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PREFACE

This report is the product of a research project in the University Transportation Centers
Program. The Program was created by Congress in 1987 to "contribute to the solution of
important regional and national transportation problems.” A university-based center was
established in each of the ten federal regions following a national competition in 1988. Each center
has a unique theme and research purpose, although all are interdisciplinary and also have education
missions.

The Midwest Transportation Center is one of the ten centers; it is a consortium that includes
Towa State University (lead institution) and The University of Iowa. The Center serves Federal
Region VII which includes Iowa, Kansas, Missouri, and Nebraska. Its theme is "transportation
actions and strategies in a region undergoing major social and economic transition.” Research
projects conducted through the Center bring together the collective talents of faculty, staff, and
students within the region to address issues related to this important theme. This on-going project
reflects the key mission of the Midwest Transportation Center by proposing responses to the
transportation needs of the increasing elderly population of the Midwest region.

This particular project was carried out by an interdisciplinary research team at the Design
Research Institute of Iowa State University. This center is a reflection of the university's
dedication to applied research that seeks to respond to the needs of residents of the rural Midwest.
The Institute's efforts frequently involve close interaction with community leaders and concerned
citizens in small towns and rural areas.

The Principal Investigator is Professor Mary R. Kihl, Associate Director of the Design
Research Institute. Co-investigators are Professor Willis Goudy of the Department of Sociology
and Riad Mahayni of the Department of Community and Regional Planning. They have been
assisted by Sarah May, Joyce Clause, Shabana Hameed, and Rajiv Bakshi, graduate research
assistants from the Department of Community and Regional Planning,.
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EXECUTIVE SUMMARY
The Need for Transportation Alternatives
for the Rural Elderly

INTRODUCTION _
The fastest growing portion of American society is that including those over age 65, and

a disproportionate number of those older Americans live in rural areas. In some southern Iowa
counties, for example, over 25% of the total population is now over 65. Most of these people
age in place, remaining on family homesteads in part by choice and in part because they are
unable to find buyers for their homes in an age with a declining agricultural base. Ironically,
while they stay, their small hometowns continue to decline. Many small towns can no longer
provide essential goods and services. Grocery stores are generally only found in larger towns
with populations over 2,000, and clothing stores are even less readily available. Mobility is
clearly a key to quality of life, and most equate the automobile with mobility. Despite concerns
about driving, most older residents continue to drive long distances. There is no viable
alternative for the majority of the trips which they wish to make.

THE PROBLEM ADDRESSED

The current study is seeking to explore the transportation needs of the current and future
elderly in rural areas. The target area for the study includes six counties in southern Iowa and
three adjacent counties in northern Missouri. The site was selected in part to take advantage of
data gathered in connection with an on-going regional development project in southwest Iowa.
Nevertheless, the area selected has several characteristics generally associated with rural
transportation needs: a high proportion of elderly, a relatively high proportion of low income
residents, and scattered population with no substantial urbar areas. In addition, the site permitted
an examination of the complexity associated with arranging for publicly funded transit across a
state line. ‘

In terms of existing services, the area has two active public transit services and four small
taxi companies which serve only the larger towns. Given the large geographic area and the
limited number of vehicles and drivers available, the pnblic service in the area is focused
primarily on nutrition sites and other human service needs.

The current project sought first to document the transportation patterns of the rural elderly
in the target area, second to identify the potential need for alternative transportation services, and
third to develop transportation alternatives and consider their viability.



RESULTS ACHIEVED

" A telephone screen of a random sample of over 300 residents identified about 148 older
residents who were willing to keep trip logs of their travels over a one week period. Ninety-eight
logs were returned, divided almost evenly among residents aged 55-64, 65-74, and 75 and over.
The logs revealed a generally mobile population making an average of over 8§ trips a week. A
follow-up set of logs kept by the same individuals during a week in February indicated no
significant reduction in their mobility in the winter season, when they traveled on the average
of 7.7 trips a week. While, as expected, the younger residents travel slightly more frequently,
the travel patterns did not vary significantly with age. Income level was a far better predictor
of trip frequency. Those with incomes under $5,000 made an average of five trips a week, while
those with incomes over $20,000 made an average of ten trips a week. The length of the trips
varied from five to over fifty miles, but the average was thirteen miles. Age had only a small
impact on trip distance since goods and services are only available at fixed locations.

All but four of the respondents had a driver’s license and most used it despite concerns
about driving. Clearly. personal auto was the mode used for the overwhelming majority of the
trips. In contrast, 7.8% of the trips were in a friend’s car. Only 0.6% of the trips used public
transit, although the majority of respondents were aware of its availability. A survey
accompanying the log asked respondents if they would consider a mode of transportation other
than their car. The largest number again underscored a friend’s car as a suitable alternative,
especially for shopping. The most common trip purposes were visiting (11.6% of the trips) and
grocery trips (11.5%). Only 0.7% of the trips were to senior centers. Travel patterns did not
vary significantly between the respondents in the two states.

OBSERVATIONS

The logs and surveys do indicate the need for an alternative form of transportation for the
elderly. When demand models are applied in the target area, the results identify a relatively
small number of potential riders. Nevertheless, some seriously need transportation and others
might be encouraged to ride if the system met their needs.

About 10% of the respondents to the survey accompanying the trip logs indicated that
they had a driving disability of some sort. The majority of these individuals were females over
age 75. The average trip rate of those claiming a driving disability was 5.5, somewhat lower
than the overall average of 8.2 trips. Three individuals made only one trip during the week and
one did not drive at all.



In addition to those indicating that they had driving disabilities, a much larger number
indicated concerns about driving under various conditions. For example, over 50% indicated a
concern about driving in crowded areas. Another group of potential transportation dependent
individuals were those who rode in the family car but did not drive themselves. Of the log
keepers, 13% did not drive by themselves. The majority of these trips (69%) were made by
females, generally traveling with husbands. A breakdown by age indicated that 44.7% of these
trips were by the youngest cohort, age 55-64, 38.3% by those 65-74, and 8.5% by those 75 and
older. This pattern is reflective of the high incidence of elderly widows who are forced to drive
themselves because they cannot find another mode of transportation.

