
























































e Assured Ride Program — Launched in July 2000, the Assured Ride program
utilizes taxis to provide ADA service as an emergency backup for riders who
are unable to access Metro Mobility. Eligible riders receive four coupons a
year, each worth up to $25. Qualified riders are reimbursed for rides using a
taxi company instead of Metro Mobility in emergency situations.

e Standing Order Excessive Cancellation Policy — A new policy effective
January 1, 2000, allows use of "Standing orders" for rides that are
automatically scheduled in advance, thereby eliminating the need to call in to
schedule the ride within the usual four-day window. For the past several years
the MMSC has been unable to accommodate all standing order requests since
ADA limits these trips to no more than 50 percent of demand service. Riders
who cancel more than 40 percent of their standing order rides lose their
standing order privileges for those days where their cancellation rate exceeds
50 percent. This policy has allowed for more consistent and effective
utilization of the limited space available.

e 48-Hour Reservation Window — Shortening the window to 48 hours from four
days would benefit Metro Mobility service on several fronts. A rider’s
transportation needs are more definite two days in advance versus the current
four day period. Many riders make reservations four days in advance, not
knowing for certain that they need the ride. The shortened reservation time
window would reduce the number of last minute cancellations and increase
availability. A 48-hour reservation window would also flatten the peak call-in
times since riders could not call more than 48 hours before their requested
pick up time. Currently riders experience problems getting through to the
reservations center between 6:00 and 7:00 am. The Transportation
Accessibility Advisory Committee (TAAC) approved the concept of
shortening the reservations window to 48 hours and a public hearing on the
reduced window is scheduled for early 2001.

Paratransit Funding

Currently Metro Mobility is funded almost solely with fares and state general funds. The
transit system overall is funded primarily with three funding sources: fares (30%), state
general funds (25%), and property taxes (40%). The balance is primarily from federal
funds and advertising revenues.
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Other parts of the country use other revenue sources for transit. Figure 4 shows these
revenue sources.

Figure 4
Revenue Sources for Transit
Largest Revenue Source Second Largest Revenue Source
Baltimore State Multimodal Fund
(MTA) Gas Tax/MVET/Corporate Income)
Buffalo State Petroleum Business Tax Local Mortgage Recording Tax
(NFTA)
Cincinnati Local Income Tax State General
(SORTA)
Cleveland Local Sales Tax
(RTA)
Denver Local Sales Tax
(RTD)
Houston Local Sales Tax
(Harris Cty)
Pittsburgh  |[State and Local General Funds State Lottery/Hotel/Many other smaller
(PAT) taxes
Portland Local Payroll Tax Local Property Tax
(Tri-Met)
Seattle Local Sales Tax Local Property Tax
(METRO)
St Louis Local Sales Tax
(Bi-State)
Twin Cities Property Tax State General
(Metro Transit)

Per capita transit spending in the Twin Cities is lower than most of its peer cities. Figure
5 shows transit spending per capita in the Twin Cities in comparison with other peer
cities.
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Figure 5
Transit Spending Per Capita
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The Metropolitan Council is requesting an 11 percent increase in state appropriations
over the 1999-2001 biennium for the 2001-2003 biennium. The total ADA request
approximates $42.3 million, plus additional funding to minimize trip denials to comply
with the ADA goal for zero denials. Costs during this period are likely to increase at a
rate greater than inflation due to high fuel costs and a tight labor market.

The appropriated assumptions built into the 2000 budget for Metro Mobility includes:

¢ Funding to provide for the increase in demand caused by the increase in
certified ridership and costs due to a tight labor market and high fuel costs,
under a new demand contract, effective July 1, 2001;

e Continuance of supplemental service at the current level — about 3,000
weekday peak-period rides per month that previously used demand service;

e Continuance of the Assured Ride Program, offering frequent riders four $25
coupons each year for emergency situations; and

¢ Continuance of the Driver Incentive Program, which provides a bonus of
$0.98 per revenue hour if the provider reaches 98 percent of its contracted
hours, through June 30, 2001.

This request will provide the program a strong start toward meeting the growing, future
transportation needs of the region’s disability community.

Future Projections

Future needs through 2010 have been identified, using projections from the Needs
Assessment as a basis for ridership growth and recent experience to project rate increases.
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The estimates, shown in Figure 6, are projections made for biennial funding needs
through 2010.

