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EXECUTIVE SUMMARY 

1. Overview 

The product of this PUR project is a planning package {guidelines, estim­
ating procedures, examples and computer soft ware) for the highway oriented 
para-transit modes of car pooling, van pooling, and park and ride. The package 
is designed to be a reference to the planner who, for example, must assess the 
regional or sub-regional potential of one of these modes for TSM planning, or 
who, at a later stage, must estimate the costs and benefits of implementing 
that mode, or, still later, must target specific companies, stations or areas 

, for actual implementation. It is further designed to be used by the imple­
mentor who, for example, must estimate staff requirements, write specifications 
design a marketing program, and so on. 

Contained in this package are four individual reports, a Service Area 
Identification Methodology computer program, and this summary. The reports 
include, and are subsequently referenced as: 

The Car Pool Planning Manual 
The Van Pool Planning Manual 
The Park and Ride Planning Manual 
The Service Area Identification Methodology Report (SAIM) 

Together, these reports and the computerized software constitute a comprehensive 
planning package for investigating, evaluating, planning, and implementing 
these three automobile-oriented transportation improvements. Each of these 
reports, however, can stand alone providing� self-contained explanation of 
its particular subject matter, or they can be used in various combinations to 
provide a complete package for any particular mode or pair of modes. 

2. Report Descriptions 

Mode Manuals. Each manual contains three parts: description, planning, and 
implementation. The first describes the mode, and places it in the context of 
the entire transportation system in tenns of: the kinds of services the mode 
can reasonably provide, the groups of people served, the types of trips made, 
and t�e kinds of destinations served. 

F.S-1 



The objectives of this summary are: 1) to give the planner a good 
understanding of the strengths and weaknesses of a mode in a particular 
socio-geographic setting or transportation system and 2) to provide the 
estimates needed for grant applications and the implementation plans. 

The second part of each manual (planning presents estimates, of and 
estimating procedures for the demand, costs and benefits of each mode. 
Demand estimation as moit planners know is still very much an art. This is 
particularly true in the case of paratransit. Thus, although rather 
sophisticated demand models have been built in some cases (i.e., car pooling) 
we have chosen to only reference these models and present some general 
"rules-of-thumb" which can be used for essentially "sketch" planning. More 
detailed estimates of potential can be obtained with the SAIM computer 
package. 

Costs have been estimated in 1975 dollar values, except wh�re noted. 
To make the mode costs comparable to other modes with longer or shorter 
life spans, capital costs have been estimated so as to account for the 
increased expenditures (due to inflation) of replacing shorter lived 
vehicles and facilities. While the costs presented represent the best 
available information, we note that there is a great deal of variation, and 
by the time this report is published many prices will have changed. Thus, 
our intent is simply to provide initial estimates and relative costs. 
It is assumed the planner can scale these costs to current dollars and 
adjust for regional variation. The quantifiable benefits of congestion 
relief, energy savings, and reduced parking demand and pollution have been 
discussed for each mode. In many cases, tables or fonnulae are presented 
for estimating each benefit. 

The final part of each manual deals with implementation planning. Here 
we present funding sources, staffing requirements, specifications, marketing 
guidelines, and so on. The objective in these sections is to provide 
sufficient infonnation to create a reasonably detailed implementation plan 
or strategy. 

These three sections (Car Pool, Van Pool, Park and Ride) combined should 
provide the tools and estimates necessary for effectively assessing the 
cost/effectiveness of each of these modes in any regional, sub-regional or 
local alternative analysis. 

Service Area Identification Report. The SAIM Program Report describes 
a computer-based methodology for geographic identification of trip patterns 
that can be cost-effectively served by a particular mode. The SAIM programs 
w�re designed to be used with the manuals to help a planner identify those 
areas in a region where one of these modes could cost-effectively meet 
transportation needs. The searching techniques and parameters are derived 
from the cost, benefit and demand estimates explained in the planning parts 
of each of the manuals. The output of SAIM are both maps and various 
printed estimates. The maps geographically identify areas where a particular 
mode has high potential. 
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The printed output provides an estimate of the total regional potential of the 
mode in question. Various summary statistics (in the case of ride-sharinw 
provide a zone by zone analysis of the mode's potential. 

SAIM was designed to be used with Census UTPP data, since these data are 
readily available at low cost to all metropolitan areas, although other data 
bases could be used. Because Census data often have to be adjusted in a 
variety of ways to yield results acceptable for planning, we have also included 
a documentation and computer program of methods we have found useful in making 
these adjustments. 

3. Research Observations 

Because the purpose of this project was to draw together current research 
and demonstration findings into a useable planning and implementation package 
and to present a computer-based methodology which could identify geographic 
areas in a region that could be well-served by car pooling, van pooling or 
park and ride, there are no research findings in the classic sense of finding 
an answer to a specific question. We have nevertheless____made several observations 
from our surveillance of demonstration projects and other research efforts. 
We have also been able to identify those areas clearly in need of research and 
perhaps more important those areas in which further research would add only 
marginally to the body of knowledge needed to accurately plan for, implement 
and evaluate these modes. These are summarized below by mode. 

Car Pooling. We have observed that car pooling, loosely defined is a major 
mode of transportation. There are, for example, twice as many car pool trips 
as solo-driver trips. We have distinguished two kinds of car pooling in our 
work: 1) "baseline" pooling or that kind of pooling that occurs naturally for 
reasons of economy or convenience; and 2) 11promotion-induced 11 pooling. The 
vast majority of pooling is the former. We estimate that a car pool promotion 
program results in less than 1% of the commuters (about .33t) becoming new 
poolers. The cost of adding these new car poolers is not inconsequential; on 
the average it costs about $83 per year per new pooler or about $0.32 per day 
per pooler (assuming the average life span of these pools is about one year) .* 
That nevertheless, compares very well to the most recent public transit operating 
subsidies of S0.23 per trip or $0.46 per day for a journey-to-work (APTA, Fact Book, 
1977) . While these figures as well as energy consumption and convenience 
measures argue strongly for public investment in car pooling, we nevertheless 
note that much car pooling has already been produced by the private market 

* In ''Evaluation o� �arpool ne�onstration Proiects, Interim Renort,tt 
Frederic� �anner reoorterl $15 oer ne� carpooler. 
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place. lf there is a desire over the long run to establish a more pennanent 
system of high occupancy transportation it may be wiser to allow increased 
prices (i.e., gas and parking) to induce car pooling and invest public money 
in a van pool system (which, in fact, induces car pooling) or other low density 
transportation systems. 

lf a choice is made to develop a car pool promotion program, we have 
observed that combined company-targeted, area-wide promotion is more effective 
than either approach alone. We have further found that the most effective 
marketing technique (and well worth the extra money) is what we call 11turnkey 
service" where the ride-sharing representative after receiving pennission/ 
endorsement from top management handles all promotion, matching, organizing, 
etc. within the company--almost completely relieving company staff of time 
commitments to the program. We also note that matchlists per se may not 
directly overcome a "lack-of-match" barrier to car pooling. Their use is 
surprisingly low; once received, however, they may act as a catalyst to initiate 
a personal search for a poolmate. We thus suggest in a tight budget situa­
tion, that marketing should take priority over sophisticated matching systems. 

Finally, in compiling this planning document we are satisfied that with 
two or three exceptions, further research would add little to the ability to 
make car pool matching/marketing policy decisions or to operate an effective 
matching/marketing program. (We are assuming that the fonnal evaluation of 
FHWA car pool demonstrations will update the cost, demand and benefit estimates 
presented here. ) The exceptions are: 1) a carefully designed study is needed 
to assess the competition between promotion-induced car pooling and public 
transportation; 2) a study is needed to assess the changes in baseline car 
pooling due to car pool promotion. (We have had reason to believe that the load 
factors of existing car pools may increase as a result of promotion, yielding 
greater VMT savings than are usually reported. ) ;  and 3) we would encourage 
some general marketing research, not on the attitudes, and socio-economic 
status of the solo driver (these if anything have been overly researched), 
but rather on the marketing techniques that are effective in changing the 
solo-driver's behavior. 

Van PoolinT. We have been impressed with both the cost and energy efficiencies 
of van poo ing as well as its market place success. Of the many low density 
(para-transit) modes we have observed, van pooling appears to have the ingred­
ients for long tenn success, both as a component of an energy conservation 
program and as a comprehensive transportation system. We have noted four key 
elementsfor its marketplace success: 



Door to Door Service. The mode provides nearly the access/ egress convenience 
of the auto and speed of the auto, with excess travel times averaging about 10 
minutes per passenger. 

Private Entrepreneur. Car pooling, too, provides the speed and comfort of a 
private automobile. The difference with van pooling is the incentive given 
to the driver, resulting in a personal commitment to provide adequate service 
to maintain a full van. Loss in ridership is a loss in incentive money to 
him/her. The result is a "mini-marketing" service with each van. 

Vehicle Investment. An investment is made in a special journey-to-work vehicle. 
Sponsors must thus maintain some long term interest in program success. 

Quality Transportation. Because a special vehicle is purchased, it can be 
customized to the consumers' taste and pocket-book. Many vans offer commuters 
a very attractive, comfortable ride that is genuinely comparable to that of the 
standard-sized automobile. 

However, like car pooling, this mode does not totally pay for itself. 
The installation costs of a van pool program in a company are sufficiently 
high to limit its spontaneous implementation to those companies with acute 
transportation problems or to those firms which would substantially benefit 
from the good public relations. 

These installation and ongoing administrative costs are quite low relative 
to other transportation subsidies, however. For a typical company implementing 
a ten van program, we estimate the annual cost at about $29 per van pooler 
over and above the full cost of van operation or about $60 per car removed 
since only about half of the van poolers can be expected to be former SOA 1 s. 
The cost of providing "public" van pool service is considerably higher. Based 
on Commuter-Computer statistics (which may be unusually high over the long 
run) the annual cost of third party service (with a fleet of 200 vans) would 
be roughly S83 per van pooler, or $166 per car removed. 

These simple cost estimates, along with the energy efficiencies which 
have been extensively reported elsewhere, argue strongly for public investment 
in van pooling. Adding weight to the argument is the fact that van pooling is 
more like provision of public high occupancy transportation than (say) car 
pooling. There may be some merit over the long run of re-orienting commuters 
from "private" provision of journey-to-work transportation (in the automobile 
or car pool) to the "public" provision of the same service, since ultimately 
we wi11 have to make increasingly collective decisions on the consumption of 
our resources. 
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The cost figures further suggest that every effort should be made to have 
private companies sponsor van pooling through both tax incentives and public 
provision of turnkey installation service as discussed in the Car Pool Report. 
Where third-party service is warranted (1.e.,  small office complexes), we feel 
there are substantial economies to be realized (similar to those realized in 
private companies) from adding on to an existing transportation agency as 
opposed to setting up a separate entity. There are also the additional benefits 
of creating a coordinated transportation system, and such an approach could 
eliminate some of the regulatory and insurance problems van pooling has tradition­
ally faced. 

While we are enthusiastic about van pooling as an excellent mode for 
serving some low density transportation needs, we note that ultimately the 
role of van pooling in a total transportation system is limited. Nationally, 
only about 25'I. of the trips are in excess of ten miles. Many of these trips 
are CBD bound and could perhaps be better served by public transportation. Of 
the remaining trips, only a fraction are sufficiently clustered at both the 
origin and destination points to be effectively served by a van pool. In our 
final tests of Chicago area commuters, we found that only about 2200 van pools 
could realistically be expected to fonn in the six county area. 

Park and Ride. Our study of the park and ride mode has indicated that the 
major advantage of providing a park and ride service is the diversion of 
parking from one destination to another. We have also found that generally it 
is necessary to provide about four park and ride spaces in order to divert 
just one auto from parking at the ultimate destination. Thus the park and 
ride mode increases the total number of parking spaces which must be provided 
in a metropolitan area. To justify this, the benefits of diverting parking 
from a particular destination must be significant. We have suggested that 
such a situation typically exists only in the CBD's of fairly large metropolitan 
areas. This recommendation is further supported by the results of surveys 
which indicate that commuters who switched to the park and ride mode from auto 
most often did so to avoid high trip costs, especially CBD parking charges. 
Thus in small CBDs where parking is easily available and inexpensive (say, 
less than Sl.50 per day), the conditions necessary to stimulate demand for 
park and ride are absent. 

We have distinguished two types of park and ride service by the location 
of the park and ride lot. Peripheral park and ride lots are located close to 
the destination and the transit service provided is typically a shuttle bus. 
Remote park and ride service provides a line-haul transit service originating 
from a lot considerably farther from the destination. Since peripheral park 
and ride lots are not located in low density areas (the primary focus of this 
repo�t), we have limited our consideration to remote park and ride services. 
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In fact, remote park and ride is uniquely suited to low density areas, 
since it significantly increases the size of the area served by a single 
transit stop. The use of private automobiles for the first (collection) part 
of the journey makes it possible for persons who live in areas with densities 
too low to support feeder bus service to use transit for the line-haul part of 
their journey. 

Experience with various transit modes indicates that commuters on relatively 
long work trips are sensitive to the travel time of the park and ride transit 
mode as compared to travel time by automobile. Thus local bus service is not 
used for remote park and ride. One rule-of�thllTib states that park and ride 
with an express bus operating in nonnal highway traffic will not generate much 
demand if the bus trip is longer than five miles or twenty-five minutes. How­
ever, when park and ride is provided with transit service by modes which have 
a separate right-of-way, there are typically no problems in attracting park 
and riders to use the service. This infonnation leads us to the major recommend­
ation of the park and ride report: We recommend that in fairly large metro­
politan areas (population over 250,000) with scarce and expensive CBD parking 
(at least Sl.50 per day), park and ride service should be supplied in conjunction 
with any existing or planned commuter rail, rail rapid transit, or bus-on-
busway systems. 
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PART I - DESCRIPTION 

CHAPTER l: INTRODUCTION 

1. 1 Definition and Summary of Description 

Van pooling is a travel arrangement where a number of people travel in 
the same vehicle { usually an 8-15 passenger van) and: 

l. The vehicle is usually owned or leased by neither the 
driver nor any of the passengers, and is almost entirely 
used for pooling. 

2. The driver { whose principal occupation is not the 
provision of transportation) is not formally compensated 
with wages, but may be given certain monetary or other 
incentives. 

3. The vehicle owner is compensated by the passengers for the 
full capital and operating costs of the vehicle. 

It is distinct from other forms of pooling {car pooling in particular) mainly 
in the vehicle ownership and special-use nature of the vehicle. 

In the rest of this chapter and in the next three we describe van pooling 
as a mode, concentrating our attention on types of van pools, service charac­
teristics, user characteristics and characteristics of destinations. A summary 
of some of the principal findings of these chapters is presented in tabular 
fonn in Exhibit 1-1. 

1. 2 Types of Van Pools 

There are four types of van pool operations which are distinguished by 
vehicle ownership ( and, to a lesser extent, the relationship of the poolers).  
Service and fare structure are generally the same. Vehicle ownership is an 
important distinction as it determines in many cases the mode' s regulatory 
status, the extent of liability, and the ease of getting insurance. 



The Employer Sponsored Van Pool. This is by far the most common van pool 
arrangement. Of the 30 van pool programs surveyed by EPA, well over two­
thirds fell into this category (Forstater and Twomey, 1976 ) .  They are gener­
ally modeled after the 3-M program where a private employer purchases or 
leases the vans, provides the organization and administrative structure, and 
recovers the capital and operating costs through fares which are computed on 
an 8-9 passenger break-even basis. The company may or may not absorb the 
ongoing administrative costs but it absorbs the initial organizing costs. The 
driver of the vehicle is a company employee as are all the passengers. He/she 
is generally given any additional fares above those()f the 8-9 passengers 
needed, to break even; he is also allowed use of the vehicle in the evenings 
and weekends for a moderate per mile charge. 

In most states, this type of van pool operation is not regulated by 
existing Public Utility Commissions (PUC) legislation (for greater detail 
see Chapter 9). However, in many states this non-regulated status is almost 
entirely dependent on the service being offered exclusively to employees of 
the sponsoring company. Unfortunately, this requirement limits the potential 
of an individual program since if a van could pick up (say) six or seven 
employees and supplement the pool with employees of neighboring destinations, 
the number of van pool s could be greater. 

Since in this arrangement the company is the "owner" of the vehicle, 
there are some serious questions of the employer ' s  liability in the event of 
an accident (see Chapter 8). While a precedent has never been clearly estab­
lished in court--this potential liability has been somewhat of a deterrent 
since a company (as opposed to a private individual) has greater assets against 
which accident claims could be made. Moreover, insurance can be very expen­
sive and difficult to obtain unless the company can simply add the insurance 
to existing company (umbrella) insurance at a small marginal cost. 

Because the potential for matches is limited to employees only, and 
because of the high costs associated with both insurance and initial organiz­
ation, this kind of van pool has been limited in most cases to companies of 
1000 employees or more. Therefore, as we shall discuss later, this type of 
van pool has rather limited potential in  an overall transportation system. 

Commuter Clubs Sponsored Van Pools. There have been some instances where 
friends or company employees have joined together in a "club" or a "cooperative" 
to organize, finance and operate a van pool program for themselves. Here the 
organization is the "owner" of the vehicle and would probably have at least 
some liability. 
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The Sussex Commuter Club i s  a commonly c i ted example of this arrangement. 
The club i s  comprised of 8 members who lease a van and pay all the capi tal and 
operating costs for their daily round trip of 130  miles i nto New York C i ty .  
Each member pays $60.00 a month and contributes a n  i n it i al $ 150 .00 for the 
club ' s  emergency fund. The club commutes " i n  style" w i th coffee i n  the morni ng 
served i n  a customized van equipped wi th stereo, a i r  condi ti oni ng, a card 
table and ice chest. 

Commuter club sponsored van pools have been particul arly useful for 
government emp loyees si nce i n  many cases government vehicles cannot be used to 
transport employees to and from work. The TVA empl oyee credi t union van pool 
program i s  a good example where the un ion leases from Hertz ( al though Hertz 
does all the ma i ntenance ) .  A van pool commi ttee consisting of 5 members, 
three from the credi t union decides pol i cy ,  determines fares, and selects 
drivers ( Dav is, et � • •  1 975 ( 2 ) ) .  

The regul atory status of these operations i s  uncerta in .  On the one hand, 
the group has been formed for the express purpose of prov i ding  transportati on. 
On the other, the driver, who is himsel f a commuter is not paid, and si nce 
the poolers are all members of the same club, the service cannot be consi dered 
publ i cly available. 

While thi s  type of pool has not seen wi despread use, i t  may have substan­
t ial potenti al i n  the future. As gasol i ne prices i nc rease, forming a transpor­
tation cooperative may become more and more attractive (much as food co-ops 
have become popul ar wi th ri s i ng food pri ces ) .  

Thi rd-Party Van Pool . I n  thi s  arrangement, a private organization or entre­
preneur sponsors a van pool i ng operati on for the publ i c  at large--generally 
prov i di ng the match i ng service, the van, ma i ntenance, i nsurance, fleet manage­
ment, etc. Pool i ng  appl icants are organized i nto van pools on the bas i s  of 
compatible origi ns and desti nations by the private agency. One of the poolers 
i s  desi gnated driver and generally receives some i ncentive. Fares are based 
on the ful l cost of the operation ( overhead i ncl uded) and may or may not 
i ncl ude a small prof i t  for the company dependi ng on i ts status. 

Monarch Associates of New York C i ty were perhaps the forerunner of private 
van pool operators. They provided the vehicle, gas, ma intenance, garag i ng, 
insurance and all other operati ng expenses . Van pool ri ders paid weekly 
fares of $9.50- 1 0 . 50 each to cover costs. They had regul atory di sputes wi th 
ex isti ng fixed-route systems and l ater, for financial reasons, went out of 
busi ness. 
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There are some other well-known operations offering services which could 
be broadly classed in this category. In Atlanta, Dr. Dickerson of the Georgia 
Institute of Technology has fanned a non-profit public corporation, MODNAR, 
which operates 4 vans which are primarily used for work trips, though one of 
the vans serves mid-day Peachtree destined shopping trips. Commuter-Computer, 
in Los Angeles is a non-profit car/van pool matching service now employing 
over 40 people with nearly 7 0  vans in operation and 200 more on order. The 
organization is based on a matching service, a leasing arrangement with a 
fleet dealer and a large marketing staff which "sells" ride-sharing to local 
businesses. The employer actually has little involvement--except for pro­
viding the match data and providing incentives (e.g., preferential parking for 
the van ) .  Commuter-Computer handles matching the employees--not necessarily 
within the company groups, organizes the pools, manages the fleets, and provides 
the accounting services. 

Such services obviously have great potential since they require little 
initiative from an employer and matches are not limited to any one destination 
(as in employer-sponsored pools ),  nor do they require several major organizing 
initiatives from individual commuters as in Commuter clubs. These types of 
services, however, have faced regulatory problems especially where there has 
been extensive investment in public transportation. Many states have considered 
third-party pooling organizations to be a common carrier and subject to the 
same regulations { including route franchising) as other common carriers. 
Since these organizations must pass through to the passengers all overhead 
costs, fares are higher than single party van pools. Start-up costs have been 
very high and some companies sponsoring this type of service have quickly gone 
out of business. 

The Individually Owned Van Pool. This kind of van pool can be a very infonnal 
"large car pool" where an individual who owns a van (or who purchases one for 
the purpose) transports another group of employees and himself to work, charging 
a fare. There are variations of this "large car pool" concept which make the 
arrangement more closely akin to van pooling. In Knoxville for example, a 
third-party matching service organized pools with seed vans but after 6 months 
encouraged the driver to purchase the van and continue the service. In Lander, 
Wyoming several employees of U.S. Steel lease vans on an individual basis to 
make the 30-mile daily journey-to-work. The key is the use of the vehicle. 
If the vehicle is a journey-to-work vehicle only, it is likely to retain the 
attractiveness and stability that has made van pooling popular. However, if 
it is essentially a family car doubling as a pooling vehicle, the service to 
the other passengers is to a large extent, at the whim of the driver and may 
be perceived as somewhat less reliable. 
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Exhibit 1-1 

Summary of Van Pool Characteri stics 

Service : 

Travel Time 

Vehicle 

Speed 

!Mell Time 

Vehicle Ownership: 

Cost: 

Per Vehicle Mile 

Per Passenger Mile 

Fare 

Trip Length: 

Origin s :  

Destination: 

Size 

Location 

Type 

Door-to-Door, Subscription 

Average 5-10 minute �ncrease over 
Auto Time 

1 2-15 Passenger Van - Interior 
Customized to the taste and budget 
of Passengers 

Comparable to auto on all networks 

1 -2 mi nutes maximum per Stop -
average between 4-6 stops per van 

Single employer 
Employee organization 
Private indivi dual 
Transportation "provider1

' 

Variable depending on route l ength 
Average - 27.5¢ (for 45 minute 
round trip, single conipany) 

Variable deoending on route l ength 
and l oad, Aver.age - 3¢ 

Varies with vehicle route l ength 
Full cost passed through to passenger 
frequently paid l month in advance . 
Average - between $1.00- 1 . 50 round 
trip per day 

I s  economically competiti ve with the 
variable cost of driving for trip 
lenqths in excess of 8-10 miles; 
depending on capital cost of van 

Clustered in a line haul to deviation 
"Cone" of 5-0 (see Section II) 

Varies with locatio� Common Rule-of­
Thumb - 500 

Suburban, rural and in need of a 
transportation alternative due to 
parking problems, etc. 
Employer of clerical and professional 
staff with limited "shift" work and 
little unionization 



CHAPTER 2 :  SERVICE AND OPERATING CHARACTERISTICS 

The success of van pooling over the last three to four years has been due 
to an unusual combination of operati ng and service characteristics--specif­
ically the commuter driver, the driver incentives and the vehicle. Below we 
discuss these and other effects on the quality of service. 

2. 1 Labor 

One of the chief disti nguishing features of a van pool is that the driver 
i s  a commuter himself. This arrangement has a number of i mportant conse­
quences. 

Reduced Cost. Since more than 50% of the costs of all tradi tional modes of 
public transportation are associated with drivers' wages, van pooling mileage 
costs are sharply reduced by compari son (see Chapter 6). Roughly speaki ng, 
over long distances a van pool can carry 3 times as many passengers as an auto 
at the per passenger-mi le costs of a 3-person car pool. The average daily 
fare for a 40-mile round trip is about $1.50 (1975 prices), which i s  roughly 
equal to a 36-mile round trip fare for a commuter rail and may be compared to 
the $2. 00-5. 00 fare charged by airport limousines for much shorter trip lengths. 

The Dri ver as a Private Entrepreneur. Another key ingredient in the success 
of van pooling is the incentive given to the dri ver. It  i s  in the driver ' s  
di rect i nterest to tailor service sufficientl y to the desires of the passen­
gers to maintain  their participation, si nce loss of ridershi p i s  a direct loss 
of money to him. Should one member drop, he would have to "hussl e" a new 
rider. In public transportation or in car pooling, this kind of incentive or 
responsiveness is absent. Numerous evaluations have shown that this driver 
commitment has been the key i ngredient to the long term success of many pro­
grams. 

Adaptation to Peaking. The previous two factors make the commuter driver 
attracti ve to consumers. However, use of the commuter driver can also be 
attractive to the regional transportation supplier as a solution to demand 
peak ing problems. Use of a non-professi onal driver avoids the problems of 
scheduling drivers and gives a transportation system the flexibi l ity to expand 
to peak-hour demand without inefficient use of labor during the day. 

�nergy Effici ency. Because van pooling eliminates the dead-heading associated 
with many high occupancy modes and generally runs with a full load, it is 
extremely energy-effici ent. Exhibit 2-1 compares the energy effi ciency of van 
pooling to both the automobi le and fixed-route transit. Only bus pools are 
more efficient. 
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2.2 Vehicle 

By far, the most popular vehicles have been 12-passenger vans manufac­
tured by Chevrolet, Dodge, and Ford. Some van pools have used 15-passenger 
vans and occasionally 19-passenger mini-buses. The van offers a higher load 
factor for about the same driving expense of a standard American automobile 
while retaining the automobile flexibility and maneuverabil ity in traffic and 
residential streets (it  is actual ly a foot shorter and the same width as a 
full -sized station wagon ) .  At full capacity over l ong trips, a van can achieve 
the cost efficiencies of a ful l  load 50-passenger bus.* And because the load 
is small ( usually 9 or 10 )  access, egress and dwell time nonnal ly associated 
with a larger bus is significantly reduced, resulting in a substantial sav­
ings in total travel time/cost to the passenger. 

The Special Vehicle as a Factor in Longevity. The primary difference between 
a van pool and car pool is the ownership and financing of the vehicle. Most 
people own a car and consider it a necessity of their daily living. I n  van 
pooling, a special vehicl e  is purchased for the pool which gives the pool a 
sense of permanence. Moreover, the vehicle can be designed to the poolers' 
specifications. For example, at Aerospace Corporation in California vans have 
been fitted with reclining airline-type seats. Other van pools have added 
tables, ice chests, special reading lamps ,  stereo headphones, and so forth. 
The special purpose van designed to the passengers' taste and pocketbook is an 
important factor in fostering pool cohesiveness, and longevity. Finally, 
since an investment has been made in a special journey-to�work vehicle the 
sponsor has an incentive to keep ride-sharing alive and popular--unlike a car 
pooling program where once the program has been initiated, the company can 
assume it has met its civic obligation and pay little attention to the program. 

2 .3  Other Service Characteristics 

Van pooling is unique in often offering the automobile convenience of 
door-to-door transportation, the energy efficiency of a high occupancy vehicle, 
and travel times that are competitive with private transportation. 

Type of Col l ection. A common type of van pool arrangement is for the van to 
pick up the participant at his home at a designated time each morning and 
deliver him home each night. CONOCO (#1,  1975 )  which is operating a fleet 

*Even at full load ( 50 passengers) a bus costs about $0.02 to $0.03 a 
passenger mile compared to a van on long trips ( XX  miles) at $0.01 to $0.02 
per passenger mile. 
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of 66 vans reports that 75% of their participants receive this kind of ser­
vice. Al ternatively, a van pooler may walk or drive to a designated spot to 
meet the van. Such an arrangement reduces deviation time and allows the van 
pool to make better use of high speed highways and expressway systems. At the 
Tennessee Val l ey Authority pl ant in Knoxvill e ,  88% of the van pool partic­
ipants have made this l atter arrangement. It shoul d be noted, however, that 
the park-and-ride arrangement invol ves additional schedule coordinating and 
the unpl easant aspects of transferring (one minute of transfer time has been 
valued by some as equivalent to 10  minutes of line haul time, e. g. , see Pagitsas 
( 1977 ) ) . Private conversations with a number of van pool coordinators indicate 
that most van pools use a combination--the first few participants receive 
door-to-door service but once the van is on a major highway , participants meet 
the van. 

Leon Bush estimates that the vans at Aerospace general l y  make about 4-5 
stops for their 8 passengers. The highway system and settl ement pattern ul t­
imately plays a fairly substantial role in the type of col lection pattern 
used. In rural or highway-oriented communities such as is common in the west, 
there are more instances of park and pool arrangements. In more densel y 
settled areas, door-to-door service is a littl e more common. 

Travel Time. Travel time remains reasonably competitive with the automobile. 
A recent 3-M survey of its 77-van operation indicated that the average partic­
ipant experienced no more than a 1 0-minute increase over direct drive time. A 
simi lar survey at Aerospace reports excess travel time averaging only 5 min­
utes. Exhibit 2-2 displays the distribution of travel time changes at the 3-M 
plant. 

It is worth noting that these travel time differences are only slightly 
greater than those experienced in car pooling, suggesting that there may be a 
"maximum" tolerable time difference for pooling. Thus a greater origin density 
is required to support a van pooling program than car pooling as has been 
discussed in the car pooling report. 

Convenience. The van pool offers the passenger a number of conveniences. It 
is rel iable, since a single person is responsibl e  for arriving at the same 
time each morning for pick-up. The passenger often has a more l uxurious ride 
( if the interior has been converted) than his own car provides and he has the 
opportunity of reading, rel axing and/or visiting whil e someone el se copes with 
the driving. The convenience of a van pool has been listed more frequentl y by 
participants than the cost savings as the reason for joining the pool. At 
General Mills, for example, 46% of the participants listed "convenience'' as 
the principal motivation for van pooling compared to 22% who l isted l ower­
cost, and another 22% who l isted "rel iability". In two other surveys, 64% 
(CONOCO ) and 80% (3-M) of the van poolers found van pooling more convenient 
than their previous transportation mode (which for over three-fourths of the 
respondents was the automobile) .  The convenience of van pooling is further 
borne out by the fact of the 77 programs underway , only 2 of the programs have 
b een discontinued and a majority are considering pl ans for expansion. 
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Mode 

Average U . S .  A utomobi l e  

Subcompact Automobi l e  

Van Pool 

Transit !Bus ( d iesel ) 

Ra i l  T ransit  

Exhibit 2-1 

Compari son of Energy Use by Various Modes 

Energy Intensi veness ( BTU/passenger m i l e )  

Vehi c le  Occu� MPG 8_ 13 
per passenger /i_veraqe -'"verage 
mi1 e f.o!mnute_r Use D a i 1  y Use  

1 . 6 1 3  6 ,000 
1 .  9 1 3  5 , 000 
5 . 0  1 3  
1 . 6 22 3 ,600 
1 .  9 22 3 , 000 
4 .0  22 
1 0  1 0  l , 100 NA 

1 6  4 2 , 1 00 
1 1  4 3 , 1 00 
44 4 

2 , 1 00 
3 , 000 

Saur-:e: Lew W. ?ratsch, l <i75. 
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ffool i ng V eh i c l e  
(no deadheading) 

1 , 900 

l ,400 
1 , 100 

600 
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Exh i b i t  2-2 

COMMUTE-A-VAN R I  DER S URVEY 

-60  - 5 0  -40 - 3 0  - 2 0  - 1 0  

Less 

r.rJ 
C::: �4 
� 

Z l2 

BEFORE & AFTER D I FFERENCE 
I N  TRAVEL Tl :\\E 

41 5 

+ 1 0  +20 + 3 0  +40 -'- S O  +60  

More 

TRAVEL T IME (M i nutes )  
Source: Owens and Sever, 1 97 7 .  



CHAPTER 3: SOCIOECONOMIC  CHARACTERISTICS OF VAN POOLERS 

Since al l members of a van pool need to have the same arrival and departure 
times at work, those in occupations where thi s  scheauling is di ffi cul t cannot 
van pool easily. Therefore , van pool ing has not significantly penetrated the 
production worker category ( where shi ft work and overtimes are common). The 
l argest consumers are from the cl erical /admini stration group ( Shal l better and 
Herzberg, 1975 ) .  Owens and Sever ( 1977 )  a l so note that for 3-M, " much of the 
growth in Commute-A-Van participation since 1974 has occurred i n  the office 
category of empl oyment" , and suggest that office emp l oyees represent a prime 
market for van pool ing. Davis, et a l . ,  ( 1 975) i n  their early study of van 
pool ing describe the typical vanpoofer as a white col l ar, upper income , 
fonner solo driver. This wil l be di scussea further in Chapter 4. 

Except for the above-mentioned problem with certain occupations ,  it 
appears that van pool ing can penetrate a wide range of commuters. Davis, et 
al . ,  ( 1 97�) and Owens and Sever ( 1977) report a fairly homogeneous composiTion 
of van pool ers at TVA and 3-M, respectively. ( Davis et a l . , report 1 5% with 
incomes l ess than $10 , 00U , 43% with incomes between $ 10 ,000 and $20 , 000, 70% 
w i th three or more peop le  in their househol ds , and 93% with at l east one 
automobil e. Owens and Sever ( 1977) state that 82% of 3-M van pool ers are 
married, 82% l ive in sing le  fami ly dwe l l i ngs and the average auto ownership is 
1 . 6  per househol d ) .  Tim Bander who is eval uating the Knoxvil l e  demonstration , 
and Chuck Geserick at Montgomery Ward in Chicago report otherwise ( in private 
conversations with us ) .  Bander states that vans have been successful among 
some of the l owest paid commuters in Knoxvil l e  at the knitting mil l s  as we l l  
as with highly paid manager11er1t types, and with production workers at manufac­
turing pl ants. Geserick reports that about 50% of the van pool riders in his 
program are in the management category and have incomes greater than $ 12 , 0UO , 
whil e about 50% are on "time cards" and have l ower i ncomes ( see a l so Exhibit 
3-1 ) .  
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Exh i b i t  3-1 

Occueational Breakdown 

3-M Coroora tion l 

1 974 

Offi ce 52% 

Supervisory 1 4% 

Management 10% 

Laboratory 2 1%  

Production 3% 

Montgolll:!ry Ward 2 

Offi ce 38% 

Supervison 12% 

Management 50% 

1 976 

56% 

1 4% 

9% 

20% 

1 %  

1 Sources :  2owen and Sever, 1977. 
Montgomery i·iu rd, 
I nteroffi ce l lc11orandw1, 
1976 . 
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CHAPTER 4 :  DESTINATION CHARACTER I STICS 

In this chapter, we discuss the i nfluence on van pooli ng potential of 
three types of desti nation characteristics: size, geographical location, and 
type of industry. 