The concerns of older drivers with respect to driving situations are frequently well placed.
Although the overall proportion of accidents attributable to seniors is far lower than that
attributed to other age groups, these figures rise considerably when adjusted for miles driven and
the proportion of drivers in the age class. Accident rates per mile driven are higher for those
over 75 than those for any other class of drivers. Even more significant is the heavy rate of fatal
accidents involving the elderly. In Iowa, where the number of very elderly (over 75) licensed
drivers has risen over 7% since 1987, those over 85 experienced 40 fatal accidents per million
miles driven, while those aged 35-65 experienced only one fatal accident per million miles
driven. Such individuals might well be encouraged to try other modes of transportation. Yet the
existing rural transportation systems do not really provide an alternative mode for accomplishing
independent or discretionary trips. What seems to be indicated is a flexible system involving
automobiles as shared ride taxis and volunteer drivers in addition to the existing van operated
rural transit service.

In an effort to determine what the demand for such an alternative demand-responsive
mode of transportation might be in a rural area, the macro demand-responsive model developed
by Jon Burkhardt at Ecosometrics in 1976 was employed. Other models developed more recently
either required a level of sophistication in data beyond that available for such a potential rural
system or were related to urban settings. When applied to two counties in the target area, the
Burkhardt model indicated a range of potential elderly riders per month from Decatur County,
Iowa of between 69 and 215, depending on the number of vehicle miles provided. The parallel
range of potential riders per month for Worth County, Missouri was 55 to 172. When the pool
of potential riders was increased to include the low income residents as well as the elderly, the
figures for Decatur County became 75 to 235 and for Worth County 61 to 193. These figures
are low, but consistent with the small population bases in the counties.



In reviewing the potential applicability of a rural jitney service or a volunteer driver
system to such a target area, both relative efficiency and effectiveness were assessed. Since the
costs of a system would be a major factor in adopting a specific innovation, and drivers’ salaries
would be the primary cost associated with the rural jimey, an effort was made to examine the
potential capacity of a single vehicle and driver. The potential capacity of a single path SMART
model, devéloped by SYSTAN for UMTA in 1983, shows that the service could easily supply
the needed capacity given low demand figures. Statistical information relating to costs and
operations of volunteer driver systems were derived from a series of interviews with operators
of rural volunteer systems and from an extensive report prepared for UMTA on volunteer driver

programs in 1986.

Although an increasing number of rural systems are reporting considerable success with
newly established volunteer driver programs, the more established systems are noting the strain
of maintaining an adequate pool of drivers to provide needed service without over-taxing the fine
individuals who volunteer their time. This factor becomes especially important since volunteer
~ drivers are generally over age 65. They are usually carefully screened and trained, but they still
are frequently over-taxed seniors transporting other elderly. Concerns may be raised about
potential accidents. '

Relying on at least one paid driver as the backbone of the system would provide needed
stability and help build confidence in the reliability of the system. Volunteers could then
augment the system when multiple in-town trips were requested or when individual long trips to
medical centers were required. In addition, volunteers could help with escort service as needed.
Linkage with the intercity bus’ few remaining stops would be accomplished by the shared-ride
jitney in counties bordered by the interstate and by volunteers in other counties. The costs for
introducing a shared-ride jitney or a volunteer system are not widely different, especially when
the time involved in start up and maintaining and scheduling the volunteer pool are factored in.
Mileage reimbursement for volunteers is also higher than the costs of maintaining a car as part
of the fleet attached to an existing service. With a mixed system, it would be possible to share
the duties of the coordinator and the start up costs.

The costs of introducing an automobile-based system would be in part reduced by adding
on to an existing system, but costs would still be between $15,000 and $19,000 per county.
While social service contracts would cover a large part of the operating costs, additional costs
would remain. Among those responding to the surveys, over 50% indicated a willingness tc
contribute between $2.00 and $4.00 a trip for flexible service. Those able could certainly be
encouraged to contribute on a more regular basis through subscriptions, more clearly indicatec
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contribution levels, or through a type of sliding scale contribution system using coupons or
tickets. Ultimately this rural transportation concept will only succeed if it is effectively marketed
using the personalized marketing techniques which have proved to be most effective in appealing
to the elderly to try an innovation. ‘
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THE NEED FOR
TRANSPORTATION ALTERNATIVES
FOR
THE RURAL ELDERLY

INTRODUCTION

The fastest growing portion of American society is that including those over 65 years of age.
For the country as a whole census projections estimate that this group will make up 13 percent of
the population by the year 2000 and 21 percent by 2030. The number of elderly population living
in rural areas has increased disproportionately. While the proportion of the population over age 65
in metropolitan areas was 10.7% in 1980, it was 13% in rural areas, as the chart in Table 1
indicates. In the Midwest the proportion of elderly in rural areas has already surpassed these
levels. The 1980 census found that the largest concentrations of the rural elderly were found in
Iowa, Kansas, Missouri and Nebraska. In some counties in southern Iowa the population over 65
is already over 25 percent of the total population.

While rural youth have migrated out of rural areas in large numbers the elderly have remained
partly by choice and partly because changes in the agricultural economy have made it difficult for
them to sell their homes and move (Brown, 1987). The rural life style certainly has appeal to those
who have lived there most of their lives. In a recent attitudinal survey of residents of rural
southern Iowa, 83% of the respondents of all ages agreed that various home counties were fine
places to live (SIDD survey, 1989).

Factors contributing to this opinion were perceived lower living costs, neighborliness and a
sense of greater personal safety in addition to traditional loyalties to their communities.
Interestingly, only 30% of these respondents believed that their area would attract new residents
from other parts of the state or elsewhere. In fact few do move in.

The rural renaissance that was widely discussed a few years ago related to exurbia but was not
a major factor in the rural Midwest. With a declining agricultural base and a limited number of
nonagricultural jobs available, there has been very little immigration. This has made it very
difficult for the elderly to sell farm homesteads or houses in small towns when they feel the need to
move closer to services. The decline of small towns reflected in the closing of a number of retail
shops, even groceries, in small towns has magnified the problem (Stommes, 1989).



TABLE 1

Total Population and Population Aged 65 and Over
for Rural/Urban and Metropolitan/Nonmetropolitan
Areas of the United States, 1980

Number

Residence Areas ' All Ages 65 & Older Percentage
TOTAL 226,546° 25,549 11.3
URBAN 167,051 19,046 114
Inside urbanized areas 139,171 15,158 10.9
Central cities 67,035 8,015 12.0
Urban fringe 72,136 7,182 10.0
OUTSIDE URBANIZED AREAS 27,880 3,848 13.8
10,000 plus 13,482 1,736 129
2,500 to 10,000 14,398 2,112 14.7
RURAL 59,495 6,503 - 10.9
1,000 to 2,500 7,038 1,085 15.4
Other 52,457 5,418 10.3
METROPOLITAN 169,431 18,080 10.7
‘NONMETROPOLITAN 57,115 7,424 13.0

? Numbers in thousands.