Figure 6
Metropolitan Area Projected Funding Needs for ADA Paratransit through 2010

Biennium 2004-2005  2006-2007  2008-2009 2010-2011

Annual Ridership Hi-End 2.62% 2.62% 2.62% 2.62%
Growth Projections Low-End 1.12% 1.12% 1.12% 1.12%

Est. Annual Inflation 4.3% 4.3% 4.3% 4.3%

*Projected Funding Hi-End $499 M $57.2M $65.5M $751 M
Needs ) Low-End $48.8 M $54.3 M $60.4 M $67.2 M

*Assumes that the 2002-2003 biennial funding is $45,291,000.

Recognizing the current and projected future funding needs for the region's ADA service,
the Steering Committee, along with other riders and advocates, have identified areas that
can enhance the effectiveness of the program. Goals identified by riders and advocates
include:

1. Changes in Service

e Achieve zero denial rate. As per the Federal Transit Administration (FTA)
interpretation of the ADA, a paratransit system is prohibited from allowing
substantial numbers of trip denials or missed trips: “Operators must monitor
current ADA complementary paratransit usage, acquire additional service
based on projected demand, and maintain the ability to respond to surges in
demand.”’

e Increase service area and service-hour availability in second- and third-ring
suburbs.

2. Changes in Funding

e Seck dedicated funding — excessive reliance on general appropriations funding
is an obstacle to providing better services because of competition with other
public services.

e Seek increased funding through existing state appropriations.

e Explore options for federal funding to address growing demand as they arise.

! Letter to Cheryl Y. Spicer, COO of Southeastern Pennsylvania Transportation Authority, from Patrick W.
Reilly, FTA Chief Counsel, dated December 28, 1999.
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If a different source of funding was used for the State general fund portion of Metro
Mobility’s funding, it would need the following characteristics:

* Be stable and reliable

* Have the ability to grow with the population growth in the region

* Have the ability to grow with inflation

* Dedicated to transit to allow for long-range planning for the transit system
* Produce revenues large enough to fund the system

In Minnesota, there are many possibilities for a different funding source for transit. The
sources most discussed are: -

Regional Sales tax: This would be a dedication of a portion of the existing state sales tax
or a new regional sales tax. :

Automobile-related taxes: These taxes include the Gasoline Tax, Motor Vehicle Excise
Tax, Tab Fees, Petroleum business tax, or other taxes. :

Property taxes: Property taxes currently used to fund transit could be an expanded
revenue source. It has several substantial drawbacks, however. It leads to local rather
than regional transit solutions. It is also the most regressive of the three major taxes used
in Minnesota. :

Other: Other ideas considered historically include funds from toll roads and dedication
of other state general fund revenues such as the mortgage recording tax.

Multimodal fund: All of these revenue sources could be combined with other needs into
a multi-modal fund, which would fund both transportation and transit needs. A
multimodal fund could also include more than one revenue source and could include
needs for both inside and outside the region.

Summary

The Metro Mobility Service Center has implemented several new programs and policies
(Supplemental Service, Assured Ride Program, and Standing Order Cancellation Policy)
to serve increasing demand and reduce trip denials. It is important to recognize that
current needs remain unmet and meeting future needs is unlikely without substantial
change. Riders and advocates would like changes in service to achieve a zero denial rate
and increases in service area and service-hour availability in second- and third-ring
suburbs. They also seek increased funding through existing state appropriations and a
dedicated funding source for transit to meet current and future paratransit needs.
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Chapter 3

Integrating Metro Mobility

Introduction

Integrating Metro Mobility ADA paratransit services with other transit systems provides
individuals with disabilities many benefits, including:

e increased transportation options,
e greater flexibility, and
e easier travel.

Integrated transit systems give riders the opportunity to complete a portion of their trip
using the fixed-route system and it benefits Metro Mobility by shortening trip times. This
allows Metro Mobility to accommodate additional trip requests.

Current Strategies

The Metropolitan Council provides a variety of transit service options for individuals
with disabilities. The Metropolitan Council is working to fully integrate these options
within the region’s transit system, including fixed-route transit, paratransit, light rail
transit, and commuter rail.

Accessible Fixed-Route Bus Service

ADA requires that fixed-route buses be accessible to individuals with disabilities.
Metropolitan Council policy requires all replacement vehicles in the region be ADA
compliant. In 2000, 773 of the 984 buses (79 percent) operated by Metro Transit were
accessible. Metro Transit’s fleet is scheduled to be fully accessible by the end of 2003.