Size. Most successful van pools currently in operation are sponsored by large 
employers with well over 1 ,000 employees ( see Exhib i t  4-1 ) .  I t  has been 
argued that a large employer can more easily absorb the initial start-up 
( estimated at between $30,000 and $50,000--see Chapter 6) and ongoing admin­
istrative costs of a van pool program. I t  has been further argued that the 
larger the "destination" , the greater the like l i hood of finding adequate 
numbers of suitably clustered origi ns. Evaluation of employer response to FEA 
marketing of van pooling in the Chicago area indicates that these two arguments 
are important considerations ( see Exhibit 4-2 ) .  Sixteen percent of the 7 1  
companies contacted felt they had too small of a work force to successfully 
launch the program, while 6% listed the administrative costs as too high. 
While these may deter i nitiation of van pool programs,  Exhibit 4-3 suggests 
that there i s  no obvious relati onship between employer size and van pool 
program si ze. 

As a rule-of-thumb , a cut-off point of 500 employees has often been 
used. For example, the FEA van pool promotion demonstration in the Chicago 
area would not initi ally consi der employers with less than 500 employees at a 
particular site. This rule-of-thumb was developed by Shallbetter and Herzberg 
( 1975) who argued that 10 vans are needed to justify the fonnal management of 
the program and 8 vans are needed to produce an employer savings of $1 ,000 per 
van. Thus i f  between 8-15% participation rates are assumed, an employment 
center of about 500 seems to be reasonable. The analy s i s  itself was based on 
somewhat tenuous assumptions, and since few employer-based van pool programs 
have actually been attempted with employment sizes below 1 , 000 there is little 
empiri cal evidence on the subject. As discussed in the Car Pool Manual ( Report 
2 ) ,  we believe that precise cut-offs can be misleading. 

It should be noted that Commuter-Computer i n  Los Angeles ( a  third-party 
type van pool) has worked successfully with employers of less than 100 people. 
Their initial work concentrated on sma l l  employers located on a strip along 
Wi lshire Boulevard ( the average employee density i s  roughly 4 , 600 per square 
mi le) , and they are now developing van pooling in the airport area with den­
si ties of about 1 , 350 employees per square mi le. 

§eog,aphic Location. Probably of greater signi ficance than employee size is 
the location of the prospective site and the transportation problems that the 
s i te presents. For many successful van pool programs,  there was a reason 
other than energy conservation or air quality for which the programs were 
initi ated. For example, limi ted parking ( as with 3-M ) , traffic congestion 
near the plant, or plant relocation have been mentioned as reasons for starting 
van pools ( in fact, Womack concludes that under present c i rcumstances single 
employers will sponsor van pools only when such ci rcumstances exist). While 
parking and congestion tend to be problems in high density areas ( C BD ' s ) ,  
these areas are often likely to have high concentrations of relatively smaller 
employers, and also tend to be well-served by publi c transportation. Both of 
these factors work against a van pool. I t  is not surprising then that of the 
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jj van pool s surveyed by Forstater and Twomey { 1976 ) ,  18  of them were suburban­
based. Preliminary evidence indicates that van pool s are particu l arly we l l ­
suited to the suburban or "rural " pl ant l ocati ons. Suburban origi nating trips 
are likely to be l onger and without convenient publ i c  transit access. Also 
( very importantly ) ,  there wi l l  be fewer transportation l i nks to the site. 

We have noticed that transportation access l inks and settl ement patterns 
seem to p l ay a significant rol e in the penetration of the van pool concept in  
a given area. For example, van pool i ng has achieved a fair amount of success 
in areas where the pl ant is l ocated in a fairly isol ated area wi th the empl oyees 
c l ustered in one, two, or three sma l l  neighboring communities. Usua l ly  there 
are a limited number of hi ghway l i nks connecting the empl oyment site and resi­
dential community. Since these areas are stil l in a growth phase, the new 
emp loyee can often " choose" the l ocation of his home to be convenient to high­
way access to work resul ting in the clustering of empl oyees. I n  ol der, more 
densely popul ated areas, an employer often draws on the entire metropolitan 
area for empl oyees whose residences are connected by a myriad of links to the 
empl oyment site. The res u l t  i s  a wide dispersion of empl oyees which is l ess 
conducive to empl oyer-sponsored van pool ing. This same concept i s  presented 
i n  terms of the grav i ty model i n  the Car Pool Manual . 

Type of I ndustry. As was discussed in Chapter 3, van pool s have been success­
ful with a cross-section of income leve ls  and occupational types. However, up 
to now a l arge portion of van pools have been at destinations empl oy i ng l arge 
numbers of office workers, white col lar  professionals ,  technicians, etc. 
There have been rel atively few exampl es of production workers who van pool . 
Two reasons at this point seem important. First, companies with strong unions 
have not been actively i nvolved in van pool ing, si nce there is a fear among 
management that the provision of van pooling may become a part of union negotia­
tions and ul timately, a part of a l abor contract where the company woul d have 
to underwrite transportation services for al l employees. A resul t of such 
tears is an empl oyee-sponsored van pool program for U.S. Steel in Lander, 
Wyoming. After fai l ure of a subscription bus service to a pl ant l ocated 3 0  
miles from the community, empl oyees investigated van pooling as an al ter­
native. The company, however, was unwil l ing to become i nvolved wi th the 
program. Interviews with empl oyees indicate that an underlyi ng reason was 
l abor management relati ons--there was a fear that eventual ly transportation 
too, woul d become a negotiabl e i tem. 

The second reason tor l ack of "heavy i ndustry" parti cipation i n  van pool 
programs i s  ( as has been di scussed earl ier )  that these industries tend to have 
greater variation i n  work times. Problems with variation in work schedules 
v:ere expl ici tl y stated as a deterrent for 1 0  of the 71 Chicago fi rms contacted 
in the van pool marketing experiment conducted by FEA. 

Abbott Laboratories i n  the Chicago Area i s  a good exampl e. They investi­
gated the van pool option extensive l y ,  and estimated that it woul d require one 
ful l -time person for the first six months, and a quarter-time person after 
that to coordinate their 1 5  standardized shifts and their overtime schedul es. 
They eventual ly decided against van pool ing. Erving Paper Mil l s ,  however, 
represents a very i nteresting exception to the "non-shift workers" general­
ization. In 1972, Erving Paper Mil l s  opened a new pl ant in Brattl eboro, Vermont. 
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A van pooling program was i nitiated to reduce the impact of the average 2o  
mi le commute on its employees. Erv i ng  Paper Mills operates 3 shi fts a day 
wi th most of the shifts depending upon the residents and shift assignments. 
The vans are used to bring the new shi fts of employees in and are then 
immedi ately fi lled with outgoi ng empl oyees. The driver i s  responsi ble for 
taking the van to the home of the next shi ft ' s  driver. Despite thi s  heavy 
use of the vans, mai ntenance has presented l i ttle problem and the company is  
satisfied with the program. 
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Organ i za ti on 
Name 

3M 

CENEX 

Erving Paper Mi l l s  

General Mi l l s  

Texas,  Instruments 

Ralph M. Parsons 

TVA 

Sperry F l i ght 

Hoffman-LaRoche 

Corning Glass 

Ar«eri can Can Co. 

Chrys ler 

Gulf Research 
Devel opment 

Honeywe 1 1  , Corp . 

Mon tgorne ry ',,/a rd 

l·Ji nnebago Inds . 

Continental Oi i 

Aerospace Corp. 

CAL TR.i1NS 

Prudentia l ,  I n s .  

Scott Paper 

Golden Gate 
Bridge 

,'Jabisco 

Polaroid 

Cooper-Woodruff* 

Utah County* 

*As c.,t 1 / 1 7 .  

Exhibit 4 - 1  

Characteristics o f  Selected Van Pool Operations 

Type 

Suburban 

Suburban 

Rural 

Suburban 

Suburban 

Suburban 

Urban 

Suburban 

Suburban 

Small 
T01vn 

Suburban 

Urban 

Suburban 

Suburban 

Urban 

Small 
Town 
Urban 

Suburban 

Urban 

Urban 

Urban 

Urban 

Location 

St. Paul , 

St. Pau l ,  

Erving,  Mass. 

Minneapol i s ,  

Dal l as ,  Tex 

Pasadena, 

Knoxvi 1 1  e 

Phoenix 

Nutley 

Corn i ng , N . Y .  

Green,li c h ,  Conn. 

Detroi t 

Pi ttsburgh 

Minneapol i s ,  
Minn.  

Chicago, 1 1  l .  

Forest City, 
Iowa 

Houston, Texas 

El Segundo 
( L. A . )  Suburb 

Sacramento 

Newark , i1 .J. 

Philadelphia 

San Francisco 

Suburb Newark ( E .  
Hanover) 

Suburban Boston, Mass. 

Rural 

Sma l l  
Town 

Amari l l o ,  Texas 

Provo, Utah 

Length of 
Time In  

Date Opera ti on 
Started (as of 6/77) 

(Years) 

4-73 

10-73 

3-74 

l-74  

3-74 

3-74 

4-74 

4-74 

6-74 

12-73 

7-74 

Mid-74 

8-74 

Fall-74 

10-74 

2-74 

3-75 

4-75 

7-75 

7-75 

8-75 

9-75 

10-75 

10-75 

2-74 

l l -74 

4 

3', 

3'-, 

3 

3 

3 

3 

2 3/4 

3 

2½ 

2 

2 

2 

3/4 

3/4 

# Of % C;f 
Employment 
f'opu l a  ti on 

# Of Riders Employ­
Vans ( Per  Van) ment 

lO ,000 75 

700 2 1  

300 6 

l ,800 16 

15 ,000 1 2  

4 ,000 31 

3,200 22 

3, 100 l 0 

6 ,000 20 

4,000 l 0 

l ,800 
( Demo Projects 
Over Several 6 

Areas) 
l ,600 3 

1 3 ,000 4 

4,000 1 4  

2 , 700 15  

DK 10 

5,900 1 3  

1 ,500 

l ,000 

98,000 

90 

120 

3 

8 

2 

13  

2 

l O  

2 

780( 10)  

1 75 ( 8) 

130(22)  

165 ( 10 )  

120(  1 0 )  

3 1 0 ( 1 0 )  

264(12)  

120(12)  

240( 12)  

1 10( 1 1 )  

1 1 ( 1 1 )  

60 ( l O )  

:,o( 1 2 )  

40 ( 1 0 )  

150 ( 1 1 )  

250( 1 6 )  

103( 1 0 )  

130(10)  

30( 10)  

85 ( 1 0 )  

8% 

25% 

43% 

9% 

.8% 

8% 

8% 

4% 

3% 

. 6% 

2"' " 

.3% 

19( 10) 1% 

9(9)  

140( 10)  14% 

22( 1 1 )  < 1%  

40(4) 44% 

24( 1 2 )  20% 

Sc.,c1rce: Fors tater and Twomey ( 1 976) and updated with i nfonnation from Mi l ler and Green #3, 1977.  

Hi 



Exhibit <i-? 

f.lajor Jmoedin-ents Listed to Van Pool i n_1 in 71_Chi�o St1burban Conl!>anies 

25\ ,------------------------ ---------------,, 2s·.< 

.., 
" ,, 

·'-' � 
;;, 

� 20% 

15 

1 4  

1 3  

1 2  

g· 1 1  

2 10 

"' 
0, 
a, 
>, 
0 8 

3 

2 

10\ 
-

0 " 
C 

,-

4--
0 

-

-

r, 
C ' -

Source: SR! Prelir,,inary Data for Evaluation of F[A Van Pool Marketin� Oemonstntion Prcj�ct 
1977. {Matk Reddi n ,  1977 ,  pr-ivate corres�ondence . )  

• C,IIU ( 25%) 
Ervi nJ Paper 
{ 43'.i) 

• ilabisco 

• Gu l f  

Scott Pape r •  

[xhi bi t 4-3 

• GenQral Mi l l s  • l,1i nnebago 

• !VA 
• Parsens 

Corning Glass• 

i5": 

5 .. 

• 3-.. 

•AMCO le>;ilS  lr1<;.tl' .. 1;1cint.:, • 
, lor11� •,,·.-:e I 1 • 

6 8 10 1 2  1 4  1 6  1 8  20 22 2� 26 28 30 40 

,lur,ber of Emp I oyees ( i n  !lru1<lreds) 
50 5() 70 

Sour_e: B,1Sed on Exhibit ·1- 1 .  
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CHAPTER 5 :  DEMAND 

5 . 1  Introduction 

As in the case of other modes ,  demand for van pool i ng i s  defined as the 
number of peopl e who woul d use the mode i f  i t  were ava i l able. For conventional 
modes, demand i s  estimated wi th the help of demand model s which ei ther predi ct 
the number of users of a mode under a gi ven set of conditions or estimate the 
probabi l i ty that an indi v i dual wi l l  use the mode under a gi ven set of condi tions. 
Unfortunately,  model s of thi s kind have not as yet been cal i brated for van 
pool i ng.  

In thi s  chapter, we first present a set of conditions that we bel i eve are 
necessary for most i ndi v idual s  to consi der van pool i ng;  then we present some 
estimates of the proportion of those for whom these conditions are met, and 
who can be expected to van pool . There are two such condi tions: 

A. The trip l ength must be greater than some minimum l ength. Thi s 
condi tion i s  di scussed i n  Section 5 . 2 .  

B. There must be enough trips with a common destination and w i th 
origi ns c l ustered in  a thi n wedge-shaped area to fonn a van 
pool . T h i s  condi tion i s  establ i shed in Section 5 . 3 .  

I n  Section 5 .4, we present a procedure for qu i ckly estimating the potential of 
van poo l i ng in a region. In Section 5 . 5 ,  we di scuss the very important question 
of what a van poolers prev i ous mode was. Th i s  i s  important i n  estimating ben­
efi ts ( Chapter 7 ) .  

5 . 2  Trip Length 

Van pools  now i n  operati on tend to serve very l ong journeys-to-work . 
Lew Pratsch ( 1975) reports the average van pool trip l ength nati onwide i s  20 
m i les .  Thi s compares to a 9 . 4  m i l e  average for al l commuters, 73% of whom 
have trip l engths l ess  than 10  m i l es { NPTS, #8 ) .  

Exhi b i t  5-1 presents some other reported averages and Exhi b i t  5-2 presents 
some ranges of van pool round trip route l engths. Few are l ess  than 10 mi l es 
and the majori ty are reporting minimum round trip l engths of around 20 mi l es.  
Mi l l er and Green ( 1977 )  suggest three pl ausib l e  expl anations for the success 
of van poo l s  only on l onger trip l engths: 1 )  the cost advantage over other 
modes increases wi th tri p  l ength ( see Chapter 6 ) ;  2) the importance of time 
spent doing something else { e . g . ,  reading) i ncreases wi th travel time; and 3 )  
passenger col l ection and di stribution time become more tolerabl e at l onger 
tri p  l engths ( see fol l owi ng Secti on ) .  

Two other factors wh ich  have been reported to affect the trip l ength 
"Nrket" of a van pool are weather and network speed. D i  rectors of van pool 
progra11s i n  the north and east have reported signifi cantly shorter "successful " 
tri p  l engths than di rectors i n  Cal i forn i a .  Both have suggested weather 
may account for the difference--poi nti ng out that the aavantages ot going T ,·om 
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a warm house to a warm van without the "start-up" worry may signifi cantl y out­
weigh the out-of-pocket cost advantage of driving alone on very short trips 
( see Chapter 6 ) .  This hypothesis is further supported by 3-M ' s  observation 
that ridership is significantly down in the summer months. I n  Southern Cal i fornia 
where weather is not a factor, routes general l y  start at 30-40 miles per round 
trip. Leon Bush of Aerospace has suggested that network speed may al so infl uence 
the attractiveness of van pooling. I n  the P al os Verdes area, for exampl e, 
where commuters must travel on heavily congested arterial s ,  van pooling programs 
have been popular. However, in the Santa Monica area where employees drive on 
a relativel y lightl y used freeway, al l attempts at introducing van pooling 
have failed. Tt1e distances invol ved from the two suburbs to the Aerospace 
pl ant are roughl y the same. 

5 . 3  Route Deviation 

I n  this section .  we present the theoretical derivation of a deviation to 
route l ength ratio ( d/ i )  which we cal culate to be between . 25 and . 33. We 
present some empirical evidence and discuss the ratio in light of other reported 
resul ts. The ratio is then used to derive an estimate of the maximum service 
area o f  one van .  

An Analytical Model o f  the Decision to V an Pool . Since the ariver of most van 
pool s has a significant incentive to deviate from his normal route to work to 
pick up passengers, we focus on the first passenger and assume that he or she 
wil l  on l y  van pool if the total costs of the van pool trip , which incl ude the 
cost of extra time spent on the deviations for al l remaining passengers , are 
less than or equal to the total cost of driving an automobile. Since the 
resul ts of the cal cul ations are a reasonabl e facsimi l e  of actual behavior ( see 
foll owing empirical evidence) the assumptions woul d appear to be justified. 

where 

That condition may be expressed as: 

( 1 ) 

is the l ength of the direct trip from the first passenger' s home to 
work 

d is the total l ength of the deviations to pick up remaining van pool 
passengers 

T is the dol l ar val ue commuters pl ace on one hour of time 
5v is the average speed of the van pool including pick-up time 
Sa is the average speed of the automobil e 

cv is the average per passenger mil e  variabl e cost of operating a van 
V 

Ca is the average variabl e cost of operating an automobil e 
V 

c� is the dail y average per passenger fixed cost of a van pool 

c; is .20 the dail y fixed cost of operating an automobile 
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If these conditions cannot be met for some first passeng;r, no van pool wi ll 
be formed. Notice that we shoul d have added the ten11 aC /n to the left s ide 
of ( 1 ) ,  where � i s  the di stance from the driver' s originvto the first passen­
ger' s origin and n is the number of passengers, but thi s number is very small 
compared to the otl1er terms and we decided for simplicity to ignore it. 

The New York Tri-State Regi onal Planning Commission ' s  ( 1976)  comprehensive 
study, Urban Densi ties for Publ i c  Transportation, reported that between 15% 
and 20% of ex-arivers actually give up a work car. The TVA van pool project 
reported 1 7% of its participants either sold or put off buying a new car 
( Davis, et �. , 197b ) .  Similarly, the CONOCO project reported 25% of their 
partici pants either del aying purchase of, or sel l ing  a car ( Continental Ui l ,  Co. , 
1975 ) .  On thi s basis, we have equatea the fixed cost of automobile driv i ng to 
be approximately 20% of the full fixed daily costs. 

The fixed costs for an automobile vary depending on size and make. We 
have computed the daily cost for a work automobile at about $4.30 { see Car 
Pool Manual). The U.S. Department of Transportation estimates 
( infl aied to 1975 prices) range between $3.86 and $4.94 ( U. S. DOT, 1 9 74 ) .  
Thus Cf, the daily fixed costs of driving, may be set roughly at $0.86, which 
is 20% of our estimate of $4.30. 

The reportea daily fixed costs of van pooling range from a high of $1.45 
at TVA to around $0. 70 for CONOCO ' s  program. Our own estimates place the cost 
at about $0.94 ( see Chapter 6 ) ,  very close to that of the autemobile ( using 
the 20% allocation previously explained).  We have thus set C

f 
and c: as equal 

and the ratio of deviation to total length may now be express�d as :  

T 
+ ca Sa V 

d/ ( = [ J - 1 
T + C

V 

sv V 

The variable  cost of a van is commonly reported as $0. 10  a mile or about 
$0.Ull per passenger mile for a 9-person base fare. The variable cost of an 
automobile is estimated to be about $0.078 per mile ( based on 12 m. p.g. at 
$0. 60 per gallon, and DOT maintenance costs inflated to 1Y75 dollars, of 
$0.028 ) .  

Let us assume an average automobile speed to be about 30  miles per hour. 
This is reasonable considering that a typical van pool trip i s  probably sub­
ruban-basect, and that a large portion of it will probably be traveled on 
� imited access expressways with speed li mits of 55 m.p.h. While the van pool 
can travel as fast as the automobile, it must spend a l onger amount of time on 
side streets for pi ck-up and a sma 11 ( unknown) amount of dwe 11 time at each 
stop. Accordingly, we set the van speed lower--about 25 miles per hour. We 
have assumed the value of time to be about $4.UU* per hour, which is hi gh 

*The standard rule-of-thumb which has been used by a number of researchers 
i s  .40 of hourly wage rate ( see, for examp) e, Navin, 1974 ) .  
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compared to values often used i n  modal-spl i t  studies. However, we are deal i ng 
wi th hi gher i ncomes i n  suburban areas and van pool i ng seems to be very popular 
among whi te-collar professi onals, partly because of their more regular sched­
ules ( Davi s ,  et � • •  1975 ;  Owens and Sever, 1974 ) .  

Substi tuting i n  these values, we obta in  a ratio of total devi ati on di s­
tance to l i ne haul travel di stance of about .24. The computation,  however, 
i s  reasonably sensi tive to choice of speed and travel time. For example, i f  
we we�e to assume a lower v�l ue of time ( se,Y )  $3.00,  t�e ratio would be about 
.35 ;  1 f  we were to choose higher speeds , Cv = 30 end C� = 35 wi th T = $4.0U,  
our ratio would be about .33. At lower speeds , S = 2u and Sa = 23 w i th 
T = $3.00,  the ratio i s  about .3 and wi th T = $4.00,  the ratio i s  about . 2 .  
I n  general , other thi ngs being equal , greater deviati on will be tolerated at 
h igher van pool speeds and the opposi te i s  true for auto speeds. I n  fact, 
w i th the reasonably high  speeds that would be character istic of rural areas, 
deviation lengths as much as half of total l i ne haul di stance may be reasonably 
expected. Such variations i n  devi ation lengths, accordi ng to congestion and 
dri v i ng speed , have i n  fact been noticed as wi l l  be observed below . 

Empiri cal Veri fication of the Analyti cal Model . I n  the previ ous section, we 
have presented an analytical model of the maximum devi ation tolerable for a 
g i ven route length based on an economi c rationale. As di scussed i n  Chapter 2,  
there are a number of other factors bes ides cost which affect the choice. To 
accurately quanti fy convenience and rel i abi l i ty vari ables i n  an analytical 
model would be di fficu lt .  On the other hand, to estimate preci sely thi s  max­
imum devi ati on to route length rati o from emp irical data i s  an i ntractable 
statistical problem, si nce what we are try i ng to estimate i s  the mean of a 
random continuous variable which represents a maximum value. Even i f  a pro­
cedure were created, i t  i s  unl i kely that the data presently available would 
be adequate. 

Wi th this understanding ,  we nevertheless felt i t  important to veri fy the 
predi ctions of the analytical model aga i nst some actual van pool routes. The 
Ral ph M. Parsons Company , a constructi on f irm i n  Cal i forn ia ,  has publi shed a 
map of i ts van pool routes. A di rect route from the first pi ck-up po i nt  of 
each route to the desti nation was measured and subtracted from the total route 
length for the total collection di stance. The results are presented in 
Exhi b i t  5-3. Because the map of the routes i s  not particul arly detailed, the 
di stances presented are good, but not prec i se ,  estimates. Only one value 
( Observation 9 )  exceeded the postulated maximum of .33 and s ix  of the values 
were very close to i t. 

We were also able to obta i n  very detailed maps of eleven of Montgomery 
Ward ' s  van pool routes i n  Chi cago, I l l i no is  ( 1974 ) .  Unl i ke many van pool pro­
grams , Montgomery Ward i s  located on the fringe of a CBD and i ts van pool 
participants are c i ty and suburban, both of wh i ch are represented i n  the sam­
ple. The collection and l i ne haul di stances were similarly measured (wi th 
greater prec is ion  i n  thi s  case} and the results are presented i n  Exhi b i t  5-4. 

The ratios i n  this set of routes show greater di vergence, though their 
average i s  about one-fourth. The highest ratios found in the first three 
observations are from distant suburbs (Roll i ng Meadows , Lombard, Hoffman 
Estates) where reasonably h igh speeds can be maintai ned for the pick-up, 
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al though portions of the express trip may be sl ower due to congestion ( as we 
discussed earlier) . The lower ratios come from denser northern and southern 
suburbs or from parts of the city itself where there i s  substantial congestion 
for much of the trip. 

Relation to Previous Research. Several van pool coordinators have reported 
results that can shed further light on the validity of this ratio. Owens and 
Sever ( 1974) have reported that the average van pool trip for 3-M is 2b  miles 
one-way. They have further reported, (Owens and Sever, 1Y77) based on a com­
prehensive  survey of the nearly 60U parti cipants in the 3-M van pool program, 
that the average increase in travel time for each passenger is about 10  min­
utes. Private conversations with H.  C. Wood, di rector of the van pooling 
program for Chrysler Corporation, and with William Fortune, who is in  charge 
of CONOCO' s  van pooli ng program, indicated that their drivers are reporting 
i ncreases in travel time between 25  and 3 0  mi nutes (for some very long routes 
the travel time increases are higher--45 minutes to an hour) . 

Let us consider these reported travel times i n  light of the d/).. ratio. 
I f  we consider the average 3-M van pool route of about 25 miles and estimate 
from the d/1 rati o of .25, a direct automobile route of about 2 0  miles for the 
first passenger, we find that the automobile trip takes about 40  minutes where 
the van pool trip takes close to an hour (using the assumed 30 m.p.h. and 25 
m. p.h. figures previously discussed) with a travel time difference of 20 
minutes. Thus if we assume that the devi ation time i s  equally distributed 
among the remaining ti passengers, the average increase in travel time would be 
roughly 1 0  minutes, exactly the average increases reported at 3-M. Further, 
since the driver had to devi ate to pick up the first passenger, this travel 
time difference is well i n  line with the excess driver times reported by Wood, 
Owens, and Fortune. 

Owens and Sever (1974) have developed a utility ratio calculated as: 

Pick-up Time in Minutes 
Line Haul Time in Minutes 

which has been used as a rule-of-thumb in many van pool programs. It is 
generally assumed that if the rati o remains under one, a stable van pool is 
possi ble. That assumption has held up i n  a number of programs. The purposes 
of the d/ ratio and the utili ty ratio are somewhat similar. However, from 
the perspective of a regional planner or even a local sponsor who must do the 
i ni ti al matchi ng, there are two important differences. Fi rst, the uti lity 
ratio is measured in time and thus requires fairly precise knowl edge of both 
the routing and traffic conditi ons, neither of which are available at the 
regi onal pl anning or in it ial implementation stage. Second, and perhaps more 
i ,nportant, the collection time in the uti lity ratio is not measured in absolute 
terms. That is, a typical route may look something like Exhibi t 5-5. Collection 
time would be measured from A to 8 and line haul from B to C. However, the 
driver as he collects i s  making progress towards his desti nation, so that the 
absolute collection time i s  the di fference i n  travel time between (A + bl + 
b , • • •  , + b8), and a straight li ne route (AB) .  Thus, while the utili ty ratio 
i� very useful i n  the final stages of implementing and route planning, the ratio 
cannot be used to help a planner estimate whether there is suffic ient employee 
clustering to consider va� pooling i n  a particular area. 
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Applicati on of d/ l Ratio. Since the maximum deviation of a van pool is a con­
stant proportion of the trip length, the serv ice  area of a single van pool is 
a truncated wedge defined by the parameters i llustrated in Exhibit 5-6. As 
discussed in greater detail in Report 5 ,  a can be derived from the d/ t ratio 
through the formula 

Ct 

where n is the load factor of 
ratio of .25 we estimate a to 
trip length for van pooling. 
we have suggested 10  miles as 

= 3 d/L 
n-T 

the van pool. Assuming a l oad of 10 and a ct/ L 

be about 5° . The l '  parameter is the m1 n1mum 
Based on the discussion in 5.2  and in Chapter 6 ,  
a parameter. 

Based on the di scussion so far, we wou l d  need at least 10  people wi thin 
the 5° truncated cone as shown in Exhibit 5-6. In practi ce,  however, we know 
there must be more since some peopl e will need a car for work and w i ll have 
slightly different work schedules, etc. Bob Owens ( internal memorandum) has 
s uggested that it is reasonable to expect between one-fourth and one-half of 
the eligibles in a van pool area to actually participate. Eligibles are 
defined as those who l i ve in a targeted van pool general area and who could 
potentially partici pate. Leon Bush has done a headcount of potential van 
poolers vs. actual van poolers in three di fferent target areas served by the 
Aerospace van pool system. In each case, he found that at longer di stances, 
50% of the potential market were either participating in van pooling or bus 
pooling ( Bush #2 , 1975 ) .  

These findi ngs are somewhat consistent with the findings from surveys of 
persons who have not participated i n  car pool programs ( see Car Pool Manual, 
Report 2 ) .  Between 10-15% of these participants report being unable to pool 
because they need a car during the day. Another 35% report schedule incompata­
bi lities . There are also a number--general ly not represented in these surveys-­
who are "hard-core so lo  drivers " .  We thus estimate that between one-half to 
two-thirds of those clustered in a van pool service area wedge wi l l  probably 
not participate. 

5.4 Estimating the Regional Potential of Van Pool 

While the SAIM package ( see Report 5 )  can provide a more accurate estimate 
of the regional potential of van pool, a very rough, but quick estimate can be 
made from the following calculation :  

PV  = T X  Pl  I X C X B 

where 

PV is the potential number of van poolers in an area 
T is the number of trips to large empl,�ers ( say 500+) 

Pl' i s  the proportion of trips i n  the area in excess of l ' , where 
1 '  i s  the minimum tri p length to be considered for van pooling 

C is the proportion of long tri ps l ikely to be c l ustered sufficiently 
to van pool 

B is the proportion of clustered trips li kely to pool. 
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T may be obtained from most Chambers of Commerce. I t  i s  simply an esti ­
mate of the total number of peopl e empl oyed at firms i n  excess of a certa i n  
s ize .  P l ' may b e  ava i l ab l e  l ocal ly ,  or the national di stri buti on may be used 
i n  which  case i f  1 '  i s  10 mi l es ,  P l ' i s  about 2b%. That i s ,  about 25% of the 
j ourney-to-work trips nati onal ly are i n  excess of lU mi l es .  I t  i s  i nteresting 
to note that whi l e  i t  mi ght be expected that l arge destinations wou l d  attract 
a di sproporti onate number of l ong tri ps ,  we have found just the contrary wi th 
Chi cago data ( see Exhi b i t  5-7 ) .  Based on our work wi th SAIM i n  the Chi cago 
area we have found that about 33%* of the tri ps i n  excess of 10  mi l es are 
c l ustered suffi cien�y to van pool ( the C parameter ) .  We caution,  however, 
that the estimate of C coul d vary consi aerably dependi ng on geograhpy ana 
empl oyment mi x.  I n  Section 5 . 2  we have estimated � as  about 30%. 

5 . 5  Estimati ng Demand at the Company Level 

Based on the parti c i pation l evel s reported by Forstater and Twomey ( 1975 ) ,  
we estimate that between 4-9% of a company ' s  empl oyees can be expected to 
partici pate i n  a van pool progra� ( see Exhi b i ts 5-8 through 5-10 )  i f  i t  i s  
offered. Th i s  i s  further supported by our previ ous di scussion si nce 

P l 1 X C = . 0825 

i f  Pl 1 = . 25 and C = . 33 .  B wou l d ,  of course, be l ess appl i cabl e si nce there 
woul d be l ess  schedul i ng problems at a single desti nati on. Neverthel ess, 
app l i cation of B = . 5  gi ves us a final estimate for a company of about 4%, 
which i s  wel l i n  l i ne wi th actual fi ndings. 

We cauti on ,  however, that Twomey and Forstater ' s  fi ndings are tentative 
si nce most programs surveyed were j ust begi nni ng and i nvariably had pl ans to 
expand. We al so note, based on the breakdown presented he,e, that the presence 
of an acute transportati on problem ( i . e . , park i n g )  can resul t i n  consi aerably 
h i gher partici pati on. 

5.b Di version 

I n  converting demand estimates to VMT and energy sav i ng for eval uating 
the van pool al ternative vs. other modes, i t  i s  important to have a reasonable 
estimate of the source of new van pool r iders. Prel imi nary evi dence i ndi cates 
that many van poolers are former car poolers. About half are former sol o­
drivers. Exhi b i t  5-11  s ummarizes di version rates of programs that have reported 
such stati stics. 

*Our own resu l ts are h i gh ly  dependent of the D and CBD parameters of the 
SAIM program. For examp l e ,  using the most stringent parameters ( i . e . ,  excl ud­
ing  36 square mi l es of Chicago and requiring a destination dens i ty of 2000 per 
squar mi l e ,  C = 1 0%. 

24 



Two observations are worth noti ng. Fi rst, van pool i ng has a consi derably 
l ower di vers i on of solo drivers than car pool i ng ( two-thi rds ) .  More important, 
however, i n  most areas where van pool i ng has been tried there has been l i ttle 
i f  any publ i c  transportation. Only i n  the Montgomery Ward operation i s  there a 
s i tuation of open competi tion wi th publ i c  transportation ( bus ,  rapid transi t, 
and commuter rai l ;  s_ee Exhibit 5-1 2 ) .  Cl early , the van fares very well aga i nst 
tradi tional forms of mass transit. -Such an observati on deserves further i nvest­
igation s i nce the pol icy impl icafions on a metropol i tan and nationwide bas i s  
are far reach i ng .  
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Exh i b i t  5-l 

Average Round-Trip Route Lengths for 
Selected Van Pool Programs 

Montgomery Ward 30 mi l es l 

General Mi 1 1  s 35  mil es2 

CONOCv 45 m i l es3 

3-M 25 m i l es4 

Chrys l er greater than 30 mi l  es 5 

Source: 1Geseri ck, 1 975. 
2 Desh ler ,  1 976. 
3 CON�CO #1 , 1975 .  
4Estimation of Pilot Program Distances 

Owens , 1977 
5 Chrysler Corporation #2, 1975 .  