Source: 1980 Census of Population, Volume 1, Characteristics of the Population, Chapter B, General
Population Characteristics, Part 1, United States Summary, Table 43, Bureau of the Census, May,
1983.




Lack of access to services becomes as important as the poor quality of available services
themselves. The single most important and immediate living environment or life space includes, as
Cantof points out in his study on the psychology of the elderly: "the self-sustaining facilities”,
such as the essential medical services, retail shops, and "the life enriching aspects” such as family,
neighbors or even cultural activities represented by senior centers (Cantor, 1979). Family
members, sometimes friends, provide transportation for visits to the doctor or grocery store. But
little is done about transportation to other destinations. Ex-drivers among the elderly are
particularly depressed about their immobility, although all elderly persons are aware that their
satisfaction and the quality of their lives depend upon their mobility which is in turn contingent
upon available transportation facilities. In terms of a rural society, it is apparent that senior citizens
need to travel several miles from their homes not only to provide for maintenance but for sociability
and personal fulfillment as well. Hence, the quality of life for this aging population depends to a
large extent on travel to towns a number of miles away. Transportation in whatever form becomes
in itself an aspect of the environment and at the same time a means of access to other personal and

environmental goals.

Many rural communities are experiencing great changes in the geminschaft nature of their
environments due to the weakening of traditional community and kinship structures. Despite this,
visiting and socializing with friends and neighbors still forms an important rural past time. For
most elderly residents, contact with friends remains an important source of personal satisfaction.
A very large percentage of the rural elderly are widows (Aging America, 1987-1988). For them,
the possible combination of isolation, loneliness, and in some cases, poverty can cause mental and
even physical damage. Nevertheless, most men and women prefer living alone rather than with
relatives. Frequently, the result is isolation (Posers, Keith and Goudy, 1979). These problems
will be compounded as the proportion of frail elderly increases. According to census estimates,
over 41% of the senior population was over age 75 in 1986, indicating a greatly expanded cohort
of "frail elderly”. By the year 2000 half of the elderly population are projected to be over age 75.

- The majority of the elderly, even the older elderly, have drivers licenses. In fact, the
proportion of licensed drivers over the age 70 is increasing rapidly. The number of drivers over
age 70 increased 4.8% from 1987-1988 as compared to a 1.6% increase in drivers aged 16-25 for
the same years (Iowa DOT, Safety Gram, 1989). Over the years drivers licenses have helped to
define a life style built on expectations of continued mobility, where travel distances were less
significant than access to desired goods and services (Bell, 1987). Consequently most elderly
residents will continue to drive even if their reflexes are no longer sharp enough to respond to
critical driving cues (Carp, 1988). Concerns about the capabilities of these older drivers has



prompted the AARP and the AAA among others to focus on the driving patterns of the elderly
(Krout, 1986).

Recent literature on the assessment of the relative safety of older drivers focuses on two
different but nonetheless related areas: relative accident exposure and the perception of risk. A
quick review of accident statistics recording accidents per age group underscores the heavy
proportion of accidents attributable to those age 16-24 with a contrastingly few accidents
attributable to drivers over age 65. For example, a recent study conducted in New Brunswick,
Canada noted an annual accident frequency of 4.5 for those under age 25 and less than 1 for those
over 65. Comparable figures for Iowa note that only 3.4% of all accidents in 1988 involved
drivers over 75 and 16.3% involved drivers over age 65. In contrast, 36% of the accidents
involved drivers under age 25. ("Who Was Involved in 1988", Towa Dot, 1988). Telephone
interviews with agents from four major insurance companies identified only one company which
increased its rates for drivers over age 65. That company raised its rates in two increments, 5% at
age 70 and an additional 5% at age 75. The rest of the companies cited the relatively low number
of accidents attributed to elderly drivers, and, in fact, offered discounts to drivers over 50.

However, when accident figures are adjusted for miles traveled and total numbers of drivers in
the age group, the accident rate for those over 65 does rise markedly. Considering that those
between ages 66-80 drive only one half as far as those under age 65, the New Brunswick study
noted a dramatic increase in accidents per million kilometers driven from less than three for those
under age 61 to over five for those over age 75 (Hildebrand, 1990). In Iowa, drivers aged 35 to
65 are involved in about four crashes per one million miles traveled while drivers over 85 are
involved in 40 crashes per one million miles driven (Safety Gram, Iowa DOT, 1989).

The level of responsibility for the accidents also rises with age. A study conducted in Michigan
~1in 1982 on major highways demonstrated an overinvolvement of older (over 65) as well as
younger drivers (under 25) in accidents. In fact the involvement rate for all crashes of drivers over
~ 75 was about twice that of middle aged drivers, and their fatal crash involvement was about four
times as great because of their greater susceptibility to injury. When reviewed in terms of relative
responsibility for accidents, drivers over age 65 had an overinvolvement ratio of 1.24 while those
drivers under age 24 had an overinvolvement ratio of 1.18, and those between 25 and 54 were
responsible for fewer crashes than the total number in which they were involved (McKelvey,
1989). This finding is corroborated by the New Brunswick study which found that drivers over
age 75 are charged with responsibility for accidents in which they are involved over 70% of the
time. The corresponding figure for the 16-20 year old drivers is about 60%. Again by far the
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lowest proportion of accidents are caused by middle aged drivers, 36 to 50 years old (Hildebrand,
1990). In Iowa elderly drivers were responsible for 85% of the 64 fatal crashes involving seniors
in 1989. Of these 41% of the drivers involved were over age 80 ("Traffic Fatalities Involving
Persons Age 65 and Over", Iowa DOT, 1989).

The rise in proportion of accidents caused by the older drivers is largely linked with the aging
process. Among the most wide-spread concerns are those related to vision. Visual acuity declines
with age, specifically the ability to distinguish contrasts, to see sharply at night, to use peripheral
vision, to read road signs, to judge stopping distance, and to distinguish detail in moving objects.
Driving also requires the cognitive performance skills reflected in attentiveness and rapid
information processing, factors which also begin to decline with age. These aspects contribute to a
decline in the speed of motor response of older drivers (TRB Report, Vol 1, 1988, pp. 53-67 and
"The Aging Process and Driving", newssheet, General Motors and the American Medical
Association, June, 1988).

Some older drivers perceive the risks involved and respond to these physical changes by
voluntarily limiting their driving during peak hours, at night, on major highways, or in other
particularly challenging situations. Some even drive around several blocks to avoid making a left
turn in an intersection (Winter, 1988). These drivers, fearing that an accident or a violation would
result in loss of a driver's license and the independence it affords, sometimes exaggerate the
perception of risk. They then overcompensate by driving very slowly or by driving infrequently,
thereby getting out of practice. Ironically the result frequently is greater involvement in accidents.