Accessible buses operated by Metro Transit and other private providers throughout the
region offer travel options that do not require the same advance planning needed for
Metro Mobility/ADA services. Riders may be able to take accessible fixed-route buses
for some of their trips, or portions of their trips, and use Metro Mobility to complete the
trip. '

Utilization of County ADA Providers

The Metropolitan Council uses the services of county providers in delivering ADA trips.
Instead of using Metro Mobility to cover the entire ADA area, the Metropolitan Council
contracts with Anoka County Traveler, Human Services, Inc. (HSI) in Washington
County, and Dakota Area Resources and Transportation for Seniors (DARTS) in Dakota
County. By contracting with these providers, the Metropolitan Council is able to
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maximize productivity, while minimizing service duplication efforts. Some riders
transfer between Metro Mobility and the county providers to complete their trips.

Transfer Fare Reciprocity

Riders are able to transfer between Metro Mobility/ADA services and to fixed-route
service at no additional cost. A rider boarding a Metro Mobility/ADA vehicle pays the
full regular fare and requests a transfer ticket from the driver. When boarding the
subsequent bus, the rider provides the fixed-route driver a transfer ticket and pays no
additional fare. :

If the trip starts on a fixed-route bus, the rider pays the 50-cent Limited Mobility fare
and requests a transfer. When transferring to a Metro Mobility vehicle to complete the
trip, the rider gives the driver the transfer, worth 50 cents, and pays the difference to
equal the complete Metro Mobility fare.

Riders transferring to/from Metro Mobility vehicles must schedule rides, through an
advance reservation and must provide a specific address and pickup or appointment time.
The number of transfers between systems is very nominal, approximately 100 for 1999.

Discounted Fares for Limited Mobility Riders on Fixed-Route Service

Metro Transit’s Limited Mobility program provides a discounted 50-cent fare for all day
fixed-route bus service for qualified individuals with disabilities. Like ADA eligibility,
Limited Mobility recipients must apply for the program. Limited Mobility’s eligibility
criterion is less stringent than the ADA requirements. Therefore, all ADA-certified riders
qualify for the Limited Mobility discounted fare, but Limited Mobility riders may not
qualify for ADA services. Fixed-route riders receive the discounted fare by showing the
bus driver: :

e astate identification card with an “L” endorsement,
e astate drivers license with an “L” endorsement, or
e an ADA paratransit photo identification card.

Figure 5 shows the increase in limited mobility riders using the discounted fare since
1995.
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Figure 5
Usage of Limited Mobility Discounted Fares on Metro Transit
Percent
Increase in  Total Metro Discounted Fare

Discounted Limited Mobility = Transit Riders as Percent

Fare Riders  Fare Riders Riders of Total Riders
1995 123,833 61,058,925 0.2%
1996 315,043 - 154% 61,887,808 0.5%
1997 1,083,011 244% 62,044,513 1.7%
1998 1,687,950 56% 66,027,398 2.6%
1999 1,836,593 9% 71,874,146 2.6%

Issues of Integration of Metro Mobility

While full integration of Metro Mobility with the regional transit system is the desired
outcome, there are issues that may preclude the Metro Mobility Service Center from
achieving full coordination with fixed-route services.

Conditional Certification Not Recognized

ADA has two primary certification classifications — “unconditional” and “conditional”
eligibility. Unconditional eligibility is determined by a person’s disability or health
condition and their inability to use fixed-route transit services, due to their functional
needs and abilities. An ADA determination of unconditional eligibility entitles a rider
access to complementary paratransit services for all their transit trips.

A rider determined as conditionally eligible demonstrates the functional ability to use
fixed-route service for at least some of their ride. Ridership is not restricted based on
current eligibility because the fixed-route service is not yet fully accessible.

Limitations of Fixed-Route Buses

By federal law, any transit vehicle in excess of 22 feet long must maintain a minimum of
two wheelchair securement positions. Any vehicle less than 22 feet must maintain at
least one secured wheelchair position. The increasing accessibility of fixed-routes
produces increased opportunities for individuals with disabilities to access this system.
Increased access to fixed-routes has the potential to impact capacity if the wheelchair
securement positions are occupied and fixed-route transportation is unable to
accommodate additional riders in wheelchairs. A lack of capacity would require a rider
to wait for the next scheduled accessible bus. Currently, several fixed-routes travel
through areas with high concentrations of accessible housing units that can overload
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capacity. Insufficient wheelchair capacity on fixed-route buses may curtail Metro
Mobility’s ability to successfully implement conditional eligibility.

