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The Capital District population has been defined as a relatively stable population with 
only a modest amount of ethnic and racial diversity.  Despite the appearance of 
homogeneity, travel needs of the various populations of the Capital District differ greatly 
and may become more diverse in the years to come. 
 
The following represents an attempt to describe some of the potential transportation 
needs and travel behaviors of the members of six market groups (six representative 
segments of the population) by the year 2030 that should be addressed by policies 
enacted today.  Demographic data was analyzed and used to identify the six market 
groups.  The market groups are:  the retired elderly (dependent and independent); 
working households with dependents (couples and singles); and working households 
without dependents (couples and singles).  A nearly infinite breakdown of these 
categories into smaller groups by location, income and other factors is possible, but the 
broad grouping is sufficient to highlight the diversity in transportation needs and 
behaviors. 
 
Demographics Overview 
 
There has been a great deal of research conducted regarding demographic trends 
nationally, statewide, and locally.  Nationally, some of the basic trends are that: 
 
• The population is aging but continues to increase, largely due to the influence of new 

immigrants.   
 
• Many women are having fewer children, a trend expected to continue in the next 

several decades.  The groups having the greatest number of children are minority 
groups, especially Hispanics.  This minority baby boom is largely concentrated in the 
western United States, which has a lower share of the U.S. population overall but a 
large proportion of minority residents [1].  

 
• As the population ages, the number of single person households will increase.  

According to the U.S. Census Bureau, single person households will increase by 26 
percent between 1995 and 2010 while the overall growth in households is expected 
to be 18 percent [2]. 

 
• The life expectancies for both men and women are increasing, with men having a 

greater rate of increase.  According to a MetLife study, men gained a year of 
expected life between 1989 and 1996 while women only gained 2.4 months [3].  
Boys born in 1996 were expected to live 72.8 years while girls were expected to live 
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79.0 years.  However, race continues to play a role in life expectancy with whites 
living longer than nonwhites. 

 
• Older Americans, both men and women, are staying in the work force longer and are 

not opting for early retirement.  One of the reasons cited for this trend is that as life 
expectancy has risen and health care costs have increased, there is an increased need 
for health insurance coverage which is often a benefit of their jobs [4].   

 
There continues to be several unknowns for the future of the United States.  The major 
one is the inability to predict with any certainty the potential number of immigrants in the 
future.  Another unknown is the influence of the baby boomlet generation, which will be 
in its most productive years by 2030.  These 69 million Americans represent the children 
born to baby boomer parents (and their immigrant counterparts) between 1977 and 1994 
[5].  This group has been raised in the electronic age and has the greatest potential to 
impact and be impacted by technological changes.  Locally, their numeric impact is being 
felt in the enrollment figures of school districts such as Shenendehowa and Averill Park.  
 
Although some of these national trends are represented in New York State, the state as a 
whole is not experiencing the levels of growth that other parts of the country are.  In fact, 
despite the projected increase in New York State population, its national rank will drop 
from being the 3rd largest state to being the 4th largest state by 2025 [6].  As for the 
Capital District region itself, it can best be described as an area of relative stability.  
There are not rapid increases or decreases in population, the work force is relatively 
stable (with anchors such as state government and universities), and the area is not 
expected to undergo major population changes in the near future.  However, Sematech 
and the high tech industry could help to offset population losses due to retirements and 
other workforce reductions in the region.  With the tremendous number of unknowns, the 
Capital District could potentially face a different picture than the one presented below. 
 
Population 
 
According to the 2000 Census, the population of the Capital District increased to 794,293 
from 777,783 in 1990 (see Table 1).  It is also projected to grow 8.8 percent between 
2000 and 2030 [7].  Much of this growth will occur in Saratoga County, which has been 
the second fastest growing county in New York State through the 1990’s [8].  The county 
is projected to grow by 21.8 percent between 2000 and 2030.  The populations of the 
three remaining counties are also expected to increase but at much lower rates.  Albany 
County is projected to increase by 5.8 percent, Rensselaer County by 4.5 percent and 
Schenectady County by 1.5 percent.  
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Table 1 
Capital District Region Population (Historic and Projected) 

 
Location 1980 1990 2000 2010* 2020* 2030* 
Capital District 741,580 777,783 794,293 824,587 845,853 864,168 
Albany County 285,909 292,793 294,565 302,162 307,201 311,707 
Rensselaer County 151,966 154,429 152,538 156,113 158,103 159,431 
Saratoga County 153,759 181,276 200,635 218,373 231,855 244,279 
Schenectady County 149,946 149,285 146,555 147,939 148,694 148,751 
* Projections 
Source: Capital District Regional Planning Commission, Capital District Population & Household 
Projections, 2003.  
 