Exh i bi t 5-2 

Range of Round Tri p Route Lengths for Sel ected 
Van Pool Programs 

Company 

3-M Company 
Ral ph M. Parsons 
Cenex 
Hoffman-LaRoche 
General Mi l l s  

Aerospace 
Continental O i l  Co . 
Texas Ins truments 
W innebago Industries 
Sperry Fl i ght Systems 
Corning Glassworks 
Prudential Insurance 

Round Trip 
Lengths 
(mi les) 

5- 150  
45-70 
l 0- 100 
10 - 1 40 
1 8- 1 1  0 

25-75 
20-70 
55-1 30 
20-60 
27-65 
50-140 
50-l l  0 

Company 

Ervi ng Paper M i l l s  
Montgomery Ward 
Scott Paper Co . 
Cooper & Woodruff 
Gul f Research & 
Development 

American Can Co .  
TVA 

Source: Mi l l er and Green ( 1 977 ) . 
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Round Trip 
Lengths 
(mil es) 

25-35 
30-90 
25-45 
60-200 

5-80 
70 
40-140  



Exhi bit 5-3 

Route Dis tances for 1 1  Ra lph M. Parson ' s  Van Pools 

Observation Line Haul Di stance 
(mil es) 

Col lection Di stance 
(mi l es) 

Ratio 

1 44 5 . 1 1  

2 42 12 . 29  

3 34 2 . 06 

4 26 8 . 31 

5 28 3 . 11 

6 24 8 . 33 

7 24 8 . 33 

8 24 8 . 33 

9 20 8 .40 

10 40 1 2  . 30 

1 1  36 12 . 33 

Average . 26 

Exhi bit 5-4 

Route Di stances for 1 1  Montgomery �ard ' s  Van Pool s 

Van Pool Line Haul Distance Col l ection Distance Ratio 
(miles) (mil es) 

1 28 . 25 1 2 . 50 .43  

2 28 . 00 14 . 00 . 50 

3 2 0 . 75 14 .  50 .40 

4 1 9 . 00 4 . 00 . 2 1  

5 1 1 . 50 1 . 50 . 13 

6 1 2 . 00 4 . 00 . 30 

7 28 .25  5 . 00 . 1 8  

8 36. 2 5  5 . 50 . 15 

9 25 .00 4 . 00 . 16 

10 37 . 2 5  3 . 00 . 08 

11 2 7 . 50 5 . 00 . 18 

Averaae . 25  
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Exhihi t 5-5 

Collection Time/Distance 

Exh1bit 5-6 

Service Area of 1,_,Ia_o_ __P_oo_l 

78 
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Exhibit  5-7 

Cumulat ive Distribution of Trip lengths by Trip length 

0-5 G - 1 0  l 0 - 1 5  15-20 20-25 25-30 30-3'.i �5- �J t O r 5 115- 50 

100 52 67  75 82 87 92 95 9 7  98 99 
200 55 72 80 88 91  94 97 98 99 99 
300 62 78 88 81  99 9 7  99 99 99 99 
400 59 78 87 92 95 97 99 99 99 99 
500 83 8 1  89 93 96 97  98 99 99 99 
600 64 83 90 95 9 7  98 99 99 99 99 
700 83 83 92 96 95 99 99 99 99 99 
800 62 82 92 96 97  98 99 99 99 99 
900 65 84 93 9 7  95 99 99 99 99 99 

1000 64 83 92 98 98 99 99 99 100 100 
llOO 67 85 90 ':15 98 99 99 99 99 99 
1200 63 83 92 96 98 99 99 99 99 99 
1300 62 80 92 96 98 99 99 99 100 100 
1400 65 85 92  % 98 99 99 99 99 99 
1500 65 84 92 96 97  98 99 99 99 lOU 
1600 6:, 83 92 96 98 99 99 99 99 99 
l/00 84 84 92 96 98 99 99 88 99 99 
1800 l:l4 82 9 1  9 7  9 7  99 99 99 99 99 
1900 63 83 91  96 98 98 99 99 99 ':J9 
2000 57 81 89 95 98 99 99 99 99 100 
dOO 69 85 92 95 98 99 99 100 1 no 100 
2200 55 83 92 98 99 98 98 99 99 �I S, 
2300 65 78 89 95 9 7  99 99 99 99 '.ll, 
2400 65 85 94 97 99 9 7  99 99 99 99 
2500 6:, 8£'.' 90 94 97 99 ':J9 99 99 99 
2600 63 88 94 98 99 98 99 99 99 99 
2700 50 /6 87 98 99 98 99 llJO Hl9 100 
2800 :,5 80 91 95 98 99 ':!9 99 99 99 
2900 67  83 91  95 98 98 99 99 99 100 
3000 65 86 94 9 7  99 99 99 ':!9 99 99 
3100 '-:!7 79 89 94 98 98 98 99 99 99 
3200 59 83 9 1  96 99 94 99 100 100 100 
3300 54 79 89 95 98 99 99 99 98 99 
3400 55 78 87 97 94 99 99 9 7  99 99 
3500 fi 1 88 94 92 99 99 99 99 100 ':J9 
3600 62 84 95 98 99 9 9  99 100 '19 l0C 
<700 53 81 9 1  9 /  9 9  96 99 99 c:g g,, 
3900 60 83 93 98 99 99 99 99 '-J9 10 
4000 55 Rf1 9 1  <J5 Qi\ 99 QO 99 •n ! f  i' 

4100 85 88 9 7  9:, 99 ':!9 100 100 lUO 100 
4200 78 83 92 94 94 94 100 100 100 100 
4500 59 85 98 95 99 99 100 100 100 100 
4600 65 94 97  98 96 98 99 99 99 99 
4900 75 88 96 97 98 98 99 99 99 99 
5000 62 85 9 7  98 99 99 lUO 100 100 100 
5200 62 85 97 98 99 99 100 100 100 100 
5500 ti5 85 98 99 99 100 lOC 100 100 100 
5800 52 51 85 47 99 99 100 100 100 100 
ti900 73 88 9 7  ':J8 99 99 100 100 100 100 
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Erving Paper M i l l  

Cenex 

Nabisco 

General Mi 1 1  s 

Winnebago 

Ralph M. Parsons 

Hoffman La Roche 

3M 

Sperry F l i ght 

TVA 

Montgomery Ward 

Corning Glass 

Aerospace 

Texas Instruments 

Exhibit 5-8 

Co�nies with Hj_gb_ Levels of Van Pool 
!?l_r_t!_5_ipa t iOQ 

�!!!PJ9J�r X in  
�op_ul a ti.9..Q Vans 

300 43% 

620 26'� 

1000 14% 

1800 9% 

2700 14% 

4000 8% 

6000 4% 

10,000 8% 

of 
�ide\�. 

130 

160 

140 

165 

378 

310 

240 

750 

Months i n  
Serv·i ce 

-

26 

27 

3 

24 

12 

22 

19 

33 

l<eason for 
11aii- rooTTn9 

Company relocation 

lnergy c r i s i s ,  iso-
lated s ite  

Company re 1 oca ti on 
I 

Energy Cri s i s  

Energy cr is is ;  sma 1 1 1 

town; 70" out of 
town 

Company relocation 

Energy cri s i s ;  
l imited publ ic  
transportation 

Severe traffic 
congestion and 
parking shortage j 

· -----�-·-· ----�------
Source: Forstater and Twomey, 1976. 

Exhibit 5-9 

Coinpanies :,1 ith  Mid-Range Van Pool 
�1i.£i.£ation Levels 

3100 4;; 

3200 4'-' ., 

4�00 4''-' ,'!. 

4000 3·,· ·" 

5900 2"' 
... � 

20,000 6'' .. � 

120 

140 

150 

110 

130 

130 

Months i n  
Service 

21 

21 

14 

19 

9 

22 

Reason for 
Van Poolfo_g_ 

Response to 
energy cris i s  

Response to 
eneryy c r i s i s  

Response to 
energy cri s i s  

Response to 
energy cri s i s  

Lnlarged ride­
st1ari ng program 

[PA regulati ons 
and energy con­
servation ride­
sharing progra:r, 

-- · -·--+ 
Source: Forstater and Twomey. 
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�ompany 

Scott Paper 

Gu l f  R & D 

American Can 

Honeywe l l  

Polaroid 

3-Ml 

TVA2 

Exhibit 5-10 

Companies with Lower Levels of Vi!_n_ �_(l_(l_l 
Parti cipati_(l_i_l_ 

Em� l O.)".e r % i n  # of Months i n  Reason for Li rni ted 
1:.QE.i,i 1 at ion Vans [i de_r� Servi ce- Van Pool i ng P:f'�_ii:9m 

1,500 1 . 0% 19 5 Program just bcg inninq 

1,600 1. S';t 24 27 Original  2 vans for 
employees being relo-
cated to ma i n  plant 

1 , 800 .6% 18 18 Not enough i ntere, ted 
employees l i v i ng  near 
each other 

13 ,000 . 3% 40 15 13 p l ant  locations, 
not enough people 
l i v i ng near each other 

98,000 . 02�,;; 22 3 P rogram just beg i nni ng 

Source: Forstater and Twomey 

Exh i b i t  5-11  

Diversion Rates of Selected Van Pool Progr� 

% Who 
Formerly 
Alone 

44'.t 

38% 

Drove 
�f Who 
Formerly 
Car Pooled 

Publ ic  
Transportation 

Montgomery Ward3 15:); 

Gene1·a l Mi 1 1  s l. 

CONOCO 5 

Aerospace" 

:;n 

39% 

40;� 51% 

Source: :ov1ens , 1977 .  

Exhibit  �-12 

;Da v i s  #2, 1975.  
1Montgomery Ward, 1975. 
"Deshler, 1976. 
°CONOCO #1 ,  1975 (flurnber Inter­

ested in Pool i ng )  
6Bush ,  # 1 ,  1976.  

Former Mode of  Montgomery Ward Van Poolers 

15% Driving Car Alone 
7¼ Driving Car with Passenger 

10% Taking Turn Driving Car Pool 
12% Riding i n  Car Pool 
2% Being Dropped Off at Work 

16% CTA 
15% Suburban Co111muting Tra i n  
22'.t Both F and �-

Source: Montgomery Ward, 1975. 
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CHAPTER 6: ESTIMATING THE COSTS OF VAN POOLING 

6 . 1  Introduction 

I n  this Chapter we consider two costs: user ana supplier. The costs 
and/or benefits to society are handled in Chapter 7. In Section 6.2, we 
present the costs associated with operating a van pool, both fixed and variable. 
These costs are generally fully recovered in the user's fare. Program costs or 
the costs associated with promoting or organizing a van pool gener2lly are not 
(see Exhibit 6-1 ) and may in fact, represent a hidden deterrent to implement­
a tion. These costs are outlined in Section 6. 3. I n  Section 6.4, we briefly 
discuss the users costs which are primarily fare and travel time. Finally ,  in 
Section 6.5 we compare the costs associated with operating a van pool to other 
modes. 

6.2  Operating Costs 

Typical costs associated with operati ng a van pool are presented in 
Exhibit 6-2. Based on these estimates, costs per vehicle mile and per passenger 
mile were calculated and are presented in Exhibit 6-3. From these tables, and 
using methods presentea in Chapter 11 typical fares may be estimated. We 
caution that these costs (which are all expressed in 1975 dol lars) may signifi­
cantly vary, depending especial ly on : l} the kind of van; 2 }  the degree to 
which it is customized; and 3 }  the price of the insurance package. The assump­
tions made in estimating these costs are di scussed below, a l ong with costs 
variations. A more detailed di scussion of cost variation and a discussion of 
the methods used to annualize costs are presented in the cost appendices in 
both this manual and the Car Pool Manual, 

Vehicle Costs. Vans can either be purchased or leased. The decision depends 
on the company's cash flow, size of the program , commitment of the company to 
the program and the way the firm handles transportation for company business. 
The advantages and disadvantages involved in the lease/ buy decision are 
discussed in Chapter 11.  About half the fi rms involved in van pooling opera­
tions have purchased their own vans. 

If the van is purchased, it can be purchased wholly with the fi rm's own 
funds or with credit. The interest is generally absorbed by the firm. Com­
pany benefits, such as reduced demand for parking or improved company moral e  
are used to justify this subsidy which is not inconsequential as noted in 
A�pendix B. We note, however, that FHWA funds are available to private 
f i rms (interest free) to purchase vans for van pool programs (see Chapter 1 0 ) .  
I f  the van is leased, the i nterest would be reflected in the lease cost anct 
would probably increase the cost of an inaividual's fare by $4-:i per month. 
The lease price also varies considerably with what i s  offerea in the lease 
package. Some firms simply lease the vehicle with the company purchasing the 
insurance, handling much of the maintenance, etc. On the other hand, some 
leasing companies offer a lease package which includes a customized commuter 
van with airline reclining seats, a two-tier maintenance package, loaner 
vehicles and complete li ability and collision insurance at a higher lease 
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rate. Exhibit 6-4 presents the vehicle acquisition costs of some programs. 

I n  our own computations, we have estimated the 1975 cost of a van at 
roughly $ 7 , 000 incl uding state and local taxes,  dea ler preparati o n ,  etc.  
( customized vehicles  generally run in excess of $1 0,000 ) .  The annualized cost 
( Exhibit 6-2) assumes no real growth in van prices ( see Appendix A for full 
calculation ) .  Recently , van prices have been rising sharply due to their 
sudden popularity. Conversations with dealers indicate, however, that supply 
will catch up to demand within a year or two and van prices will then increase 
a t  about the same rate as those of automobiles, which are just keeping up with 
inflation. The salvage value was estimated at roughly 20% of original value 
after 4 years--a rough rule-of-thumb used by fleet leasing companies. Again , 
this figure may be somewhat low over the short term due to the sudden popul arity 
of vans. Resale figures as high as 33% over four years, and 50% over three 
years have been reported ( DOT Guidelines, 1 97 6 ) .  The average life span of a 
van used for van pooling is assumed to be four years. 

Insurance. Insurance costs vary widely from program to program and depend on 
the legal classification of the pooling operation, driver selection criteria, 
driving record of tt1e firm, the amount of coverage and the method of insurance. 
Costs range from a low of $1 0 per month per van at Montgomery Ward using a 
company umbrella policy , to premiums of well over $1,000 per van annual ly 
( $1, 700 at Commuter-Computer ) .  Obtaining insurance at reasonable rates has 
presented the most serious barrier to van pooling operations. I n  some cases, 
it has been difficult to find an insurance agent willing to insure a van pool. 
I n  other cases, insurance rates have been set arbitrarily high because of a 
l ack of actuarial experience for van pools. When possible ,  many companies 
have opted to self insure. The effect these fluctuations in rates can have on 
the potential market of a van pool has been demonstrated by Womack ( 1 97 7 )  in 
Exhibit 6-5 , which ill ustrates the trip lengths where the van pool fare becomes 
less than the out-of-pocket costs of driving, depending on the cost of van 
pool insurance. With the recent I nsurance Services Organization ruling on 
insurance, ( see Chapter 8 )  these rates may stabilize and/or be reduced. 

Typical insurance includes: general l iability, comprehensive-collision, 
and medical coverage. Some programs have general umbrella policies for added 
protection. For a private company , annual costs per van generally range from 
$400-800 ( 1 975 prices) with the general assumption that some of the insur-
ance is self insurance or is added to an existing policy. For our computations, 
we will use $600 for the single-employer cost, and $1,UlO for mul tiple-employer 
operations. 

Taxes and Licensing. Licensing and registration requirements vary from state 
to state. The annual $70.00 figure used in this computation is in line with 
other reported fees. 

Maintenance. Maintenance of a van involves roughly the same work as that of a 
standard automobile , and according to conversations with service departments 
of  l arge dealers, maintenance costs are about the same. However, some 
van pool directors ( Knoxville program and Montogomery Ward program) have 
indicated that van maintenance has been a difficult probl em ,  particularly 
in the first 1 0 , 00U miles. 
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On the other hand, many programs report that i ndivi dual drivers take consi der­
able pri de i n  their assi gned vehicle  and tend to personal ly keep i t  i n  peak 
condi tion wi th good preventive maintenance and thus reduce overal l costs. I t  
shoul d be noted that i f  the van i s  l eased, these expenses are general ly i nc l u­
ded i n  the lease cost and the l easor becomes responsi ble for a regul ar mainten­
ance program. 

Our cost estimate of $0.02 per mi l e  assumes a 40 mi l e  dai l y  round tri p  
and i s  based on the rather extensive mai ntenance records kept by the CONOCO 
van pool program and reported briefly i n  thei r brochure (#1 ,  1975 ) . 

Fuel Costs. Most van pool programs are reporting mi l eage of about 9 to 10 
m i l es per gal l on.  Mi l eage costs for our computati ons are based on 9 m . p . g .  at 
$0 .60 per gal l on.  

6 . 3  Program Costs 

Van pool i ng i s  often praised as transportation wh ich  pays for i tself-­
espec ial ly si nce most of i t  has occurred in the private sector free of publ i c  
i nvol vement. There are, i n  fact, few ( i f  any ) programs, pub l i c  or private, 
which " pay for themsel ves" . Consi derable staff time and other resources are 
requi red to promote the concept, match and organize the pool s, and manage an 
ongoing program. I n  thi s  section, we present estimates of the costs associ ated 
wi th two types of programs:  the company-based van pool program, and the 
thi rd-party operati on. 

Company-based Program. I n  thi s type of operation, the entire van pool program, 
i ncl udi ng acqui ring vehicles, obtaining i nsurance, matchi ng and organiz i ng 
pool s, and col l ecti ng fares i s  handled by the company staff. The "cost" of 
these efforts according to many who have organi zed van pool programs have been 
surpr i s i ngly high.  They frequently c i te the time costs of several meetings 
w i th top management for i n i tial dec i si on-maki ng, and the time of getting legal 
opi nions ,  fi ndi ng i nsurance, arranging for vans, etc. 

However, assessing the cost of thi s organizational and admini strative 
effort i s  di fficul t si nce few companies have kept records on staff time expend­
i tures, and si nce payrol l s  are not immediately i ncreased to implement a ri de­
sharing program. Chuck Geserick ,  di rector of the Montgomery Ward van pool 
operation i n  Chicago, I l l i no i s  estimated the i n i ti al organizational cost to 
h i s  company to be about $30,000. Dave Roper wi th Commuter-Computer in Los 
Angeles estimated the organizati onal costs of a company-sponsored, r i de-sharing 
program to be between $30,00U and $50,00U. Several other coordi nators have 
�greed that $30,000 i s  a reasonabl e  ( and perhaps l ow )  estimate of a company ' s  
i n i ti al staff time requi rements for a ride-sharing program. We may annual i ze 
thi s cost as was done for car pool program costs ( see Car Pool Manual ) 

by assuming that the money for these costs i s  borrowed and that the pri ncipal 
wi 1 1  never be repayed. The annual "cost" of the i nvestment i s  the interest on 
i t. We assume thi s i n terest to be 3% which i s  the di fference between what one 
wou l d  have to pay i n  cash for the interest less the infl ation rate. Thus we 
estimate the annual start-up cost for company van pool i ng to be . U3 x $30 , 00U, 
or  $900. 
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In  E xhibit b-b , various estimates of the administrative effort invol ved 
i n  maintai ning a van pool program are reported al ong wi th reasonabl e but 
arbitrarily chosen dol l ar  val ues of that time. The increase in  maintenance 
cost with respect to program size i s  surprising ly l inear as can be seen from 
Exhibit 6-7. 

From the above-mentioned exhibit, we estimate an annual program maintenance 
cost of about $2UO per van which resul ts in a total annual private company van 
pool cost function of :  

Annual Program Cost = $900 + $2UOv 

where v i s the number of vans. 

Third-Party Operati ons. In these arrangements ,  an independent organization 
promotes ,  manages and organizes van pool s for an entire region. These organ­
izations incur the fol l owing types of administrative exµenses: 1) the costs 
associated with start up ( e. g. ,  office set-up, promotion, etc. ) ;  2 )  costs of 
marketing and establishing a certain size van pool fleet; and 3 )  the costs of 
simply maintaining a van pool fl eet of any given si ze. In  estimating these 
costs we have rel ied heavily on the Commuter-Computer organi zation; they are 
one of the few such operations in existence, and are the only organization 
which has maintained such records. 

(a) Start-up Costs. Dave Roper, director of Commuter-Computer, estimates 
that a minimum of $50 , 0UU in "front money" is necessary to begi n such an 
operation. This money woul d be used for i nitial promotion, market research 
and office set-up, but woul d not include matching or marketing staff sal aries. 

(b) Marketing Costs. Based on nearly 2 years of marketing experience, 
Commuter-Computer estimates about .55  person months in marketing time is spent 
putting one van pool on the road. Their marketing staff sal ari es average 
about $ 1 0 , 00U. Usir.� these sal aries and annual i zing the ini tial investment at 
j% ,  we esti mate the annual start-up cost of a third-party van pool program to 
be : 

Start-up = . 03 x 50 ,000 = l , 7 H J  
Marketing = . 03 x . 55  x 1 , 1 05*/Van 

Total = $1 , 7 1 0  + 1 8 /Van 

(c)  Maintenance Costs. Commuter-Computer estimated that the cost of 
simply maintaining a program with 200 van poo l s  under their current organiz­
ational structure wou l d  be between $50-7U per month per van. Arbitrarily using 
$66 per month, the total cost is about 160 ,00 annual ly.  

Assuming that about $4U,OUU of these costs were fixed costs (see Exhibit 
6-8 for a pl ausible breakdown of the fixed costs) we estimate on-going main­
tenance costs at: 

$40,UUU + $6UUv ( = 160 , 00U when v = 200) 

Combined with the annual cost of the initial investment we estimate the 
yearly costs of a third party van pool to be 

$41 , 7UO + $618v 

*One-twelth Annual of $ 1 0 , 000 + 33% overhead. 
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6.4 Users Cost 

The costs to the user are principally the out-of-pocket cost of the fare 
and the travel time. The fare for the most part, represents the vehicle 
operating cost of the program--capital and mileage expenses. In the past, 
program costs have been absorbed by sponsors. 

When comparing van pooling as an alternative to the automobil e ,  the only 
significant time cost is the additional time spent for collection. This time 
has been reported to average about an additional 10 minutes per passenger. 
The value of time has been estimated by a number of i nvestigators to be about 
40% of the hourly wage. A reasonable default value would be $3.00-4.00 ( $1 5,000-
20 ,000 annual income). 

It is assumed that the transportation costs of a van pool driver are zero 
since his out of pocket costs are zero, and generally he receives extra fares 
and use of the van which can be considered reimbursement for time and other 
inconveniences. 

Other costs which may be attributed to the user are the loss of schedule 
flexibility and the costs incurred when the van is not used ( i.e. , van is 
missed and a back-up system needed). These, however, are difficult to quantify. 

6.5  Comparison of Costs to Other Modes 

By comparing the van pool fares based on the operating costs presented in 
Exhibit 6-2 to the costs of using other modes ,  we find van pool to be well­
suited to long-distance commuter trips, but not competitive for short trips; 
Exhibit 6-9 compares the cost per vehicle mile; and Exhibit 6-10 compares 
coverage costs per passenger mile for various modes. I n  Exhibit 6-11, per 
passenger mile cost of various modes are presented for different trip lengths; 
and Exhibit 6-12 compares the daily fares of various modes at various trip 
lengths. Several observations may be made from these exhibits. First, all 
modes are less expensive than the full costs of owning and operating a car 
solely for the journeyto-work ( see Exhibit 6-12).  However, few people consider 
the full cost of driving, thus a more realistic comparison for the automobile 
is with the variable costs of driving, in which case the van pool becomes 
competive with the automobile only after a 15 -20 mile round trip (8-10 miles 
one way) depending on initial capital costs. Only on a very long trip is van 
pooling less expensive than the variable costs of car pooling which is the 
basis for many car pool fares. Van pooling will always exceed the cost of a 
four-person variable cost car pool and will probably always exceed the cost of 
a fixed-fare, fixed-route bus. 
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Fixed Costs 

Admi n istrative Costs : 

Exh ib i t  6- l 

Cost Summary 

Genera l ly 
Not Recovered 

From Fare 

Personnel Staff Time . . . . . . . . . . . . . . . .  X 
Telephone Charges . . . . . . . . . . . . . . . . . . .  X 
Postage and Stati onery . . . . . . . . . . . . . .  X 

Program Promoti on :  
F l iers ,  Posters, etc . . . . . . . . . . . . . . . .  X 

I n i t ia l  and Fol l ow-Up Surveys: 
Postage and Return Postage . . . . . . . . . .  X 
Stati onery . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Computer Matching . . . . . . . . . . . . . . . . . . .  X 
Pr int ing Charges . . . . . . . . . . . . . . . . . . . .  X 

B i l l i ng and Fare Col l ection :  
Staff Time . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Printi ng Materi a l s  . . . . . . . . . . . . . . . . . .  X 

Program Monitoring and Preparation 
of Status Reports: 

Staff Time . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Suppl ies . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Publ ication Costs . . . . . . . . . . . . . . . . . . .  X 

Vehi c l e  Costs 

Recovered 
From Fare 

Capital Cost of Van . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Financing Costs . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Taxes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Deca l s ,  or  Vehicle Ins ign ia  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
I nsurance: 

Co 1 1  i s i on . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  x 
L i ab i l i ty . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . X 

Vehicle L i censing . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Driver Preparation 

( P hysi cal , Defensive Driving Course) . . . .  X 
Parking . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Tol l s  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 

Variable Costs 

Genera l l y  
Not Recovered 
From Fare 

Recovered 
From Fare 

Fuel , 0 i l . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Mai ntenance: 

T i res . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Lubrication . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Wash . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Tune-Up . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Wheel Al i gnment . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
F l u ids Rep l aced . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 
Mi see 1 1  aneous . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  X 

Source: Mi l l er and Green, # 3 ,  1976 
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Exhibit 6-2 

Cost Summary of Van Pool Opera t_i �n 

Single Ellljl_J..Qler 

Annual Monthly Cost Per 
Cost Per Cost Per Vehicle M i le  

F _i_x_� Cos ts Vehicle Vehicle (i� cents) 

Adni ini strative Cost $ 0 $ 0 o, 
Capital Cost (annualized) 1,548 129 15.  :, 
Insurance 600 50 6 .0  
Taxes and  Licenses 71 6 0 . 7  

TOTAL - F i xed Costs $2,219 rrss- 22:-I 
Variable Costs 

Fuel s 605 $ 50 6 .0  
Maintenance 202 17 2 .0  

TOT11L - Variable Costs $807 $6/ 
8lf 

TOTAL 

Assumptions: 

"IT,"oN '$253 jQ
.
T 

Van costs 57,000 and i s  sold after 4 years for 
round-trip work trip length and 60c per gallon 
!!ai ntenance 
Tune-=l]p@lO ,000 mil es 
Cooling System Flush @ 1 per year 
Wheel Al ignment and Balance @ I per year 
�iscellaneous and Unforeseen per 10,000 miles 

Multi elc Employer 
Cost Per Cost Per 

Passenger Annual Monthly Cost Per Passenger 
llile Cost Per Cost Per Vehicle M i l e  M i  I e 

(in cents) Vehicle _ VehicL� J i_r,_ _C§!ll_U _li.n_ cents) 

oc $ 360 $ 30 3.61 0.5c 
1 .  9 1,548 129 15 .4 l . Y  
0 . 8  1,010 84 10.0 0 .8  
0 . 1  7 1  6 0. 7 0 .  1 
°2:"8 Q-;<)89 $249 29.7 3 . 3  

0 . 8  $ 605 $ 50 6 .0  0 . 8  
0 . 3  202 17 2 .0 0 . 3  
TT ra·o1 ·r7s7 8.6 f:T 
TI $3,769 S3T6 JD CT 

$ 1 ,200. Dri vers ' own use of van is not included. 40 miles 
for gasoline. 

$39.95 Lubrication, Oil Change & F i lter @ 4,000 miles 
12.95 Wash at $2.00 each for 26 annually 
29.95 Transmission Fluid Change @ 35,000 miles 
25.00 Rear - End  Fluid Change 8 50,000 miles 

Miscellaneous and Unforeseen per 10,000 mi les  

$15 .00 
52 .00 
20.00 
20.00 

5.00 

Exhibit 6-3 

Total 
Miles Total** 
Per Monthly 

....!:!.!J �  
10 210 

20 420 

30 630 

40 840 

50 1,050 

50 1 , 260 

70 1,470 

80 1 , 680 

*21 Days per t1onth 
**252 Days per Year 
+8 Passengers 

Total Cost of Oper_a_t_j_n� Jan _fQ_r_ J2.i.f_f_�r_ent__:;_r_·jy __ L�ngths 
2_ i ngle Employer ..:..::]!1�_l_t_i_:-_E!nE_loyer 1 

Annual* 
Total* Cost 

Annua 1 Per 
Miles Vehicle 

2 , 520 2 , 492 
( 3 , 263) 

5,040 2,671 
(3,441) 

7,560 2 , 846 
(3,616) 

10,080 3,025 
(3,795) 

12,600 3,201 
( 3 ,971)  

1 5 , 120 3,397 
( 4 , 167) 

17,640 3 , 558 
(4 ,328) 

20, 160 3,745 
(4,508) 

Monthly<-• + Pass. 
Cost 
Per 

Vehicle 

208 
(272) 

223 
(287} 

237 
(30))  

252 
{ 316} 

267 
(331)  

283 
( 347: 

296 
( 361) 

312 
( 376 ) 

3J 

Pass. Pass. 
Annual '·lonthly 
Cost Cost 

312 26 
(408) (34) 

334 28 
(430) (36) 

356 30 
(452) (38) 

378 32 
(474) (40) 

400 33 
(495) (4 I )  

425 35 
( 521) (43) 

445 37 
(541) (45) 

468 39 
(564) I 47) 

Assumptions: CONOCO 

Pass. 
Daily 
Cost 

1. 24 
( 1 .62 )  

1 . 32 
( l .  70)  

J . 4 1  
( 1 .80)  

1 . 50 
I 1 .88) 

1 .  59 
( I . 97 )  

l .  69 
(2 .07 )  

I .  77  
(2 . 14 )  

I. 86 
(2 .24)  

Cost 
Per 

2lli 
0 . 124 

(0 .  162)  

0.066 
(0.085) 

0.047 
(0.060) 

0.038 
(0.047) 

0 .032 
(0 .039;  

0 . 028 
(0.034) 

0.025 
(0.031) 

0.023 
( 0 . 028) 

nirect Oneratinq Costs 
(see rxhit i t  E -2 ) ,  �30 Administrative (ost Per �crt", 
Van Costs $i',OOO, Sold for $1 ,400 After 4 Years Use, 
Insurance 5600 for Single Employer, $1,010 fer l'lul:'-
Employer, Gasol ine Costs 50.60 per Day. No Par�ino 
Cos ts,  Does Not Consider Pri vate Use Oy Driver. 
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Exhi b i t  6-4 

Selected Vehicle Acqu i s i tion Costs . 

Purchase 

3-M 
GMI 

Lease 

With Fleet Purchase 

Corrrnuter Computer W i th Convers i on Package 
CALTRANS 
Chrys 1 er 
CENEX 

Sources: 1 Owens and Sever, 1 9 7 7 .  
2 Deshler, Kay, 1975. 
J Commuter-Computer, 1 97 6 .  
lf Forstater and Twomey, 1976 

Exhibi t 6-5 

$4,891 
$7 ,200 

( 19 76 ) 1  
( 19 76 ) 2  

$2 , 1 12 per year ( 19 76 ) 3  
$ 2 , 052 per year ( 1975 ) 4 

$2 , 106 per year ( 1975) 4 

$ 1 , 920 per year ( 1975 ) 4 

Break-Even D i stance For Van Pool i n  Versus Lone Auto Commutin 
As  a �unct i on _pf Van Pool I nsurance Costs In M i les One Way 

Type Auto Formerly Used 

Standard 

Compact 

Subcompact 

Assumpt ions :  

Yearly Cos t  of Van Pool I nsurance 

$400 

6 .  9 m 

9 . 4  

1 1 .  9 

$800 

8 . 3 m  

1 1 .  2 

14.2 

$1200 

9 . 6 m  

1 3 . 0  

1 6 . 5  

$1600 

10. 9 mi l es 

14 .8  

1 8 . 8  

Fi xed Cost o f  the vehicl e  per month per fare paying 
passenger $19 . 42 
Operati ng cost of  the van pool per passenger mile $ . 01 18 
Auto operating costs per mi le were taken from FHWA ( 1976 ) .  
These vary with the s i ze of the vehicle : 

Standard 
Compact 
Subcompact 

$0 . 0835 per mi l e  
$0. 0653 per m ile 
$0 . 0536 per mile 

The breakeven di stance i s  then calculated by setting auto 
operating cost per mi le times the commute distance equal to 
the f ixed cost plus operati ng cost per passenger mi l e  for 
vans and solving for distance . 

.. --··-·----------- ···------·-- . · -- --------------
Source: Womack , 1 9 7 7 .  
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Exhibit 6-6 

Estimate of Staff Time Requi red to Maintai n  a Pri vate Van Pool Program 

Estimated Annual Estimated Annual 
Management Management Secretarja] Secretaria] Vans i n  

Sources Ti me* Cost Time Costs Overhead Total Costs Program 
( 25�)** 

--
( 12,000 ( 33%) 

Shall better $1 5,000-
and Herzberg 1 25 ,000 

3M Company2 . 5 $ 1 2 ,500 . 1 25  $ 1 , 500 $4,620 1 8,620 80 

CONOC02 . 3 3  
Hughes Tool 2 

8,250 .0 1  1 20 2, 762 1 1 , 1 32 37 

. 725 3, 1 25  . 01 1 20 l ,  071 4 , 3 1 5  20 

Hoffman 
LaRoche2 . 05 l , 250 .05 600 6 10  2,460 20 

Montgomery 
Ward . l 0 2, 500 -- -- 825 3, 325 1 6  

*Expressed as % of one person ' s  full time effort. 
**Based on annual salaries of $25,000 for management and $ 1 2 ,000 for secretarial services. 

Sources: 1Shallbetter and Herzberg ( 1 975 ) .  
2Grey-North Adverti s i ng ( 1 976) .  
3Pri vate conversation with Chuck Geserick 

Cost 
� 
van 

$232 . 00 

300 .87 

2 1 5 . 00 

1 23 . 03 

207 .81  



Exh i b i t  6-7 

Annual Operating Costs vs . Van Pool Program S ize 

18 
17 

16 

15 

14 
13 

� 12 

: 11 

-s 10 
C 

9 -
8 

0 

7 
6 0 

5 
4 
3 

2 

1 

0 10 20 30 40 50 60 70 80 
Number of vans per program 

*Annual Figure 
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Exhibit 6-8 

Estimated Costs of a Third-Party Van Pool Program* 

A. Initial Costs 

"Start-up" Money 
Computer Costs 
Marketing Costs 

B. On-Going Costs 

$50,000 
7,000 

609 

@3% 
@3% 
@3% 

Annual Cost 

$1,500 
210 

18/Van 

Estimate $66.00 per month per van for fleet size of 200 

Assume fixed costs are Rent: 
Secretary: 
Di rector: 

25% Overhead: 

$6,000 
$12,000 
$15,000 

6,750** 

39,750 

Annual operating expenses are then estimated at: 

39 ,750 + 600v 

*Based on data from Commuter-Computer. 
**Less than 33% since rent is excluded. 
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150 

140 

130 

120 

� 110 

100 

90 .. .., so 

70 

� 60 

50 

48 

30 

20 

10 

40 

35 

30 

25 

j �o 

� .., 
8 15 

10 

Mode : 

load f'Jctor 

E,hibft 6-9 

Cos.t Cornporison of Oper.i;._1_ng Costs for _'{arious · �a�-� 

Bu, Tllx1 

Mileage Assurnptions: 
Bus 30,000 nii 1 es/yeu 
Taxi 40 
Van Pool 12,600 mi 1 cs/y-car 

Voo Pool 

,...--

Au:o,..,,bl le 
Average 

AutomQhi1e l•veragc) 10,000 miles/year 
Automobile (long comuter) 31 1800 miles/year 

See Appendix A for dctai1ed calcvlations. 