A malfunctioning wheelchair lift is a significant concern on the fixed-route system.
Wheelchair-lift technology and reliability has improved greatly. However, the region’s
weather environment poses increased risk of lift malfunction. If a wheelchair lift is not
operable, a rider is not able to board and must wait for the next scheduled accessible bus.
The disability community expresses concern regarding this issue, especially for times and
locations with low bus frequency. Riders would like to have more input when
accessibility standards for fixed-route bus purchases are being developed.

There are a number of additional operational considerations under the umbrella of ADA
that need to be further addressed in order to provide greater access to fixed-route service.
For example, persons who are visually impaired require audible notice of bus stop
locations. Enforcing drivers to announce stops is essential to encourage visually
impaired riders to use the fixed-route system.

Four Paratransit Service Providers

There are four paratransit providers. The Metropolitan Council, through Metro Mobility,
provides rides solely to ADA-certified riders. County paratransit services provide rides
to both ADA-certified riders and other residents of their counties. They are able to do
this because the counties provide additional tax dollars to fund the paratransit system and
these additional rides.

Accessible Living Facilities and Jobs

Communities throughout the region have an increasing number of living facilities for
individuals who are ADA-paratransit eligible. In addition, employers are locating in
second- and third-ring suburbs. There are few transit options available to many of the
residents in these suburban communities. Consequently, it is difficult to integrate
paratransit service where there is limited fixed-route transit.

Recommendations

Several opportunities exist for improving the coordination and integration between Metro
Mobility/ADA services and other fixed-route transit modes. The following section
identifies these opportunities.

Short-Term Recommendations

The following recommendations, most of which can be implemented at low cost, would
significantly enhance the system for riders.
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1. Implement a Travel Training Program

It is recommended that a travel training program be implemented. Travel-training
programs throughout the country, such as Boston, Cincinnati, Dallas, and
Broward County, Florida, have been very effective in teaching individuals with
disabilities how to access fixed-route services. The benefits of increased use of
fixed-route transit by person with disabilities can far outweigh the investment in
training and education. Increased rider independence and usage of fixed-route
service allows Metro Mobility/ADA to provide additional service to other persons
with disabilities and decreases trip denials.

A component of the travel-training program should include the provision of free
passes on the fixed-route system throughout the training period. This will provide
riders an incentive to try the service and allow them time to become familiar and
comfortable with riding fixed-route buses.

2. Utilize Transit Hubs and LRT Stations

It is recommended that Metro Mobility and county providers use transit hubs and
Light Rail Transit stations for transfers. A transit hub is a location where
multiple, intersecting bus routes provide added route options for bus riders.
Physical facilities serving a transit hub may range from a simple waiting shelter to
an administrative building with multiple amenities. The hub brings together
fixed-route service, local and express service, and paratransit service. The service
offered may vary from timed transfers to frequent fixed-route service.

Light rail transit stations are locations where fixed-route bus service and
paratransit service can make connections to the light rail transit system.

Transit hubs and light rail transit stations must be accessible as required by ADA
regulations.

3. Increase Marketing Efforts

Metro Mobility currently engages in limited marketing efforts regarding transit
options available to individuals with disabilities. It is recommended that Metro
Mobility develop a plan to increase the marketing of accessible routes, transfer
trips, fare reciprocity, and the 50-cent discounted Limited Mobility fare. It is
recommended that the MMSC work together with Metro Transit to develop a
marketing plan. The steering committee encourages the use of elderly and
persons with disabilities in advertising for the fixed-route system.

4. Coordination in Transit Service Planning

An ongoing committee that represents Metro Mbbility/ADA, Metro Transit, and
other providers is recommended to better coordinate and plan transit service
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changes. This committee is necessary in order to effectively and efficiently
integrate Metro Mobility/ADA services with fixed-route services, LRT, and
commuter rail.

Engage Decision-Makers as Stakeholders

The Metro Mobility Steering Committee recommends additional input from the
disability community in decision-making. The Metro Mobility Steering
Committee members expressed concern that there are no representatives of the
disability community on the Transportation Advisory Board (TAB), that there is
no Council Member appointed to serve as a liaison to the Transportation
Accessibility Advisory Committee (TAAC), and there are no representatives of
persons with disabilities on the Metropolitan Council. It is believed that lack of
stakeholder representatives in decision-making entities does not serve the needs of
persons with disabilities.