Other older drivers underestimate the relationship of their own actions to problems leading to
accidents, Malfetti, in his 1986 study conducted for the AAA, found that over 80 percent of the
older drivers he surveyed felt that they had total control over accidents and 90% felt that the cause
for any accident in which their vehicle was involved had nothing to do with their driving behavior
(Malfetti, survey, 1986). When questioned about their most obvious errors such as failure to
yield, failure to observe signs, careless crossing of intersections, improper changing of lanes, etc.,
most claimed to be unaware of these problems. In fact some older drivers practice driving
procedures which they regard as deferential and courteous such as slowing to allow another driver
into a traffic lane or out of a parking place, giving pedestrians extra time to cross the street, or
motioning others ahead at an intersection. Ironically, others who are not expecting these behaviors
become confused and accidents sometimes ensue (Winter, 1988).

The response in various states to the growing phenomenon of older drivers has included annual

10



it

relicensing exams and or counseling (Waller, 1988). Fifty Plus driving programs have been
instituted in some locations while others have moved to enlarge road signs so as to improve the »
environment for senior drivers. Rarely are licenses revoked unless there has been an accident
(Winter, 1988). Despite what has been described as "agism", a bias against the older drivers, few
inspectors wish to revoke a driver's license from an elderly driver for whom this would mean
revoking his or her independence. In rural areas with limited alternative means of transportatlon
avaﬂable these concerns are frequently well placed.

In some rural areas the only alternative form of transportation available is rural transit which is
primarily dedicated to medical or nutritional trips. As successful as this type of transit has been in
serving the basic needs of a particular segment of the rural elderly population, it has not necessarily
met the needs of all, especially not the needs for discretionary trips to visit friends in nursing
homes or for specialized shopping.

The current paper helps to document the variation in travel patterns and needs represented by
the elderly in one target area of the Midwest. While recognizing the significant differences in travel
needs represented by variations in the rural context in different parts of the country, the focus here
is upon the variations in travel patterns among the elderly even in one fairly homogeneous rural
setting.

A number of studies have identified transportation needs through analyses of ridership surveys
of rural transit riders or through surveys of clients of social service agencies. In contrast, the
current paper considers the elderly at the household level. The expectation was that this approach
would identify a wider range of transportation patterns and a broader understanding of the
transportation needs of the elderly public than a study based upon the experiences of a preselected
or self-selected group of elderly. Since any planning for the transportation of the rural elderly

- requires a look at the future elderly as well as the current elderly, the study also considers the travel

patterns of those individuals 55 to 65 as well as those over 65 and then moves on to suggest a set
of criteria for assessing the appropriateness and viability of transportation alternatives for the rural
elderly.

11



THE TARGET AREA

The target area for the study, a nine county area on the Jowa-Missouri border, was selected
largely because of the heavy proportion of senior residents (19-27 percent) and its essentially rural
character. Previous studies conducted in the region also had documented a relatively high
proportion of low income residents and communities facing economic challenges. The area is
served by two active rural transit systems but has in recent years had limited access to other types
of passenger service. The bi-state region not only reflected documented rural travel problems, but
also provided the opportunity to explore alternative approaches to rural interstate travel.

Specifically the target area for the study contained six counties in southern Iowa: Adams,
Clarke, Decatur, Ringgold, Taylor, and Union and three in northern Missouri: Harrison,
Nodaway, and Worth. The map in Figure 1 points out the target area which encompassed 4755
square miles and included 86 towns ranging from a population of less than 100 to 9500.
However, only three towns had population levels of over 5000: Osceola, Iowa, with a population
of about 8300; Creston, Iowa, with a population of about 8400; and Maryville, Missouri, with a
population of about 9500. The next tier of towns include Bethany, Missouri, with a population of
3300 and Lamoni and Leon, Iowa, both with populations somewhat over 2000.

Table 2 indicates the distribution of the elderly across the counties. The number of elderly was
expected to increase in all counties, although the proportion of elderly was expected to stabilize in
several. All counties would continue to rely heavily on transfer payments (largely from social
security) as a major factor in supporting the local economy. For example, the percentage for
Worth County, Missouri, is 24%. The proportion of the population below the poverty level
ranged from 15 to 25% in 1980 as Table 3 indicates. These proportions increased considerably in
1985, so that, for example, the majority of the Iowa counties had more than 20% of their
populations below the poverty level. In terms of highway access, most areas are fairly remote.
Interstate Highway 35 touches the edge of the region and affects positively Osceola and Bethany,
but most towns within the region are reachable only by state highway.

The area is replete with the problems of declining service centers indicated above. For
example, there are only seven hospitals in the nine county area. The applicable telephone books'
yellow pages list doctor's offices only in 13 towns. Although there certainly are doctors who do
not list in the yellow pages, this limited list gives some reason for concern. Only 15% of the
towns have medical clinics. More than 68% of the towns have no banking services and 84% have
no drug stores. Grocery stores are not available in 48% of the towns, although somewhat
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TABLE 2

PERCENT ELDERLY (65 AND OLDER)
BY COUNTY (1980)

[OWA
Adams 29.8%
Clarke 17.1%
Decatur 18.3%
Taylor 22.2%
Union 17.8%
Ringgold 21.3%
MISSOURI
Harrison 22.6%
Nodaway 15.4%

Worth 25.4%
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surprisingly 33% of the towns with populations under 500 still have groceries. Several groceries
have, however, closed recently. Only 10% of the largest towns have more than one grocery store.
Eating establishments seem to be more widely distributed permitting the social interaction that is
enjoyed with eating out. Almost half of the towns under 500 population (48%) have at least one
eating establishment.

Given these characteristics, the target area seems to be illustrative of the settlement pattern of
the Midwest farm belt, an area developed in response to agricultural expansion and now reflective
of a declining agricultural base. The percent of change in agricultural earnings declined 50-80% in
two of the Iowa counties, Taylor and Ringgold, and only sightly less in the other counties. Such
an area characterized by small towns, limited services, a declining tax base and an aging population
seemed an appropriate target for a study of transportation for the rural elderly.
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STUDY ORIENTATION AND METHODOLOGY

A study focused on transportation needs for the future elderly by definition must deal notso
much with existing transportation systems as with the interests and travel patterns of the rural
residents themselves. Few such studies currently exist. The national travel surveys for 1977 and
1982 provided an aggregate assessment of travel patterns on the national level, but under
represented the travel patterns of rural residents with limited transportation options. Similarly state
intercity bus studies focused on bus system users rather than on those without access to bus
transportation. Recent studies of changing elderly travel patterns conducted by Rosenbloom
(Aging and America, 1987-88) and others concentrate primarily upon the urban and suburban
elderly while referencing the point that rural travel patterns might be under represented. The need
for a household-based study focused specifically on rural elderly residents and their travel patterns
seems to be clearly indicated. The current study seeks to meet that need.

