 
Bronx 4 W K Nursing Home Corp. Bronx 1988  
Kings 41 Abraham Residence(Mtro NY Cncl) Brooklyn 1992  
Kings 47 Addiction Research & Treatment Corp Brooklyn 1999 4 
Kings 27 Adult Retardates Center, Inc. Brooklyn 1988  
Kings 26 Bay Ridge Center for Older Adults Brooklyn 2002 1 
Kings 38 Berean Missionary Baptist Church Brooklyn 1992 1 
Kings 49 Beulah Church of God Brooklyn 1995  
Kings 35 Block Institute Brooklyn 2006 4 
Kings 23 Boro Park YM-YWHA Brooklyn 1985  
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Kings 53 Brooklyn Chinese-American Assoc. Brooklyn 1998 1 
Kings 37 Brooklyn Psychiatric Centers Brooklyn 1991  
Kings 50 Central Brooklyn Econ. Dev. Corp. Brooklyn 1997 2 
Kings 54 Church of St. Mark Brooklyn 1999  
Kings 32 Community Alliance for Youth Action Brooklyn 1993  
Kings 45 East N.Y. Development Corp. Brooklyn 1993 1 
Kings 34 East New York Betterment Corp. Brooklyn 1991  
Kings 55 Evelyn Douglin Center Serving People Brooklyn 2000 1 
Kings 30 Fedtn Puerto Rican Organizations Brooklyn 1988  
Kings 42 First Baptist Church Brooklyn 2002 2 
Kings 48 Fort Greene Senior Citizens Council Brooklyn 1995  
Kings 22 Hebrew Academy for Special Children Brooklyn 2002 1 
Kings 39 Institute for Community Living Brooklyn 2003 9 
Kings 24 Kings Bay YM-YWHA Brooklyn 2001 2 
Kings 21 Kingsbrook Jewish Medical Center Brooklyn 1990  
Kings 29 Lutheran Medical Center Brooklyn 1989  
Kings 33 Mifal Zara Chaya Vekayama Brooklyn 1991 1 
Kings 28 Millennium Development Brooklyn 1995 1 
Kings 56 Paul J. Cooper Ctr for Hum. Serv., Inc. Brooklyn 2002 3 
Kings 43 Pesach Tikvah Brooklyn 1993  
Kings 51 Program Development Services, Inc. Brooklyn 1997 1 
Kings 379 Sephardic Community Center Brooklyn 2006 1 
Kings 44 Services for the Underserved New York 2006 10 
Kings 31 Shorefront YM-YWHA Brooklyn 1999 2 
Kings 40 Tiferes Chaim Center Brooklyn 1992 1 
Kings 352 Triumphant Full Gospel Assembly, Inc. Brooklyn 2003 1 
Kings 46 Urban Resource Institute Brooklyn 1994 1 
Kings 52 Wayside Baptist Church Brooklyn 1997  
Kings 36 Wyckoff Heights Medical Center Brooklyn 1991  
New York 73 American Red Cross in Greater NY New York 2000  
New York 67 ARC XVI Fort Washington, Inc. New York 2006 4 
New York 80 Beacon of Hope House New York 1995  
New York 81 Council Towers/Met. NY Council on Jew New York 1999 2 
New York 82 EDAD, Inc. New York 1998 1 
New York 74 Federal Empl. & Guidance Service New York 1999 9 
New York 77 Isabella Home New York 1991 1 
New York 72 Jewish Home & Hospital for Aged New York 2003 3 
New York 79 Minority Task Force on AIDS New York 1994 1 
New York 83 Mount Olivet Baptist Church New York 1999 1 
New York 71 NY Foundation for Sr. Citizens New York 1998 1 
New York 69 NY Service Program Older People New York 1999 1 
New York 68 The Bridge, Inc. New York 2001  
New York 75 U.C.P.A. of New York City Brooklyn 2006 12 
New York 76 United Jewish Council-East Side New York 2002 1 
New York 348 Village Care of New York New York 2003 2 
New York 405 VNS Choice New York 2005 2 
New York 316 Weston United Community Renewal New York 2003 2 
Queens 88 Central Queens YM & YWHA Forest Hills 1993  
Queens 104 Cerebral Palsy Transport, Inc. Woodside 2007 14 
Queens 95 Cmmty Ctr of Rockaway Peninsula Far Rockaway 1996 2 
Queens 91 Empower. Institute f/Mentally Retarded St. Albans 2002 5 
Queens 241 Haitian-Americans United f/Progress Cambria Heights 2001 1 
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Queens 70 HANAC, Inc. Astoria 2006 6 
Queens 98 Hillside Hospital Div. Of LI Jewish Med. Glen Oaks 2002 2 
Queens 89 Institute for Puerto Rican/Hispanic Queens 1996 2 
Queens 97 Jamaica Hospital Nursing Home Jamaica 1999 1 
Queens 84 Jamaica Serv. Prog. for  Older Adults Jamaica 1998 2 
Queens 332 Jewish Board of Family & Child Srvs. Douglaston 2002 1 
Queens 93 Korean American Assoc. for Rehab Flushing 2002 2 
Queens 86 P.S.C.H., Inc. Corona 2006 12 
Queens 90 Phoenix Houses of Long Island, Inc. Long Island City 1993  
Queens 351 QSAC, Inc. Astoria 2005 2 
Queens 96 Queens Parent Resource Center Jamaica 2003 5 
Queens 85 Samuel Field YM-YWHA Little Neck 1997 2 
Queens 94 Senior Cits. Org of Dorie Miller Forest Hills 1995  
Queens 92 South Jamaica Serv. f/Family & Child Richmond Hill 1995  
Queens 87 Trump Pavilion for Nursing Jamaica 1988  
Richmond 102 Bayley Seton Hospital Staten Island 1999 2 
Richmond 99 Community Agency Sr. Citizens Staten Island 2002 7 
Richmond 105 Eger Health Care Center of S.I. Staten Island 1991  
Richmond 100 Jewish Community Center of S.I. Staten Island 2006 1 
Richmond 366 Project Hospitality Staten Island 2000 2 
Richmond 103 S.I. University Hospital Staten Island 2005 4 
Richmond 338 St. Vincents Cath. Med Ctr, Bayley Seton Staten Island 2002  

Richmond 385 
Staten Island Aid for Retarded Children and 
Community Resources Staten Island 2006 1 

Richmond 101 Staten Island Community Svc. Staten Island 2001 1 
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Other Contacts
 
New York City Department for the Aging.   
http://www.nyc.gov/aging  
 
MTA (Metropolitan Transportation Authority) 
http://www.mta.info/
 
SCT (Suffolk County Transit) 
http://www.sct-bus.org/general_info.html
 
Westchester Bee-Line System 
http://www.westchestergov.com/beelinebus 
 
Transport of Rockland 
http://www.co.rockland.ny.us/PublicTrans/withinrockland.htm
 
Putnam Area Rapid Transit 
http://www.putnamcountyny.com/part/index.html
 
 
 

http://www.mta.info/
http://www.sct-bus.org/general_info.html
http://www.co.rockland.ny.us/PublicTrans/withinrockland.htm
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