The trend of residents moving to suburban and rural communities is likely to continue in 
the region, resulting in a continued population drain on the older cities, especially 
Schenectady and Troy.  However, the rates of decline are not projected to be as high as 
they have been in recent decades.  In fact, the City of Albany is projected to have 
relatively little population change through 2030 while Saratoga Springs is likely to see a 
population increase.  Regardless of what is projected in the Cities, the greatest population 
increases are projected to occur in the suburban and rural communities of Saratoga 
County.  Some examples include Halfmoon (49.1%), Wilton (35.5%), Malta (27.0%), 
Clifton Park (23.1%) and Day (45.5%) [9].  Although communities like Day have low 
populations to begin with, the continued relocation of the population to suburban and 
rural areas will have tremendous implications for travel in the future. 
 
Age 
 
When the actual population in 2000 by age group is compared to what was projected, the 
actual population became slightly older with slightly fewer young children (see Table 2).  
Projections to 2030 indicate that the over 65 population (the elderly) will represent an 
even greater share of the population in the future.  As a result of these projections, the 
travel needs of the elderly should be addressed in policies made today.  It should be 
noted, however, that these projections were not based on 2000 Census data as it was not 
available at the time the projections were made.  The projections were instead based on 
data from the 1970, 1980 and 1990 Census.   

 
Table 2 

Capital District Population by Age Group (Actual and Projected) 
 

Age Group 2000 (Actual) 2000 (Projected) 2030 (Projected) 
65+ 13.9% 12.4% 17.2% 

55 to 64 8.8% 8.8% 11.9% 
45 to 54 14.4% 14.4% 11.6% 
35 to 44 16.3% 16.5% 13.2% 
25 to 34 13.2% 14.4% 13.6% 
15 to 24 13.6% 13.3% 13.0% 
5 to 14 13.8% 13.4% 13.1% 
Under 5 6.0% 6.9% 6.4% 

Total 794,293 800,299 845,048 
Source: Capital District Regional Planning Commission, Capital District Population and 
Household Projections, 2003.   
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When looking for what may be perceived as a healthy population mix in the future, the 
Capital District may not be too far off the mark.  Projections, as shown in Table 3 for the 
year 2030, indicate that the over 65 population in the region is not expected to be as great 
as in the nation as a whole.  There are several reasons for this.  One is that other areas of 
the country are expected to have greater shares of the elderly population (such as Florida) 
than the Capital District.  Another is that due to the presence of a number of universities 
and the push toward a technology driven economy, the potential for attracting and 
retaining younger population groups may increase in the future.  Although the region may 
not become the next Austin or Salt Lake City in thirty years, it is possible that by 2030, 
businesses of larger metropolitan areas may seek out the Capital District for its high 
quality of life, thereby keeping younger workers in the area.   
       

Table 3 
Population Projections to 2030 for the Region, State, and Nation 

 
Age Group Capital District New York State* United States 

65+ 17.2% 16.5% 20.0% 
55 to 64 11.9% 11.4% 10.6% 
45 to 54 11.6% 11.0% 11.5% 
35 to 44 13.2% 13.1% 12.8% 
25 to 34 13.6% 13.9% 12.2% 
15 to 24 13.0% 13.6% 13.1% 
5 to 14 13.1% 13.6% 13.1% 
Under 5 6.4% 7.0% 6.4% 

*Projections only available to 2025 
Sources: New York State Data Center, 2003 U.S. Department of Commerce. Bureau of the Census.  2000 
Census. 
 
The Capital District may also be healthier than other areas in upstate New York, although 
not as healthy as downstate areas.  Table 4 compares the results of the 2000 Census for 
upstate counties (all counties north of Dutchess and Orange) and downstate counties.  
Two main patterns emerge.  Downstate has a greater percentage of the 25 to 34 year old 
age group than upstate while upstate has a greater percentage of the elderly.  However, 
when all of upstate New York is compared to the Capital District, the Capital District 
seems to have slightly less of the elderly as a percentage of its population and slightly 
more individuals in the 25 to 34 age group.  Although upstate is older than downstate, the 
Capital District appears to be in better shape than other upstate areas.   
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Table 4 
Census 2000 Population Comparisons 

 
Age Group Capital District Upstate  

New York* 
Downstate  

New York** 
New York State 

65+ 13.9% 14.3% 12.2% 12.9% 
55 to 64 8.8% 9.0% 8.8% 8.9% 
45 to 54 14.4% 13.9% 13.2% 13.5% 
35 to 44 16.3% 16.0% 16.3% 16.2% 
25 to 34 13.2% 12.5% 15.5% 14.5% 
15 to 24 13.6% 13.9% 13.0% 13.3% 
5 to 14 13.8% 14.3% 14.1% 14.2% 
Under 5 6.0% 6.0% 6.8% 6.5% 

*Upstate New York includes all counties north of Dutchess and Orange Counties. 
**Downstate New York includes Bronx, Dutchess, Kings, Nassau, New York, Orange, Putnam, Queens, 
Richmond, Rockland, Suffolk, and Westchester Counties. 
Source: U.S. Department of Commerce.  Bureau of the Census.  2000 Census. 
 