A study of this type involves several key data collection phases:

1) Telephone screens to identify elderly residents willing
to participate in the study.

2)  Attitudinal surveys and travel logs.
3) Assessment of communities’ potential trip attractors.

4) Interviews with existing rural service providers, intercity
bus stop operators, and taxi operators.

5) Interviews with current rural transportation users.

A study focused on transportation patterns at the household level invites a survey of residents,
requesting information on their trip making patterns. The traditional approach would, therefore,
involve household interviews with a random sample of residents. However, to conduct a
household survey over a nine county area by using personal interviews of residents proved to be
impractical for this study. Logistical considerations would have placed considerable strain on a
small project staff and costs would have exceeded the limited budget. Nevertheless, it was
important to gain as much information as possible from a random sample which included residents
of the two states in the target area as well as from a variety of different towns and rural areas.
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TELEPHONE SCREEN

A combination of attitude surveys and trip logs seemed to be a most appropriate means of
generating not only information on perceived preferences but also on actual trip making. A first
step, however, was to identify a sample of elderly residents who would be willing to participate in
the study. The only available lists of elderly residents in the area were those associated with the
Area Agency on Aging and other social service agencies. Use of such a list, however, would have
severely biased the study toward current users of rural transit systems and not represented the
broad range of travel patterns of other more independently mobile elderly residents in the area.
Hence it was necessary to devise a screen which would help to identify potential participants (those
aged 55 and older) from among the general population of the area.

The approach selected was a telephone screen followed by mail surveys and trip logs. A
similar approach had been used by the Denver Regional Council of Governments in a travel update
study conducted in May 1985 (Kurth, TRR, #1097) and by a study of travel patterns of retirement
city residents in Arizona (Comsis Corp, 1986). Names were selected for the telephone screens
from the most recent telephone books for towns in the target area. This type of random selection
of names from the directories seemed to be far more appropriate than random digit dialing for this
purpose because the broad-based nine county target area includes a considerable number of
telephone exchanges and even telephone companies. Even in using the existing telephone books
considerable care was required to avoid duplication in the resident pool since the territory covered
by the regional telephone books frequently overlapped and included towns outside the target area.
All listings were reviewed for eligibility prior to including them in the pool for possible random
selection. Commercial numbers were also left out of the pool. This type of pre-screening would
never have been possible with random digit dialing. Since research has shown that the Midwest is
the area of the country with the smallest number of unlisted telephone numbers (Anderson et al, p.
5), it was assumed that this factor would not make a significant difference in this study. The very
small proportion of households in Iowa without telephones was also reassuring.

In order to assure proportional presentation of both Jowa and Missouri households in this cross
state study, samples were drawn in two clusters--two-thirds from among the six counties in Iowa
in the target area and one-third from the residents of the three Missouri counties. Prior to
conducting the telephone screen, announcements were included in the local newspapers and aired
on local radio stations in order to minimize concern and hopefully increase response rates.

A total of 600 telephone numbers were selected for the screen with the hope that they would
yield about 100 residents who would be eligible and would in turn agree to participate in the
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household study. Each selected number was called at least three times on different days, but if
there still was no answer the numbers were replaced with other names chosen at random from the
same telephone exchange. The primary objective through this process was to be sure to include

representation from as many communities as possible.

Calls were completed during the first two weeks of June, 1989 by a team of trained assistants
associated with the project. Of the initial 600 calls attempted, 300 respondents actually completed
the brief telephone screen included as Appendix II. These respondents were asked basic questions
about travel patterns as well as the age of household members. Those over 55 were asked whether
they would participate in Phase II of the study which was to include keeping a trip log. Answers
to the travel questions were later compared with the responses of those agreeing to keep trip logs as
a means of corroborating the trip log information with information taken from a broader segment of
the population. The 300 screens netted 148 respondents who indicated an initial willingness to
participate in Phase II of the study. These individuals were then sent travel surveys as well as trip
logs to keep track of their trips for a period of one week. (A sample survey and log are included as
Appendix IV.) The one week period was selected as more relevant for rural residents than a
shorter period because previous studies had indicated that older rural residents might not make trips
more than a few times a week. A longer time period would have been harder to monitor.
Respondents were asked to indicate additional trips that occurred regularly, but less than once a
week.

All those agreeing to participate were then telephoned during the week in which they were .
keeping the logs. They were asked whether they had any difficulty in filling in the logs and were
encouraged to return the logs on schedule by using the prepaid self-addressed mailer. Those who
did not respond within a few days were called again as a reminder. In an effort to reassure the
respondents, the same person who had identified them during the telephone screen conducted the
follow-ups. As a result, 98 (66.2%) of the surveys and logs were returned. Although some who
initially agreed to participate later declined, the most common reason for non-response (24% of the
non-responders) was that initially both husbands and wives had agreed to participate but then they
reported during the telephone follow-up that they had taken all their trips together and they would
therefore be only returning one form. In itself this was a useful commentary on the travel patterns
of the rural elderly. The returned logs and associated travel surveys provided a primary source of
data for the study.

In February, 1990 a follow-up study was conducted to determine whether there were
differences between summer and winter driving patterns among the senior residents in Iowa. Logs
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accompanied by a brief questionnaire were sent to all those who had kept logs in June. The
approach was to use the summer log keepers as a type of panel, thereby allowing a direct
comparison between summer and winter travel patterns. This procedure also permitted using a
follow up questionnaire to request further information on two issues which had proven to be
particularly interesting in the summer survey--concerns about driving and willingness to pay for
alternative forms of transportation. Of the 98 logs distributed in the winter, 66 were returned for a
67 percent return rate. Two respondents, however, completed only the questionnaire portion of
the survey and refused to fill out the trip log portion. As the graph in Figure 2 point out, however,
there was a difference in the proportion of log keepers in the different age ranges in the follow-up
survey. Only 28% of the winter log keepers were in the youngest group age 55-64 as compared to
36% of the summer log keepers; 36% of the winter log keepers were over age 735, while only 27%
of the summer log keepers were over 75.