Exhibit 6-10 

r-7 
Autonohilc 

Um9 Co-:i·tiutcr 

C.os.t Corr.puisons of Operat irtQ Cos.ts f-Jr VuioJs Modf's -- - ·  - -----·-- --

-

Bu, 
24 

,---

Taxi 
. )5 

I 
Yun rool 

10 

I 
AulonotJ.i le 

(fn t,1-:scngers/vehicle) 

See Appendix. A for detailed calculations, 
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Exhibit 6-11 

Variable Cost Per Passenger for Various Modes 

16 

15 

14 

13 

12 

!'.? 1 1  

C ·- 10 
Cl) single oc cupant automobile 
E 

8 

Q. ... 7 

Q. 

Cl) 

6 

5 2 person car pool 

4 

3 

2 
4 

1 5 

0 10 20 JO 40 50 60 70 80 
Round trip mileage 
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7.00 

6.00 

5.00 

:;; 4.00 
0 

0 
c;; 

• 
0 

� 3.00 
� 

2.00 

1.00 

0 

Exh i b i t  6 - 1 2  

f.:;j _l_,;:" Co:;;, o f  ·;.,•, · i cus 1-!od2:: of , .:; r i O :.J'.; 
frip i_e'."'gh �:: 

�s 

v<i}:, - 'l c� 
IIUL Tl SIP· VAN POOl 

AN P()O' 
SING.E BM'· V 

BUS 50 CENTS · ·· ··· · · ·· · · · · · · · · · ·· · · · · · · · · · · ·· · · · · · · · · · · · ·· · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · ·  

10 20 50 60 
Detly lloUftd Trip Mileage 
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CHAPTER 7 :  ESTIMATING THE BENEFITS OF A VAN POOL PROGRAM 

7 . 1  I ntroduc tion 

The benefi ts of van pooling accrue to the non-user as well as the user 
and the sponsor of the program. I n  Section 7 . 2 ,  we discuss supplier bene­
fits--specifically reduced parking demand, reduced local congestion, reduced 
tardi ness and absenteeism, i mproved access to distant labor pools, reduced 
transportation costs, and tax benefits. I n  Section 7 . 3 ,  user benefits are 
discussed--savings i n  operating and insurance costs, and added convenience. 
I n  Sections 7 .4  and 7 .5 ,  we discuss the most quantifiable benefits to society-­
namely , energy conservation and pollution and congestion reduction. I n  this 
section we discuss methods of estimating reductions in VMT and then transl ate 
those estimates to energy savi ng ano pollution and congestion reduction. 

7 . 2  Supplier Benefits 

Many of the successful company-sponsored van pools have realized substantial 
benefits from their van pool investment. Some of the more commonly cited 
benefits include reduced parking demand, reduced local traffic congestion, 
improved access to distant l abor markets, improved company morale, good public 
relations, and reduced tardiness. I n  some cases ( as with parking ) ,  the benefits 
have been easily quantifiable. I n  others, the benefits have been subjective-­
enti rely dependent on the value management assigned to them. 

Reduced Parking Demand. I t  is estimated that a single van wi ll remove about 6 
vehicles from an employer's parking lot ( actual reported reductions are presented 
in Exhibit 7-1 ) .  These reductions, if parking is congested, can resul t in 
substantial savings to the employer and even j ustify a heavily subsioi zed van 
pool fare. 3-M, for examp le  estimated a $2.5 million savings from their van 
pool program since it eliminated the need for constructing 1 ,500 additional 
park i ng spaces. ShallDetter and Herzberg ( 197b )  have made a generalized 
estimate of the annual savings due to reduced parking demand of about $139.00 
per surface parking stall and $395.00 per structured park ing stall .* 

*The surface estimates were based on a reduction of 7 . 4  automobiles per 
van, 30U square feet per car, land cost of �2 per square foot , construction 
cost at $2 per square foot , maintenance at $20 per space, taxes at 4% of 
improvements, with the cost of capital at 10%. The structured parking costs 
are the same except construction i s  assumed to be $3 ,000 per space with mainten­
ance and operation being $30 per space. 

46 



Other parking-related savings which may be counted are the alternative 
uses of avail able land originally all ocated to parking for plant expansion , 
etc., and the savings on real estate taxes for unnecessary parking land and 
facil i ties. 

Reduced Congestion. One of 3-M ' s  motivations for initiating their van pool 
program was the extreme peak hour congestion in the access streets to the i r  
plant. This ki nd of congestion can i ncrease travel time dramatically and can 
cause serious tardiness problems to the company. The savings derived from 
reducing congesti on are, however, very local. Few firms, particularly sub­
urban fi rms encounter acute congestion. The calcul ation should thus be made 
on a company-by-company basis using formulae presented in Section 7 .5. 

Reduced Tardiness and Absenteeism. Company savings due to reduced tardiness 
and absenteei sm have often been cl aimed. The reasoning behind this claim is 
that a van pooler i s  less likely than a solo driver to impulsively take a 
s i ck day because of the peer pressure of his van pool mates. Owens and Sever 
( 1 � 7 7 )  in an i nvesti gation of this claim, however, did not find a statistical 
di fference i n  the absenteeism of pool ers and non poolers. Kocher and Bell 
( 19 7 7 )  in a study of Knoxville poolers report a similar result. The reduced 
tardiness argument, al though it has not been formally investigated i s  based 
on somewhat more valid reasoning. Since the van pools are general ly scheduled 
to arrive early to make up for variations i n  travel time, it i s  likely that 
the passengers arrive on time more consi stently. 

Improved Access to I naccessible Labor Pool s. Often when a company relocates, 
it loses some of its old labor force due to excessive travel distances. The 
cost of hiring and re-training large numbers of new empl oyees all at once can 
easily j ustify the cost of a van pool program which would be used to bring 
present employees to the ne\j site, and this has been done in many instances. 
However, to date, there have been no reports on the actual value placed on 
re-training ( vs. van pooling ) .  The Erving Paper Mi l ls i n  6attleboro, Vermont 
initiated a van pooling program to prevent the l oss  of many highly ski lled 
personnel when thei r  pl ant relocated 25 miles from its previous location. The 
Nabisco Company faced a similar problem when it moved to East Hanover, New 
Jersey. Management realized that the l engthy commuting di stance woul d prevent 
many workers from conti nuing their employment for Nabi sco. I n  order to mi nimize 
this problem, the company initiated a shared ride program including 1 3  van pools. 

Reduced Company Transportation Costs. There are some instances where a van can 
be used for mid-day transportation in place of a company car or where a van may 
replace the need of a shuttle service from ( say) a train to an isolated loca­
tion. Such was the case at the Montgomery Ward headquarters located on the 
fri nge of the Chicago CBD. They esti mate an annual sav i ngs in transportation 
costs of between $1 1,815-30,348 annually. 

Tax Benefits. Al though many of the benefits previously discussed have been wel l  
documented, few have mentioned the tax benefits that can accrue to companies 
sponsoring van pool programs. A company may take an investment tax credit of 

47 



as much as 1U% of two-thirds the value of the vans. An examp l e  cal cul ation is 
presented in Appendix B. 

7 .3  Estimating User Benefits 

Reduced Operating and I nsurance Costs. Direct cost savings over operating an 
automobile is the sing l e  outstanding quantifiabl e user benefit of a van pool 
program. Exhibit 7-2 presents the daily cost savings of a sing l e  employer van 
pool er over a sing l e  occupant automobil e commuter associated with various trip 
l engths under each of the following assumptions: no parkinn fee, parking fee 
of �1. 00 ,  and j ourney-to-work automobi l e  so ld. When estimati ng these 
savings on a regional basis, it is reasonao l e  to expect oetween 15-20% of the 
participants to sel l or del ay purchasing a second car (see Chapter 6 ) .  

I n  addition to operating expenses, most van pool ers can realize signif­
cant savings in insurance ranging between 10%-15% since they are moving from 
very high mileage categories to the "pl easure-use" category (see Chapter 8 of 
Report 2 ) .  

Other User Benefits. There are also numerous non-quantifiabl e benefits that 
users have reported, and according to many participants of the eval uation 
surveys, these benefits may be more important than monetary savings as an 
incentive to pool . Most of the benefits passengers report are associated 
with the convenience of someone e lse driving in rush hour traffic on a daily 
basis. They enjoy the rel iabil ity of always having the van arrive at a specified 
time regardless of the weather, and being rel ieved of regu lar  maintenance 
responsibil ities. Many are very positive about the social rel ationships 
formed as a resul t of the pool. 

7.4 Societal Benefits 

Estimating Reductions in VMT. I n  order to estimate social benefits , it is 
necessary to know what average tri p l engths are (see Chapter 5 ) ,  how many van 
passengers were fonner sol o auto arivers { see Chapter 5 ) ,  and how much mileage 
is generated as a resul t of a car being left at home. 

An empl oyer who sponsors a van pool wil l genera l l y  know the average trip 
l ength of the vans in his program. Such infonnation is al so avail abl e from 
the SAIM pdckage. I f  this information is not avail abl e,  the Federal Energy 
Administration (1976) has recommended the use of the figures in Exhibit 8-3 of 
tl1e Car Pool Manual for rough averages .  The average l ength of  the 
auto trip that wou l d  have occurred without the van wil l be sl ightly shorter 
than the van trip since usua l l y  the driver of the van l ives the farthest away. 

Experience of past van pool programs has shown that 5 to 6 passengers per 
van ( a  total of ten passengers) were formerly auto drivers (see Chapter 5 ) .  

FEA (1976 t3 ) estimates that when a car that was formerly used for driving 
to work is l eft at home , it is driven one to two mil es per day for . 122 gal l ons 
of gasoline in energy consumption. Given these estimates, a fonnu1a which can 
be used to estimate the percentage reduction in VMT, V ,  is: 
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where 

V = 
N[ A ( La - M l  - Lv ] lUO 

X 

N = number of van poo ls  fanned, 
A =  number of auto work trips e liminated per van, 

La = averdge round trip l ength of autos e liminated, 
M = mileage generated by auto 1 eft at home , 

Lv = average round trip l ength of van, 
X = dai ly  VMT i n  region before program. 

As an exampl e ,  suppose a hypothetical commun i ty travels 2U,OUO mi les  in 
work trips daily.  A van pool program consisti ng of 1 0  vans is instituted. 
The average van trip is 40 mi l es, and the average auto trip el imi nated i s  38 
miles. Assume each van repl aces six autos, each of wh i ch is used at home 
for travel that amounts to 1 . 5  miles. Applyi ng the fonnul a: 

lU [ 6 (3� - 1 .5 )  - 40] lUO 
V = 2U ,UUO 

= 8. 95%. 

Reductions in Gasol i ne Use. A fonnul a similar to the one above which can be 
used to estimate gasoline savings i s: 

where 
G = gal l ons of gasoline saved per day = number of van pools fanned 
A = number of auto work trips el iminated per van 

Fa = gal l ons of gasoline consumed by average auto in journey to and 
from work 

F = gallons of gaso line consumed per van in journey to and from 
V work 
H = gal l ons consumed by car l eft at home. 

A van pool travels an average of nine miles per gal l on ( 3-M , 1976 ) and 
the average auto travel s 1 3. 5  miles per gal l on (APTA, 1975-7 6 ) .  Applying 
these figures and fonnul a to the exampl e of the l ast section,  

G = lU [ 6 (2. 8  - . 12 2 )  4.4 ] 

= 1 16.7 gal l ons saved per day 

Thus the program wil l save approximately 1 17 gal l ons of gasol i ne per day. 
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7 . S  Other Social Benefits 

Reductions in Pol l ution. The fonnul a in the previous section used to calculate 
percentage reduction in VMT can be adopted for calculation of percentage 
change in auto-rel ated air polluti on. One van mile is approximately 1 . 5  times 
as polluting as one auto mile (Sen, et tl· , 1977).  Weighting the mileage 
accordingly, the fonnula becomes: 

p = 

where 

N [ A (La - M) - 1.5 LV ] 
X 

P = percentage reduction in auto-related air pol l ution 

All other variables are defined as in 7 .4. 

Reductions in Congestion. The methodology described in Chapter 8 of the Car 
Pool manual can be applied to calcul ate reductions in congestion resulting 
from van pooling. A van uses approximately the same amount of road capacity 
as  an auto; thus, the fonnul a which gives the benefits of removing one auto 
from the stream of traffic can also be used to give the cost of adding one van. 
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Exhibit 7-l 

Reduced Parking Demand i n  Selected Van Pool Programs 

# of Parking Spaces Saved Ratio of Spaces Saved 

435 

140 

18 

80 

100 

70 
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Exhibit 7-2 

Savings to a S i ngle Employer Van Pool Passenger 
Over a Single Oc��pant Auto Commuter 

($/Day) 

If  Car is I f  Car is 

5 . 8  

7 . 7  

6 . 0  

8 .0  

7 . 7  

7 . 0  

6 . 7  

9 . 7  

to Vans 

Maintai ned Maintained 
(No Parking) $1 Parking Fee 

I f  Car is Sold 
No Parking 

- . 51 

- . 18 

. 62 

1 .  56 

2 . 34 

3 . 11 

3 . 89 

4 . 74 

5 1  

.43  

.82 

1. 62 

2 . 56 

3 . 34 

4 . 1 1  

4 . 89 
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PART I l l  - IMPLEMENTATION 

CHAPTER 8 :  I NSURANCE 

8.1 Introduction 

The inaccessability of adequate van pool insurance (for a 
variety of reasons) and uncertainty over sponsors ana potential 
drivers' liability has posed the single most difficult insti­
tutional barrier to van pooling. I n  the FEA van pool marketing 
experiment in the Chicago area, for example ,  17 companies out 
of 77 listed insurance or liability problems as a primary 
deterrent to initiating company van pools. 

Prospective insurance companies are hesitant to cover van pools for three 
reasons: 

1) The mode is new and has virtually no history on 
which to base rates. 

2 )  The insurance company often has little knowl edge 
about the drivers they are insuring. 

3) The liabil ity of the employer in the event of an 
accident is very uncertain. 

In  Section &. 2 ,  we present the insurance rati ngs that have 
been recommended by the I nsurance Services Organi za ti on. Sec ti on 
8.3 makes some brief recommendations on controlling driver 
selection ,  and Section 8. 4 discusses a variety of problems associated 
with employer liability in the event of an accident. The 
problems of concentrated driver liability, which was discussed 
at length in the Car Pool Manual, are ma�ni t i ed 
because a van pool carries three times as many people as an 
automobile. I n  addition, there have been several questions 
raised about van pool sponsors' l iability and the applicability 
o f  workmen' s  compensation, which we discuss in the l atter part 
o f  Section 8.4. For greater detail in any of these areas, we highly 
recommend Frank Davis' (1977) report, "Van Pool I nsurance Study: 
Fi nal Report. " We conclude the chapter with a discussion 
( Section 8. 5 )  of the methods for insuring van pools bearing 
in mind that present insurance practices somewhat limits van pooling 
to large companies. 
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8.2  I n surance Ratings 

Based on 1 4 , 77U ,865 documented van pool mil es and an accident 
rate of 3.76  per mil l i on vehic l e  mil es, the National I nsurance 
Services Organi zation has forma l l y  establ i shed three van pool 
categories with recommended ratings in a revised commerci al automobil e 
c l assification manua l .  These three categories are: 

1 )  P rivately-Owned, Shared Expense Pool s. The pool 
members ride i n  the same vehic l e  every day and 
contri bute to the expense incurred by the driver. 

2 )  Employer-Provided Pool s. The pool riders are 
empl oyees of the same firm where ridership in the 
pool is not a condition of empl oyment, an inducement 
to empl oyment, or incidental to empl oyment of 
the riders. 

3 )  Al l Other Pool s. Al l other pooling arrangements 
whether third-party operators,  mul tiple empl oyment 
center poo l s ,  or empl oyer pool s where \40rkmen's 
compensation probably wil l not apply. 

Category 1 woul d be rated similar ly  to a car pool ( see Car Pool 
'-1anua l ) .  The ratings for Categories 2 and 3 are pre-
sented in Exhibit 8-1 .  These mul tipliers are based on the 
l owest commerc ia l  rate ( i.e. , sma l l  pick-up truck used in 
business ) .  A van pool carrying empl oyees to work in an empl oyer­
furnished pool woul d then pay 1 . 0b times the l owest commercial 
rate for the area and coverage desired. I t  shoul d be understood 
that at this writing, these ratings are only recommendations. 
They wi l l  have to be approved by each state and then i t  wil l  be 
up to the individual insurance underwri ters ana their companies 
to decide if they wil l or wil l not write insurance policies 
at these rates. 

8.3 Driver Se l ection 

Many firms have been reluctant to i n sure van poo l s  because 
of the l i�ited knowl edge they have about the driver they are 
insuring. They point out that when they are asked to insure 
? regul ar automobil e ,  they base the premi um on the drive r ' s  
age, sex, l ocation, dr iving records and sometimes h i s  personal 
habits. With a van pool , the probl em is that while the driver 
may have a gooa record, the insurer knows l ittl e else about 
h im. Some representatives of insurance industry have urged 
that as states adjust their regulations regarding van pooling, 
they shoul d incorporate rather strict driver requirements 
( such as a required defensive driving course, a chauffeur's 
l i cense, and an annual driver record review) to insure control 
over the quality of drivers. 



8 . 4  liabil ity 

A van pool severely concentrates l i ability for an accident 
on the driver and on the owner of the vehicl e .  This problem 
has been treated in the Car Pool manual and we refer the reader to 
that reoort. In  additi on, since the sponsor (rather than the 
commuter) i s  often the "owner" of the vehicl e there have been 
several questi ons raised concerning the company ' s  liabil ity. 
Be low, we discuss the liability of both the private company 
and the third-party operator as wel l as the appl icabil i ty of 
workmen' s compensation insurance. 

Employer liability. Of concern to many companies considering 
van pool i ng, is the extent to which cl aims can be made against 
the assets of the company in the event of a catastrophic 
accident. There are virtual ly no precedents from which 
j udgment can be made. That will come with the first catas­
trophi c van pool accident. I n  the meantime, two issues are 
frequently discussed: 1) the extent to which the journey-to­
work can be considered part of regul ar empl oyment thus making 
the emp l oyer l iabl e for an accident; and 2 )  the extra-legal fact 
that, despite various interpretations of the law, a company 
has "the deepest pockets" and will find itself i n  court pro­
tecting its assests i n  any accident. 

For the first issue, a defense commonly cited i s  the Fel l ow 
Servant Doctrine, a theory devel oped from common law which states 
that an employer is not l iable for injuries caused sol ely by 
the negl igence of a fellow emp l oyee. 

There are certain l imitations upon the appl i cation of this 
theory to deny empl oyees' recovery . The most i mportant l i mitation 
i s  that workmen ' s  compensation statutes do away with common l aw 
defenses where the statutes apply .  That is, if workmen ' s  compen­
sation is applicable, the doctrine will not deny recovery . How­
ever, if workmen ' s  compensation is held inappl icable, then the 
common l aw defenses woul d become avail able to the employer. 

Al though the wording of workmen ' s  compensation statutes 
varies from state to state, usual ly the coverage depends on 
showing that the injury occurred "during the course of employ­
l'!lent" . Whether the journey-to-work is included is open to 
serious question. Davis points out in his discussion that 
workmen' s compensation, 

• • •  does not authorize an award in case of injury or death 
from a peril which i s  common to al l mankind, or to whi ch 
the public at l arge i s  exposed. The argument seems to be 
that if the workman were pennitted to recover in such cases 
he would enjoy privi l eges above those of the public generally 
and in effect be insured against every sort of cal amity, 
which is not the intention of the statute ( Davis #1; 1977) . 
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On  the other hand, it has been hel d that where there is an 
express or impl ied contract by the empl oyer to furnish transpor­
tation to the employee and an injury is sustained by the employee 
o n  his way to or from work that such injury is covered by workmen ' s  
compensation. See, for exampl e ,  Swanson vs. Lathan, 92 Conn. 8 7 ,  
l U l  A. 492 , Rock County vs. Industrial Commi ssion, 1 85 Wis. 134, 
2UU N.W.  bo7 , and Dunn vs. Trego , 279 Pa. 0 1 8 ,  1 24 A. 1 74. There 
have been no fonnal rulings to date, on whether van pool sponsor­
ship imp lies a contract to furn i sh transportation. However, the 
current I SO ratings are based on the assumption that -..,orkmen ' s  
compensation woul d apply in the event of an accident. It is 
strongly advisab l e  that the detail s of each state statute be 
checked out i ndividual ly. In addition, Davis recommended that: 

The safest recourse woul d be to amend the individual state 
workmen ' s  compensation statutes so as to include van pooling. 
The scope of workme n ' s  compensation coul d thereby be enl arged 
to cover an emp l oyee from the time he leaves his home to go 
to work until he returns there provided that the travel is 
an empl oyee sponsored vehic l e  ( Davis, � l , 1 9 7 7 ) .  

Liabil ity o f  a Third-Party Sponsor. There is much less question 
of the I i  abil ity of a thi rd-party van pool sponsor. It has 
been hel d that "one who penni ts others to operate motor vehic les  
under hi s permi t or franchise is  l iabl e for the injuries caused 
by the negligent operati on  of the motor vehic l es or the fact 
such others that are independent contractors and not empl oyees. " 
( B l ashfiel d,  Automobil e Law and Practice, Chapter 2o2,  Section 21 ) 
( Davis n2 , 1 9 7 5 ) .  Under thi s princip l e ,  it is vi rtual ly certain 
that a transportation agency or operator woul d be hel d  liab l e  in 
a van pool operati on ,  whether operated through purchase of service 
or  directly , much as an ordinary bus company. 

8.�  Methods of Insurance 

Two pri ncipal methods of insuring van poo l s  have been used, to 
date--either coverage is obtained under an existing company umbrel l a  
o r  fl eet pol icy , or a special van pool po licy is written. 

Exi�ti ng Company Insurance. In  many i nstances, a company has ei ther 
�xisting insurance for a fleet of company cars or some sort of 
umbrel l a  coverage to which van pool coverage can be added. If 
either of these two options are open, they provide the easiest and 
l east expensive fonn of van pool insurance. 
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By using an existing company policy, the liability coverage 
is essentially in place and paid for (except for a marginal 
increase in premium). Comprehensive and collision insurance 
can be added to existing umbrella coverage through a self insur­
ance fund such as has been done by the Aerospace Corporation in 
Los Angeles. Each van was assessed $20 per month at first to 
build up an insurance pool to cover the vans. The negligible 
losses enabled the monthly assessment to be lowered to SlU per 
van. If the firm already has insurance for a fleet of business 
vehicles, the cost of the additional insurance for the van pool 
operation is minimal. The savings from fleet insurance can be 
substantial (over $250 per year per van). Exhibit 8-2 compares 
the insurance costs of self or fleet-insured van pools to van 
pools insured with special policies. Similar savings can be 
obtained when vans are leased. Some companies who handle large 
volumes, with good experience and who have a high rating can 
include insurance in their lease cost at rates 20-40% below 
standard rates (Mass Pool, 1 976) . To do so, however, the lessor 
may require some control in the driver selection process. 

Special Insurance Policies. If a company has no other option but 
to take out a special van pool insurance policy, there will be two 
important factors the insurance underwriter will be concerned with: 
1) the financial capability of the firm and the degree of control 
the firm has on the program (Shallbetter and Herzberg, 1 975) ; and 
2) the degree of control a firm has on the van pool proqram relates 
to the employers ' responsibility for driver selection and driver 
safety. To date, this has not presented a significant problem since 
most firms have established ttather stringent driver cri teria and 
often require drivers to take a defensive driving course. 

Grey-North Advertising suggests that the company may 
have to educate prospective underwriters about van pools. 

Van pool insurance is new. In the absence of additional 
information, they assume an unsafe vehicle, an irresponsible 
driver and 12-15 heads of families exposed to accidents 
24 hours a day. The burden of proof is on the driver and 
company to prove that the van pool program uses safer 
vehicles, has better than average drivers, and operates 
a limited period each day ·(Grey..:North Ad�er_tising, 1 976 ). 
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Coverage. While insurance policies must be tailored to the parti­
cu l ar  company , it seems reasonab l e  to carry no more than 100/300 
l iabi l ity and to increase medical /injury coverage to $50,000 per 
passenger. The reasoning behind this recommendation is presented 
in Davis (rrl ,  197 7 )  and summarized here. If van pools consistently 
carry l arge amounts of liabi li ty they may become a target for sui ts 
where a large portion of the money is absorbed in l awyer ' s  fees 
and court costs. I f  there i s  limited liability coverage, but the 
capacity to immediately pay medical bills , lost wages, etc. , there 
is less likelihood of a law suit. For further insurance recommen­
dation see Oavis ( 1977 ) .  
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Exhibit 8-1 

ISO Recommended Multipliers for Van Pool Insurance 

CLASSIFICATION 

Employer Furnished 

All Other 

1 -8  

l .00 

1 . 1 0  

Exhibit 8"'."2 

SEATING CAPACITY 

9-20 

l . 05 

7 .25 

21-60 

1 . 40 

l . 80 

Comparison of Costs for Various Methods of 
Insuring Van Pools 

Self Insured 
3-M 

Fleet Insured 
Aerospace 
CALTRANS 
Scott Paper 

Special Policies 
Commuter-Computer/ARCO 
MODNAR 
Polaroid 
New England Mutual 
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$ 480 
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$ 713 
$ 450 
$ 527 
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CHAPTER 9 :  REGULATORY BARR IERS TO VAN POOLING 

9 . 1  I ntroduction 

There have been many discussions of the real and potential regulatory 
barriers to para-transi t  i n  general, and to van pools i n  parti cul ar. Of 
particular concern to some has been the carrier classi fi cation of van pools 
s i nce common carrier classi fi cation can signi fi cantly increase costs. 
At present, the regulatory status of van pooli ng i s  in a state of flux as each 
state develops its own ri de-sharing (or para-transit) pol icy out of a series 
of confli cti ng i ssues. 

I n  th i s  chapter, we wi ll discuss both the current regulatory status of 
van pooling and the relevant policy issues. I n  Section 9 . 2, we present some 
background material on regulation i n  general, answering the questions: who i s  
regu l ated and who are the regulators? I n  Section 9 . 3 ,  we discuss how some of 
the current regulatory statutes are being applied to van pooli ng and i n  Section 
Y . 4  we discuss some broad policy considerations underly i ng the deci sion to 
regu l ate (or de-regulate) van pooling. I n  Appendix C of this manual, we present 
some examples of new state legi slation specifically address i ng the van pool 
legislation question. 

9 . 2  Background 

�lho is  Regulated? When a regulatory agency has jurisdiction over a mode of 
transportation, i t  i s  generally over servi ces where a vehicle and/or driver 
are used "for hi re" , or where compensation or "consideration" for serv i ces 
are i nvolved i n  the transportation of persons and baggage over ei ther a fixed, 
or var iable route ( Wolfington, 1 9 75 ) .  The Supreme Court upheld thi s 
j uri sdiction i n  the case of Packard vs. �anton, 264 U.S .  1 40  1 923 when i t  stated, 

The streets belong to the public and are primarily for the use of the 
publ i c  in an ordinary way. Their use for the purposes of gain  is  
spec ial  and extraorai nary and, generally at  least, may be  prohibited 
or condi tioned as the legislature deems proper. " 

The power to regulate generally comes frori1 federal or state legi slation. 
The state power of regulation is often delegated i n  whole, or in part 
to smaller jurisdictions ( i .e. , c i ties) for modes operati ng exclusively wi thi n 
those boundaries. 

rassenger modes which are regul ated are generally classed as common or 
contract carri ers. Although the defi n i ti on varies wi th each state's 
legislation , a comraon carrier usually is one which offers transportation 
serv ices to the public at large ( generally on a fixed route and schedule) 
for compensation. The key concepts are "general public "  and "compensati on". 
Commuter rail and local buses are typical examples and are variously regulated by 
state PUC's, mun ic i palities, and transit authorities. 
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A contract carrier is generally defined as one engaged in  the 
transportation of persons for a particul ar place (i.e.,  airport) o r  under 
special indi vi dual agreements ( i .e. , taxis) (David #2, 1975 ) .  The 
di sti nguishing feature here i s  the "chartered" nature of the servi ce. 

Who Regulates? Exhi bit �-1 presents a summary of the most usual regulatory 
agencies and their powers. I t  is accompdnied by a summary discussi on of the 
j uri sdi cti onal areas of each, excerpted from a presentation by Wolfington 
in Regulati on and Para Transit (1976 ) .  

The pri ncipal areas subject to regulation and the matters on which 
regulatory bodies normally focus i nclude the fol lowing : 

Rates and Fares. The regulatory body must protect the publi c interest 
and is therefore, i nterested i n  monitoring: ( a )  amount charged to the 
public; ( b l  quality of service;  and (cl reasonableness of compensation. 
The control over the rates and fares is exercised by requi ring either 
the fill ing of rates and fares by way of application for approval 
of changes. Normally, the basis of approval or rejection of rates 
is related to the maintenance of a predetermi ned rate of return. I n  
most instances, the fares of the carriers who operate o n  fixed routes 
are more closely scruti nized. That conditi on also prevails where the 
rate is determined on a passenger basis, rather than on a charter 
group basis. 

Insurance. Normal ly, the regulatory body stipulates a m1 n1mum level 
of i nsurance coverage in the areas of liabi l i ty, colli sion, and property 
damage and requires some evidence of such coverage. For instance, 
the California Public Util ity Commission protection against liabi l ity 
sets forth rules requi r ing that certain carriers of passengers 
provide adequate protection against liability imposea by law on such 
carriers for the payment of damages for personal injuries, i ncluding 
death resul ting therefrom, and damage to or destruction of the property. 
In  most instances, pri vate operators will arrange i nsurance coverage 
greater than that required by regulatory bodies. 

Equipment. A basi s commonly used by regulatory bodies to distinguish 
various services and to determi ne juri sdictional control i s  the 
passenger capacity of the vehi cle. Often, the passenger capacity is 
a criterion for classificati on and as such can trigger a further degree 
of control related to vehicle specification, safety standards, and color. 
Vehi cle specifications and safety standards may i nclude requirements 
rel ated to factors such as the number of doors on the vehicle, 
warning lights, and adherence to federal safety standards. 

Drivers. The most common element of regulation over drivers i s  rel atea 
to driver l icensing. I n  some i nstances, the operator will i ndependently 
requi re a road test if a specific designation, such as chauffeur is 
speci fied on the license. I n  most i ns�ances, the operator w i ll 
i ndependently requi re a physical examination and some record of former 
employment and driving experience (i.e. , accident experience and 
traffic violations ) .  
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Routes. Control over routes i s  general ly restri cted to the common carriers 
operation on fixed-routes, pursuant to a certificate of public convenience 
and necessity. In that instance, the exercise of control may include a 
review of the proposed method of operation ,  proper inspection of the 
vehicle, a detail ed description of the route, and fares rel ated to 
the movement of persons al ong that route. In the area of variabl e routes, 
control is nonnal ly l imited to the description of boundaries within 
which persons can be pi eked up and discharged at any point. 

Licensing and Taxes. Nonna l l y ,  the public transportation carrier or 
operator or both must be properly l icensed and regi stered as such with the 
regul atory body and further must make such l icensing and 
reg istration visi b le  through a tag , permi t, or markings on the vehicle. 

Fees. I t  is not uncommon for a publ ic util ity commission or regul atory 
body to impose a fee or tax on public vehicl es operating over defined 
regu lar  routes. I n  most instances, those publ ic  vehicl es operating 
i n  variabl e routes are not subject to a j o i nt  metropol itan area authority 
or airport commission. 

Accounting. A regul atory body that exercises a high l evel of control wil l 
often require that operating and fi nancial statements be fil ed in a fonn 
and format it prescribes. I n  addition, i t  retains the right to audit 
the records of the operati ng enti ty. The extent to which there is an 
accounting requirement i s  general ly proportional to the extent of control 
of the other areas that are subject to regul ation. 

Entry Contro l .  Entry control general ly relates to  the number of  vehicl es , 
fi nancial responsibil ity and fitness of proposed operator, and monopoly 
atmosphere with respect to service terri tory. I n  most instances, the 
degree of control exercised is greater with airport commissions and the 
regu l atory bodi es of public transportation operators traveling over 
defined, fixed routes. There is no common degree of enforcement of 
such contro l ,  and the control over factors such as the number of vehicles 
is nonnal ly exercised at the city and county l evel s. 

� . 3  Current Regul atory Status of Van Pool ing 

The way a van pool operation i s  cl assed for regul atory purposes is 
important to the sponsors for two reasons :  l )  cost; and 2 )  freedom to 
operate i n  the general territory of another carrier. I f  a van is cl assed 
as a common carrier, direct costs in tenns of insurance, fees and licenses 
significantly increase--as do the fares ( see Chapter 6 ) .  A greater cost 
acc0:di ng to some van pool operators is the time required to keep the 
n ecessary government records, to petition for classification, a route 
change, or a fare change, etc. If cl assed as a common carrier, a van 
pool program can be severely l imited or even probited from operating 
in some areas i f  it is contested by a previously existi ng operation. 
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ror these reasons, many see the regulation of van pooling as a major barrier 
to i mplementation and operation of the mode. 

The classification of " common" or "contact" carrier often rests wholly 
or in part on whether the passenger compensates the provider of the service 
and whether or not the servi ce i s  available to the general public. How 
the regulatory language i s  interpreted vis-a-vi s van pooling, which cl early 
does involve compensation and ( in the case of third-party systems) is often 
open to the general public, has varied radically from state to state. 

When 3-M began its pilot program, they sought legal opinions from federal, 
state and local levels of government as to the statutes and regulations 
they would have to comply with. All participants uniformly noted there was 
vi rtually no precedent, but believed 3-M could operate essentially as a private 
vehicle. 

The important thrust of each of these legal opinions was that: 1) 
the employer who i s  not in  the business of transporting people i s  the 
provider of the service ( not the driver who may be receiving compensation); 
2) the employers must exerc ise dominion and control over the operation ( e.g. ,  
by  selecting the passengers and driver) and bear the burdens of transportation 
{ e.g., payment of cost of operation maintaining and insuring vehicle); 3) 
the service must not be open to the public--only to employees of the company ; 
and 4) there must be no profit made in the provi sion of the transportation 
service. These legal opinions have been used for a number of van pools in 
obtai ning "pri vate" classification, and as a precendent, have fostered the 
growth of van pooling within companies as opposed to third-party pooling. 