Migration 
 
The most recent data regarding population trends comes from migration data collected by 
the Internal Revenue Service.  As summarized by CDRPC, the Capital District has 
experienced a net out-migration of the population through the 1990’s, largely related to 
the overall decline in economic conditions in the area [10].  Between 1996 and 2000, 
only Saratoga County saw a net in-migration although most of the gain was at the 
expense of the other three counties in the region (see Figure 1).  If only those leaving the 
region entirely are considered, Saratoga County actually had a net out-migration of its 
population.  However, data compiled by CDRPC for 2001 indicates that this downward 
trend may be reversing.  All four counties saw a net in-migration in 2001 with the net 
regional in-migration being 1,986 (see Figure 2).  Again, Saratoga County in-migration 
accounted for most of the regional increase.   
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Figure 1 
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Figure 2 
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Households 
 
For each of the four counties, the number of households is projected to increase through 
2030.  The projections are 30.1 percent in Saratoga County, 10.5 percent in Albany 
County, 10.1 percent in Rensselaer County, and 6.4 percent in Schenectady County [11].  
This increase in households will not be limited to the growing suburban and rural 
communities, it will also include many of the cities and villages that are currently facing 
population declines.    
 
The region also has a variety of household types due to the complexity of our society as a 
whole.  Some basic categories of household types are highlighted in Table 5.  Obviously, 
as the population ages and society changes behavior patterns, these categories could see 
tremendous shifts between them.  Two of the more logical shifts are the increase in the 
number of households with seniors and the decline in the number of households with 
children resulting in more households overall.  
 

Table 5 
Capital District Region Household Types: 2000 

 
Household Type Albany County Rensselaer County Saratoga County Schenectady County 
Families 70,973 - 39,028 - 53,738 - 38,037 - 
Married Couples 52,050 73.3% 29,246 74.9% 43,915 81.7% 28,349 74.5% 
Other Families 18,923 26.7% 9,782 25.1% 9,823 18.3% 9,688 25.5% 
-  Male  
   Householder 4,264 22.5% 2,621 26.8% 2,816 28.7% 2,348 24.2% 
-  Female  
   Householder 14,659 77.5% 7,161 73.2% 7,007 71.3% 7,340 75.8% 
Average Family 
Size 2.99 - 3.02 - 3.01 - 2.97 - 
Households with 
Children 35,994 29.9% 20,141 33.6% 27,875 35.7% 19,142 32.1% 
Households with 
Seniors 29,708 24.7% 14,527 24.3% 16,444 21.0% 16,892 28.3% 
Source: U.S. Department of Commerce.  Bureau of the Census.  2000 Census.  www.census.gov 
 
Income and Race 
 
Table 6 represents the median income for each county and major city.  The data shows 
that many city dwellers earn less money overall than their suburban counterparts (except 
for Saratoga Springs).  This may lead to different lifestyles between the two groups 
impacting their travel choices.  It also indicates that income has not necessarily increased 
over time for all regional households.  As a result, it can be concluded that income has 
largely kept pace with inflation in the region and that limited growth in income has 
occurred over time.  Growth in Saratoga County along with affluent residents creates a 
slightly different economic picture in that part of the region as it was the only county to 
see growth in median income between 1990 and 2000.  Table 7 represents the racial 
breakdown of the Capital District.  Minorities represent a relatively small percentage of 
the population, largely concentrated in the cities although their numbers are increasing.  
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Table 6 
Capital District Median Household Income: 1990 vs. 2000 U.S. Census Data 

(In 1999 Constant $$) 
 
Area 1990 Census1  2000 Census2 Percent Change 1990 – 2000 
Albany County $44,823  $42,935  -4.2% 
   City of Albany $33,797  $30,041  -11.1% 
Rensselaer County $42,942  $42,905  -0.1% 
   City of Troy $31,392  $29,844  -4.9% 
Saratoga County $49,227  $49,460  0.5% 
   City of Saratoga Springs $41,572  $45,130  8.6% 
Schenectady County $42,420  $41,739  -1.6% 
   City of Schenectady $32,674  $29,378  -10.1% 
Capital District $44,955  $45,001  0.1% 
New York State $44,295  $43,393  -2.0% 
1 Median Income is reported in 1989 dollars for the 1990 Census.  Data was adjusted to reflect 1999 
constant dollars. 
2 Median Income is reported in 1999 dollars for the 2000 Census. 
Source: Capital District Regional Planning Commission.  Profile of Economic Statistics: 1990 & 2000.   
Based on U.S. Department of Commerce.  Bureau of the Census.  1990 and 2000 Census data.   
www.cdrpc.org. 
 