Enforce Compliance with ADA Fixed-Route Guidelines

Metropolitan Council policy requires that transit providers follow all ADA
guidelines, including the requirement that drivers audibly indicate each bus stop.
Metro Transit, the opt-out providers, and other providers must continue to train
and monitor their drivers to ensure that all stops are audibly indicated. Additional
training of drivers on the needs of persons with disabilities is recommended.

Long-Range Recommendation

1.

Trip Planning Software

It is recommended that trip planning software be installed at Metro Mobility/ADA
providers. Installation of trip planning software would provide reservationists the
tools necessary to plan a rider’s trip via the fixed-route system. This would allow
Metro Mobility/ ADA providers to plan trips for certified riders that would
maximize regional transit dollars. This would also minimize riding time, while
maximizing rider space on Metro Mobility/ADA to accommodate additional trip
demand.

Recognize Conditional Eligibility

Application of ADA eligibility categories for riders would allow Metro Mobility
to require transfers to the fixed-route system. Once a rider is trained in using the
fixed-route system and the trip planning software is activated, conditionally
eligible riders can use the fixed-route system when appropriate, thus increasing
capacity on the Metro Mobility/ADA system to meet user demand. However,
until conditional eligibility is recognized, Metro Mobility/ADA services cannot
require a rider to access a fixed-route system, even when it may be an effective
and efficient method of transportation.
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Chapter 4

Using Taxis to Provide ADA Service

For 15 years, taxis were heavily involved in the provision of pre-ADA paratransit service
in the Metropolitan area, providing up to 55 percent of all rides at that time. Since 1993,
taxis have played a limited role in paratransit service, most recently as non-contracted
providers in the Assured Ride program.

The Metropolitan Council recognizes that the taxi industry has a number of resources that
are readily available and valuable to providing paratransit service. Two of note are a
knowledgeable driver pool and numerous vehicles. Although there are a number of
barriers, developing a role for taxis in the provision of ADA service creates an
opportunity to assist in meeting the growing demand for services.

‘Advantages

Increased Service Capacity

By utilizing taxis to provide ADA service, the size of the fleet of vehicles available to
provide trips would be greatly increased. Access to the use of taxis allows for provision
of more rides, especially in peak periods when demand is highest and clients sometimes
have difficulty scheduling rides at their desired time.

Flexibility in Selecting Provider

The use of taxis for ADA services could give riders, under certain conditions, the
flexibility to select their own provider for certain trips. Currently riders are assigned to
one provider under Metro Mobility/ADA service and are required to use that provider for
all trip requests.

Reduced Denials

Trip denials on Metro Mobility could be reduced by the inclusion of taxis. The FTA has
established a zero percent denial goal for ADA services that could be better attained with .
the inclusion of taxis into the service system (see page 15).
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Issues Associated with Utilizing Taxis to Provide ADA Service
Rules and Regulations

Taxi companies would need to implement and enforce additional rules and regulations in
order to provide ADA services. These expanded requirements would add to the taxi
industry’s cost of delivering service.

1. Drug and Alcohol Testing

If taxi companies entered into a contractual agreement with the Metropolitan
Council to provide ADA services, they would be required to conduct drug and
alcohol testing per FTA regulations.

2. Driver Training

Minnesota Special Transportation Services (STS) rules outline the amount of
driver training required for the provision of transportation services for the
disability community. This training exceeds the training programs required
by local taxi companies. Metro Mobility exceeds STS by requiring 80 hours
of driver training prior to transporting passengers. This training includes
passenger-assistance training, first aid and safety, sensitivity training,
wheelchair securement and defensive driving skills.

3. Criminal Background Checks

STS rules also mandate an extensive background check of all drivers. A
nationwide search of any criminal history for the previous 10 years is
conducted through the Bureau of Criminal Apprehension (BCA). Local -
jurisdictions that license taxi drivers are limited in their ability to conduct
background checks because they cannot check records outside the state of
Minnesota. ‘

Accessible Taxis in the Region

There are currently three accessible taxi vehicles in the metro area owned by one
company. These taxis are licensed to operate in Minneapolis. Concerns of the taxi
industry include complications of maintenance, additional training, and securing drivers,
which come with using accessible vehicles. It is not clear how many companies are
willing to operate accessible vehicles, and additionally, how many drivers are willing to
take on the challenges of additional training and using lift-equipped vehicles.