COMMUNITIES AS VIABLE TRAVEL DESTINATIONS

A parallel effort identified existing retail and service centers within each community in the target
area. All services and retail establishments were noted in association with appropriate SIC codes.
The effort was to identify communities which had the potential for attracting retail and service trade
and then to relate this information to the actual travel patterns identified in the travel logs. The
Iowa Business Directory and the parallel Missouri Business Directory, which are both based on
yellow page listings, served as sources for this information. The yellow pages do underreport the
number of small establishments since they do not always pay to advertise. This is of special
concern in small communities which tend to have smaller firms, but there was no other common
source of this type of data for the two states. Nevertheless since the purpose of the effort was not
to develop a definitive list of firms but rather to identify trip generators and towns which could
potentially satisfy the needs for multipurpose trips, the yellow pages were able to provide most of
the requisite information.

Information generated from another study which included a mail survey with about 600
respondents from the same Iowa counties helped to partially validate the data on availability of
goods and services. Respondents were asked how close to their homes it was possible for them to
acquire a particuiar type of product or service and then asked where they actually bought the items
or engaged the service.

One additional source of information was a series of interviews conducted with rural elderly

residents who are current users of the rural transit systems. Interviews were conducted at four
congregate meal sites, three served by the Southern Iowa Trolley and one served by Older
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Americans Transportation Service (OATS). The structured interviews following the form included
in Appendix III were intended to gain input from residents who are not as independently mobile as
the group identified through the telephone screen and to gain their perspectives on transportation
needs in their area. The interrelated information gained from these various sources provided the
basis for the following analysis of rural travel patterns and perceived needs of the elderly in rural

arcas.
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SURVEY FINDINGS

Before proceeding to an analysis of the current state of transportation of the rural elderly in the
target area it is necessary to describe more fully the data generated.

TELEPHONE SCREENS

The age distribution for those answering the telephone screen is indicated in the chart in Figure
3. What is surprising is that 73% of the respondents indicated that they were over 55 years of age.
Fortunately the senior respondents to the screens were rather evenly distributed among the three
cohorts included in the study: 22% of the respondents were in the 55-64 bracket, 26% in the 65-
74 age group, and 22% aged 75 and older. Two-thirds of all the screen respondents indicated that
they lived in a town while one-third indicated that they lived in rural areas. Ninety-two percent of
those living in rural areas lived on farms, typically not more than five miles from town. As might
be expected more of the younger elderly lived on farms. Among the telephone screen respondents
40% of those between ages 55 and 65 lived on farms. This was also true of 37% of those between
the ages of 65 and 75. The percentage dropped dramatically to only 15% of those over age 75,
however, and only four percent of those over age 75 lived over ten miles from a town. These
responses are indicative of the Midwest farm belt which is dotted with small towns. As indicated
above, whenever possible older residents cluster in towns largely to have better access to goods

and services.

The respondents were well distributed across the target region, coming from 48 different towns
and the surrounding rural areas. The largest towns, Creston and Maryville contributed 12% and
5% of the respondents respectively, while percentages from the smaller communities were
proportional to their total populations. With 83% of the respondents coming from smaller towns
and rural areas, the sample did reflect the type of residents which were to be the focus of the study.

TRIP LOGS

RESPONDENT CHARACTERISTICS

Sixty-three percent of those participating in the telephone screen who were over age 55 agreed
to take part in Phase I, the trip log phase. They were asked to record all trips taken during a one
week period and also to respond to a short survey questionnaire. For purposes of this study trips
were defined as one way going toward the destination. Return trips were not considered. Of the
148 logs initially distributed, 98 were returned. These 98 respondents reported a total of 812 trips,
an average trip rate of 8.3 with a mode of 7 trips per respondent. The gender mix included 47
(48%) female and 39 (39.8%) male. The age distribution of the respondents was as follows: 35
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(37.2%) in the 55-64 age group, 33 (33.7%) in the 65-75 age group and 26 (26.5%) over age 75.
Four'respondents declined to indicate their age. Approximately two-thirds (65.3%) of those
returning summer logs lived in towns while the rest (34.75%) lived in rural areas.

When the 98 individuals who had kept trip logs in the summer were sent a follow-up log and
survey questionnaire, 64 responded (a 65% response rate). Winter respondents included 33
females (52%) and 25 males (39%). (The chart in Figure 4 shows the gender distribution for both
surveys.) Their responses indicated that their trip pattern changed very little from summer to
winter. Together the 64 winter log keepers reported a total of 495 trips with an average trip rate of
7.7 and a mode of 7 trips per respondent. The age distribution among winter log keepers included
28% in the age group 55-64 , 33% in the 65-74 age group and 36% over age 75.

As expected, a substantial number of respondents, 22 (23%) in the summer and 12 (19%) in the
winter, declined fo indicate their income. Those who did answer that question reported incomes
ranging from under $5,000 to over $40,000. For both the summer and winter logs, the largest
percentage or respondents reported incomes in the range of $10,000 to $20,000, 32% and 30%
respectively. The chart in Figure 5 shows the percentage of respondents in each income bracket
for both the summer and winter logs. This chart indicates that the income distribution was similar
in both the summer and winter. Over 27% of those answering the question in the summer reported
annual incomes of over $20,000; all those with incomes over $30,000 were in the youngest age
group, reflecting the fact that most of these respondents were still working. This information,
however, indicates a responding group with incomes far more varied than the group typically
served by social service agencies.

Since the variation between trips reported was so minimal, from summer to winter, most of the
referencing in the remainder of this paper will refer only to the summer figures, for purposed of
simplicity. Table 4 provides comparative data on trip rates between the two surveys.

Much as reported in the national literature (Rosenbloom, 1988) the overwhélming majority of
the respondents had drivers licenses. All but four respondents to the summer logs answered the
question regarding availability of a drivers licenses, and 89 (94.7%) of them did have licenses. Of
the five who reported not having a license, three did have licenses at one time and only two (2%)

* of them said that they never had a license. Among those keeping logs, 9.2% reported that they had
a disability which made it difficult to drive. In general, however, this group of senior respondents
was accustomed to the independence that came from being able to drive wherever they wanted to

go.
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FIGURE 5
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TRAVEL PATTERNS

TRIP FREQUENCIES. As indicated above those returning trip logs made a total of 812 trips
in the summer. The 64 respondents keeping logs in the winter made 495 trips. Those in the 55-64
age group made an average of 8.5 trips a week in the summer and 6.9 trips in the winter, while
those 65 to 74 made an average of 8.8 trips per week in the summer and 9 in the winter. The
number did decline somewhat for those over 75. They made an average of 6.6 trips a week in the
summer, but they actually increased their trip rate in the winter to 7.3 trips. These minor variations
in trip numbers among the age groups in the winter survey may be a factor of the small sample, but
there is a clear indication that the log keepers did not change their trip patterning significantly in the

winter months.