 

Table 7 
Capital District Racial Characteristics: 2000 

 
Population Type Albany County Rensselaer County Saratoga County Schenectady County 
One Race 289,565 98.3% 150,493 98.7% 198,632 99.0% 143,625 98.0% 
  White 245,060 83.2% 139,002 91.1% 192,579 96.0% 128,631 87.8% 
  Black 32,624 11.1% 7,147 4.7% 2,725 1.4% 9,953 6.8% 
  Native American  605 0.2% 347 0.2% 361 0.2% 341 0.2% 
  Asian 8,174 2.8% 2,637 1.7% 2,121 1.1% 2,931 2.0% 
  Other Race 3,102 1.0% 1,360 0.9% 846 0.4% 1,769 1.2% 
Two + Races 5,000 1.7% 2,045 1.3% 2,003 1.0% 2,930 2.0% 
Hispanic Origin 9,079 3.1% 3,225 2.1% 2,834 1.4% 4,639 3.2% 
Source: Capital District Regional Planning Commission.  Community Fact Sheets.  Based on U.S. 
Department of Commerce.  Bureau of the Census.  2000 Census. 
 
Market Group Definitions 
 
Defining market groups can be an overwhelming task due to the complexity of regional 
demographics.  Clearly, having an unruly number of categories could cause the analysis 
process to become extremely cumbersome.  Therefore, based on the review of 
demographic data for the Capital District, six market groups were identified for further 
discussion.  The market groups are:  the retired elderly (dependent and independent); 
working households with dependents (couples and singles); and working households 
without dependents (couples and singles). 
 
Retired Elderly (Dependent and Independent) 
 
A number of studies have attempted to get a handle on the potential travel needs of the 
elderly by looking at how they are living their lives today.  A study by Long, et al. (2001) 
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from the Baltimore region on elderly activity patterns and travel characteristics found that 
over 90 percent of the elderly conduct their travel by automobile (58 percent as a driver 
driving alone and 34 percent as a passenger) [12].  Of these trips, 72 percent occur on 
weekdays.  The overall mobility of the Baltimore region is high with only 8 percent of 
the elderly characterized as traveling infrequently.  Infrequent travel may result from the 
inability to drive, having a physical disability, or being reliant on friends and family for 
travel.  These results support the overall national trend that indicates the number of 
elderly drivers and the number of miles they drive will increase in the future.  In a study 
by Burkhardt, et al. (1998), it was estimated that by 2030, elderly drivers will account for 
nearly 19 percent of all vehicle miles driven in the United States, almost triple the figure 
from 1990 [13].  Some of this increase can be attributed to the fact that there will be more 
female elderly drivers on the road in the future than there are today.   
 
One question for the Capital District is where these seniors will be living.  Will they 
move to the warmer climates that Florida and Arizona offer or will they have strong 
enough connections to the region that they will choose to stay?  There is increasing 
evidence that in the future, more and more seniors will choose to remain in the Capital 
District.  A recent article in the Capital District Business Review discussed the many 
reasons the elderly are making this choice.  Among the reasons are that seniors enjoy    
the mix of urban and rural in the area, the proximity to major cities like New York and 
Boston, the history and culture of the area, recreational opportunities, and the fact that 
others are choosing to retire here as well.  Many more retirement communities are    
being built locally in response to this trend and they are being built in suburban areas 
where many elderly are expected to be living.  Today, nearly three-quarters of the   
elderly population in the United States are living in rural or suburban areas, many of them 
dependent on others to help them get around [14].  
 
For the elderly, there are a wide variety of issues that factor into their travel choices and 
travel needs.  Some of the many possible characteristics of the elderly population, now 
and in the future, are listed below. 
 