Quality Control

Provision of additional ADA service by taxi companies raises quality control issues.
Quality control issues are complicated by the fact that taxi drivers retain independent
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contractor status instead of being employees of the taxi company or the paratransit
agency. It is uncertain how and by whom enforcement of rules, regulations, and
disciplinary action would be handled.

Adequate administrative controls to ensure appropriate billings are an important element
in contracting with taxi companies. This issue has been raised as a concern in other cities
using taxis for ADA services.

Real-time service delivery and communication problems can arise since taxi companies
remain separate entities from the paratransit agency with independent service centers for
dispatching rides. Ride requests received by Metro Mobility, but performed by taxi
companies, would create an added layer of communication if a rider is checking on a late
ride. This inefficient method of communication could result in further frustration by the
rider due to delays and an increased probability of miscommunication along the chain.

Tipping

Being a public transit system, Metro Mobility/ADA services prohibit tipping. This is a
potential problem if ADA riders feel obliged to tip in order to compete with business
travelers and airport traffic for rides.

Cost

It is estimated that the average cost of a Metro Mobility/ADA trip would be comparable
whether using a taxi or a ADA paratransit provider. Based on this, utilizing taxis to
provide ADA service does not appear to offer significant cost savings over the existing
Metro Mobility service.

Current Use of Taxis to Provide ADA Service
Assured Ride Program

Taxis are currently being utilized to provide ADA service as an emergency backup
service for riders through the Assured Ride program. This program mirrors the fixed-
route Guaranteed Ride Home program, which provides coupons to frequent riders for use
in emergency situations when other transit options are not available. Eligible riders
receive four coupons a year, each worth up to $25. Qualified riders can be reimbursed
for nides they have taken using a taxi company instead of Metro Mobility in an
emergency situation (as determined by the rider).

This program balances the benefits of using the taxi industry by providing options to the
disability community and it avoids surmounting many of the regulatory barriers. Since
there are no contracts, there are no federal drug and alcohol testing regulations, no
Special Transportation System (STS) training requirements, and no Bureau of Criminal
Apprehension (BCA) checks necessary. As currently operated, persons using
wheelchairs and scooters have experienced difficulty accessing taxi service because of
the limited number of accessible taxi vehicles.
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Implementation Plan

Provide Accessible Vehicles to Taxi Companies

A key issue in providing options to riders is the availability of accessible vehicles in the
metro area. Metro Mobility will be replacing its fleet of 136 demand vehicles in 2001. A
few of those vehicles could be rehabilitated and distributed to reduce start-up costs for
taxi companies by providing accessible vehicles.

Under state regulations, the cut-away lift-equipped vans used by Metro Mobility are too
large to be used in the provision of general taxi service. The Metropolitan Council could
seek a state law change that allows taxi companies to operate the used Metro Mobility
vehicles.

Develop a “Taxi Ticket” Program

Metro Mobility would like to implement a new program called “Taxi Tickets” to reduce
trip denials. No contractual arrangement would exist between the Metropolitan Council
and the taxi companies, thus avoiding STS training requirements, BCA checks, and FTA
drug and alcohol testing. Participation in this program would be calculated on a rider's
level of previous trip-denials. All riders would be issued taxi tickets and Metro Mobility
would authorize riders to use a taxi ticket (within maximum allotment), when a Metro
Mobility requested trip cannot be accommodated. The rider would pay the taxi fare in
full and would get a receipt from the driver for the trip. The Taxi Ticket and receipt
would be mailed back to the Metropolitan Council/Metro Mobility Service Center and
would be reimbursable up to the current subsidy per passenger on Metro Mobility
($16.00).

This program allows taxis to operate independently of Metro Mobility and provide
overflow ADA service as well as general public accessible service. By providing backup
service, trip denial rates can be reduced as a portion of the existing and latent demand
shifts to the taxis.

Summary

Despite the barriers identified, it is important to proceed in the use of taxis to deliver
ADA paratransit service in the limited capacity noted.

While the estimated cost for taxi service is higher, it is comparable to the cost for Metro
Mobility to provide service. The efforts to decrease trip denials are strong, and taxis
could provide another service option aimed at the goal of reducing denials. It also creates
a social benefit by providing an alternative transportation option for the ADA
community. ‘ ‘
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Chapter 5

Changes in State or Federal Law

Federal ADA laws, which established the minimum service requirements for
complementary paratransit services in 1990, guide state laws, as well as local policies and
procedures for services provided by Metro Mobility. Because the region receives federal
funds, Metro Mobility must comply with additional Federal Transit Administration
(FTA) regulations, such as drug testing for all safety sensitive employees and contractors.