Womack ( #2, 1976) has surveyed 1 2  state Public Utility Commissions 
and compiled a table of how van pools are being classified now or how they 
would be classified if the question arises ( see Exhi bit 9-2J. He found that 
tour states do not regulate van pools at all, four states regulate all types 
of van pools, and the remainder regulate some forms--most notably, third­
party. He notes that these conflicting regulatory deci sions are often based 
on similar PUC regulatory language. The attorney general of the State of 
Massachusetts, for example, found that "an employer whose primary 
business is not that of providing transportation, who provides vans for his 
employees touse for commuting to and from work does not come under Public 
Utility Regulation. "* Whereas, the Public Service Commission ( PSC) ruled 
that "since van pools carried persons for hire between fixed points or 
' termini ' on regularly scheduled routes, they must therefore be classed 
as ' common carriers' and be subjected to the rules and regulations of the 
PSC."  They further noted that, "any transportation for hire, regardless of 
whether a profit is i ntended, involving different persons should be seen as 
' public ' ." 

Womack { 1976) further observes: 

• • •  in Georgia, where a regi onal transit provider and 
another common carrier were quick to brand van pools as an 
economic threat, the PUC classified van pools as common 
carriers. In Pennsylvania, by contrast, the proposed 

*It i s  noted that Massachusetts, which has a large publi c transit 
in vestment, uses an interpretation that applies only to employer-sponsored 
vans. 62 



van pools were at employment sites with no transit 
service. No objections were heard and the PUC declined 
to assert jurisdiction. This sensitivity to the 
existing common carriers is the key • • .  to whether 
classification as a common carrier will be a significant 
barrier to the success to van pooling. 

That is, where van poo l s  are seen as a threat to existing transportation 
operations,  regul atory l anguage is interpreted as applicable. Where there 
has been little need to protect other operations such interpretations have 
not been made. 

I n  almost al l  cases, third-party pools have received the most 
stringent regul ation. For example, a van pooling system was created and 
operated by Monarch Associates as a private enterprise in New York City ; Monarch 
provided the vehicle and took care of gas, maintenance, garaging, insurance, 
tolls and all other operating expenses. The passenger fares covered the 
cost of the operation. From a demand perspective the operation was a success, 
but the service experienced rather strict regul atory restriction .  Final ly , 
after suffering financial problems , the operation was discontinued ( Voorhees tl, 
1974 ) .  

I n  Reston, Virginia a van pool-type service is offered through a commuter 
association. I nitially , this service ( though it was �bsolutely non-profit) was 
determined by the State Corporation Commission ( SCC )  to be subject to regulation 
as a common carrier, However, the group was able  to ootain an amendment to 
existing Virginia law exmpting "mini-buses" from sec regulation as long as 
the ir  routes and schedul es do not coincide with those of certified carriers. 
MODNAR, another "third-party but non-profit van pool service in Atlanta, 
Georgia was classed as a common carrier. Its operation has been heatedly 
contested by the l ocal transit authority on the grounds of competition ,  with 
accusations of " cream skimming" .  These types of probl ems have made it difficult 
for any but empl oyer-sponsored van pools to operate. 

9 .4  Some Policy Considerations 

Coordination and Control . Many who have been involved with van pooling have 
argued strongly tor de-regulation of van pooling citing many of the problem� 
presented above. But we have seen from Section 9 . 2  that th�re are some l eg 1 t1mate 
reasons for regulating i n  general. The reasons for regulating are based on 
three general purposes: 

I l Safety .  To insure to the public that the vehicle ( that is using 
pub l ic roads) is safe and adequately insured for the protection of 
, ts passengers and others on the road. 

Service. To insure that all members of society receive a certain 
( base) level of service and are not charged exorbitantly for that 
service. 

Coordination. I t  has been argued that transportation is a 
"systematic commodity" which requires a very long term inve�tmen� 
and that for a mode to adequately provide a network cf service, 1 t  
must be protected from competition. Regulations have been developed 
to basically guarantee exclusive use of a specific route or area to 
a particular mode. 

63 



The last general purpose, that of coordination,  i s  a controversial issue 
and will be at the heart of any transportation policy regarding van pooling. 
The public interest i s  served to the extent that regulati ons prevent overl aping 
investment and encourage economic, well balanced, i ntegrated systematic 
service as opposed to a myriad of competing and somewhat transient services. 
However, these same regulations have often served as a barrier to impl ementing 
new services that meet changi ng transportation needs, and in many i nstances have 
served to protect the special interests of particul ar modes (most notably 
rail and bus), and for that reason have come under severe cri ticism. 

Effective coordi nation of transportation service and investments does 
require some degree of control over their operati on--either through the power 
to deny or the power to impl ement. This control (whether or not it ultimately 
rests in the hands of the planner) can either be the "barrier of regulation" 
or the incentive of government fundi ng, promotion and/or techni cal assistance. 

It should be understood, however, that regulatory control need not be 
inflexib le  nor a barrier to innovation. I n  fact, regulation ( if done on the 
basi s of cost/effectiveness) may be one of the most powerful tools in integrating 
innovations like van pooli ng to exi sting transportation systems. 

Competition or Complementari ty. I t  seems evident that one of the underlying 
issues behind any regulatory policy for van pooling is competiti on with exi sti ng 
public transportation. I f  van pooli ng is to be expanded beyond the single 
company operation and begi ns assuming a significant role in a transportation system, 
thi s question will have to be addressed at a policy level.  In  Chapter 6 ,  we have 
suggested that van pooling has a "natural" market in low density, l ong 
commuting trips. From the perspective of many suburban bus companies struggling 
to survive, that "natural" market overlaps thei r  own larger market which 
includes shorter, high density trips and non-rush trips as well. Where a third­
party van pool operation serves several finns , it takes on many of the 
characteristics of a subscription bus and bitter territory disputes could result. 

The facts on which to assess the extent to which van pooli ng competes with 
other modes are sparse, si nce van pools have tended to operate where no other fonn 
of transit exists. An exception is the Montgomery Ward Van Pool program l ocated 
on the fringe of the CBD of Chi cago--a CBD well served by commuter rail lines, 
a fairly complete rapid transit system, and a grid bus system. Ward, however, 
is not within easy walking distance of the CBD termini of the transportation 
system. When their van pool system was established, they found that 60% of their 
riders were former users of public transportation--at least half of these were 
former users of commuter rail. I n  thi s  case, the van pool represented greater 
convenience at the destination although it was more expensive than either bus 
u r  rapid transit. 

64 



On a theoretical basis, i t  wou l d  appear that van pool i ng may be extremely 
competi tive  wi th publ i c  transportation. Cons ider the example presented i n  
Exh i b i t  9-3 where the total costs of a l � mi l e  bus and van pool tri p are 
cal cul ated. For the bus, we make the rather favorable assumption of one-fourth 
m i l e  wa l k i ng time, and 3 mi nutes wa i ti ng time. Sti l l ,  the van pool remai n s  at 
l east equa l l y  attractive, despi te the higher fare. 

The i ssue of competi tion between the moaes deserves further research at 
a national level and certa i nly shou l d be careful ly eval uated at a l ocal l eve l .  
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Exhibit 9-3 

User Costs for an Express Bus for One-Way 15 mi1 e Commute 

Bus Fare 

¼ mi. Access Wa1k 

3 min. via it 

15 mi. Line Hau1 

3 min. Egress 

@ 3 mph = 5 min 

@ $7.50 per hour 

II II II I I  

@ 25 mph average 

@ $3.00 per hr. 

@ $7.50 per hr. 

',, .. 

$.50 

$.63 

$. 37 

$ 1 .80 

$ , 37 

$3.67 

User Costs for Van f�r Eauivalent 15 mi le* Commute 

Van Fare for 20 mi . 

20 mi. Line Haul @ 25 mph average 

@ $3'. 00 per hr. 

$ . 66** 

$2.40 

$3.06 

*Assume 15  mi. + 1/3 Col l ection Di stribution = 20 mi . 
with door-to-door servi ce. 

**Singl e empl oyer van poo l.  
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CHA�TER I U :  INSTITUTIONAL INCENTIVES TO VAN POOL ING 

Van pooling is seen by many, as a popular measure for energy 
conservation, pollution control, and for provision of peak-hour 
low-density transportation service. Thus several agencies--FHWA, 
UM l A, FEA, and EPA-- have been actively i nvolved in promoting it. 
Especi ally as concern over energy heightens, the number and 
variety of van pool i ncentives increase. 

In thi s  chapter, we will briefly outli ne the primary sources 
of funding and technical assistance for van pool programs, as well 
as certai n regulatory measures which have acted as disi ncentives 
to solo driver automobiles and thus indi rectly encouraged van 
pooling. 

1 u.1  Funding and Technical Assistance 

There are three principal federal sources of van pooling pro­
gram funds. These are: the FHWA (Federal-Ai d H i ghway Act of 
1 �76) ; FEA ( Energy Policy and Conservation Act) ; and UMTA 
( Serv ice and �ethods Demonstration) . Of these , FHl•l,ll 
has heen most utilized thouah even this nrooram has verv 
scant experience to date. Urban Mass Transportation funds have 
been used to sponsor several very experimental programs--the most well­
known concept in Knoxvill e ,  Tennessee is the brokerage concept. The 
Federal Energy Administration has funded a major van pool marketing ex­
periment through Grey-North Advertising and a nati onwide series of 
van pool workshops aimed at company representatives. FEA money 
will also be used to fund certain van pool activi ties which are 
part of State Energy Conservation plans. It  is believed at thi s 
wri ti ng, however, that these later two sources will phase out with 
primary responsibi lity for van pool promoti on resting with the 
FHHA. 

� HWA Funds. The Federal-Aid Highway Act of 1976 allows states to 
use primary and Urban System Highway Trust funds for ride-sharing 
activi ties. The activities eligible for funding through this Act 
have been broadly aefined with few specific requirements. According 
to Stephen Baluch i n  FHWA, local officials are being encouraged 
to exercise consi derable initiative and creati v i ty in develop i ng 
projects with the funds which are tai lored specifically to local 
needs. The complete regulations nave been published in the J une 
� � .  1 9 76 Federal Register, highlights of which are presentea 
below: 
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Federal-aid primary system and urban system funds may 
pay 90 percent of the cost of car pool demonstration pro­
jects incl uding van pool projects. The nonnal federal 
share for primary and urban projects is 7U percent, and 
the 90 percent federal share provides a bonus to encou­
rage states to participate in the program. 

It is FHWA pol icy that federal -a id  highway funds 
shoul d not participate in car pool or van pool projects 
that attract a substantial number of persons who use 
public transportation. The metropolitan p lanning 
organization is designaLed as an appropriate forum to 
coordinate the development of ride-sharing projects with 
public transportation operators. 

l he maximum federal share for a s ing le  demonstration 
project is $1 mil lion; however, there is no limit on the 
number of projects within a state. 

Projects must have the concurrence of the metropo-
l itan p lann ing organization, c l earance by the A-9� agency 
in accordance with l ocal procedures, and provisions for 
project eval uation. 

E l igibl e costs for a van pool proj ect inc l ude three 
i terns : 

1 )  Costs directly attributabl e to the establ i shment of 
van pool programs , such as personnel as wel l as 
other costs. These might include, for examp le ,  
reasonable public infonnation and promotion expend­
itures, computer matching of applicants, resol ving 
l egal and institutional barriers, and establishing 
operating procedures. 

2) 

J }  

The vehic l e  acgu i s i ti on costs, with two stipul ations: 

a )  The vehic l e  is restricted to a van pool 
vehi c l e  for use by cl-1� persons; 

b) Vehic l e  costs must be repaid within 4 years 
out of van poo 1 programs. 

The financ ia l  l osses if a van pool project shoul d 
d�scontinued permaturely.  For examp le ,  should a 
van pool covered by a l oss agreement have to be 
tenninated for l ack of riders , and the van sol d , 
the project funds cou l d be used to cover actual 
financial l osses. The regul ations indicate that 
one year woul d  nonna l ly be suffic ient time to 
provide this r isk insurance. 

69 



I t  i s  important to understand that these funds are not "new" 
or addi ti onal funds to the state. Rather , they are exi sting funds 
which are regul arly allocated to states to be used for a wide 
variety of transportation (mai nly highway ) projects. Car pool i ng 
and van pool i ng  have simply become new el i g ible activ i ties. As 
such,  these ride-sharing activ i ties face severe competi tion  from 
other state and local projects i n  actual ly getting funded. Funding 
then, becomes a pri or i ty question: Which i s  more important, road 
cons tructior. for a highway 1 i nk carrying thousands of passengers 
daily , or a van pool program? To date, these funds have not been 
a particularly effective incentive because of that competi ti on. 
The process for obta i n i ng the funds i s  similar to that which  has 
been outl i ned i n  the report for car pool i ng .  Projects usi ng 
primary system funds are i n i ti ated at the state highway agency , 
and proposed urban system projects are i n i ti ated at the local 
level--throuah the �Pn. Further i nformr1t inn1 on FH!4A fundina for 
vanpoo l s  can he obtained from : 

Federal H i ghway Admi n i stration 
Urban Plann i ng D i v i s i on ( HHP-26) 
Washi ngton, O . C .  20596 

Urban Mass Transportation Admini strati on. Funding trom UMTA for van pool 
programs 1 s  at present, at a very experimental state. To date, 
only a few demonstrations have been undertaken.  All have been 
third-party type van pool operati ons. A pol i cy paper by Altshuler 
( 1 9 7 b )  i ndicates that these are the only type operations UMTA i s  
l i kely to fund. Even wi despread funding of these rests somewhat 
precariously on the def i n i ti on of "mass transportation" and how 
1 3 ( C )  ( the labor protection cl ause of the Urban Mass Transportation 
Act) i s  i nterpreted vi s-a-vi s thi rd-party van pool ing .  

The Urban Mass Transportation Administration ' s  Service and 
Methods Demonstration program has funded a few vanpool demonstrations 
mainly as part of the transportation brokerage demonstrations . These 
demonstrations are i n  the eval uation phase. Additional demonstrations 
of vanpool ing are not anticipated in the near future. 
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recteral Energy Administration. FEA invol vement in van pooling has 
primarily been l imited to providing marketing provision of technical 
assistance. It has sponsored a maj or van pool marketing experiment 
i n  five cities to determine the best marketing techniques anct 
targets for promoting van pool ing. They have a lso  sponsored a 
nation-wide series of workshops on how to set up a van pool program. 
Written products of those workshops are avail ab le  from FEA. 

l he addition to these, however, the FEA through the Energy 
Pol icy and Conservation Act has provided one of the most effective 
impetuses to van pool ing by making a car pool/van pool program 
a required el ement in State Energy Conservation P l ans. The minimum 
criterion for meetinq this el ement is fairly broadly defined and can 
include nromotion of ouhl i c  transnortation as an alternative .  
These p l ans have been funded at l east in part , through FEA funds 
for FY 78.  At this wri ting, however ,  there is some question as to 
whether FEA wil l  continue funding van pool promotion activities. 

I U . 2  Oi sincentives to Solo  Driving 

ln  some cases, pressure of EPA regul ations has provided some 
disincentives for SOA ' s ,  and thus incentives for other high occu­
pant modes. 

The Cl ean Air Act requires the achievement of certain air 
standards Dy 1977 .  In  2U cities ,  the EPA  has fostered transpor­
tation control pl ans which call for reductions in vehic le  mil es 
of motor vehicl e  travel to hel p  achieve these standaras. 

At least seven of these pl ans incl ude ride-sharing el ements: Boston is 
an examp l e  of one of these cities. Their current pl an requi res : 

1 )  A 1 1  emp l eyers of more than SO persons ma�e a "good faith" 

ettort to promote ride-sharing and transi t  use by their 

emp l oyees; 

2 )  Al l emp l oyers of more than 250 persons provide a car pool 
ii1atching service to their empl oyees; 

J )  And al l emp l oyers of more than l , OUO persons set up a van 
pool program. 

Noncompl iance can resul t in fines of up to $2S, 000 per day. 
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In support of this plan, the State of Massachusetts has 
launched the most extensi ve ride-sharing program in the country-­
Mass Pool. Operationally, Mass Pool is a 3-year, $600,000 
program directed towards implementing destination or employer 
based ride-sharing programs. While. the Mass Pool program was borne 
out of EPA regulations--it, like other ride-sharing components 
of TCP 's has been funded out of a variety of other federal funds, 
including FHWA. 
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�HAPTER 1 1 :  IMPLEMENTING A COMPANY SPONSORED VAN POOL PROGRAM 

1 1 . 1  I ntroducti on 

Most van pool programs have been company-sponsored, organized, and admin­
i strated. I n  thi s  chapter we deta i l  the tasks and recommended procedures for 
imp l ementi ng a van pool program by a company. In the Car Pool Manual we have 
presented the impl ementation procedures for a region ri de-sharing program and 
we refer the reader to those chapters for i nfonnati on on es tab l i shi ng a "thi rd­
party'' van pool marketing and/or operating o rgani zati on. Li kewise, much of 
the materi al presented here wi 11 be appl i cab 1 e to es tab l i shi ng a company car 
poo l i ng program. 

Because of the success empl oyers have had wi th van pool i ng ,  many have 
wri tten excel l ent " how-to-do-i t" van pool manual s  to "spread the good word " ,  
I n  addi ti on, the Urban Nass Transi t I nsti tute ( Mi l l er and Green, 1976 )  and the 
Envi ronmental Protection Agency ( Grey-North Adverti si ng , 1976) have prepared 
gui del i nes for setti ng up van pool systems. We have drawn on the i r  suggestions 
( and i n  many cases excerpted procedures, ti ps, and marketing i deas) from al l 
ot these manua l s. They are col l ected here to compl ete thi s  planning guide. 

ln Exhi b i t  1 1 - 1 ,  we present a fl ow di agram of the tasks i nvol ved i n  taking 
van pool i ng from a concept to a ful ly impl emented program. In Section 1 1 . 2 ,  we beg i n  
by d iscussing the i ni tia l  i nvesti gati on i nto van pool i ng i nc l ud i ng the questions 
to be asked, the " sel l i ng "  of top management, and putting together a team to 
i mpl ement the program once an affi rmati ve pol i cy dec i si on has been made. In  
Sections 11 .3  and 1 1 . 4  we di scuss two concurrent activ i ti es: 1 )  i nvesti gation 
of the fi nanc ia l  and l egal aspects of the program, and 2 )  van pool promoti on; 
and , n  Section 1 1 . :>  we di scuss matching. Al l three are i nputs to a f inal commi tment 
to van pool i ng. In  Section 11.6 we d i scuss methods of driver sel ection and 
i n  Section 1 1 . 7  actual pool formati on and route selection are presented. 
Secti on 1 1 .8  presents some recommendations on admi ni strating an on going program. 

1 1 . 2  The In it ia l  Investigation 

There are four objectives wh i ch must be accompl i shed in thi s i ni ti al phase: 
1 )  obta in ing top management support ana commitment; 2 )  establ i sh i ng the 
program goal s; 3 )  determin ing i f  there i s  suffi c i ent empl oyee i nterest to 
�roceed; and 4)  setting up the structure to i nvestigate and impl ement 
a van pool program. 

Van pool programs begi n  as an i dea, at some l evel i n  the company. I f  the 
program i s  to be impl emented, however, top management support and commi tment 
wi l l  be needed. The " sel l i ng "  of top dec i si on makers shoul d focus on company probl ems 
that van pool i ng can sol ve ,  or the general benefi ts the company can derive from 
a van pool program ( e. g. , publ i c  relati ons, energy conservati on, etc. ) .  To the 
extent that these benefits can be quanti fi ed and supported by an i ndi cation of 
empl oyee i nterest and enthusiasm, the more effective the presentation. Commit-
ment and enthusi astic support by top management i s  absol utely cr iti cal to the 
success of any van pool program. 
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In obtaining that support it is important to achieve unanimous agreement 
on the goals of the program , if it is instituted. The goals could be among 
the fo 11 owing: 

• Alleviation of traffic congestion 
• Provision of more parking spaces for employees 
• Provision of space for capital expansion 
• Compensation for lack of public transportation for employees 
• Demonstration to the community of the company's involvement in 

energy conservation and pollution control 
• Preparation for future emergency in which energy sources for 

employees' transportation again become scarce or overly expensive. 
One or two of the above will undoubtedly be a more important rationale for 
adopting a van pooling program than the others ( Grey-North Advertising, 1976). 

These goals will help determine policy decisions regarding the extent to 
which the program should be subsidized and what efforts should be made in pro­
viding van pool incentives. For example, if the company stands to save several 
thousand dollars in parking costs, some subsidy seems justified. There should 
also be policy level decisions regarding employee work schedules--schedules can 
be arranged to make van pooling more convenient. It is important that manage­
ment realizes that spot overtime will tend to undennine the van pool program, 
and late afternoon meetings will have to end on time. 

During this initial phase, enlisting top management support should receive 
top priority. At the same time, it is useful to test the level of employee 
interest. Ultimately, they are the users. At this stage, the 
concern is not to obtain firm commitments, it is rather to "test the waters" 
and help determine whether the company should pursue investigation of the pro­
gram. Department heads can informally ask employees whether or not they would 
be willing to participate. A survey may be conducted using a brief "interest 
slip" or informal inquiries might be made through employee organizations, unions, 
and/or social organizations. However, the more formal the contact the greater 
is the expectation of delivery. 

After exploring van pooling with both management and employees and receiving 
a "go ahead",  some kind of organizational structure and time table should be 
established to formally investigate and implement the program. One person is 
usually appointed as a van pool administrator. This person should be of middle­
management level or higher. In addition, it is important to involve represent­
atives from the following departments in the planning of the program: 

· Chief Executive's Office 
• Engineering 
• Transportation 
• Insurance 
• Legal 
• Office Administration 
• Public Relations 
• Personnel 
• Comptroller's Office 

These departments logically have an interest in the operation and success of the 
van pool program. Further, their experience, support, and help will be needed 
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at various points i n  the promotion and implementation of the program. For 
examp l e: 

• Legal Office: van acquisition,  insurance, taxation, potential 
l i abi l i ty .  

• Public Relations: in-house promotion, c ommunity-relations, 
incentives, benefits. 

• Accounting: keeping track of cash flow from van riders to 
vendors ( v an dealer,  service stations, etc. ) and the driver. 

· �ersonnel : arranging for preferential parking for van poolers. 
Even if the entire parking l ot is cl ose to the pl ant entrance, 
an area set aside for the vans is a highly visible expression 
of management commitment ana an effective promotional tool. 

• Payroll: for col l ecting van fares via payroll deduction, if 
that option is chosen. 

lncorporati ng these interests into the pl anning process may formally 
be done by h aving these representatives fonn an advisory committee on van 
pool imp l ementation. Thi s committee may investigate program feasibility 
and consider various alternative programs. Subcommittees may be fonned to 
address single issues such as: identification of the potential market, 
l egal issues, and financial considerations. Or it may be done informally, 
simply by keeping each of these interests wel l  informed. 

1 1 . 3  Investigating the Financial Aspects o f  the Program 

This phase of the program impl ementation is iterative--becoming more 
precise as the program takes shape. Three basic elements are involved: 
1 1  making initial cost estimates; � )  determining from these cost estimates 
and other infonnation a financing mechanism for the program; 3 )  determining 
a fare policy. 

initial Estimate of Costs. Ch apter 6 presents a detailed anal ysis of cost 
estimation from which initial cost estimates for the company can be made. 
�or  added information, see Appendix A. Once initial cost estimates are 
made, the net cost to the company can be estimated by determining how the 
program wi-1 1-be paid for--that is, which of the cost items will not be passed 
on  to the passenger, and what will be sources of revenue for the program 
other than the commuter fare? Li stea below are several methods for program 
finance: 

• � ares pay all costs 
• Fares pay all but administrative costs 
• Each van operates on break even b asis 
• Entire program operates on break even basis 

P artially financed through leasing of van to employees for 
personal use 

• rartially financed through business use of van 
P artially financed through leasing of van to community groups 

• Company pays al l costs 
· Partially funded by casual riders 

Before a policy decision is made on a secondary use of the vans, the following 
argument shou ld  be considered. Several van pool directors feel that the success 
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of their program is partly due to the "pride-of-ownership" that each of the 
drivers take in their vehicles. If the company regularly and arbitrarily takes 
the vehicle during the mid-day, that sense of ownership is gone. 

Financing Mechanism. The principal question in financing the van pool program 
is whether to lease or purchase the vans. Some cost savings and tax benefits 
can be realized if vans can be purchased outright. Few companies, however, can 
afford to tie up that much capital (even for a moderately-sized program of 8-12 
vans )  over a four-year period. Barring that option, generally the decision is 
between purchasing the vans "on credit" or leasing the vehicles. Each course of 
action has advantages and limitations. In terms of cost, however, the 
Maryland Deoartment of Transportation (1975) determined that except for the 
resa l e  value of the ven1 c 1 e  \ Which recently has ranged between $2, 000-3,000 
for a four year old vehicle) the dollar costs of the two options are about the 
same. 

The Leasing Option. One advantage of a lease arrangement is the potential 
fl exi bil i ty it offers . If the program does not "take", the company does not 
have its money tied up in vans that cannot be used and will not suffer the loss 
of reselling them. Many leases, however, are written over a 48-month period with 
a very stiff penalty imposed for breaking the lease. I f  the program is extremely 
successful and there is demand for expansion, the leased fleet can be relatively 
easily expanded on short notice to meet that demand. 

There are a variety of l ease arrangements. They may or may not include 
maintenance, insurance and licenses for the vehicle. The leases may be "open" 
or "closed". Under an open lease, the company returns the vehicle at the end of 
the lease period and the lessor has the responsibility of disposing of it. The 
closed lease requires the lessor to purchase the vehicle for an agreed amount at 
the end of the lease. Closed lease rates are lower than open leases. Some 
leasing firms offer a combination where the lessor has the option to buy the 
vehicle or pay for any damages incurred. 

Some examples of ongoing van pool lease arrangements include Montgomery 
Ward ' s  five-year open-end lease which allows for vehicles to be sold by the 
company at the end of five years or 60, 000 miles and funds used to pay off the 
remaining lease cost if any exists. Hoffman LaRoche Pharmaceuticals in Nutley, 
New Jersey, obtained vans through a lease-buy arrangement with the lease agree­
ment extending over 40 months. 

Ultimately, a decision to lease will depend on: a) availability of an 
interested, aggressive lessor; bl company cash position; c )  tax options, (e. g. , 
use of investment tax credit) ; and d) ability to dispose of vehicles at the end 
of their useful lives. 

Vehicle Purchase. The FHWA financing assistance takes away much of the risk and 
cash flow problems involved in investing in company owned vans. Under this 
provision, FHWA provides the initial capital for the vans with the provision 
that the money be repaid in four years. Allowing the full cost savings of a 
cash purchase, FHWA further will underwrite losses that might be incurred if the 
program fails. This source of financing should be strongly considered in 
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the l e ase/buy decision. 

l:.ven if such funds are not used, companies may stil 1 opt for the company­
owned van to take advantage of s avings from use of the vehicle beyond its 
depreciated life span, the tax benefits, or  to realize the savings from a wel l  
maintained van ' s  very high resal e val ue. 

Purchasing vans with company funds involves an impl icit company cost and 
risk. Financing arrangements have varied both in the amount of down payment 
and in the interest. The Reston program purchased vans with a 25 percent 
down payment and a 10 percent l o an financed over three years. Commuter cl ubs 
at Polisar, Ltd. in Sarnia, Ontario financed their van purchase with a three 
year, 1 2  percent l oan ( o n  the outstanding balance} from the Pol isar Empl oyees 
Credit Union. With an initial cost of $ 5 , 500, accumul ated charges on the van 
amounted to about $ 1 , 00U. 

If the size of the purchase is substantial or if the company regul arly 
purchases vehic les ,  a fleet package shoul d definitely be investigated. The 
3-M Company , for examp le ,  obtained its l ast group of 1975 vans at a fleet 
price of $6 ,400. Texas Instruments purchased two 1975 Ford Econoline vans 
at a fleet price of $ 7 , 200. If purchased without a fleet price these vans 
coul d cost as much as $8, 000. 

Fare Structure. There are several mechanisms for determining the amount each 
passenger wil l pay for van pool service, ranging from a fl at across-the-board 
fare to fare pol icies sensitive to individual trip l engths and the number of 
days the van services are actual ly used. The fare structure chosen wil l 
depend on the risk the finn wil l accept of taking a l os s ,  who is doing the 
accounting ( and the degree of compl exity acceptabl e } , and the extent to which 
the potential passengers are sensitive to fares. 

a) Fl at Fares. In a fl at fare system, the same rate is charged to al l 
passengers regardless of route l ength. Erving Paper Mil l s  in Vermont charges 
$ 1.UU per day for van service. The average trip l ength is about 35 mil es one­
way and the company subsidizes any deficit (the deficit is smal l since the 
s ame set of vans are used for 3 different shifts}. Corning Gl ass Works in 
New York also charges a fl at rate of $ 1 .20 ,  but each van is required to have 
a minimum route l ength of 25 mil es. The company again subsidizes the deficit. 

A fl at fare pol icy wil l be most successful where trip l engths are some­
what simil ar ( so that very short trips are not grossly overcharged ) ,  and where 
there has been a decision to directly subsidize the program. One method of 
determining the rate is as foll �s : 

l )  Determi ne annual fixed cost of program 
2 )  Estimate total annual operating costs of the program 
3) Total annual cost = ( l )  + ( 2 )  
4 )  Subtract total amount company is wil l ing to  subsidize the 

program from ( 3 )  
5 )  Esti mate total number of  passengers annual ly 
6 )  Determine annual fare by ( 4 ) / ( 5 )  

b) Route Length Fare Structure. This is by far the most common of al l 
fare structures. I t  is rel atively simp l e  to compute, but has the fl exibil ity 
to refl ect the different costs associated with different route l engths. Fares 
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tor each van are computed separately. After the route has been determined, 
the annual operating costs are added to the annual fixed costs and divided 
equally among the passengers. A sample calculation is presented below: 

1 )  Monthly Mileage = Daily Vehicle Round-Trip Mileage x 21 
days (average number of working days 
per month) ; 

2) Fixed Cost per Mile = (Annual Fixed Costs t 12)  
3) Operating Cost per Month = $0.10 x (1 ) 
4) Total Monthly Cost = (2) + (3) 
5 )  Cost per Person per Month = (4) /Number of Passengers. 

The number of passengers over which the cost is divided depends in part, on 
the driver incentive policy. Some firms , as an incentive have allowed the 
driver to keep the last one or two extra fares and computed breakeven costs 
on an 8 or 9 passenger basis (driver's fare is generally free) .  

While this type of fare is simple to administrate, two problems should 
be recognized. Breakeven costs are based generally on everyone paying , 
whether or not the service is used (a van pool in Utah failed because they 
were unable to force employees to pay for service during their vacation) .  
The fare structure also tends to discourage a route with widely spaced pick­
ups, since the riders near the destination end of the route subsidize the 
riders who board the van early. 

Two variations of this fare policy attempt to deal with these problems. 
The first calculates costs over 1 1  months only, giving regular riders one 
month of free riding (presumably partially used during vacation) .  The second 
calculates the costs for each passenger based on individual trip length. An 
example calculation is presented below: 

Total Daily Fare = Fixed Cost per Day + Operating Cost 
Fixed Cost = Daily Fixed Cost of Vehicle 

Number of Paying Passengers 
Operating Cost = Cost per Passenger Mile x Individual Trip Length 

cost per Passenger Mile = Total Vehicle Operating Cost per Day 
Sum of Individual Trip Lengths 

c)  Daily Fare Structure. Often passengers require a more flexible 
schedule than would be provided by the previous fare schedules (e.g., exec­
utives). In these cases, the type of fare system worked out by Leon Bush 
for Aerospace Corporation migh be considered. Under this scheme, approx­
imately one-third of the monthly costs are collected as a monthly subscrip­
tion fee and the remaining two-thirds cost is covered by a daily fare which 
is based on a 17-day month (compared to a 21-day month in other fare struc­
tures) .  Fares will breakeven with costs if riders average one absence per 
week. At Aerospace, when regular passengers are absent, their seats are 
available to casual riders who pay a rate which is approximately 20 percent 
higher than regular daily fares. Income from casual riders helps keep fares 
low for regular passengers and drivers are permitted to keep about 40 percent 
of these fares. Thus there is incentive for drivers and regular riders to 
find casual passengers. 

It should be remembered that any fare structure that accommodates irreg-
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ul arity is faced with fluctuating route l engths and thus imprecise estimates 
of cost. 

1 1 . 4  Promotion and Pl anning Pil ot Program 

Very early in the i nvestigation of a van pool program the initial size 
of the program must be determined. Four objectives are i nvol ved: 1 )  a 
decision must be made as to whether there wil l be a "pilot" or an al l out 
c ompany effort; 2)  the target area or areas must be identified; 3 )  the van 
pool program must be promoted and interested poolers identified; and 4 )  the 
potential poolers must be matched. The activities associated wi th the first 
three of these objectives are detail ed bel ow. Matching is di scussed in the 
fol l owing section. 

Pi 1 ot Program and Target Area. Before embarking on a company-wide effort, 
the company may want to beg i n  with a few pi l ot vans. This strategy has many 
advantages. I t  l imits the company ' s  initial financial invol vement and uses 
the first van poo l s  to sel l others. Most of the successful l arge programs 
of today started with a few (3  to 6 )  demonstration poo ls .  Such a start-up 
is strongly recommended by many van pool coordinators, who point out that a 
p i l ot is easier to administer and al l ows company "bugs" to be ironed out. 
Because the concept is new they point out that the actual operation of the 
vans and the enthusiasm of the first participants wil l result in "sel l i ng" 
a much l arger program than might otherwise have been achieved. 

If the pi l ot approach is chosen, the initial areas can be targeted in 
a number of ways. The easiest and quickest method is using the output from 
the SAIM package if it is avail able at any of the l ocal pl anning and/or 
transportation agencies or use of an FHWA density matrix. Using either Cen­
sus data or data supplied from the company , the SAIM package can give a 
rough estimate of the total potential for van pooling, based on trip l ength 
and densities. More importantly , i t  can vi sual ly l ocate those areas where 
van pool i ng has the greatest potential due to a fairly l arge number of similar 
o rigins. 

Barring the avail abil ity of SAIM or similar programs, empl oyee records 
may be consulted and sorted on the basis of community or Zip Code to determine 
c l usters of origins. I f  such a quick sorting procedure is not possible, it 
may be desireabl e to do a company-wide promotion and interest survey to develop 
a van pool data base, and then select one or two areas for initial impl ement­
ation. I f  this l atter course is chosen, promotion and survey material shoul d 
c l early state that the van pool program may not i nitial ly be imp l emented in 
the respondent' s area. 