Dependent Elderly  
 

• no longer able to drive a motor vehicle 
• may be physically disabled, somewhat limiting transportation options 
• affordability of transportation may be a concern as the members of this group 

can no longer work 
• some may live alone in single family houses or apartments but are 

housebound due to their lack of mobility 
• heavy reliance on family/friends for transportation, if they are willing to help 
• may not have families to provide assistance with transportation 
• may not have many people to ask for rides 
• number of trips extremely limited due to dependence on others (those that do 

occur are during the day) 
• lack of personal mobility and dependence on others for transportation severely 

limits involvement in activities outside of the home or living facility 
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• may rely heavily on public transportation (STAR buses, senior shuttles, etc.) 
• may use taxi services for some trips, if they are accessible 
• may live in assisted living or nursing home facilities that provide 

transportation or eliminate the need to leave the facility 
 
Independent Elderly 

 
• maintain ability to drive but may avoid interstates or expressways, peak 

periods, night driving, poor weather, etc. 
• may drive larger vehicles for safety reasons 
• may have only one car available to a whole household 
• likely to use walking first, then transit and maybe bicycling as alternatives to 

the auto 
• may still work, do volunteer work, or participate in senior related activities 

requiring travel 
• may retire in place (the home they raised their family in) requiring that they 

maintain the same level of mobility as before retirement 
• are likely to locate near family to allow for frequent visits and short trips in 

case of an emergency 
• may travel or live elsewhere in the winter months 
• may move to more accessible locations (downtown Albany, for example) 
• may move to senior apartments/townhomes that offer transportation services 
• may be heavily involved in social/cultural activities requiring use of a car 
• may be physically mobile but may not be able to afford public transportation 

or their own motor vehicles 
• may be the caregiver to another elderly household member who can not drive 

or is too frail to use public transportation 
 

Clearly, there is great diversity in the lifestyles of the elderly and the transportation needs 
to pursue those choices.  The following provide some examples of the wide variety of 
travel needs of the elderly. 
  

Rita is a widower of limited income and poor health.  She lives in an 
assisted living facility in Colonie and can no longer drive.  Her family 
and the facility cover all of her transportation needs although her 
tripmaking is extremely limited.  The facility offers many of the basic 
services that she needs, helping to eliminate some of her former 
vehicle trips.  

 
Ahmad and Rasheeda recently retired from lengthy careers and desire 
to remain in the region, in the home in Clifton Park that they raised 
their children. Because of their lifestyle, they feel that it will be 
necessary to retain two cars in order to maintain the same level of 
mobility they had before retirement.  They both plan on working or 
volunteering part time and also make frequent visits to their three 
grandchildren living locally. 
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Tom and Martha are wealthy retirees who have opted to maintain two 
homes: one in the Capital District for the summer months and a 
townhouse in Florida for the winter.  They are heavily involved in the 
local social/cultural scene and enjoy their evenings out. Driving 
remains their primary, and only, form of transportation.  
 
Jack is a retiree who has always lived in Schenectady and can no 
longer drive.  He conducts most of his travel by bus and long walks.   
Occasionally, he will pay for a taxi ride but due to the expense, these 
rides are few and far between. 
 
Scott and Jane live in Brunswick, the community in which they raised 
their family.  Jane has fallen ill over the years and Scott has become 
her primary caregiver.  They maintain one car, which can only be 
driven by Scott.  He not only drives Jane to her medical appointments, 
but also takes care of the household errands. 
 

Transportation Needs of the Retired Elderly 
 
The overwhelming issue that elderly residents of the Capital District will be facing in the 
future is maintaining their mobility.  In this regard, it is increasingly important to 
differentiate between the 65-75 aged population and the over-75 population.  Significant 
declines in health, mobility, and independence are associated with entering the latter, 
"very old" population group.  With health care allowing people to live longer lives, the 
over-75 population group is likely to be the fastest-growing population group in the 
Capital District.   
 
Driving as a Quality of Life Issue: Many of our future elderly are likely to be living in 
suburban locations, areas traditionally offering few alternatives to the automobile.  Most 
of even the oldest group of our elderly will have spent a lifetime relying heavily on the 
automobile, enjoying the convenience it offers as well as it being a necessity for many 
trips.  Unlike many of their counterparts of the 20th century (who were less likely to have 
a driver's license and less "wedded" to the automobile), these individuals will likely 
experience loss of independent mobility as a major degradation of quality of life.  As a 
result of this lifetime of driving behavior, many will be unfamiliar with and unwilling to 
shift to public transportation or walking as alternatives as many will perceive them as 
inferior options that take away some of the freedoms they have always enjoyed.  
 
Generally speaking, the elderly want to stay close to home as they age.  They want to be 
able to conduct all of their household business within a small area.  For example, Ahmad 
and Rasheeda may live in Clifton Park, Ahmad's part time job may be in Halfmoon and 
Rasheeda's volunteer work may be in Clifton Park.  They may only leave southern 
Saratoga County for cultural events, pleasure drives, and visits to family and friends.  In 
order to have this lifestyle, the need to maintain the ability to drive is critical.  They want 
to not only maintain their existing quality of life but they also want to maintain their 
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independence for as long as possible.  However, health problems or the expense of 
owning a vehicle may make this impossible. 
 