The mean trip distance for all those keeping logs was 13.3 miles in the summer with very little
variation among age groups. The gender difference in trip making noted in other studies
(Rosenbloom, 1988 p. 31-32) was somewhat supported by those keeping logs: females made an
average of 7.0 trips a week while males made an average of 10.1 trips a week, in the summer. In
the winter, however, the trips numbers were almost identical with 10 trips on the average for males
and 11 trips on the average for females. This difference can in part be explained by the fact that in
the summer the largest proportion of the males (46%) were in the youngest age groups. Income
level was somewhat associated with trip making as Table 5 indicates. Those with incomes of
under $5,000 made an average of five trips a week while those with incomes in the $20,000 to
$30,000 range made an average of ten trips a week. For the younger groups with incomes over
$30,000 the number of trips is apparently no longer a factor of income.

TRIP DISTANCE. The mean trip distance for all those keeping logs was 13.3 miles with very
little variation among age groups. The mean trip distance for the 55-64 age group was 15.5 miles,
while that for the 65-74 age group was 12.8 miles. For the oldest group the mean trip distance
was still 11.06 miles. However, the overwhelming majority of trips for the two upper age groups
were less than five miles each, indicating a number of short trips with a limited number of long
trips each week. For the youngest group (55-64) the majority of the trips were between five and
seven miles long. Again this variation was very slight. Overall 57% of all trips reported were less
than five miles in length indicating that it is usually possible to meet trip purposes within that radius

of home even in this rural area.

TRIP DIRECTION. In considering the trip direction the trip logs, as expected, indicated that
most of the trips were to and within towns. In fact 93.9% of the trips originating in a town also
ended in a town, while 87.7% of the trips originating in rural areas also ended in towns. The map
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in Figure 6 shows this trip distribution. Only a little over 12 percent of the trips begun in a rural
area also ended in a rural area. The majority of all of these rural based trips were to the nearest
town. However, there were some notable exceptions which indicated towns with unexpected
attractions. For example, 13 trips were made from the rural area around Mt. Ayr to the smaller
town of Tingley. Conversely some towns did not have the expected level of attraction to nearby
rural residents. For example only 20% of the trips originating in rural Grant City, Missouri were
attracted to that city. Overall, however, 62. 29% of the trips reported were intercity trips and the
major attractors of outside trips were the larger communities such as Maryville which attracted trips
from seven other towns. Although there was no consistent pattern linking trip distance and place
of origin, trips from smaller communities such as Diagonal and Beaconsfield tended to be longer
than those originating in more self-contained cities like Bethany and Creston.

TRIP PURPOSE. When considering the purpose for the trips the prominence of a few of the
major towns becomes more apparent. Table 6 indicates the wide variety of trip purposes described
in the trip logs. Each respondent was asked to indicate up to three purposes for each trip so as to
identify multipurpose trips.

Approximately 20% of the trips reported proved to be multipurpose. Overall the trip purpose
mentioned most frequently was visiting (11.6% of the trips reported). Grocery shopping was
listed next most frequently (11.5%). Those who worked or carried out voluntary service did so
daily, making the proportion for work trips high (11.2% of all reported trips). Recreational trips
were the next most common (10.5%). Following these were other shopping trips and trips to
church or other organizations (8.9% and 8.7% respectively). Eating out, another voluntary social
activity, was a reported purpose of 8.4% of the trips. Other purposes such as personal business,
banking, drug store, beauty shop were even less frequently reported. Trips to the doctor were far
less frequently reported (5.9%). Only 0.6% of the trips were to the senior citizen center. This

independent group of respondents obviously preferred their own form of leisure activities.

In terms of direction for these trips seven of the towns served as full service communities with
such essential services as a doctor, banking facilities as well as a grocery store and other shopping
opportunities. Three additional towns attracted trips for most essential services but not for trips to
the doctor. Some towns like Sheridan, Missouri, appear to have a specialized appeal for one
purpose such as eating out. As might be expected the largest number of towns and rural areas (29)
attracted trips for social visits. What also is interesting in terms of trip generation is the limited
number of towns that attract trips for such essential purposes as grocery shopping. Only 19 (41%)
of the 46 towns represented by the log keepers attracted grocery trips, 14 (30%) attracted trips for
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FIGURE 6

TRIP PATTERNS SHOWN ON TRAVEL LOGS
Map by Joyce Clause
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other types of shopping and only 10 towns (21.7%) attracted banking trips, and seven towns
(15%) attracted trips for personal business. Most trips to the doctor apparently required going
outside of the nine county target region since only nine towns (19.5%) of those within the region
attracted medical-related trips. In fact, the average trip to the doctor was more than nineteen miles
long. A considerable proportion of shopping trips (18%) were also to points outside the target
area. Given the limited number of towns which can attract multiple purpose trips it is interesting to
note that 24% of the trips taken by those keeping logs were nonetheless multipurpose trips.

TRAVEL PATTERN VALIDATION

With a sample as small as 98, questions naturally arise as to how well they represent the travel
patterns of residents in the area. Hence an effort was made to validate these findings by comparing
them with the findings of a mail survey administered to a random sample of 1600 residents of
southwest Iowa during June and July, 1989. Of the nine counties included in that mail survey six
overlapped with those in the target region. The larger number of respondents to that survey (622)
included residents ranging in age from 20 to over 80. They answered questions régarding how far
from their homes they would have to travel to reach specific goods and services and then how far
they usually traveled to reach those same goods and services. Of this larger sample, 73% indicated
that groceries were available within five miles of their homes, but 51% of them traveled much
further to buy groceries. In fact 21% traveled over 15 miles to buy groceries. Atnong those in the
larger sample who were over 65, 17% traveled over 15 miles to get groceries even though some
groceries were available within five miles of their homes. Reasons given for the longer trip were
selection and price. The type of grocery within five miles of a rural residence is very often a
convenience store where it is not possible to buy a full grocery order.

Selection became even more important when considering women's clothing purchases. Of the
full larger sample 52% indicated that they could buy women's clothes within five miles of their
home, but 40% of these people traveled over thirty miles to the location where they usually bought
women's clothing. Although the tendency to travel this far for women's clothes was greater
among the younger respondents, 23% of those over 65 years of age reported that they usually
travel over 30 miles to buy these clothes. The same pattern held among those seniors shopping for
men's clothing and shoes.