Van Pool Promotion. Before a "sign-up" campaign or survey i s  initiated, the 
van pool program must be expl ained thoroughly and promoted to the empl oyees, 
either in the prospective target areas or company-wide. The sign-up acti v i ty 
may culmi nate the promotion. 

The fi rst formal , offic i al word that empl oyees hear about the prospective 
van pool program should have the enthusi astic endorsement of top l evel manage-
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ment. The sing l e  point emphasized by virtual ly every van pool coordinator is 
that, "Where there is top management support and contact, a van pool program 
s ho u l d  t l ourish. When this support and interest is absent or only faintly 
perceptibl e, then the typical van pool program wil l not '.;Ucceed." (Grey-North 
Advert1 s 1ng ,  1 � / b ) .  

Thi s i nitial introduction may be over the company P.A. system with the 
president, vice president or some other officer making an enthusiastic presen­
tation. Al ternatively , one of the officers may initiate a memo or l etter to 
a l l  empl oyees describing the program and making it very c l ear that the upper 
management approves of, encourages, and supports van pool participati on. A 
samp l e  l etter which may a lso  serve as a cover l etter for a questionnaire is 
presented in Exhi bit 11-2. 

A number of other methods can be used for the promotion effort. Some of 
t hem are outl ined bel ow. The mi x used by an indi vi dual company wil l depend on 
the size of the finn, nature of activity centers and organizational structure-­
Grey-North Advertising suggest some of the fol l owing : 

f>osters. Posters encouraging the van pool ing idea and hav i ng "tear-off 
pads" or sign-up sheets shoul d be posted in key empl oyee traffic areas, such as the 
company cafeteria to al l ow maximum exposure during the initial period of 
emp l oyee sign-up. 

Empl oyee Posters/Paycheck Stuffers. A simpl ified expl anation of the van 
pool idea in the fonn of a 4-page folder coul d be used by the company in a 
separate mail ing or reproduced as a paycheck stuffer to further promote the 
idea among empl oyees. 

Company Newspaper Announcements. The company newspaper can be a vi tal 
medium in communicating the val ue of van pool ing to the empl oyee. Newspaper 
ads can be placed in the company newspaper at the inception of the program 
and through-out to maintain interest. 

Loudspeaker Announcements. To further promote the van pool idea, announc­
ments exp l ai ning the program coul d be i ntroduced over the company l oudspeaker 
system. 

Oemonstration Van. A ful ly equipped demonstration van may be obtained 
from a l ocal deal er to displ ay in the company parking l ot. 

If there are companies in the area who have successful van pool programs ,  
they can probably be cal l ed on to hel p  promote the program. A lso ,  many state, 
l ocal , and regional agencies are promoting car pool ing and ride-sharing and 
they shoul d be contacted for promotional assistance. 

The key to devel oping a van pool promotion i s  the fact that van pooling 
is new. " In most cases, the empl oyee cannot i mmediately perceive the benefits 
that accrue directly to himself/herself" (Grey-North Advertising, 1976 ) .  The 
promoti on shoul d cl early expl ain how the program wil l work and spe l l  out the 
benefi ts recognizing that the potential passenger wil l be most motivated by 
personal benefits, and rel atively unmoved by company and societal benefits. 
P romotional infonnation shou l d  stress the individual savings of commuting 
costs, the convenience of door-to-door service ,  the rel axed ride, and the 
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opportun i ty  to read and socialize. In presenting these cost savings, i t  shoul d 
be recognized that most commuters consider only tt1e gasoline savings when making 
an economic decision to switch ,  not the ful l variable costs of tires and main­
tenance. 

Company incentives to the program shoul d a l so be outl ined. For examp l e ,  
Chrysl er gave a SlOU reward to the winner of  a van pool l ogo contest. 3-M 
offered a free oemonstration ride period. CONOCO a l so offers introductory 
" free rides" of 1-4 weeks. I t  has a l so arranged with the highway department 
for special l anes and reduced tol l s  for vans. 

The Van Pool Interest Survey. Once the van pool program has been expl ained to 
the empl oyees, efforts shoul d be directed toward col l ecting the names of indiv­
idual s ( either company-wide or in the pilot area) who are interested in partic­
ipating in the program. 

Before conducting the sign-up or survey , careful consideration shoul d be 
given to the kind of matching technique to be used because these surveys shoul d 
serve as input into that method. If,  for exampl e ,  a commuter matching system 
is to De used, the survey fom may provide some mechanism for the respondent to 
supply the x ,  y coordinate of h i s  origin, perhaps by l a rge grid maps placed at 
central l ocations. Many directors, however ,  suggest that this gee-coding shoul d 
be done by the program admi ni strati on to avoid mi stakes. 

I f  the matching is to be done by hand the respondent coul d be asked to 
indicate either his address, o r  the cl osest maj or intersection to his home 
( within walking distance) and his community or Zip Code or some category by 
which an initial sort r.1ay be made. 

The fol l owing data may be considered for inc l usion on the survey form: 
1 )  Name , Address, Phone ( home) 
2 )  Beginning and ending work times 
3 )  Whether or not the participant customarily puts in overtime 
4 )  How often the participant needs his car at work 
5 )  The department and/or building he/she works in 
6 )  Whether the empl oyee woul d l ike to participate as a driver, 

passenger ,  back-up driver or casual passenger. 

The survey can be distributed either to empl oyees residing in the pilot 
area or to the entire company. If specific empl oyees are targeted, a paycheck 
encl osure or the mail wou l d  be an appropriate distribution method. If the 
entire company is to be surveyed, tear-off sign up sheets may be posted in 
addition to the mail or inter-office memo. It shoul d be c l early stated that 
the information ( incl uding residential l ocation) wil l be kept confidential 
until the point of an actual organizing meeting. 

1 1 . �  Matching 

Matching can be carried out either manual ly or by computer. The Federal 
Highway Administration has recommended that if the antici pated number of matches 
is l ess than 300, a manual method wil l be easier and l ess expensive ( Mil l er and 
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Green, 1 9/6 ) .  Some car pool /van pool coordinators have also observed a reluct­
ance to respond to matchi ng-type surveys if empl oyees believe the infonnation 
( about themselves)  wi ll be sorted on computer tape. 

Computer Matching. I f  a decision is made to use computer matching, a deter­
mination must be made on how to get the home location into machine readable 
tonn ( general ly x, y co-ordinates ) .  I f  the company has a computerized employee 
data base, the computer can generate a punched data card for distribution to 
all employees, along wi th an expl anation of the van pooling program. The 
employees wi ll have access to a special ly prepared map of the metropolitan 
area marked with x, y grid l i nes, and each employee who wishes to apply as a 
passenger or driver/coordinator will be asked to fil l in the data required 
on the card, including the grid co-ordinates designating hi s place of residence, 
and return it to the Van Pool Administrator. Exhi bit 1 1-3 presents an example 
ot such a computer card. The completed data cards wi 1 1  be processed by the 
computer to generate three l ists of names :  

1 )  A company-wide list of al l interested participants sorted in 
straight alphabetical sequence. 

c )  A l ist of al l participants by starting time, grid area number, 
and alphabetical name sequence. 

J )  Lists of persons printed in groups of lU  to a set, who l ive 
with i n  grid areas designated on the map. 

While this procedure is easy, reasonably inexpensive, and fast, there are 
some problems associated with it. First, it places the burden of geo-coding 
on the employees who ( experience has shown )  frequently make mistakes. Some 
companies now simply ask the empl oyee to identify the nearest major inter­
section and then the ride-sharing staff assigns x, y co-ordinates. 

A second area of di ffi culty is the set of problems associated with the 
grid system of matching. Car pooling and van pooli ng i s  a route deviation 
type mode whose service area expands with di stance and is somewhat affected 
by the transportation system. Simply put, the service area of any ride 
sharing vehi cle looks like Figure A in Exhibit 1 1-4, not Figure B. 

l o  simply draw lists from al l those located in a particular grid i gnores 
the natural clustering of pools illustrated i n  C and D of Exhibit 1 1-4. That 
is, pick-ups can be made all along the route to work which passes through 
several corridors or, residences may fonn natural clusters astride grid bound­
aries. Final ly, such grid techniques do not recogninze the expansion of the 
potential match area with trip length. 

There are a number of computer matching packages, the most wi dely u�ed 
1eing the FHWA program. Some of them (including the FHWA second generation 
program ) �  do make some attempt to corre�t for the above problem� . I f  an):' 
of the programs exist ( i . e . ,  have been i n stalled �y loc�l plann�ng �genc1es, 
DOT or transportation authorities ), by a l l  means 1 nv�st �gat� us ing  i t: How­
ever, try to determine how many meaningless matches 1 t  1 s  li kely to g i v� . 
The chapter eval uating car pool matching programs should prove helpful i n  
making some initial evaluations of the available program (See Car Pool �anual ) .  

Manual Matchi ng. The primary advantage of the manual technique is that it 
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al lows human i nteracti on i n  the matchi ng process. By vi sually i nspecting a 
map, a coordinator can group people based on actual knowl edge of travel 
condi ti ons and "most li kely route " .  

Though several i ndi v i dual matchi ng methoas have been devi sect, most are 
variati ons of a map matching techni que where coded p i ns  are usect to locate 
prospective passengers and drivers . Based on thi s vi sual presentati on,  pool 
l i sts are formed. Sorting of work times can be done before or after the 
mapp i ng process. Some methods do not actual ly map the origi ns, rather the 
matc h i ng i s  a process of sorting by Zi p Code and/or commun i ty and then grouping 
employees somewhat i ntuitively. Such methods are not recommended for large 
numbers of respondents. 

One particular method, developed by Chrysler, i s  of particular interest 
s i nce i t  i ncorporates the "pi e-shaped" approach to pooli ng and impli c i tly 
consi ders the transportation system. The Chrysler system uses empl oyee survey 
forms and a map of the metropol i tan area marked w i th li nes s imilar to the 
spokes of a wheel, whi ch represent the major commuti ng corridors, wi th the 
pl ant at the hub of the wheel. These segments are marked i nto areas of approx­
imately ten square mi les and assigned a number. A special fi l i ng system coded 
to these numbers serves as the matc h i ng mechan i sm ( for  further deta i l  see 
Chrysler 12 , 197 � ) .  

1 1 . b  Dri ver Selecti on 

After pool i ng areas have been i denti fi ed, al l empl oyees i n  those areas 
who have i ndicated an i nterest i n  becoming dri vers/coordinators should be 
screened. The selection of good, respons ible, enthusi astic van pool drivers 
i s  extremely i1nportant to the success of the program, after the program i s  
implemented, s i nce the driver becomes the pivotal force i n  terms of ma i ntai n i ng 
the enthusiasm of tne van r iders and the effi ci ency of the operation. In most 
cases, dri vers not only 0perate the vans, but provide most of the management 
o f  the serv ice  as well. 

Uriver Respons ib i l i ti es. The drivers' responsi b i li ties  i nclude: 

Organizing the van pool from the l i st of prospective parti c i pants 
or  trom other employees he can i nterest. 

Keeping the l evel of van occupancy at or above the break even 
l oad ( 9-10 ) .  

Dri v i ng the van to and from the place o f  work, mainta i n i ng da i l y ,  
rel i able, on-time passenger service. 

Arranging for proper servi ce, mai ntenance and cleaning  of the 
van as needed. 

Prov i d i ng adequate overnight park i ng of the van that wi ll i nsure 
i ts safety and i ts rel i ab i l i ty i n  the event of severe weather. 

Col lect and di spense fares to the appropriate department of the i r  
company ( unless the company chooses to have the r i ders pay 
the i r  fares di rectly to the company).  

Keep a record of  the van  pool' s operati ons, such as mi l eage for 
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commuting, business and personal use and number of passengers 
each week. 

Help select and train a back-up driver. 

It is very important that these, and any other responsibilities the com­
pany wants the driver to assume be clearly spelled out. Most firms have their 
drivers sign an agreement that outl i_nes both the duties of the driver and the 
commitments of the company. A sample agreement developed by the Mass Pool 
program is presented in Exhibit 11-5. 

In outlining the responsibilities of the van pool coordinator/driver, it 
is important to remember that it should not interfere with this employee's 
basic functions. The paperwork burdens on the individual should be kept to a 
minimum. 

Driver Incentives. In return for the services performed, most programs provide 
some or all of the following benefits to the driver. 

A free ride to and from work. 
Monetary incentive of allowing him to keep the fares of the extra 

passengers, which can potentially total about $100 per month 
(if the van is running at full capacity). 

Personal use of the van after working hours, on a mileage cost 
basis, generally $0.07 or $0.08 per mile. 

Option for buying the van, when it is retired from the fleet. 

Driver Selection Criteria. The potential drivers are general l y  asked to submit 
an application which provides infonnation on their driving record, attendance 
and mechanical aptitude. Recommendations may be obtained from supervisors 
concerning the employee 's dependability , ability to get along with others and 
to ass1.111e responsibility. 

Two or three different qualities are being sought for in a successful driver. 
First, the driver must be a safe driver (with a record to back it up). He must 
be dependable (come to work on time and keep a schedule, etc. No creative, but 
erratic geniuses! ) and very important, he must be a "hustler"--be able to find 
and keep passengers. In looking for these qualities (especially the latter), 
it is important for the interviewer to understand personal motivations. As one 
manual put it, "a person who wants to drive a van only for the personal use or 
extra income without showing a genuine interest in the success of the operation 
may not be the best choice for a driver" (Mil 1 er and Green #2, 1976). 

A number of formal sets of criteria have been established for driver 
selection. A composite is pfesented below: 

The candidate's geographical location in relation to possible 
passengers. 

His driving record (obtained from the State Department of Motor 
Vehicles). 

Recommendation of his supervisor (to determine whether the pos­
ition of Pool Coordinator will interfere with his work and 
whether he can handle the responsibility). 
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Fac i l ities for keeping the van at his home ( electrical outl et  
for the engine bl ock heater i s  required by General Mil l s  in 
Mi nnesota) : a garage is preferred. 

A good work attendance record is essential . It is necessary , 
therefore, to sel ect an individual whose job does not invol ve 
a great deal of trave l .  

1 1 . 7  Poo l  Fonnation - Route Sel ection 

Forming the Poo l .  Once the driver for each van pool area has been sel ected, 
he shoul d be given the l ist of employees who have indicated that they woul d 
be interested in van pooling in  the driver' s pool area. The driver shoul d 
get in touch with each to get a final commitment from those willing to join 
the pool . One suggestion ( Mass Pool , 1976)  is to hol d a van pool coffee­
break where the potenti al passengers have a chance to meet one another, dis­
cu s s  their compatibility, route and schedules before a final commitment. 

Route Selection. Once a pool has been fonned,  a route needs to be mapped 
out that minimizes time and cost to the passenger. Two rul es-of-thumb need 
to be borne in mind. The first is that the difference between the total 
route aistance and the distance from the first pick-up shoul d be between 
one-fourth and one-third the direct distance of the first passenger. The 
second is the utility measure developed by 3-M. I t  is suggested that the 
ratio 

shoul d not exceed 1.  

Pick-up Time ( min)  
Line H aul Time (min) 

Koutes that ao not meet tnis criteria can be brought into line by asking 
some of the passengers who require rather l ong devi ations ( in time or di stance) 
to meet the van at designated points. 

Once a good route has been sel ected, the driver ( along with the program 
c oordinator) shoul d drive the route to determine the exact mil e age and pick-up 
times. This mileage then becomes the Dasis for the passenger fares. 

Wilen the van is in actual operation, the driver may find it t1el pful to 
assign a particul ar seating arrangement whicl1 facilitates l o ading and unl oading. 

V an Pool Information Meeting. One or two weeks before the vans are actual ly 
schedul ed to arrive ,  the van pool shoul d be cal led together where the fare 
schedul e ,  route, pick-up times ,  ana " rul es" can be presented and discussed. 

During this meeting, the responsib i li ties of the driver, passenger and 
company shoul d be c l early spel l ed out. P articularly important is an expl anation 
regarding the method of col l ecting passenger fares. The fare shoul d be given 
and the method of computation presented. The passengers shoul d al so understand 
that they are payi ng for their space in the van in advance, i n  essence a reserved 
seat ( unless otherwise detenni ,,ed by the company ) .  



The necessi ty of promptness shoul d be stressed, and at thi s time a "wait" 
time st1oul d be agreed on--general ly two to three mi nutes. If the passenger 
has not boarded the van by this time , the driver goes on to the next stop. It 
woul d al so be helpful to establish a communications system to al ert a driver 
to ski p a passenger ( e. g. , when he/she is si ck ) .  That passenger might cal l 
the passenger just preceedi ng him to alert the driver. Other "rul es of riding" 
mi ght be agreed upon at this time regarding smok i ng ,  pol icies on the radio, 
heat, etc. , and arrival time ( i t  may be wi se to pl an on arri ving 5 to 10  min­
utes early to al l ow for unforeseen circumstances). 

The van pool route shoul d be described, and suggestions encouraged since 
the passengers may know drivi ng conditions and possi ble alternate routes not 
immediately obvious to the driver. 

Some companies during this meeting final ize the passenger commi tment 
by asking participants to sign a memorandum of agreement after the above 
presentation has been made. rlowever, such an agreement sf1oul d be careful ly 
tail ored to the individual companies' needs by the firm's l egal staff. 

1 1 .8  Ongoi ng Administration 

Once a van pool program i s  instal l ed there are only three activ i ties 
which require regul ar staff attention: 1 )  program accounting; 2 )  vehic le  
maintenance;  and 3 )  keeping the vans ful l .  A l arge portion of these activ­
ities may be borne by the driver if the company chooses. I n  that case the 
fi nancial and programatic successof van pool ing wi l l  depend heavily on the 
drivers. Incentives wil l have to be sufficient to motivate him/her to bear 
that kind of responsi bil i ty. 8e l ow we desc ribe some al ternatives for 
handling each of these acti vities. 

Accounting. An efficient system for handling fare col l ecti on and cost 
reimbursments wil l have to be established. Nearly al l coordinators recom­
mend some form of monthly pre-payment. I t  can be col l ected by means of a 
payrol l deduction which is handled automati cal ly in the company ' s  payrol l 
process, or fares may be col l ected by the driver with the driver receiving 
a monthly bi l l  for the fixed and operating costs of the van. 

Cost reimbursement procedures wil l depend on the mai ntenance pl an of 
the company. In some companies, the driver is completely responsi bl e for 
maintaining the pool vehic l e. He keeps very detailed records of the main­
tenance work, as we l l  as the mil eage which i s  a sensitive barometer of the 
vans' condi tion ( see Exhibit 1 1-6 ) .  Mai ntenance expenses are either bil l ed 
to the company or deducted by the driver from his fare col l ecti ons. Records 
shoul d be monitored by a van pool coordinator. Al ternativel y ,  many companies 
which have l eased vehic les  have also purchased a maintenance package which 
makes the vehicl e  deal er responsi bl e for regular maintenance. The cost of 
the service is part of the l ease cost which is bil l ed to the firm on a monthly 
basis. Incidental costs which are best handled by the driver are then reim­
bursed to the driver from the dealer v i a  the company. Commuter-Computer i n  
Los Angel es, issues its drivers credit cards which may be used for some main-
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tenance and are automatically billed to the l essor. 

Costs associated with personal use of the van can be determined from 
mileage records and bil led to the drivers. 

Maintenance. One of the "selling" points of van pooling is reliability. 
Reliability depends on a systematic maintenance program. I f  the company 
a l ready mainta ins  a fleet of business vehi cles the vans can be included in 
the existing fl eet management plan--with regular maintenance done during 
the day at the plant site. Some leasing finns also offer regul ar on-site 
maintenance visits. I f  a vehicle is in serious need of repai r a back-up 
van is brought in during the day and substituted with l ittle inconvenience 
to the passengers or driver. Alternatively, the driver may handle a l l  
maintenance. If this course i s  chosen--a policy will have to be estab­
l ished on time-off for getting the van to and from the garage. Mainten­
ance standards will have to be clearly stated and if the program is large, 
back-up vans will probably have to be purchased. 3-M and Knoxville records 
indicate that a ratio of about 1 back-up to 20-25 vehi cles is appropriate. 

Pool Maintenance. Pools, once fonned are extremely stable. There are 
occasional drop-outs, however, and replacing them is a responsibility most 
easily assumed by the driver--since he or she generally has an economic 
incentive to maintain a full van. Matching records should be maintained. 
New employees may be given an opportunity to become part of a van pool by 
filling out a match . form when he or she begins work. As suffi cient numbers 
of people in an area express an interest in van pooling, new pools may be 
formed. 
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Exhi b i t  l l - l  

Sters I n vo l ved i n  Impl eMent i nn  Comnany Sponsored 
V a n  Pool  Pro0rams 

Promotion and Survey 

Driver Selection 

Initial lnvHtiption 

Identification of 
Company Goals 

THt of ElllployN 
lntet'Nt 

PTeliminary COIM'litment 

by Top M■nagement 

011-Geittt lloftitOfing 
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Investigation of Legal 
Requirements 

Vehicle Aquisition 

Establish Accounting 
Procedures 



(>.hlhit 1 1 -7 

Memorandum 

To, 

F'ro:n: 

(IS."C'UC" date of me.mo) 

All Fnployces 

(Prttsident nf the Cornp.iny, Ndfflc .:md Title) 

SubJCCt: I:itroduci:.ion to Commuter V,""inpooling l'rogram 

!n .-rn effo:-: to lower c:-orrnuti:-::g costs for our employees, to reduce high"-• ay congestion 
ar.tl to con!;O?'ve fuel, (conr,any na.-:,e) i11: o!fcring a conn-.utor vanpooling program in 
a:-eas . ..,he:-e there i,.: sufficient. interest. (Comp.1ny ndt.1�) plans to (purchase or 
lc,Jst>) twclvc-past:enqf,'!r dclt�xe vans and make Lhen available t.o our employees who will 
pay monthly fa:res calculat.ed to cover the cost o: the vans and their operations. 

I f  you are interested i n  pru-ticipatinq either ,i s a van rider or driver, we've enclosed 
a V.:rnpool Interc!.t Survey for you to cor.iplete ane return to the Vanpooling Administra­
Lor (administrat:or's na.-r,,e) . Sor.ti.! o! the advar.tages of riding in a van inc::lude lower 
cost and wear and tc,1r on your Ot<.--n autor.tobila, and a r.iore pleasant cornr.iuting trip with 
tirr.c t.o socialize, read or ju�t relax. 

Exacl. vanpool fares have not been set. They ,.,,, 111 depend on the costs of the vans and 
the distance you travel, but you can !ic;ure on the following approxinate rxrnthly costs: 

YOU!" cr-.e-way mlleaqo to · ... 'Ork 1\pproxima te Monthly Pare 

1 0  $28. 00 
20 $31.00 
30 $35.00 
40 $39,00 
so $43.00 

If rou ar� jntercr.tt1d in bcco:-ning a var.pool driver there are m.1.ny advari.tnge� .1vailable 
01s -• ell as so�.c new :-c5;::onsibilit.ies. Van driver5 ...,ill have a �ree com,u�c to ""'°rk., 
r-.Qrsonal use o: t.he van at �ir:i:,,3} ccs1. ar.C: t.hu po�aibilit.y o� bonus fare� for keeping 
t re van �i..:. l l .  !nd ica. te your in tere:st in driving on the enc lose.d CJUi:2Stionnairo and you 
,.,: U be c:in�id<?:-ed !or st'lect.ion if you CO:'"te tron:.. dn area where ot:'l.ers are interest.ad 
; n  v.1n;_:ool1no, if yo•J �av� n c;ood C..:-ivir.g =ccorC., a g-ood attenda�ce record, and can 
accept t.l". c respon!libilities o� orga:--..izing and running a vanpool .  

�c expect. t o  b�in the va:lpoo1 pr�a.-n i n  (;uor.th and year) and hope to receive an 
Pr.thu9i.l.s�ic respont;.e to t.his qucstionn�i!:"e. Plea�c turn in your questionnaii:e to 
(.·�am(' of" c1dr1i11istr.at:or .:ind Joca:ion) by (date).  You can reach (hi.m/her) at (phone 
nu::tb, . .-r) if you have any question&. 

_,LAtrn O('l"T 

cxh,:iit 1 1 - 3  

Compu :eri zed Ma tcl,j_n9. Pr�Y!'}_!c 
[� OY!'f' : n t.r res l. RCSf!2_r._5£_CAr_d 

soc sec Ne- INl [ G 

MOAI Z: V[ln 

CHRYSLER 
COMMUTER 
VAN POOL 

Ouver /Coo,d1noto, 
YES o, NO 0 

GRID 
LOCATION

._,,
....,,.....�......,,.

' 

ci' a  
0 0  PROGRAM 

START TIME: c__,,........---.,r---'--n-.. �
-:r

-

Home Phone 

DAT'E: _ __ _  _ 

ftrlf 3 Digits 

Loil 4 Oigiu 

SIGNATUM:, _________ _ 

" 
Ii 

t • • • • t . . . .. .:. !:.�,--- "' · .. • •  .... •l"•�•-·"" .... ........ �.............................. 
-- · 

n n 

" ii 

Source: c•·rys ler :orpora t ion •l ( l q75). 
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S1mplo form 

Vanpool Driver/Coordinator 
Cooper�tive J�gree

_m�nt 
':�is Ma·ucncnt bPl..,'t"rn t!:r Uri..,c-r/C".oon!in,.-.tor ... �,u• siqniltUrP app1urs helow and 
(.:0n;::um1 � ,r.r). hercin<'lf"..cr c.:il Jed �he ·<:f'lrnpc'\r.y".  r,ha.l l bcco:r.e cCfr-i .:tiv(" on erie date 
lt i.r. ac.·cti pt.-.,":. l:y tb1 C:nr1p:1r.y, .u:, i.•v,�cnc,id by t:ho r,.1g:iai::.urc of its nt.:.t.hnri:Lu.::! 1:c-pre­
r."1� t.:1t;:iv1.: .1:, �hf! cp.i=e r.rovidcd b!'Lo·• !"or rhis purpose . 

Fer -:.t-r µur-rose o!' forT"'li:1rJ :,,�d opcrat.i:-.1J .l vanpool wit:'1 r1. min:rnu:r. o� niru:.• (9) pas�on­
c:-�rs, th .. · ('"nnr�rny ll(lrP.P.S �o f·.1rntr,h the "J.Kn of ,.i \ il-pa�sen<;c.r van, to .:.�i'.dGt in form­
i.thJ .in, 1 :r,;,1int.1in.1:-1n 1..he ..,.�inpool ar:l �.o rcr.dcr :;; ·.;c:h f'lt::er rc.iso�al,le ass:sU, :t::-1'! as r'll<ly 
l>4,." crq·.1:.rcd fo� t.ht- !1:r.ct.lcr.i:a<, of t�e v,1r.;,no:. 'r.lc Crivcrr/C-oorc!inator -..,u1 be the 
�ri:r.ary rl.r1.ver of t:'1� van d·,n:-inq the term of th.1.s f,greenent. 

'11:o Dri·-1cr/f'no.r<lin<1Lur ac;r..:ns to t"¢ cespor.:..i?'llc !or the !0Uowin9 l.!'. conr,ection wlth 
ttw Of..Ct,.1,t\cn cf �he v.an ,,.1,1";.siqnP.<! to r.:i., or her: 

Obtain And :raini:....:tin a valid �•tatc OrivAr'i:. license for operatinq the van. 

C?"ive the va:-i lo and Cron l:is/hcr �-or?-)ny lcca.uon ar.d PlCk up and c!ellver the 

c-:.her Cnnpa.ny c:rvloyccx "''ho pay to ride "'"ith �i:'l'l./her. 

l<P,cp the �ai:;servJf!r poo1 !c=- the va:1 .:it. or .-:i.bovu tl'.e ir.inti,,t.r:i of r.in-1 (9) ?a.Ying pas­
se�qcrg, but not s:.o cxc..-cd .:i rt.axir.n:cr. of eleven such p.a.asenqers. 

� Operate t!-:e var. on a p;,tncbnl �cheC·Jl� l\nd according to fl route 4pprovad by t.he Com­
par.y. 

� :..TTar.qfl: fc!" service d:-:.d Ni:.tenance in ,i1ccordaneu "'' i th the schedule- prcocribed in 
't-:0-:c vnhlcle 's :r.:dr.ter.ancc- t-.:'.lm.1&! .  C:bt.:i.ir. fuel fo:=- t.i�c van a:id clean the ve�iele 
ir . .5i..<lo and o:.1t a� needod. 

c, -:-ra:.:-i tn:!fic1er.t :!a.c�ur Cri•.1cr,; :.o :.:'\S'J.r� Ca.ily opera�ion of th1.: va.r-. .ar.d rc:r.□burSI!!! 
the BJ.ckup driver fer tJ·.e usual <!river bcr.cfj ls fnr the dayi; the Ba.ck,..ip c1river op­
erates the vanpool.  

7 Supp!y a SP�uru ?ldce !or "'at. 'ho:nP. .. rarking of t�c van, r,:refe:-ably :in .:i lock.cc:!. gar­
age. 

>.:-rarme .:llte:-n,;itive tr.ir.srcn:.�,uon for r11ssc:1q�rs to ar.d fron tl.c Cons()ll:1y in the 
c-vi..::t. the vnn is r.ot 01-e:-;1�lc rluc cc ncch<H'li.:aJ fai�urc:li n:- ot..""'let sinil.H· er.1er9t1n­
cies. 

9 l".P.ef .u record , �.,)t.is:'"..acro:-y to t.he Coo:,�ny, o� thtt cpcr,H.iori, txpensc or.d incooe of 
:he van. 

1 �  .'-1,,i�:Jin ..i li.�t: of all p,tH-:l'ie!'l(JU:-� .=i:1U AJ t.b'.!:'" hill <.1!"td c.:oltcct f':o:n. pa.�so:-19ers by 
tt-.C? flrs1. d£J.y o� ea::l". Mr::ir:.h c..l-� ,:,pr=-ovcc! ��re� ur-.� Cepo�i.t tl-..c non.1es a:. S?ecified 
t.--; :t-.e Conpany, o:- �ut.:rit a Sl•J:-ic:1 li!:t. fo:- nor,tJ,:y ?a;y:oll dP.(!:•Jcc.1.om;. ,U specifled 
Ly t�C �o:r- ?any. 

SaimpJ@ F-o,m 

Cooperative Agreement 

(con_tinued) _ _  _ 
T.".1C. l\(;r-c1>mc.-nt may !.>c t.m.:rnin..iterl Ly cir.tcr pil?"ty or. thirty (JU) day,; ,,.·rittcn noti.cd 
-:°!('\tvcrcd to the other ;1.-irty i:t peroo:i.� hy t.ctpqra.� or Dy r..&:i.l. Ir. �<!Cicton, it will 
t.��in,H.� .:a-:.&:.onatic:oill.y o:-: (a) t.emin.:itio:, o! �tic Oriver/Coo:-rl1.n.s�o:-'s c:n-.ploy:,,ent with 
-:.�i'l co�pa.:1y, (bl 1011:; };y the DrivP.1'/Coordinator of the rc:._i\.u:-ed .Gtate d.r1ver' s lic(!nse 

or (c) l;nt11::h by t.�o Drivu:-/Coordir.�tc:r cf '..bl! �eri,14 of ltd.Iii ;,g�e�ment. 

A.c.-c:f'ptcU : 
{Cc>r.t;;unY" NJme} 

B 

D.--ite 

Ct iv0r /CO-c?"dinator 

Aqrccment t.o 5erva as Bac�;up nrivor 

I have received a cor;y o� t�P. abov@ Var.?()01 Drivcr/Coo:dinn:or Coo�rative A9ree:nent, 
�ave re.a.d �� ar.d .111Q'rcc t.o b1.: bound by it..o !.cr.ns i.n servi n<j i.1,::i: !lack.up driver to the 
above Driv'1r/Coordin/Jto::-. I understand U1,.1,t h�c-ach o� .ouch terms .,..ill rcs1:lt in auto­
ri.:L':k tt>"rmtn.ition or ny right t.o serve as 8.ic,(u? driver. 

tilgr.aturc Com:rcncl!mPnt Date Tc:-nina�io:i. o�te 



Sample Form 

Cooperative Agreement 

(continued) 
·:�:le Co:n.:;)c'.lny aqrees to rcimb.1rse t'.'le nrivP.:-/Coo.rdinator for his or her out-of-pocket ex� 
pen:c:es in the oper.ation of th""' van to an� from •,rork al.onq tl-;e prescribed rc·Jtc. The 

Cor.ipany also a-:p:ce!::i that. the Driver/C,.:iordi.rh).tor r:'la.y ride freP. to and from "''or}!; daily 
1:11:1tl r(?tAin .=iny :t1:1rl:, rcce:ivi.:-d from passen9ers: in cxcc:;s of �he rl!quired ml:"li.rr,WI\ of 
t'. i.:"i e  (9) p�sse:1qcr:, an<l that he er ::;he !':'lay o:,c the vC?hicle tlurin(J oEf hours at a rcn-:.al 
rate· cf _ _ CP.:tt.s JJ('!" milP. -:-.n be hasc<.l on ':.he actual costs .ir,currcd by the Co:rr.pa:,y in­
cluUin(), but r-.ot necessaril}' U:r.itt:?d to gas, oil ar.d ma1:i.t.enance. ':'he ::::orr.r,a:1y t.1lso agrees 
-:.:-:..'.lt. ,.:,e Dr�vt"�/Cooniinator ma�• n;ike the vehicl e avn i lablc fo:- 'L.:.5e by the Backu9 clrivei-, 
al':i ii!'. incentiv4:' to the H�'1c)l;up �!river, .:it the above rat.e ar.d ur.der the:? sa:r.e tcr:TL!::i as appli­
cable to the D1·iver/Coor:�inat.or as se� forth herein. Tt.e Buck1.:p driver mu st �inc.ain 
rcq1.1 i.::cC St�'\tC driver's 1 icen�P. for Cr iv ir.g �he van. T:1e Company rcserve5 t'.'1e sole r iq-ht 
to <lcciJc if the off-�ur use of tJ:e vehicle is propP.r ;ind does not beco!l'.e exces:i::ive as 
to �we of use of rnil�;1ge-. 

It is a.qreP.d tMt t:r.e 10110....,i..ng regulations apply to th� operation of the van: 

Oj_)erat:ion of tl'.e 1.1:-tit is permitted only by the- Driver/Coordinator .1.nd Backup d:rtvers 
and by the £:pouse of eitter of them, if properly licensed. Only u�der emcrgMcy 
co:lditions 1,.•ill a:1y ot.l'.er pP-rson be- permitted to operat.e �he ve'."!.iclc. In this con­
nP.c-;�o:-i1 ir. the .'.11:sc:-tCC of both the Vriver/r'.o-:>rdi.n.:it.or ar.d t!te Backup driver, ;1ny 
corr:par.y employP.P. t.ha�- is a r.1 cnbcr of Lhc vanpool may o;-,er<1te the V.'.l:l for pickup (Ind 
d..:ilive-�·y of µassenqers tc, ar.:d frorn wcrk �f. he or she i::. authorized to do so by the 
Drlve::-/Coord!..n-11:.or and is r.,ropcrly licensed. 

n�c vehicle i.s to carry no passengers to anO frv:n the Cor.1.pa.ny !"acilities, other 
than co:r.::.iar.y employees . 