As many people age, their reaction time, vision and strength for driving may decline, 
becoming a safety problem for not only themselves but for other road users.  This may 
signal the need, at some point, to stop driving entirely.  Forced removal of driving 
privileges is likely to be an increasingly serious concern for family members and health 
care providers of the elderly in the future. 
 
When the elderly begin to lose their ability to drive, more dependence may be placed by 
the elderly on family and friends for driving them to various activities as well as on 
transit services.  Because there will be more elderly by 2030, there are likely to be more 
of these drop-off/pickup type trips in the future.  This is also likely to cause younger 
market groups to continue their reliance on the automobile so that they are available 
when needed by aging family members.  The elderly may make walking trips for errands 
when they can be, but more likely, they will only be made for recreation (unless related to 
taking the bus).  For the more frail elderly, walking trips may need to be eliminated 
entirely.  The same can be said for bicycle trips.  However, all of this may point to the 
need to provide sound, affordable alternatives to driving for the elderly. 
 
Location Impacts on Mobility: The location of elderly households is likely to play an 
important role in their level of mobility.  This group, with the potential of losing the 
ability to drive, may seek locations that offer the greatest number of options to the car.  
As a result, there is a great deal of evidence that says retirees will look to return to urban 
environments in order to reduce their dependence on the automobile, enjoy the amenities 
of urban life, or, in some cases, to live in more affordable areas.  The independent elderly 
may benefit the most from urban environments as their freedom and daily schedules 
allow for the most flexibility to take advantage of the many available transportation 
options.   
 
Vibrant urban cores may offer the independent elderly the greatest choices in 
transportation due to the frequency of transit services and the high density of 
development keeping many walking trips short.  For those living in traditional urban 
neighborhoods outside the core, building densities are generally lower than within the 
core and there may not be as many transit options.  However, these areas still offer the 
independent elderly neighborhood stores and activities within a reasonable walking 
distance.  Although living in urban areas may offer greater choices in transportation, 
many independent elderly are likely to retain an automobile in order to visit family, travel 
to other areas, or to make certain trips, like trips to the grocery store, more convenient.  
 
The dependent elderly fair somewhat better in urban environments than in the suburbs or 
rural locations.  Urban environments give the dependent elderly the greatest number of 
transportation options due to their generally high level of accessibility.  Transit services 
in urban areas are far more efficient and reliable than in other areas.  For those who can 
not drive, these services may be vital links to conduct daily activities.  Urban areas also 
offer far more transportation options for those with special needs.  Many human service 
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agencies can be found in urban areas to aid individuals who lack the personal mobility to 
even get to the doctor.   
 
Despite the presence of a number of transportation options for the dependent elderly, 
some may be unable to even leave their home without assistance, resulting in no travel at 
all.  They may instead have to rely on family, friends, and neighbors to check in on them 
and conduct errands for them.  For the dependent elderly and independent elderly, 
concerns over personal safety in urban environments, regardless of whether they are 
perceived or real, may also hinder some from using non-auto transportation options.  
Other issues such as poor snow removal from sidewalks, curbs and bus stops, older 
housing that is not ADA compliant and taxis that are not accessible for all further limit 
the mobility and living options of the elderly.   
 
As suburban environments are likely to be the home of many of the region's future 
elderly, current transportation options may not adequately meet their needs.  Independent 
elderly living in Town or even Village centers focussed on arterial roadways may be able 
to make some trips by walking.  However, the elderly may find driving to be a better 
alternative due to the lack of sidewalks on many streets and the unattractive and perhaps 
unsafe pedestrian environment.  Transit can be used for some trips although, as a result of 
there being direct routes for only limited destinations, travel times may be high, 
decreasing its appeal.  In areas with conventional suburban development where transit 
service is even less common and distances between homes and businesses are much 
greater, independent elderly may entirely rely on the automobile for transportation.  For 
those who can not afford a car, this results in the reliance on friends and family or senior 
shuttles, where available, for transportation. 
 
The dependent elderly in suburban areas face many difficulties.  Without the use of a car, 
they are completely reliant on others for travel.  Trips to the doctor, the bank and even to 
the grocery store all have to be carefully planned around the schedules of others.  For 
those who are physically disabled or in poor health, walking to transit or to nearby stores, 
if there are any, may not be an option.  As a result, many of these individuals may not be 
able to live independently and may in fact need to go to senior living facilities or they 
may need to live with other family members.  For a variety of reasons, assisted living 
facilities are locating in suburban locations in large numbers, in some cases far away 
from local services.  Unless services are provided at these facilities or frequent accessible 
shuttle service is provided to business areas, the dependent elderly may make few, if any, 
trips on a daily basis.  
 