Fortunately medicine and drugs were available to 65% of the large sample within five miles of
their homes and a much smaller percentage (14%) traveled a distance of over 15 miles for these.
The proportion of seniors making lengthy trips for this purpose was similarly lower. When
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needing banking services, 94% of the respondents found them within 15 miles of home and of
these 73% found them with 5 miles of home. The difference is that in the case of banking most
respondents, younger and older, used the services available close to home. Only 7% of the seniors
and 11% of the youngest group used other than the closest bank. In terms of legal services the
younger group seems to be willing to travel further. Of the seniors only 11% went beyond the
closest lawyer, whereas this was true of 26% of the youngest grdup. Lawyers are obviously
selected by spcciaky and reputation while most banks offer similar services and being known to the

banker is considered a major benefit in small towns.

The pattern that emerged from the large sample mail questionnaire is that of a mobile
population, in which the travel patterns of seniors are very consistent with those of the population
at large. This is the same type of mobility indicated by those keeping the.trip logs who had access

to private automobiles.

TRIP MODE

Among the trips reported in the summer trip logs 91.3% were made in their personal
automobile, 7.8% in a friend's car, 0.6% in a public bus or van and 0.2% in a taxi. The pattern in
the winter was very similar with 92% of all trips taken in personal cars, 6.3% in a friend or
relative's car, 0.2% in a public van and 0.2% in a taxi. Among the trip purposes served by other
than one's own private automobile were trips to the doctor, grocery, shopping, eating out, church,
visiting and trips to the senior citizen center. A small number used a rural transit van for grocery
shopping and banking. In the winter trips to the churches or other organizations accounted for
309 of the trips taken in friends' cars.

RELUCTANT DRIVERS

A further indication of potential future travel need was provided by several questions on the
summer survey which accompanied the log. Using some of the questions raised on the AAA 55+
Drivers self-evaluation test as a guide, a series of questions was developed asking about any
concerns regarding driving (Malfetti, 1988). The point raised in the literature is that someone
admitting to having several of these concerns probably should not be driving. Not unexpectedly
the most widely shared concern of these rural respondents was associated with driving in crowded
areas (62.8% of them noted that). Although each respondent probably had his or her own image
of a crowded area, this clearly indicated a reluctance to drive in the major metropolitan areas where
trips to the doctor are frequently made. The second most common concern was regarding driving
in winter, a major feature in the northern Midwest (52.6% of them mentioned that). Next most
common were concerns about night driving and long distance driving (44.9% and 36.8%
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respectively). (See graph in Figure 7.)

Over 53% of the respondents indicated multiple concemns, including 21.8% of the respondents
who were concerned about all four aspects of driving, and 14.1% of the respondents who
underscored three concerns. Among those who indicated that they were most concerned about
driving, all but five also indicated that they drove regulaﬂy. Most of these respondents (65% of
them) however, also took trips with a family member or friend when such options were available.
Three of the five respondents who did not drive took advantage of the rural transit service; one
who lived in town relied on a taxi and friend while one other respondent relied completely on
family members. What emerges is a response pattern whereby 4.7% of those keeping logs
admitted no concerns about driving and drove regularly; but a fairly sizable proportion of the
respondents did admit to concerns about driving and responded to transportation alternatives when

they were available.

The survey questionnaire accompanying the winter trip logs inquired further into the type of
concerns of the log keepers. Understandably in a winter survey, the largest proportion of the
respondents were concerned about winter driving (53%). As Figure 8 indicates only a relatively
small proportion of the respondents underscored concerns which the AAA study and others have
connected with accidents involving elderly drivers. Twenty percent indicated a concern with
interstate highway driving, but the national studies note that most elderly compensate for this by
driving on state highways on which the traffic does not move as quickly. Being passed by faster
moving vehicles and making left hand turns concerned only 18.5% of the respondents even though
left hand turns are nationally a major factor in car accidents involving seniors. Meeting other cars
at intersections seemed not to be a major factor in rural areas. Some respondents even marked that
question "not applicable.” Fortunately rural Iowa drivers are apparently able to change driving
patterns to avoid the most stressful driving situations. They drive during the day on state
highways and rural roads and avoid driving in bad winter weather. Nevertheless, as the Iowa
Department of Transportation Traffic Fatality Report for 1989 indicates, rural elderly drivers are
still exposed to risk. Of the 64 fatal accidents involving elderly drivers in 1989, 47% were on
U.S. or state highways, and an additional 37% were in cities and towns. Only 6% of the fatal
accidents in Iowa involving elderly drivers were on interstate highways. (lowa DOT, "lowa
Traffic Fatalities Involving Persons Age 65 and Older", 1989).

When winter log keepers were asked whether they would consider a variety of different types
of transportation alternatives, they responded as follows: 21.7% indicated that they would
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FIGURE 7
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FIGURE 8
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consider a shared-ride system, while 18.3% indicated that they would consider a car pool. As
expected a large proportion, 51.7% said that they would consider riding with a friend. While these
responses offer no assurance that the log keepers would actually take advantage of these
transportation alternatives, they do offer some indication of interest in riding with others if options

were available.

TRANSPORTATION ALTERNATIVES

After reviewing the results of the trip logs and surveys in the light of other data collected
regarding the distribution of goods and services in the target region, a set of criteria emerged for
assessing appropriate transportation alternatives for the rural elderly in this area. Several key

factors emerged as follows:

1) The need for variety in type of service offered given the array of trip needs and
purposes underscored by the different segments of the rural elderly community.
This includes providing for variation in trip purpose, direction, and level of
assistance provided.

2) The need to provide an alternative to driving for those who are reluctant drivers
but who see no other way of meeting their travel needs in rural areas and retaining
their independence.

3) The need to make full use of existing systems in serving as wide a segment of
the elderly population as possible.

4) The need for involvement of the residents, including the potential users, in
designing transportation alternatives in order to insure adequate use of a system.

5) The need for cost effectiveness in providing for the needs of a scattered
population in an area characterized by widely distributed goods and services.

A review of existing services in light of these criteria indicates that some purposes and
segments of the population are being well served while others were still awaiting the identification
of appropriate alternatives.

TRAVEL PREFERENCES

When asked of their preference in terms of transportation alternatives respondents selected
those modes which they felt offered the greatest opportunity for continued independence. Of the
respondents to the summer survey, 28.8% indicated that they preferred a bus although only 4.9%
of the respondents had actually traveled by bus in the last year. The preference for bus travel was
clearly linked with age: 48% of those indicating an interest in bus travel were over age 75, 42%
were between 65 and 75, and only 10% were age 55 to 65. The purpose for which they would use
a bus was overwhelmingly reported (55.6%) as recreation. Clearly they associated a bus with the
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