. 1 In the ..-::-"Se of :--,crsonal use, the c�r=yinq of fld.S5C-!'lge�·s ot'.'ler than Compb:ny employ­
ees a:-td r:H."'l"lbcrs· of the it.\l':'ledi,3-te hm.:.s.chold of eic.he=- the Dn.vcr/Coordinato,: Ot" the 
3,.,c;kup driver is not. a.llo,...ed ·..iitho'J.t p�ior ,.."'l"1tt.en per-rni!.sior. of the Company. 

� ':"he vehicle is not -.:.c �e u�cd for a tri;> beyond a one-f'.u:i.dred (100) mile radius of 
the Drivcr/coo:::-Cin,;1,::.or 's '.!'\or."l..:i wit:'lou-:. specific a<lva:1.ce 1,.•::-i�tef'. ap_i;;roval from tt-.e 
Co:r.pany . 

5 ':''r.� ve
'."tiClt:! is not -.:.o bf> used. to c�\rry passengers or freicJht ::'er hire ,  for ride 

:;.1-,ilrinq or .?.ny other p,ir;x::se ir.vol,..i:19 pay for transportation, o':.'.'"l.er tr.an the spe­
cific- i1t1r;�os<" of t!"le 2utnfJ..tl<'.-' v.a:,pool pro<:;r..ur.. 

Rep?.ir  ',,/Gr,;. -..,:.. 1 1  be done or.:ly hy t.hof",P. persons approved by the Cornpa.ny. All rcpai.r 
• . .  ;or:", except �r.: er..e�q�ncy s.:. tua tion::;, ;r.u:::;t h-"'-'e prior u.pprova l of the Con-.pa:-iy. 

Ac:--(':<=::sGr.:.c'.�, ir.:::lu<li:-ig .=ip:;:,!C;ara:ice itt:r:is, or ajditional ir.quipf':'ICt.lt will not be aC:ded 
r.r :-i-mo;.•,.? d ·.,;it'.:'.OU'-" p:-to:- ar;prcvul of �he- Company. 

n u:-se of" t:he vc!'.ich.• to pull trai lAr!l )!I not al lowe<'! . No trailer !1itchcs, tcr.iporacy 
er perm.anent., arc �.o bP. at.tac:,ed !;.O the unit. 

':"he ve:,icle is nc-:-. t.o b� used 1or ar. y  puq:ose rP.quirin<} the rcr.1oval of ilny seats. 

(continued) 
l� 'f'::c ·�·chic le i s -:-o be driven or.ly on h .. ::i.n.! surfaced puhlic streets �,:-i-l :1i9:11,:a')"S a� 

�;::��,:���::��l�r 
.
}:�

e

;:e����
s 0�•�;r�:;�

c

�·!�!: =�: !:,..:�� • t�r 

b
�n c:�;e:t�;; ���::; :�:�

s, 

1,,,·G·.:1'1 exposP. t�.,:; vch"icle to \;..:l!':�fe condit.ions. 

11 '::1L· •:c\�:..c-le .is :1c-t tc 1::c.- C.riven over briCr3cs ro�tc<l Lo allo•,,1 v,c,l'.ictes •,..•eighing 

l'"):�1:.1 -1 tons or l�ss. 

l? T.:c c:-�vc::-/r.-oo=di,.ator is re:;por.:sible for �•:-o:-r,ptly reporti:'l.g any accident 5r.volving 

:-.-<·d:.:•; ir.1ury c::- 1; rcpcrly ;.la!"' ... HJC ,  such reporting .:.s to be in a�corclar.ce ·.,•ith the 

;· roc•..:·lu::-cs c·.1.t.:. �r.c� it� tt1L· cc:n:1ar.y • $ :HltO .;(:'cid�n'::. Info1--;'r . .l tier, K.i -.;., • ..,'..'"l.tch : s to be 

i;·; �he 9lov'-' ,::owr:jrl�cn:. of ti;,; ur. :it  at a l l  times. 

,1 Suc:'l :·cport.1nq :s also to ir:clujc i.niu�·y 'to a passer.13er ir. t�ic van e-vcn tho�gh 
:--10 ot:'!er pn�ty is ir.vo:,..ed. {This wo·,:.l:i include such cases .is .a rcrso:-i falling 
.:.:-isiCe the vehicle o� i:"!.Jurir:(_; ::i:r.G:clf or her-self ,,,.- h:..le cntc.:in9 or aligl:linq 
fror:i t!"ce -�·el'.icle.) 

h ':'he Orivcr/Coor<lirH1.tcr .._,ill be- rc-spo:-isi!)l e for completir19 ar�ll ::"ilir:9 al l  appro­
r,d.:i.te nc-.:.or ._,chi:.:lc ,1::-cit?cnt reports as •..,rell  �s ti':e Cor.i;_,any auto:nobil(' acclt'!ent 
:-1.!ports. 

1:1 t.hc· case- o� a:,y �:-1,-:. each c1cci<lent durinq persot'.al use- �[ the v3a i!'l ·..rhich 
::.,,:r.;;.qP. -:-o the· v�:1 ls !'in!'itr.fr.eC:, the :)nver/Coord.ir . .i�or or Bd.ci,;...;.p driver T'"l',lSt 
p�y r.h� Compa:-iy ·up to a r.axm,u:i t::f {the Cor.ip .. 11�:.,- ::-ol.Us}on aeat�ct ibh:;o, :·: a.-iy) 
for repairs ln c·cvc-r t:u.: ded:1.;.,.-�it:lc ar.:io�r�t "J.1�:ie:· thP. v,1.:-t i:-ts1.:ran::-e. 

D Sa!"� cou:tcou� drivi,:g l'.abits, co,:::;i:,tcnt ,..,ith :::ol"lpl etP. ohse=-·Jance of �,1 1  :.raffic 
rcq:1l�tions is of the uu�o::;l ir1i

:l0rta:1cc-. A:)}"" �it..:'lt;.on rE!s;.:ltinq trom a r.t0Vin9 
tr.l:'.":'ic vi.olat.ion -....!ll.lP. C:r-ivinq -:-.hP. van ::c: t.he re!::ipO:-t::iihility of the :;i:-iver/Coor­
din..itO}' an<1./or Hackop ��-ivei·. , .. :-,.e nriver/:::c::o!'<�i:"!.at.c::r ar:d/or Buckup �h·iver agrees 

to :r:cpo�t to t:!'.e Compa:-ty ..i.:1y ci.�a.t.ion resn:t.ir.:'.J tru:r, .:& novi,:g tr.a.:�ic '.'i�lat.ion, 
•,.;;'.e t.her C{..�it.t.ed w:lile <.?riving: tl:c va:\ or any :::-thcr vt:,hicle. 

14 :'he Cor.ip..i.ny, ut it:3 ::;..-::le c:ritioi:, :ray di&!;Olvi.:- any vc.: 1pc;o; •.-;:·:ic":� :� 1:r,at-:le to m...,in­
tain t.ht! :rini...:n'Jt:'l nu.."!U)(':.· of nine pay.ir.g pa!;.scngers ar.-C./or whi.-::;0:"": .:.s uper...i'::.i:\q u:r.ec-
0:10.mica ll y. 

JS 'r'h� f;ires d1J.1r3cd ra:i::senqer::; ,,:ill h•- r-eriodic.=!?ly n,view""d by t.!"".e Cur:ir��ny �,�d in­
cre,-ised or decrease..-! c-o:-tsist:ent ·.;itJ1 t.!"!P. c:-ost of operuti.on. 

16 Th e Dr"ivP.r/Co-Grdii�ato:.· is respo1--.si.t:lc f.o.r rq.:-ortin,;:;- t!".e extra "incoMc rccc\.v,:,i:l hom 
,any pa:,ser.gei·s ovt?:r- the rnitii:ru1in o( nin<� on his or- her rtatc ar.d Fc-Jcr,"\l ;,�<-ui.lC 'Tax 
returns. 
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Sample Form 

Vanpool Daily log 
,lont:1 

Vanl'-.'lool Expense Report 

BoP.qi:-t�H.q 
mi.le.:iqt? 

�: m! i n9 Tot.a: ComrfJ'.lt.� 
:nilF..=i.gr: }r. i l,P. !:;  ni.l�s 
. 

-
- - - - -- , - - -- -, 

V(•'.-t'.clc opc-rat i::(J cxpc�s.c::: 
( i tC:'l'i?.c an�J a"..tac-�'. !'CC("'..ptr.) _ _ __ _ _ 
1, 

L�r Ive! c0,ndi!':,) t'<"ff 
-·- - -- --

rc-r:::onal 
r.li l,es 

P.Jcil:up 
�oP.:-s-..)c1al 
nile'; 

J 
- -, -

C?, aMOU1'.t 

:::;,1!;-- Cjl-- pc.i,l ;\r�,4. b)1l.ee'! 
9.,dJor•· <:JtlL't:; di:(• (;••i•j�!· <-'<ir:rpnnv 

] _ __ _ _ __ __J..... _ ____, 

_ _ _ _ _ _ ____,____ _[._ _ _ _ I-- -- · 

I 
_ _______._________,__ L.___  __ l _ __ _ . 

-l-----+- �- -1 

- - - -- -- - -- -

i:.,t.t,- :">ut·m 1.tted 
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Van Pooling 
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Appendix A 

Van Pool Costs 

Despite the fact that van pooli ng i s  a relat i vely new mode, there are 
many reports on the costs i nvolved. We have based our costs on a synthesi s 
of these previous stud i es .  

There are two types o f  van pools: single employer, and multi -employer .  
The costs vary for the two types because of  di fferences in  i nsurance rates 
and admi nistrative costs. 

The costs presented i n  this Append ix  are not the total costs of the 
mode ,  but rather the costs that a re typically used to determine fares, 
The di fference is that the total promotional and program mai ntenance costs are 
not i ncluded i n  the fare for any van pool program i n  the country. For 
further explanation see administration costs i n  thi s Append i x ,  and program 
costs i n  the Van Pool Chapter 6 .  

Labor ( Driver ) .  Van pools typ i cally are run by large companies and the 
dri ver i s  usually a commuting employee who gets a free fare and personal 
use of the van at a nomi nal cost i n  turn for dri vi n� .  He may 
also get the fares of the ninth and tenth passengers. However ,  as this does 
not affect the costs that are used to determine fares, we wi l l  use a zero 
labor cost. 

Fuel . Van pool programs are reporting mileage of around 10 m. p . g .  ( Pratsc h ,  
1975 and 1976 )  At $0.60/gal ( 1 975  gasoline pri ce ) that amounts to $0 . 06/VM. 

Mai ntenance Costs 

The CONOCO Van Program has developed a ma i ntenance program wi th 
associate costs for the i r  vans whi ch i s  shown i n  Exhibit  A-1 ( CBNOCO, 1976 ) .  
Some of the mai ntenance costs occur wi th a g i ven mi leage and some occur 
after a fixed ti me .  The variable costs are $ . 012 per mile traveled and the 
yearly fixed cost are $95 .00. The costs per mile for di fferent da ily round 
tri p lengths a re shown i n  Exhibi t A-4. 

Insurance . It is  d iffi cul t to come up with an average i nsurance cost, as  
i nsurctnce compan ies are just begi nning to deal wi th a van pool veh icle as 
d i fferent from a pri vately-owned and operated automobi l e .  We a re using $600 
for single-employer i nsurance cost based on known van pool poli cies. Policy 
cosis vary from $ 10/y�ar ai Montgomery Ward ( add it ionai amount to the i r  
existing general liabi lity i nsurance ) to $900/year  ( the current premium 
at Ward ) .  Exhib it  A-2 presents other reported si ng l e -employer i nsurance 
costs. For multiple-empl oyer, we are using $1010 based on Exhi bit A-3 whi ch 
i s  taken from Shared Rider Services (Shal lbetter and Herzberg , 1975 Public 
Service Options, July 29, 1975). See the Van Pool i nsurance Chapter 8 for 
more i nformat ion about i nsurance costs. 
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Admi nsitration .  Administrative costs incl ude staff t i me ,  materials , 
promotion,  s tart-up, monitoring and accounting for the program. I n  most 
single-employer van pool programs , all admi n istrative costs are absorbed 
by the employer. Even in multi -employer programs , a large amount of the 
admini s trative cost is paid through federal subs i dy and i s  not carefully 
accountedJfor. The Van Pool program cost section (Chapter 6 ,  Section 3 )  delineates 
the various costs that are lumped i nto admi nistration costs . For single-
employer programs , the annual costs can be s ummarized as $900 overhead 
cost per program p l us $200 per van. For multi-employer, the annual costs 
are $41,700  per program and $618 per van. However, these costs are not 
included i n  fares in any exi sting programs . Therefore , we have calculated 
total mode costs as they are currently done, that is , wi th no admi nistrative 
costs for s ingle-employer pools and with only a portion of administrative 
costs for multi -employer. The figure we used for multi-employer is $30 per 
month or $360 per year per van based on the a mount that C ommuter-C o mputer 
charges for their administration time . 

Taxes , Fees and Li censing. Requirements for li censing and registration 
vary from state to state . Weare using $70 per year as a rough average of 
reported fees. 

Capital Cost .  The following capital costs assume that the vans are bought 
rather than leased. To compute the capital c<;,st per year we i1ctve used the 
same forumla and procedure descri�ed i n  Car Pool Appendi x C .  
described. For the real price growth ,  we are assuming that vans will follow 
a simil a r  pattern as automobi les whic h  have been decreasing in real price at  
-3% annual}y for the last 8 years ( see Section 1.1) . Over the short-run, 
van prices have risen sharply i n  the last three or four years due to 
i ncreased popularity. However, conversati ons with dealers indicate that 
supply will catch up w i th demand within a year or two and the ir  prices will 
change at  about the same rate as automobile s .  This may have already happened 
due to concern over gas prices . Because a decrease in price of the magnitude 
of 3% per year would produce unrea l i sti cally low prices over the long-run, 
we have used zero change for our calculat ion� The average 1975 price of a 
van was $6 , 000 based on several compani es with van pool progra ms . We used 
$7000 to i nc lude taxe s ,  dealer ' s  preparation and other i nitial costs . 

The l ifetime of the vehi cle i s  considered to be four years by mos t  
companies ( CONOCO , 197 6 ) .  Most fleet leas i ng companies fi gure the 
salvag� value to be 20% of the original value after four years , a l though 
vans have been sold at much higher prices due to thei r recent popularity. 
Aga i n, however, supply wi ll catch up wi th demand so we will use the 20% 
figure or $1400.  Us ing these figures and the capi tal cost formula , we 
arrive at  an annual caoital cost  of $1 548. .. . . .. � -

Exhibit  A-4 shows the costs per veh i cle mile and the total costs for 
round trips of various l engths. 
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Exhibit A-1 

Conoco Van Maintenance Program 

Lubrication, oil change & filter @ 4,000 Miles 
Wash at $2,00 each for 26 annually 
Transmission fluid change @ 35,000 miles 
Rear end fluid change @ 50,000 miles 
Tune up @ 10,000 miles 
Cooling system flush @ 1 per year 
Wheel al ignment and balance @ 1 per year 
Mi$cel laneous and unforeseen per 10,000 miles 

$15.00 
52.00 
20.00 
20.00 
39. 95 
12. 95 
29.95 
30.00 

Source: Van Pooling (Conoco, 1 97 6 )  

3-M (Self-Insured) 
Aeorspace 
CALTRANS 
Scott Paper 
Polaroid 
New Eng1and Mutual 

Exhibit A-2 

Costs of Single Employee 
Van Pool Insurance 

{$/van) 

A3 

$480. 00 
674.00 
267.00 
480.00 
450.00 
527.00 



Exhibit A-3 

Costs of Multipl e Employer 
Van Pool Insurance 

Bas ic  Liability 

$500,000 Bod i l y  Injury and 
Property Damage 

PIP  - $20,000/$10,000 

$100 Deductible Comprehensive/Collision 

Umbrel 1 a 

( Excess Coverage of $6,000,000 
above Primary Limits) 

Range $400-$700 per van per Year 

$550 . 00 

$165.00 

$295. 00 

$1,010.00 

Source: Shal lbetter and Herzberg, 1 975. 
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E xh i b i t  A-4 
Van Pool Costs vs . Round Trip Length 

($/Mi l e) 
. - ·--- ... . 

I 
. 
Jou·;�ey-to-wo�k 1

1

• 

Round Trip 
Length 

Total 
Annual 

M i l eage 
1 Admi ni strative 
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30 

Fuel Maintenance Insurance I Costs 
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Appenrlix B 

SOME TAX CONSIDERATI ONS FOR VAN POOLING 

Several investiqators, i ncl uding oursel ves have concl uded that 
private companies wil l probably not spontaneously initiate van pool 
programs unless it is a sol ution to an accute company transportation 
probl e m  or unl ess the company woul d substantiall y benefit from the 
publ i c  relations aspects o f  the program. We have further noted i n  
Chapter 6 that company-sponsored vans a re l ess expensive than third­
party van poo l s  to i nstal l and ma i ntai n .  

Below,  we present a simpl e tax accounting exa mpl e based on existing laws 
which shows an exist i ng  tax benefit i f  interest costs are ignored as 
they often are in current programs , but a l oss if they are n ot .  We 
take as an example , a  l a rge company which has i nvested in ten vans for 
a pil ot van pool i n g  progra m. I n  our preliminary discussion, we w� ll 
assume a tax free,  interest free worl d .  Later, we will incorporate both 
these factors into our anal ysis.* 

Let us ass ume the full cost of each of these vans to be $10, 000 
( $8 , 000 purchase , taxes del i very and preparation, $2 , 000 for a conversion 
package) so that the ful l capital i nvestment for the program i s  $1 00,000 . 
We further assume annual insurance rates of $600 per van, and $100 per 
year per van for l icenses, etc . Operating expenses are $10 per mil e .  The 
vans average 1 1 , 000 mi . /yr. for an annual variabl e expense o f  $1 ,100 per 
van .  Total annual operating expense ( incl uding insurance and taxes) for 
a l l  vans woul d be $ 1 8 , 000 (see  Exh i bit B-1) . Fares wil l be calculated to 
recover both the operating expense and the initial i nves t ment of  $10,000 
per van .  In  our ill ustration,  we wil l a lso assume that the vans may be 
disposed of  at the end of four years for a sa l vage val ue o f  $1 ,500 per van .  
Exhi bit B-2 summarizes the calcul ation o f  a van fare which woul d recover 
the d i rect costs of the vans over four years excl uding tax considerati ons 
and the time costs of  money. 

I f  vie assume that van fares wil l be established which wi l l  recover 
the investment costs o f  the vans and the operating expenses, the operation 
wil l be self-supporting over the l ife of the program. Our cash fl o ws will,  
however, not be matched . 

Revenue Cash Outl ats Net Cash Flow 

Year 0 ( $100,000) ( $ 1 00 , 000) 
Year l $39 , 250 ( 1 8 ,000) (11 , 250)  
Year 2 39, 250 ( 18, 00() ) ( 1 1 , 250)  
Year 3 3 9 , 250 ( 18 ,000) ( 1 1 ,250 ) 
Year 4 39 ,250 ( 18 , 000) 

Total, 4 years $15 7 , 000 
15 ,000 

$157 ,000 
36 , 250 

* This discussion is for il l ustrative purposes only .  The Internal Revenue 
Service or your tax advisor shoul d be consulted for soeci�ic casPs . 
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Our d iscussion to this point has i gnored the effects of taxes, i nterest 
expenses, and the ongoing administrative costs associ ated with operating the 
programs. We will consider the effects of the fi rst two below .  

Tax considerations have a substantial i mpact on the computations of 
the economics of van pooling. The two major tax considerations are the 
effects of accelerated deprec iati on methods on after tax income, and the 
i nvestment tax credi t .  

I n  Exh ib it  B-2 we provided an annual depreciation charge of one-fourth 
of the i ni ti al  purchase cost of the van less the salvage value . In thi s 
computati on the strai ght-line method of  depreci ation was used . Thi s  method 
assumes that the value of the equipment wi ll be expensed equally over i ts 
four-year life . In  reality, however, greater depreciation occurs i n  the 
i ni tial  years than i n  the later years . Tax laws and regulations recogni ze 
this fact and provi de specif ic  methods for accelerated depreci ati on. It  i s  
to the taxpayer's advantage to be able to take the depreciation early since 
i t  reduces tax liabi lity ,  thereby i ncreasing cash flow. 

One of the most popular methods of accelerated depreci ation for tax 
purposes i s  the double decli n ing balance method . This i s  a rate twice the 
strai ght-line method can be used when i t  would be advantageous . *  If  we 
were to apply the double declining balance method to our van example, our 
depreci ation schedule would be as shown i n  Exhi bit B-3 . 

At various times i n  the past fi fteen year� Congress has enacted an 
i nvestment tax credit for the purpose of stimulating cap ital i nvestment. 
The credit i s  used to reduce the income tax payable for one year equal to a 
speai fied percentage of the cost of certa i n  types of depreciable assets 
that are acquired. This rate has fluctuated over the years as has the 
restri ctions associ ated with the credit .  

Currently, the full investment tax credit of ten percent is  avai lable 
for capital assets with a depreciable life greater than seven years. One­
thi rd of the maximum tax credit i s  avai lable for assets hel d at least three 
years and two-thirds of the total credi t available i f  the assets are held 
for at least fi ve years. In our van pooling example , the company offeri ng 
the service could i ni ti ally cla im  a tax cred i t  of 66 . 6% of i ts van pool 
assets because of effective life of 5 years. However, because we have 
assumed the van would be sold i n  four years, half of this amount or 33 . 3% 
would be recaptured at the time of thei r di sposal . 

I n  our example , a company operati ng the descri bed van pools would 
recei ve an i n i ti al  tax credit of $6 ,666 the year the vans were purchased 
assuming there were suffi cient taxable i ncome to absorb this credit .  I n  
year 5 ,  $ 3 , 333  would be recaptured because the vans were d i sposed of 
before fi ve years. 

*The double-decli n i ng deprec iati on method can only be used for 
equi pment. 
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Exhi bit B-4 summarizes the tax effect on the van pool operations shown 
in Exhibit 8-2.  In  this example we assume a corporate tax rate of 48 percent 
and ignore the effect of state taxes. Ignoring the rate change of cash flow, 
the net effect of the van oooling is to provide the company with revenues 
equal to the investment tax credi t .  

If we now introduce the concept of the time val ue of money, we can more 
completely eval uate the economic consequences of the van pooling example. 
The discounted cash flow analysis is based on the assumption that a dollar 
available for investment today is greater than a dol lar avail abl e in the 
future because it can be a ccrui ng income in the interim.  Consequently,  
the timing of  cash in-flow and out-flow is important in  any investment 
analysi s .  The rate that funds ( received or paid, in the future ) a re dis­
counted is the rate that can be earned on funds. 

In our van pooling exampl e ,  the rate which the cash fl ow would be 
discounted would vary depending on the individual company's circumstances. 
Some companies might use a rate equal to their average return on assets and 
others might use the cost of borrowed funds. It shoul d be noted that there 
exists several bases for selecting a rate, the specific rate selected will 
have a signi ficant effect on the analysis. For purposes of illustration,  
we wil l assume a di scount rate of 10 percent which might approximate the 
costs of short-term loan on automobiles. Exhi bit B-5 summarizes the cash 
fl ow data incl uded in Exhibit B-4 and discounts it to the period of initial 
investment. The economic costs of the van pooling are somewhat changed 
1-Jhen the time value of money is included. A net "profit" of $ 3 , 3 3 3  over 
four years is converted to a $12 , 903 loss due to the timing of the cash 
flows. The initial investment of $100,000 is a cash out flow occuring at 
the outset. This investment is not recovered until l a ter with funds that 
must be discounted to the period of  the initial investment.  

If the foregoing van pooling examp l e  were to be treated as a profit 
making investment rather than an employee benefit program, the fare struc­
ture would have to be adj usted to include provisions for interest costs. 
In our examp l e ,  we have not included this cost in the fare calculations. 
We would propose also to look at the economic consequences for a company 
offeri ng  the example van pooling service to its  employee at no cost to 
the employee. 

Before reviewing the economics of this situation it is important for 
the reader to understand the tax consequences of  a no charge van pool 
serv i ce to its employees. The internal Revenue Service imputes a fair 
market value to any benefits provided an employee by their employer other 
than those specifical ly exempted, such as hea lth  care and life insurance 
premiums. Van pooling is not an exempted benefit (although this may be 
considered as an incentive ) .  The employee is required to incl ude the 
fair market va l ue of such non-exempted benefits in his taxable i ncome. 
Since van pooling is not a specifical ly exempted benefit , the only 
basis on whi ch a company could apply for exemption from this treatment 
is if the worki ng facilities are not easily accessible and the only way 
the company coul d attract personnel is to provide thi s service . 
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In order to determine the cost of our van pooling example under the 
assumption that the company receives no compensation from its employees 
we restate Exhibit B-6, excluding the fare income. On this basis, the 
tax savings reduce an out-of-pocket expenditure of $15,700 to a loss over 
four years of $78,307.  On a discounted cash flow basis, this loss is re­
duced to $65,546. This cost can be composed to the total benefits provided 
the employees over the four years of $157,000. 

If we assume that ten passengers can use a van, the annual cost net of 
taxes for providing the van service is approximately $165.00 per passenger 
per year. 
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Exhibit B-1 

Operating Cost over the 4-year l ife of Vehicl e 

Annual 4 year 4 year 
Cost per cost per Cost 10 
Vehicle Vehicle  Vehicl e 

Operating Expense 
Gasoline , oil , maintenance, tires 
1 1 ,000 miles  per van @ $ . 10 per mile $ 1 100 

Insurance 600 

Licenses fees and l ocal taxes 100 

$1800 

Exhibit B-2 

Computation of Fare 

Initial Investment 
Less Sal vage Val ue 
Net Investment 

Annual Depreciation using 
the straight l ine method 

Operat ing Expense 

Total Annual Expenses 

Fare per Vehi cl e required to 

Cost of  
One Van 

$ 10 ,000 
1,500 

$ 8,500 

$ 2,125 

1 , 800 

$ 3,925 

recover total expenses $3, 925 

Fare per mil e required to 
recover total exprnses $ 357 

BS 

Cost of  1 0  
Vans 

$100,000 
15, 000 

$ 85 , 000 

$ 21,250 

18,000 

$ 39,250 

$4400 $44000 

2400 24000 

400 4000 

$ 7200 $72000 



Exhi b it  B-3 

Van Pool i ng Depreci ation for Tax Purposes 

Year Cost Book Value Depreciation Deprec iation Depreci ation Charges 
1 Van Rate Charges per for year - 10 Vans 

Year 

1 $10 .ooo $5 .000 50% $5,000 

2 10.000 2 , 500 50% 2 , 500 

3 10 .000 2 . 000 straight l i ne 500 

4 10,000 1 , 500 straight 1 i ne 500 

Assumptions ( 1 )  4 year l i fe 

( 2 )  Sal vage val ue of van $1 ,500 

Exhi b it  B-4 

Summart of the Van Pool i ng Operations 
I ncl uding i ts Tax Consequences 

Year 1 Year 2 Year 3 Year 4 

Fare Revenue $39,250 $39,250 $39,250 $39,250 

Operati ng Expenses 18,000 18,000 18,000 18 ,000 

Depreci ation 50,000 25 ,000 5,000 5,000 

Net Ini:ome ( Loss )  ( $28,750) ( $ 3 , 750 $16 ,250 $16, 250 

Corporate taxes @ 48% ( 13 ,800) ( 1,800) 7 ,800 7,800 

Investment Tax Cred it  (6,666) 3 ,333 

Net Contr i butions to 
Corporate Profit ($8,284} {$1 ,950) $8,450 $5 .  1 1 7  
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$50,000 

25 ,000 

5 , 000 

5,000 

Total 

$157,000 

72 ,000 

85,000 

3,333 

$3,333 



Purchase of  Van 
1 

Fare Revenue 

Opera ti ng
2 Expenses 

Taxes 2 

Sal vage Value 3 

Net Cash Fl ow 

Discounted Cash 

Exhibit B-5 

Discounted Cash Flow Analvsis 
of Van Pool ing 

Year 0 Year 1 Year 2 Year 3 

( $ 100,000) 

$39,250 $39,250 S39,2:0 

( 1 8,000) ( 18 ,000) ( 18 ,000) 

20,466 1 ,800 { 7,800) 

( $ 100 ,000) $41 , 716  $23,050 $ 1 3 ,450 

Year 4 Total 

$39, 250 $ 1 5 7,000 

( 18,0GO) { 72,000) 

{ 1 1, 333) 3,333 

15,000 15,000 

$24 , 9 1 7  $3,333 

Flow ( $ 100, 000) $39, 690 $19 ,852 $10,485 $17 ,070 ( $ 12 ,903) 

· 1 Purchased price assumed to be expended at the b�ginning of YcJr 1, 
oper�ting revenue �nd ex�Gn�QS. 

2Assumed to be even monthly cash fl ow and therefore discounted from the 
midpoint of the year. This closely approximates ciscounting using the 
annuity formul ation . 

3Sal vage val ue assumed to be recei ved at the end of the four years. 

Exhibit 8-6 

Analysis of Van Pool ing Assuming No Fares 

Year 0 Year 1 Year 2 Year 3 Year 4 Total ---
Purchase of Van ( $ 100,000) ( $ 100,000) 
Operating Expenses ( $ 18,000) ( $ 18,000) ( $ 1 8 ,000) ( $ 18,000) ( 72, 000) 
Taxes 39,306 20,640 1 ,040 7, 707 78 , 693 
Sal vage Value 1 5 ,000 15 ,000 

( $ 100 ,000) $21,306 $2 ,640 ( :ii 6,960) $4,707 $ 78, 307 

Discounted Cash Flow ( $ 100 ,000) $20,271 $2,274 ($5,426) $1 7,335 ($65 , 546) 
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Appendix C 

SELECTED STATE LEGISLATION 
REGARDING VAN POOLING 





Connecticut Public Act No . 75-611  
( Signed into law July 7 ,  1 9 7 5 )  

AN ACT CONCERNING TRANSPORTATION OF PERSONS TO AND 
FROM WORK WITHOUT LIVERY LICENSE . 

Be i t  enacted by the Senate and House of  Representatives 
in General Assembly convened : 

Section 1 .  Section q6-328  o f  the general statutes is 
repealed and the following is substituted in lieu thereo f :  

( a )  Any person , while operating a passenger motor 
vehicle registered in this state between his place of  
residence and his place o f  employment , may carry for  reason­
able compensation not more than f ive other persons regularly 
employed in the local ity of  such person ' s  place of employment 
without obtaining a l ivery l icense or a permit from the 
commiss ion , (provided the making o f  more than one round trip 
in any day under the provisions of this section shall 
constitute a violation of the provisions of  this chapter . )  

(b )  ANY CORPORATION OR EMPLOYEE OF SUCH CORPORATION 
MAY OPERATE ONE OR MORE MOTOR VEHICLES EACH HAVING A SEATING 
CAPACITY OF NOT MORE THAN FIFTEEN PASSENGERS FOR THE PURPOSE 
OF TRANSPORTING PERSONS TO AND FROM THEIR PLACE OF EMPLOYMENT 
WITHOUT OBTAINING A LIVERY LICENSE OR PERMIT FROM THE 
COMMISSION . 

Sec . 2 .  This act shall take effect from its passag e .  

Excerpt from State o f  Washington House Bill No . 1 2 7 2  
{ S igned into law March 25 , 1 9 7 6 )  

The term "auto transportation company" shall not include ,  nor 
shall the provisions of this chapter apply to , any operation 
whereby passengers are 'transported between their places of 
abode , or termini near such places , and their places of  
employment in  a motor vehicle with a seating capac ity including 
the driver not exceeding f i f teen persons in a single daily 
round trip where the drfver himsel f is also on the way to or 
from his place of  employment : PROVIDED that said transportation 
or operation shall not compete with nor infringe upon service 
of 3n existing auto transportation company certificated under 
chis chapter . 
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Excerp ts 
( S i g n e d  

f r o m  Mary l a n d  H o u s e  B i l l  :l o .  
i n t o  law May 1 7 ,  1 9 7 6 . )  

H O O S r 0 ., D ! L ? C l T ! S 

11 o. , n" 

1 1 3 4  

ly: Delegates �■ory (f and  ftadonn•11 ,Pladonna an d Brown 
I■trodn�d and read first ti■e: January 30,  19"16 
&ssigaed to: Jndiciary 

•-r•ferred to:  !conoaic Platters, Rarcb 2, 1 9"16 
:o•• i t t �  ll<!port: ?'a•orable ritb a ■endaents 
loose kction: adopted with floor a■eodaents 
lead second ti ff: Plarcb 2 l, 19 "If 

ClllPT?ll 

ll &CT concerning 

Coapaay Yan Pools 

POR t h e  purpose of d�fining t h e  ter�  Coapany ,an Pool : 
pro•iding that the teras "pri vate carrier,•  •transit 
sar•ice," and •coaaon carrier" do not inclnde any 
coapany •an pool; pro•iding that  coapany •an pools 
are not reqnired to obtain coaaon carrier per•its 
trM the Pnblic Ser,ice Coa■ission; clas.!lifying 
coapany •an pool Y@bicles as Class P ,ebicles; 
setting a certain T••rly registration fee for Class 
P •ehicles; reqnirinq dri,ers of Class P ,ehicles t o  
have a certain t f �  of l icense: ( ( a n d 1 )  reqniring 
Class P ,ehicles to be ins?ected yearly for safety 
defects: and r@gn irinq insat"ance to be obtained. 

!IPLAN,,ION: CAPITALS I�DICAT? lllTT!� 10D!D TO EXISTING LlV.  
r Brac k e t s 1  in-iicate ■atter deleted fro■ e1ri.stin9 ·law. 
ond�r 1iul�g ir.� icates aa-,od■ents to the bill.  
[ { Double brac ke t s ) )  enclose •atter stricken oat of bil l .  
ll u ■erals 1 t  right identity coaputer lines o f  t e x t .  

• 

S�CTION 1 .  B !  IT £NACT£D B T  THE G?"EPAL l�S!PIBLT OP 
� AP T L A N !' ,  Tha� Sertion!S 2 (f) and (i) of Article 648 -
�etropol1t an ,rans it D i s trict,  of the A nno•.ated Code of 
llarrland (197? Aepl.1ceaent Voln"'E' and 19"1S Sopple•.,n•) b'l 
11nd t hey arl' hereby rel)'!aled and reenacted, with 
a ■end■<?nts,  to read as follows: 

A r t icle  648 - lletropol i t an Transit District 

2 .  