Retirees may locate in rural areas because they enjoy the calm and slow pace of the rural 
lifestyle.  However, by locating in these areas, they become completely dependent on the 
automobile.  Unless there is a nearby village containing basic services within walking 
distance, more than likely they are driving or are a passenger in a car.  Rural areas may 
not be a problem for the independent elderly in terms of travel but for the dependent 
elderly, these areas may be the most isolating.  For those who do not drive, have a 
physical disability, or can not afford a car, travel is nearly impossible.  Friends and family 
members may live at great distances from these rural locations resulting in fewer 
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opportunities to ask for rides and transit services are extremely limited.  For many 
dependent elderly in rural areas, venturing out once or twice a week may be a lot. 
 
Income Level: Income is the major characteristic of each market group that could have 
profound effects on transportation.  For both the independent elderly and the dependent 
elderly, higher income individuals will generally have greater choices in transportation, 
regardless of residential location.  They can afford taxi rides, bus and shuttle fares, and 
can afford to live in facilities that provide transportation.  More importantly, they can 
afford to maintain a car, providing the greatest level of mobility.   
 
Lower income individuals may face a number of challenges.  Elderly who live on fixed 
incomes may not be able to afford the costs of owning and operating a vehicle over the 
long term.  This group of elderly individuals may need to move to more affordable 
locations, such as urban areas or older suburban areas, in order to reduce the need for a 
car and to take advantage of other transportation options.  However, this may limit trips 
and activities to only those areas accessible by walking or by transit.  Again, concerns 
over personal safety may further limit the trips of the lower income elderly.  For those 
living in newer suburban or rural locations, transit may not be a viable option so the 
elderly may continue to rely on friends and family for transportation, reducing their 
overall mobility. 
 
Peak Hour Travel: Because the members of this group are retired from their career jobs 
(some may maintain part-time jobs), they may make few, if any, trips during the 
traditional morning and afternoon peak periods.  They choose, and for the most part have 
the luxury of choosing, to avoid peak times and conduct their many non-work trips at 
other times of day.  Because they have more flexibility in their travel times, having this 
large segment of the population off the road at peak times may help prevent congestion 
from worsening to a more significant level in the future.  However, the midday peak may 
continue to grow in importance in the future, potentially reaching congested levels on 
some roadways.  
 
Working Households with Dependents (Couples and Singles) 
 
The transportation needs of the members of the remaining four market groups generally 
have similar travel needs.  Their main distinguishing characteristic is the presence of 
dependents, either children or dependent adults.  For many individuals with dependents, 
the many diverse activities that family members participate in often require the use of the 
automobile for transportation.  The members of this group not only face the challenges of 
balancing jobs with children and household errands/activities, they are increasingly being 
asked to take on the responsibility of caring for aging parents.  By 2030, these difficulties 
will only become more pronounced as the size of the elderly population increases and the 
number of multiple-generation households increase.  Some of the many characteristics of 
these two groups are listed below: 
 
 
 

15 



Couples with Dependents (Children or Dependent Adults) 
 

• highly variable travel pattern from day to day 
• non-work trips represent an increasing share of total household trips 
• great deal of trip chaining 
• many chains conducted after work or on off days 
• older children have greater travel needs than younger children  
• young children may require daycare trips 
• provide transportation to elderly parents and other family members 
• many trips tend to be short in length (under 10 miles) 
• women and men may split household responsibilities, however one may end 

up with more trips than the other due to how things are divided up  (one may 
have more child chauffeur duties, more errand running or provide more care 
to parents or in-laws than the other) 

• limited time available for alternative modes   
• transit services and safe locations for walking or bicycling may be minimal or 

non-existent 
• many urban residents need reliable and frequent transit service to accomplish 

daily tasks 
• increasing importance of Saturday for non-work trips 
 
Single Parents and Caregivers 
 
• have similar travel needs as couples with dependents  
• the individual burden for chauffeuring children and elderly parents and having 

sole responsibility for household errands may be much higher than for couples 
who can divide the responsibilities 

• may require more efficient transportation options than other groups 
• may need to limit location of residence to be near the children or the 

household in which the children reside, possibly resulting in long commutes 
or long non-work trips  

• greater reliance on others in suburban locations to help chauffeur children 
• greater reliance on transit in urban locations to transport children 

 
The complex lives of working households with dependents often makes using the 
automobile essential to carrying out daily tasks.  There are those who make an effort to 
schedule days that they can use alternative forms of transportation but for most with child 
responsibilities, the automobile is the most convenient option.  The following illustrates 
several possible scenarios of the transportation needs of couples with dependents and 
single parents and caregivers. 
 