In addition, Metro Mobility/ADA services are required to comply with Minnesota’s
Special Transportation Services (STS) law. STS laws establish minimum driver training
requirements, vehicle specifications, criminal background checks and operating
parameters. ‘

These requirements can create barriers and increase the costs of providing service.
However, they provide riders, their families and caregivers an invaluable level of
assurance. Without these requirements, the safety of the riders and integrity of the
program would be compromised. There are no recommended changes or waivers to
federal paratransit service requirements. Additionally, there are no recommended
changes or waivers to Minnesota STS laws.

Current legislative language prohibits taxi companies from operating the type of lift-
equipped vehicles used by Metro Mobility. The Metropolitan Council recommends a
change in this language that would allow Metro Mobility/ADA services to enact an
additional strategy to meet growing demand for service. (See Chapter 4, page 29 for
details.)

Local Policies

Some local policies developed over time for ADA paratransit services exceed minimum
federal ADA requirements. If funding for ADA services does not grow at a rate
necessary to meet the growing demand, changes may be necessary to improve service
quality and reliability and to reach the zero percent trip-denial goal established by the
FTA. Local policies exceeding minimum ADA requirements include:

1) ADA Certification Tools
2) ADA Service Area
3) ADA Service Hours
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\ ADA Certification Tools (

Application Process

The MMSC is responsible for processing all requests from metropolitan area residents for
ADA transit service eligibility. The certification form completed by the applicant was
developed by a task force and updated by the Transportation Accessibility Advisory
Committee (TAAC) of the Metropolitan Council. The applicants complete a two-page
questionnaire. A staff person from the MMSC is designated to review the questionnaire.
The applicant must exhibit through their written responses a functional inability to use
fixed-route service due to a physical, mental, or cognitive disability. If the MMSC
determines information is inconsistent or is unable to determine eligibility status, an
additional form is sent to the applicant requiring professional verification of their
disability.

Each month, the MMSC receives approximately 365 new applications for service.
During a typical month, 85 percent are certified and 15 percent are not certified. Figure 5
shows the results-of the application process for a typical month.

Figure 5
Application Process: A Typical Month

365 Applications Received
By MMSC

/ I e

269 Certified 91 Asked to Provide 5 Denied

Professional Verification

\ v

50 Do Not .5 Appeal per Month

41 Certified

Complete Process

Alternative Certifications Tools

Transit properties across the United States have begun to explore alternative tools for
functional ADA assessments. Changes are premised on the need for better quality
service and zero trip denials for the eligible population.
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In November 1999, a survey of customer satisfaction was conducted by the Department
of Administration to gather information from riders who had used Metro Mobility at
some time during September 1999. The probability of participation increased with the
frequency of use during that month. The survey revealed that 22 percent of Metro
Mobility riders used fixed-route service during the previous year, and that 13 percent
used fixed-route services during the winter.

In Broward County (FL), Cincinnati, Chicago, Pittsburgh, Las Vegas, and the state of
New Jersey, applicants no longer use the self-certification process. Various other
methods for assessing functional ability are employed ranging from in-person interviews
for all individuals to full physical functional assessments by physical therapists,
occupational therapists and psychologists. Chicago abandoned its self-certification
process and implemented an in-person interview process for all applicants and use of
functional assessments for individuals with questionable eligibility. The number of new
applicants decreased 30 percent. The rationale for the decrease was not determined.
Certifications declined by 29 percent. Broward County initially reduced its eligible
clientele by 14 percent (similar to Las Vegas and Pittsburgh) through a full in-person
physical functional assessment, which improved service availability for certified and has
allowed them to achieve zero percent trip denials.

Pursuing alternative assessment tools is a highly controversial issue. Many riders and
ADA advocates perceive that a full functional assessment constitutes a retrenchment
from gains made in the past and that the costs of implementing full functional
assessments would cost more than the benefits gained. The costs and benefits can be
quantified, but a pilot program is required to determine an exact cost/benefit analysis.

It is recommended that a pilot program be established for a 12 month trial to determine
the costs and benefits associated with a full functional assessment. It is recommended
that functional assessments initially be used with new certification applicants who are
currently asked to provide professional verification of their disability. In order to
implement the functional assessments, the MMSC would contract with independent
licensed professionals. Implementation of the pilot program would be developed in
consultation with TAAC.