A s  used i n  t h i s  a r • icle, th<> following words and 
ter■s shall hav-, the f o l lovinq ae,inings, onless thf' 
c�ntext clearly req�ires a di�fer0n t  meaning:  

(f )  "Pri•a• e  carrier" aeans any corporation,  
o�rson , f it •  or associ�tio� rendering transit  ser•ice 
w it h in  the District pursuant to an operatinq per■it ot 
licens<? issue1 by an ao-,ncy o f  th� �tate of �aryland 
'!�ere isinq i:-egulatory jurisdiction ._ov"r transportation of 
nasse�gers w ithin  • he St ate and petsons engag-,d i n  that 
business[ ; J. IT DC!� IIOT I!IC"tllD� AIIY COIIPANT  VU POOL. 

(i) "Transit ser'fice" aean11 the traasportat1on of 
Q1 1 persons and  their p�ckages and baggage in regular route, 

special or charter ser•ice bf seans of transit facilities 
a,I between points within the Dist�ict, or in  any county 

contiguous t o  the District as peraitted in tbi.!I articl<11, •t11 and includes the transporta tion of newspapers, @llpr�sa 
c g  and • a i l  between such points bat do�s not inclnde t axicab 
50 ser,ice. IT OO?S "OT HCLOD? A!IY  CO!IPAIIT TAIi POOL. 

51 S?CT!ON 2. l!ID B E:  IT JPOPTl'!0 !UCT!:D, That new 
S2 Section 2 ( 1 )  be itnd H is hereby added to Article 6 Q B  -
53 'let rop?lit itn Transit  District, of t b e  Annotated Code ot 
5Q Plarrlaod ( 1972 PeplacP■Pnt ,olu•e and 1q75  Sappleaent) to 

rea1 as  follows: 
55 

- SE Article 6118 - Pletropolitan Tran�it District 

2 .  

(J) ( 1 )  "CO!IPA!IY TU POOL" IIHJIS l U  "OIIPROP'IT 
COPl � U T E P  SERVICE PROVIDED BT OP OPr,A�IZ[D BT A" l!IPLOTE! 
O R G A R I Z ATIOII OR BT A COPIPANY r r ('I �  l "ONPROPJT BASIS J] Q.! 
A GROU�f co,PA� ! E S  FOP ITS ?IIPI.OT!:ts l N D  WHICH: 

(I ) TIU■SPORTS ?PIPLOTrEs, IICLODIIIG 
r A E  DRYHA, r r P ! H � l R !L J l l  ?XCLOSHHT ll?Tl!tll Tlll'I!' 11011?� 
A N D  TH!IA r!IPLOTEP ' S  PLlCl OF  B U S I NESS ; 

1 2 5  
1 2 fl 
i 2ca  
1 3 ,  

1 3 ,  

1 ) '7  

1 110 
1 11 1  
1 11 2  

11a 
1 II 5 
1D�  

,117  
1D�  
1119  

1 5 1  
15  2 
1 5 )  

1 5 ,  
155 
156  

159 
16 2 
16 3 
16 5 

1 6 8  

171  

17Q  
175  
176 
1 7 "1 

179  
180 
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C ! I )  r s  A Y A I UIIL! ON 
" O N O I S C R l l! lNJ.TORf B A S I S  TO A LL Of T R ?  rrcol!P1Jf ' S J J  
ll!PLOY[ES or '!'H e C O l! H N Y  OR G P OliP O P  COPIPAIIII!<;;  

A N Y  ll!PWY EE AS  
(T I T )  DOES  �OT REQIJIP!.: PARTICIPJ.Tio• O f  
COND I"'ION O P  fl!PLOT!IEJIT;  A N D  

( I V) 0 S ? S  l!OTOR i � H I C l E S  R A V I N G  A 
S ? J. T I N S  ClPACTTT Of WO l!ORE T � A N  1 5  P ? R S O N S  ?J.CH 1S T B ?  
SOLE ,?ANS O f  T R A N SPORTATION A C R O S S  L l N D .  

( 2 )  I T  D O E S  NOT I MC L O D E  ANY COl!PANT i B I C R  
P � O V I D f'. S  COl!l!'JT!".R S � P V T C E  !' O P  ANOTBrR COl!PA N Y ' S  El!PLOTc?S 
U M D E R  l CONTRACT OP AGPfl':!l�NT WITH TBlT CO'IPANY.  

SPC'.'ION 3.  ANO BE IT 
Sections 1 -1 1 3 . 1  a n 1  3 - 8 1 2  b e  
t o  A r t i c l e  66 1 / 2  - Vehicle 
o f  Plaryl..and ( 1 9 7 0  Replace•ent 
to read as follovs; 

POBTHER ENACTED, Tbat nev 
and they ar? he,�by add�d 
Lavs, of th" Anno•ated Code 
Volu■e and 1 9 1 5  Supp�e•ent )  

A r:  t i c 1 e 6 6 1 / 2 - Vehicle Lav s 

J-8 1 2 .  

! II  11111UAL fEE O f  $60 S B ALL B ?  P A : D  !'OF �ACH �OTOF 
V E H I C L ?  B l I � G  U S ? D  AS CO�PANY V A N  POOL VPHICl�S.  T H � S E  
S R l L L  B E  C L A S 5 I f I : D  A S  CLASS P V l': B I C L ? S .  

SEC"TION � - A N D  B E  IT l'ORTHl'P EIIACT!D, "'.'hat Sec� i. o n s  
J -8 1 1  (b) , 6-1 02 . 2  ( d )  a nd (el . 1 3- 1 0 1  (2) , an<i 1 3 - 1 0 6  of 
A r t i c l e  6F- 1 / 2  - V e h i c l e  La-.s, o f  t he Annotated Code of 
�dry land ( 1 910 RepL¼C'?meot Vol ume a n d  1 ° , �  Supplem�ot l be 
3 n d  they a r e  herebv repDaled and rPenactPd,  with 
3a�nd•ents, t �  reld as f o l l o -.s :  

A r t icle 6 c  1 / 2  - V e h i c l e  Lavs 

3 -8 1 1  • 

(b) r 11 ot o r ]  C L A 5 S  P V E � I C L f S  A N D  �OTO? ve h i c l e s  
p a y i n q  the annuai f e �  required b v  � l � u  (a) of A rt i c l e  St 
,r & 2 "1 3 (a )  o f  A r t i c l .;,  91 [ sh a l l  1 � • �  not [ b e )  sub"ject to 
the f<ees requH·ed by t h  i.s sect i o n .  

6- 1 0 2 . 2 .  

( d )  A Class C l i c�nse author i ,e s  the licensee to 

d r i ve a n y  b u s ,  l N Y  CJ .A<S P Vffl ! C L E  and any vehicle which 
the holder of a Class D license aay d r i • � -

1 8 :'I l J-106.  
1 8 l 

1 8 �  
1 R 6  

1 8 9  
1 8 9  
1 9 0  

1 9 2  
, 9 J 
1 9 4  

1 9 ., 
1 9 9  
2 0 ,  
202 
20 l 

206 

(!l)  B E TTP f THc A C � ! � ! ST P �. Ti cl �  P EG I S T E P S  I II Y  
V , H : C t �  A :  l c u s s  p � O T O P  V f E I C L c ,  r �  S P U  L P F O U I � ?  TH!: 
l PP L , C A llT  Tel 0 9!':SEII.,. A Cl'Q"Il'lCATE !'OP .,.H? fFHICLl ! S S ::J?D 
! M ACC'.JPDA N � �  W I T H  TH I S  S U B "'.' ! T l  E ,;'r � O R E  TRU 30 D!TS 

P R r :l 8  TO THE O A T ?  01' lPPL!ClTIOI !'OR, REioI ST'H!IO!I. l 
C LR T I!' I C A T E  SH!LL BE ll ? Q O I P r D  FOR UT IJITUL 
B !': G I STRlTION 1 S  A CLlSS P i f R I C L l  lND !'OR Ef!:RT Y?lPLT 
� E M ? i l L  R E G I S!RATIOW or lNT VlRICL� lS l CL!SS P YEHICL?. 

J.n BEP'O P f  TRf A D � I N l S T P A T I O N  PEGI�T�Ps �!IT 
Y.I.t!.!. C L �  AS l CI.ASS p �OTCR v � H I C L!', IT S H A L L  PfQU I P ".: TRc 
l P P L ! C l!IT TO P R E S f !I T  A CERTIFICATE FOB US U R A� C !  rnF THE 
l��ICLE A M O  I T S  OCCOPA!ITS IN A N  lPIOO!IT AT LEAST EQO AL TOl 
1.!l._-1'...!._!!_ T I � !' S  .,. H �  /! I II I l! O "  C O V ! R A G !':  F?QO IPED IN ARTICLE 
��-!L��t;_TI'.l� 1 - 1 0 1  (C} (I) FOP THf PAB�NT Of CLAIIIS PO? 
B 'l O I L Y_UJURY_OR DE n�; (2) 1'Hf PI I N ! JIO II  COVERAGE REQU I RFD 
Ill A R T I CLE_66 1L£.t._�.!.Q..Ug (II) PO" P�OPEIITY l>APIAGE 
�!,_�!._l!i��lLT H �  II I N I 'I O !I  B E R!PITS R�QO UFD IM lP•ICLE 
H_.!L£J..?- 1 0 1  (C} (III). 

�-
S ECTION 5. A N D  B E  IT l'UPTAfP llHCTED, Tbat Sectioas 

2 (d)  and 32 (bl of A rticle 7 8  - Poblic s"nice Co••ission 

f o l u ■ e  and 1 9 "1 5  Supple■ent)  be and they are hereby 
2 3 U

I 

Lav,  of t h <>  A nn otated Code of Plaryland ( 1 9 7 5  Replace•ent 

2 3 1 t"epealed an:l reenacted, v i t h  aaenda"nts, t o  read as 

2 3 R f o l l o w s :  
2 3 0  

Article 7 8  - Public Set"•ice Co■■ission Law 

2 u 2 
2 u "

\ 
2 ,  

2 U 6  
2 4 8  ( d )  "Coaaon c3rrier• aeaos an d includes any person, 

p u b l i c  antbo r i t y ,  federal,  S t a t e ,  d i strict or annicipal 
t ransportation agPncy en gaged in the public 
t r � n sportation for h i r e  o f  persons,  proper�y or fl"eight,  

2 5 l l  whether b y  hod,  wate r ,  a i r or an y co11bination of thea, 
� n d  includes , but i s  not li■ited t o ,  a i r  line co•pan y .  

2 s u l cand l coapany,  c a r:  coapany, eipress c o ■ pa o y ,  fr:eiqht 
co■pa n y ,  f r <e i ::i b •  l i ne co■pan y ,  ■otor ,-ehicle co■pan, 

, ,; �  ( i n c luding aato11obile coapany, motor: bas co•pany and 

2c, p  t r u c k i n g  c o a p.a n y) , po-.er boat. coapany ( including 
- ,essel-boat co■pany and steamboat co■pa n y and f�rry 

259 c o • pa n y J , railroad compa n y ,  street railroad co■pany, 
s l e e p i n g  car c o ■ p a n y ,  taiicab company, toll bridge 

2 ti l  :::oap i n y ,  towing and lightering co11pany, and ti-ansi� 
::: o ■ p a n y .  A ny pro\'isions o f  t h  i s  a t" t i c l e  t o  t h e  contrary 

26 ul
" �t v i th s t a n d i n q ,  "co�■on cat"rier• does not aean an1 shall 

265 not i nclude any county re,enu� authority or any toll 
o : i d qes or ot h e r  f a c i l i t ies owLed and operated b y  an, 
c o u n t y  re•enui. authnr:it,. •co1111ow C & l R i t0 • DCHS ■OT 
I N C L U D E  l"Y COIIPANT V A N  POOL. 

l e i\  

3 1 •  
3 H  
3 1 l  
] H  

3 1  q 
3 2 0  
3 2 1  

3 2 3  
3 2 �  
3 2 5  

3 2 6  
3 2  "7 

328 
329 

332  
BS 
3 3 7  
l 3 R  

] Q  1 

] I D  

1 11 7  
Jllll 
H 9  

JS0 
3 '> 1  
352 

3 S 3  
3511. 

3 5 5  
J<;6 
357 

3 5 8  
3 5 9  
3,;o 
) f, ,  
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(b) llo �uch P �r • i t ,  howe•er, sha l l  b0 required t he follovinq: 

(9)  COIIPAIIT YU POOLS. 

!or 

S[CTIOII 7 .  n o  II!: IT P!JIITlll'!!I l'!lllCT[O, That tbis ,ct s h l l  tah effect Jaly 1 ,  1976. 

)f ) 

3li 7 

)'H, 

• u  
••o 

M i n n e s o t a  S t a t u tes 1 9 7 6  
E x c e r p t s  f r o m  Chap t e r  2 3 3 ,  House F i le 

( S i gn e d  i n t o  law Ap r i l  9 ,  19 7 6 )  
1 3  8 2  

I • • • • ' ' 
I .. .. 

u 
u .. 
II 
II 
ll 

'l �,n tt,T n .-ct 

relatlnv to transportatlon1 authorlzlnv the 
coaa11slontr of ad•lnlstr•tlon to acqulr• Ythlc1•• 
tor tho car poollno of •t•t• •�Ploy•••1 reaovlno, 
restrlctlno or clarlfYlno certain 1••• which 
•••couraoo o•• or 1har1d rid• co••ut•r v•n• ta 
transport ••Ployttl to and fro� workJ provldlno 
certain lnctnttv1s1 excludtno lnco�• ta1 llabllltJ 
af • drlYtr re,ultlno fro• tho �•• of • coaoutor 
••n1 approprlatln9 aone11 •••ndlnv Nlnne1ota 
ltatutes 1,14, C�•Pttr 211,  bJ addlno a ••ctJon1 
end Sections 16,15,  Subdivision 1 1  65D,4l, 
lubdlvtston■ l end 21 and 2,0,01, by adding • 
1ubdtv111on1 end Minnesota Statutes, 1,1s 
luppleatnt, Sections 6S�.4l, Subdivision 121 
221,011, Subdivision 1 2 1  r•ptallno Mlnn11ota 
ltatut•• 1,1,, loctlon 1,.1ss. 

•• N It [NACttD IT ?Kt Ltr.lSLAt�RE or TKt STAT£ or MINNrSota, 

., aectlon l ,  Jn or�•r to conatrv• ,noroy and to 

" llltvl4tt traffic  con�•stlon In and about th• location of 

JI ltate offlct1, the co�QI ISlontr of adolnlstr•tlon &hall, ln 

JI cooperati on vltn  the di rec tor of tht �lnn•sota aneroy 

t> aooncy, tnt co•�ls11 ont r  of h l?h••Ys end lnttrt1ttd 

24 ••nrroft t •�tnct es, es t��ll�h  An➔ ooer•te •n eeotoyee 

H tr•nspor ta' t t or. proQr•R u t l t 1 t ln9 C'O:"',"'u t e r  v•ns with • 

>• capAclty of not less th.tn : � -,en nor 2ore thU\ 16 p,1sstnQ�r•. ·------� ----
ll '"• co"'"t ss t on� r  1t1• l l  ..,,q._. • r �  or le,,, ,.  co�,.ut er V"'lnl t or 

•• ethcr�t•r co�tr�ct tor th� pro• ltton of co��uttr ,�ns, •n� 

t, lh•l1 ••�e tno v•n• ••••l�•I• for tn• uso ol •t•te ,0rloyor1 ------------- -------- ------------

1n • a.anntr C-0:"\S,llttnt  '- l l !'\  s t a:--. : d r d s  ,r, j PtOCt.!Prt1 ac!of\ttd ------- --------------- ------------·--
J •v the cor� 1 1 s l,�e : . 5l•n�• ras •�d 9 :oct,�r r J  •Copt �d 

J •�r •u an t  to thl•  ••c t l on Sha l l not b• lubltct to ch•rt• r 1 1 .  ------
4 CooDut c r  v•ns �•Y b� �•td b1 1 t ,t t ,�ploy�e, to t r avtl 

I �• tvoon tht t r  horo s  a�d lhtJ r Tor� 1 ocotl ons ,  and for 

6 •• r a onal puroo 1 e s  • t t c r  •or� ln7 �ours,  not lncludtn9 

l ••rtl••n p o 1 l t l c • l  activity.  tn• co�0 1 1 s l ontr shall provl•• 

t ln his standards and proce�urt• for th• r•c•Y1rr �, t ... 

I 1t,tt o f  Tlhlcl• acq�t•ltlon, leas,, •••ration an• ln••rance 

II co1t1 throuvh tfflcltnt ond convtn leftt •••t•n••nt •t Yan1, 

ll and fer tht bllllno  •I ce1t1 and celltctlon ef f•••• I 

· ,� ltato •�Ploy•• ••lnv • ••n for Ptr1onal ••• shal l paJ, 

IJ •urauant to th• at,nd•rd1 an.S:·proc edur•• edoPt•d by th• 

14 coa•laslontr, for optrallnv an� routine •alnttnanc• coat, 

II lncurrtd a• a r11att  of th• personal us•.  Tht co�•l••lon•r 

16 lhall proaot• th• •a•l•u� practlc•ble p1rtlctpetlon of 1tata 

ll ••Ploye,1 ln the use of tht Yan, . rees colltctod paraaant 

II to thl• ••ct lon •h•ll bt deposit ed l n . tht occountl fro• 

1ft Which th• cost s ot operatln9, �alntalnlnv and lta1lno or 

JI •oortlzlnv acqoJ s l t lon co• t • for tht 1peclllc Ythlclo aro 

U paid, 

n loc, 2, a,e of tht Yen • snot! bt llnltod to artal nat 

JJ haYlnv adoquott public tran1port•tlon betwton tht ro1ldtnco1 

Jt ot state ••pl oyees and the ir o l •••• ol •�PIOYDtnt .  Durtne 

J• the first Y••r, the van proqr•� 1n111 bt lnplt•tnttd both la 

1, tho sevtn•countr aetropo\lton •r•• and In one other reQlffl 

JJ er th• st•t o .  

u ltc, J. Th• Proqr4D 1na1; bt •v•luat•d &fttr lt1  tlr1t 

Jt Ytar o r OPer•tlon, �nd ttie co;.� l 1 1 t o�•r of .��l"l 1 t ratlo� 

Jt lhe l l  at t h•t ti•• rtco0>•<n<1 to the l t<I I U ,,t 11 r. ,rhetnu tM 

Jl pro�r•• lhout �  he • •P•n�,� or At1conttn�1d. The 

J1 c o-■taat one r •��ll •t l tA l t  s t� l - •�nu� l l Y  tntor■ l�• 
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•e t t op o l l t a n  counc t l and t �, c •� \ t o l •rt •  • tch l t tct u r• l and 

l P l e nti t n� b oar d  on lht op e r a t t o� nt th� pro � r�"• 

s ,c . 4 . l�o t v S t h1 t�nc:lnq 1 e,ct lon l � . 3 1 o r 'l\h y otht r  l aw 

to tht con t r a r y .  the co:·. '"' 1 s s J oneT  o� e�t"ll n t s t r � t. t on P"'ay 

S purchas�, puts�4nt t o  ct,,e.ottr lb, coll i s i on Jn,i,urDnce 

6 co� t r a ey r  to r thr co��u t , r �dn>, N ot v t th s t e n � l nQ s cc t l on1 

1 1 6 . 7� ,  subd lvt s t on 1 , end ! 68 , 012 . t�t V6n s sn6 1 1 not b� 

�arked , The vans S hftll not br e �U 1 p p c d  � t l h  t � x -exrmpt 

t �ot or vth1C l t nunber pl•t�••  

10 S•c, s. Ktnne,oto St•tuttS 1974,  Section 1 6 , 1 5 •  

1 1  Subdl,l s 1on 1 ,  1 1  a•endtd l o  r•ad1 

Th� cod• ,ha l l  r ■qut re th•t any par� l no ra�p o r  oth• r  

I parkl no f ac l l lly cons truc t � d i n  accor 1•n� t � 1 t h the code 

t I nc l u d e  en 4ppfopr l a te nu��er o f spacr, s u t t �h 1 ,  fot t he 

to p�r k l nQ ot �ot or veh l clt J  hav lno • c �pa< l ty o f s�v,n to 16 

I I per 1 ons and Yh1 ch •r• prl nc ! p a ! J y u s •d t o  pr ov i de 

12 prearrenQtd co��uteT  t rar.sror t et l cn of t�Pl o y , r s  to or fro• 

ll lht 1 t  placr o f  ��p loy�rnt or to o r t ro� • tron s l t  atop 

1• author l �•d bY a I OC3 l  trans i t  author i t y , 

15 S•c,  6, KJnn••ota 5tatut••• l97S  Suppl•�•nt, Section 

1 6  658,41,  5ubdl•i 11on 12, 1 •  amended to rtadr 

ll 

I I  

u 

Subd, 11. •cocn,rclal �,htclt•  �t•n•t 

(a) any aotor ••hlcl• ustd • •  a com•on carrl•r, 

(bl anr aotor ••h l c l t ,  oth•• than a pa11rno•r ••hlcle 

20 or • 1tatlon ••oon, •• those ttr•• art dtf1n•d In 1,ctlo• 

21 161,011,  1ubdlyl1lon1 l and 21, which hol . curb ••l9ht •• 

22 ••c••• of ssoo poond1 apart tr�• car9O capaeltf, et 

2) (c) •nr •otor TChlcl• Yhll• •••• l• the t•r-�ltt 

l♦ \ran1p.or l.&ll•• el proportt. 

21 Colll'J«tcl a t ••ht c l •  dot1 not lnclade • •eo•••t•r •e1t•• 
2• •hl ch f or rurpo,e• of chapter  6�9 •h � l l  �••n • aotor Ttnlcla 

27 hav tno a c apaci ty o f ••••n t� 16  �•rsonl ¥Aten 11 •••• 

21 prsnclpallY  to proY! rl• pr•�<ranoej transportation of ,•r•■11• 

19 to or t ro� th� S r � l ac� ot t-oloy� tnt o r to •r tr•• • trantlt 

)0 Hop aUth0r11,� r,y A loCAI  tron, t t  0'1thorJty whlrl'I ••hlrll --------
l l  I • l o b• OPt • • • • d hy a p, r , on •ho do�• �-t drt•• t M  ·•�1r)t 

)2 for h i •  p r l n c l P o l  occunot!on but  SI d r l • S n �  lt o�IY t• et 

fro� h i s  prsnclp�l �1,cr o !  tr?loy�r��, tft �� fro- a tr4n1tt  -------- ------------. --- -------- -----
, , t o �  �utr ,:> :- l : e d  by ll 1 o i: .-d tr. !:'IS tt  a •: t hc:- 1 t )' or t o r  r e r s o n a J  ------------ --------------

U � t  •1 p� � · t t t � d hY th� o� �er ol th� ve � ! c ! r . 

• Src.  l. �ln�t!Old 5 t d ( � t t l  1 5 7  ; ,  s � : : : c n  6 5 n . 4 7 ,  

� �obd !vlllon 1 ,  1 1  ��tnd�� t o  rt4d1 

' 65B,47  (PRIORITY or APPLICABILITY or SlCURITT FOK 

l P.U�CJIT Of BA51C tCO!IOlllC LO55 l!C!l£f"IT5 , ]  5ubdtv!'1on I ,  tn 

�•St ct 1n,ury t o  th• dr1v•r or other occupa�l of • •otor 

t • Tehlcl� other tn.,n a c-orr;,utrr Tan , If th� •c-cldrnt causino 

10 tne Injury occurs Vhll• th• Yehle!• ts btlno ustd In th• 

I I  business ot tr•ll•Portln� p•rson> o r  property, the ••curttr 

11 tor P•Y�•nt of beslc •conon!c 10,1 �•n•ttt, l s  th• ••cur1tr 

l) c0vrrln9 th• vehlcl•  or, I f  non•, tne ,ecurlty under vhlch 

It the lnjuftd P•tson I• an 1n•urtO, 

IS S•c, I ,  �lnnr,ota S t • t u t • •  197(, Stctlon 659,47,  

16 Subdlvl s lon 2 1 Is  an•nded to re�dl  

1 7  6ubd, 2 ,  ln c••• of Injury  to a n  •�ploy••• o r  to h l l  

I I  lpoUSt or other rel•llve ·••ldlnQ I n  th• sac, housthold, I f  

19 t h t  accld,nt causlnQ th• 1n1ury occur, �hll• tht lnjurtd 

20 Ptr10n I s  drlvtno or occupying a �otor ••hicl• other than • ------
21 co•�uter ••n furnlth•d bf th• ••Ploytr, tht ■tcurltr for ------
22 pay■ent of ba1lc rconoalc 1011 btn•flt1 · 1 1  tht ••rerltr 



n 
m 

21 c•••rlng tho Ythlcl• or, lf nene, tho 11c•rltJ •nd•r Which 

24 

,s 
lht Injured p�r,on 1 •  an ln1ur•d. 

s�c. '• Minnesota Stfttut••� 1975 Su�pltMrnt, 3tctlon 

26 221 . 0 1 1 ,  5Ubdl•1S1Qn 22,  is •mondtd t o  reads  

27 

21 

Subd. 22. •�xr�pt carrier�  ar•n� •ny carrier  •xenpt 

fro� ch•Pter 111 , or fro� •ny oth�r 1•� or reoulAtlon b f  th• 

29 public 1rrv1c� co��t,slon. Th� t o l l o�toQ •r• 10 ,x��pt1 . . . 
29 ( t l  A �otor Ythlcl•,  In chaot,r 221 rtterrrd to •• a ---- ---- - -------------------
)0 •co��utcr V4n,• hdvln� � c�v�ctty o t  s,v,n t o  \ 6  prrsoni --------------------------· 
)1 whtch ls use� �rtnctpally to vrovl�e �r�arr�noed ------------------ ·--------
)) tran��ort�tton a t  p�r�nn� for  4 t•� to o r  tro� thttr  pt.er --------------------------- ----------

o f  t-. :, l o y - .?;-.': or :o , r  !r:>"" 11 �r"-, ; : •. 1 :. :--: d·: � :-- 1 � :·.; �'! · ... . , ., ------------------ -��------- -- -----
2 lOCd l  t r 3 � s � :  1u � �o r t t f  �� 1ch v � � ! : l � ! s t� �: �� ·r�! � � � 1  • 

J P t r s o n  � �� ��� s n �t d r t·,� ! h• �c � � : l t  ! , �  n l �  � = t �, t � t ! 

4 occu p J � ! o n  �t: !s d r � ·: !�,  t t  o � ! y  t) o: : : ,� nls � r ! n : � � a l  - ---------- --------------- ·--- ----
S Pldce ot ,��loy�ent,  to �c tro� d t : d� S t t  � t o p  au�ho;li�� � V  ------------- ------ ---- ---------' • l o c a l tra �s l t aut�o r ! t y ,  or !or ptrsona l  use at o th er 

1 t l�es  bY 1n autho r t z, d  d r1 � t r J  pr ov11ed,  that co��ut�r va ns 

I Shall  not b• ,xenp t  froo •ny pr�• l • ton o! ch•Pter 12 1 vnlch 

9 by l t s  t•r�, exp l i c i t l y  •PP l l e ,  to tn••• vehi c l e , ,  

10 Sec, 10,  "lnnesota �t•tutes l97C,  Ch•pttr 2 2 1 ,  11 

l l  •••ndtd by •ddlng • section to r••dt  

�, · (721,111  (d)f'.�UTER Y�ll5J DRIVtR LUBILITT,l SubdlY!slon 

.tl t ,  ftotwlthst andlnq •ny other 1•• to tho contr•rY, th• 

14 tervlcts p � r t or�,d by • d�lv, r o t  • co��uter van t h & l l  be 

15 •eemed to be tho5e o l  an lnd,ptnd,nt contr�ctor and not 

16 thoH o t  an tmPIOYH •ctlnq Ylthln  h i s scope of' •111otoy,.rnt, 

Sl •nltss  pr ovtd•d 1n •r l tlnq to the cont rary, 

II 9ubd. 2. A d r iver or o•n� r o f • co��utr r �an sha l l  not  

19 b e  htld  to th•  stand•rd o f  c•r•  appllc•blt t o  ir l • • r • o r  

2 0  owners o r  co��on �•rrlr r, ,  nor •��lt th�y be subject t o  

t i  •rdln•nc�s a r  re�utatton , •�ten rrtat, ••clutl•�ly l e  the - - -- --
12 requl•llon o f  d ri v e r �  or o�n,r1 of •uto�o b l l t l  for h i r e  o r  

Jl o t h e r  com�on car r l � r s  or PUbllc tr•n•tt c•r r lt ra . -------.- - - �-,, l•c• 1 1 ,  Hlnne,ota Statut•• 197( 1 Section 290,0I, II 

JS •�end•d br •dd!n� • IUbdlvlslo� to ·••d1 
26 

2l ,. 
., ,, 
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)l 

lJ 

aobd. l l ,  ICOttttUTER 'A" u��., �ross lnco�• Shalt  not --
lnclud� ben�t!t!  d�rtv,d by A drtv, r fro� tho Ptrs"n•t �•• ---------- -------- ----
ot • co��ut,r �6n o�n�d bY • prrson Othr r th&n th� dtl�•r• -----------·-----------------------
rot purposes of t h t J  sub�l•ti1on,  connut�r Y�n 1hAll ••an a ------ ---- --------------
•otor Y e h l c l e  h�vtnQ a eADeclty ot s••tn ,o 1 6  ••r1on1 •�le• 

l• vtrd P r lneto�l ly  to Pro•l�• nre�rr�n�•d t r �ntro�t�tlo" •t -------------- . --------------
persont to or fro� th�tr �l�cr  o r  •�>1�Y�tnt o r  to or Ir•� • ------- --- ----- ---------------
t r • � • ! t  sto� aut�or!zed by A local  t r � � • l t  •utho r lty  �hit� --------------------------------

2 •�h 1 c l t  l s  to bt o�erbt�d bJ • p�rson ��, ,:�s not drlvt th, ------------ -----------
Yth l c l t  for h 1 s  pr!nclpaJ  occ���tlo� b�:  l s  d:lvtnq ! t  OftlY ------------ ---------

• to or fro� h i s  p r l nc t p a 1 p!a�, o t  tno loy- , nt ,  to or tro� • 

s trdnSlt  stop author12�d  by • l o c • 1  tr��sJt  c0��1ssto�, or ----------- --- --- --------
t tor p,rsonat U l� �htn aut n o r l tt d bY t�e o�ner, The 

7 txe�Pt1on  sna l l  not arp ly to � ont t d r y  co� p,nsatton rt c� lv•• 

I by • person In return t o r  h l s  s e rvices t� drlvlnQ  the �•n. -----
Sec. 1 2 ,  Tht su� o t  S J 00 , 0 00 1 �  &po ropr lated to the 

10 eo��l s s t o n t r o t  ad�tntitratlOn fro� the 9tneral fun d to 
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Tennessee House Bill No . 2 1 8 4  
( Signed into law March 28 , 1 9 7 6 )  

BE IT ENACTED BY THE GENERAL ASSEMBLY OF THE STATE 
OF TENNESSEE : 

SECTION 1 .  Tennesse� Code Annotated , Section 6 - 3 8 0 2 , i s  
amended by adding the following new paragraph between the present 
f irst and second paragraphs of  the section : 

Neither this chapter on Tennessee Code Annotated ,  
Title 6 5 ,  Chapter 16 , shall be construed a s  allowing a 
municipal ity , county , metropolitan government ,  or combination 
thereof to regulate any motor vehicle engaged primarily in the 
hauling of f ifteen ( 1 5 )  or fewer passengers to and from their 
regular places o f  employment ,  taxicabs and a irport l imous ines 
excepted , or to regulate the organizer s ,  sponsors or promoters 
of motor vehicles engaged primarily in the hauling of passengers 
to and from their regular places of employment but regulations 
by the appropr iate government shall be permitted , however , i f  
the motor vehicles excluded from regulations , and the organizers , 
sponsors and promoters of  such vehicles , are spec i f ically 
defined and regulated as a class separate and distinct from 
o ther exis ting common carriers and contract carrier s .  

SECTION 2 .  Tennessee Code Annotated , Section 6 5 - 1 6 01 , 
is  amended by adding the following new paragraph at the end o f  
the present sectio n :  

Neither this chapter or Tennessee Code Annotated , Title 6 ,  
Chapter 38 , shall be construed a s  allowing a municipa l i ty , county , 
metropol itan government or combination thereof to regulate any 
motor vehicle engaged primarily in the hauling of f i fteen ( 1 5 )  
or fewer passengers to and from their regular places o f  
employmen t ,  taxicabs and airport l imousines excepted , or to 
regulate the organizers , sponsors , or promoters of motor veh icles 
engaged primarily in the hauling of passengers to and from their 
regu l a r  places of employment but regulation by the appropriate 
government shall  be permitted , however , if the motor vehicles 
excluded from regulation , and the organizers , sponsor s ,  and 
promoters of such vehicles , are specifically defined and 
regulated a s  a class separate and d istinct from other existing 
corrunon carriers and contract carriers . 

SECTION 3 .  The Tennessee Code Annotated , Section 6 5-1 5 0 3 ,  
amended by changing the period at the en� of the subsec�ion (k)  
to a semi-colon and by adding the following new subsections :  

( 1 )  nor to any motor vehicle ,  except taxicabs or airport 
l imousine s ,  used primarily for hauling fi fteen ( 1 5 )  or fewer 
passengers to and from their regular places o f _ employment to 
organi zer s ,  sponsors , or promoters of such vehicles under the 
Tennessee Code Annotated, Section 65-151 7 ;  provided , however , 
that the Public service Commission may inspect these motor 
vehicles as it deems necessary for purposes o f  safety under 
the provisions of Tennessee Code Annotated , Section 6 5 - 1 5 1 5 ,  
and may establish a minimum �ev�l o f  insurance co�erage to �e 
required of  all  vehicles operating pursuant to this subse�tion . 
Provided , however , that vehicles operating pursuant to �h�s act 
shall  be subject to the inspection, control ,  and �upervision 
fee as  provided in Tennessee Code Annotated , Section 65-1518 ; 
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The DOT Program Of University Research 

DOT/RSPA/DPB/50-78/10 

YES NO 
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D D Did you find the research to be of high quality? 

D D Were the results of the research communicated effectively 

by this report? 

0 0 Do you think this report wil l  be valuable to workers in the 
field of transportation represented by the subject area of 

the research? 

D D Are there one or more areas of the report which need 
strengthening? Which areas? 

0 D Would you be interested in receiving further reports in this 
area of research? If  so, fill out form on other side. 

Please furnish in the space below any comments you may have concerning the 

report. We are particularly interested in further elaboration of the above 

questions. 
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