Following the 12-month period, the process and outcomes will be evaluated to
determine future recommendations dependent on the cost/benefit analysis.

Conditional Eligibility

A strategy to maximize capacity and improve operational efficiencies is the application of
conditional eligibility categories. Efficiencies in service could be gained by transferring
riders to other transit modes and utilizing seasonal eligibility for some riders. Federal

law allows transit properties to categorize their eligible riders into one of the three
following categories:
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1. Unconditional — Individuals who, because of the nature of their disabilities,
cannot navigate even a transit system that is otherwise accessible. These
individuals cannot independently board, ride and/or disembark from an
accessible vehicle. This category also includes individuals who have
impairment conditions that prevent them from getting to or from a boarding or
disembarking location.

2. Conditional/Transitional — Persons with a disability who can use an accessible
vehicle, but for whom any desired trip cannot be made because the fixed-route
service they need to use is not yet accessible are deemed eligible. ADA
paratransit eligibility is directly related to the accessibility and operation of the
fixed-route transit system.

3. Conditional/Intermittent — Individuals whose condition varies by day. The
intermittent disability may at times affect the individual’s ability to board certain
vehicles or travel certain distances.

The MMSC does not differentiate between eligibility categories. As outlined in federal
law, only conditionally certified riders can be required to transfer to other transit modes.
All riders are treated as unconditionally certified at this time. Therefore, Metro Mobility
can not require transfers to other transit modes to complete lengthy trip requests (see
Chapter 3). ' A

This strategy could be expanded when fixed-route becomes fully accessible to include
seasonal eligibility for conditional/transitional certified riders. This strategy would
require collaboration with the travel training program. The TAAC would continue to
explore this possibility over the next three years.

ADA Service Area

Federal law requires that complementary paratransit service be provided along a corridor
centered on the fixed-route and extending % mile to either side of the route. Paratransit
service must be provided to all origins and destinations in core service areas — i.e., St.
Paul and Minneapolis. Paratransit service is not required along fixed-routes that provide
only commuter services.

Metro Mobility/ADA services are provided on a full community basis. In other words, if
any portion of a mid-day fixed-route runs through Woodbury, then the full community of
Woodbury receives ADA complementary paratransit service. The Metropolitan Council
opted to exceed the % mile ADA minimum requirement primarily to minimize rider
confusion because the pre-ADA programs, Project Mobility and Metro Mobility, defined
the service areas by community. In addition, the ¥ mile corridor created problems with
operating logistics. Metro Mobility is now equippéd with advanced scheduling and
dispatch software. This new software is designed to meet ADA operational requirements
and readily allows for implementation of a % mile service corridor.
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Riders, édvocates, and the Metropolitan Council strongly support the continuation of the
current policy.

ADA Service Hours

The final policy discussion focuses on ADA service hours. A change in this policy
would also enable Metro Mobility to meet the growing demand for service, if funding is
inadequate to meet service demands and FTA mandates. Federal ADA law states that
complementary paratransit service must be offered during the same days and hours that
the fixed-route system is in operation. This includes times when the fixed-route system
is on a limited schedule, such as Sundays, holidays, late evenings or early morning hours.

Metro Mobility/ADA service hours mirror the most extensive week-day fixed-route
service hours in each community. Metro Mobility/ADA services exceed the federal
minimum requirements in this region by providing the same hours of service 365 days
per year, regardless of fixed-route service reductions on weekends and holidays. A
retrenchment in service hours to the federal requirements would eliminate weekend ADA
service in communities like Cottage Grove and Woodbury, and eliminate Sunday service
in communities such as Eagan and Anoka.

Riders, advocates, and the Metropolitan Council strongly support the continuation of the
current policy in service hours.

Summary

ADA riders and their advocates are opposed to implementing any retrenchment of service
availability. In fact, many advocate for additional expansions in service beyond both the
current local policy and federal requirements. Riders currently experience limitations on
evening travel, because many second- and third-ring suburbs do not receive ADA service
after 7:00 p.m. Reduction in the service area or service hours would impose travel
restrictions for some certified riders and could ultimately prohibit them from being active
members of the community.

It is the responsibility of the Metropolitan Council to provide complementary paratransit
service to those certified in an efficient and effective manner within the scope of ADA.
Therefore, to ensure that those who need paratransit service receive it, it is recommended
that the certification pilot program be implemented for 12 months rather than cutting
back service, through reduction of service area and/or service hours.
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