Hernando and Gina live in Bethlehem, each holding a full-time job 
with two children ages 14 and 8.   Each child participates in one after 
school activity (little league and dance lessons).  The location for each 
of the activity, including school, is more than two miles from home and 
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the only transportation option is to drive.  The parents split the 
errands and chauffeur duties between each other.   

 
Cynthia is a single mom living in Albany.  Her two children are 4 and 
6 years old and she relies on neighbors for her childcare.  Her elderly 
mother also lives with her, but she is in the early stages of Alzheimer's, 
increasingly requiring time and attention, and can no longer be relied 
upon for childcare.  Cynthia holds two part-time jobs and uses the bus 
to get to them.  She also relies on the bus and taxis to conduct 
household errands.  Because of the time it takes to conduct many of 
her errands, work her jobs, and arrange for her mother's needs to be 
met, there is little time for her to spend with her children. 
 
Paul and Anna in Wilton have two children ages 27 and 17, both still 
living at home.  The household now has four cars as both children use 
the vehicles for their jobs and school.  Paul and Anna both work and 
drive to their jobs.  They are also involved in various after work 
activities and continue to do household errands on the weekends.  
 
Jake is a single dad living in Niskayuna and has two children ages 12 
and 15.  He chose to live in Niskayuna because his job is there and he 
wanted to be near his children.  Because his 12 year old is often ill, he 
needs his car with him at all times so that he can pick her up from 
school as needed.   Travel patterns of this household vary significantly 
due to Jake's shared custody of the children with his former wife, 
Meredith.  When the children are present, Jake's household travel 
needs mirror those of other families.  When the children are across 
town with Meredith, Jake conducts his personal errands and follows 
more similar travel patterns to other single individuals. 
 
Tim and Martha live in East Greenbush.  They have one, 17 year old 
child who has a disability from an auto accident when he was 12.  Tim 
and Martha handle most of his transportation needs but he also relies 
on his school and friends for rides.  Tim and Martha also have 
primary responsibility for Martha's elderly mother who can no longer 
drive but calls upon Martha for rides.  Tim and Martha are very 
concerned about the accessibility of Hudson Valley Community 
College for their son, where he will be attending school next year. 

 
Transportation Needs of Working Individuals with Dependents 
 
Both couples and singles with dependents have a number of demands placed on them 
from others for transportation.  The cultural phenomenon of the "soccer mom" is one that 
has developed from the absolute need for parents to drive an automobile to complete 
daily activities.  This need has arisen due to development patterns (businesses are spread 
out), the lack of transit or safe walking/biking facilities in some suburban areas, the 
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perceived or real safety concerns in the cities, and simply to save time for other activities.  
Although couples are able to share household duties including driving children and/or 
older family members around, the options for single parents are more limited.   
 
For both groups, only those that make the conscious choice to use alternative modes of 
transportation (for those who can afford to have a choice) are likely to use them to any 
great extent due to the flexibility that the automobile provides.  The bus, walking or 
bicycling may be good options for couples who only need one household member to have 
access to a car on a given day.  Non-auto modes can also be options for some singles, 
however, they need to carefully plan daily activities to allow sufficient time for travel.  
These travel choices are further complicated by individuals who are "sandwiched" 
between two generations -- caring both for children and aging parents (either in the same 
home or elsewhere).  Such individuals may feel that access to a personal vehicle is 
essential to accomplish all that is demanded of them. 
 
Location Impacts on Mobility: Many working households with dependents have less 
flexibility in where they choose to live and how they choose to travel than other groups.  
This is due to a variety of factors including the demands placed on working individuals 
by dependents, the job locations of households with two or more working individuals and 
the desire for high quality schools for children.  Urban areas offer the members of these 
groups more options with respect to transportation.  Children may be able to walk, ride a 
bike or take a bus to school and the elderly may be able to live more independently due to 
the close proximity of a variety of activities.  Although urban core areas are even more 
accessible than surrounding urban neighborhoods, the transportation options available in 
these areas decreases the demands on non-dependents for chauffeuring dependents to 
various places.  However, driving in urban areas may be necessary in order to get 
dependents, both children and the elderly, to various activities within a limited time 
frame.  Driving may also be necessary due to the limited opportunities for shopping in 
many urban areas, much of which is now found in suburban areas.  
 
Suburban environments generally do not offer individuals the same transportation options 
as urban environments.  Older, suburban areas focussed along commercial strips often 
have sidewalks lining the arterials, transit service, and a variety of activities in a 
relatively small area.  Although the streets have largely been given over to the car, these 
areas do offer nearby residents, especially those that do not drive, alternatives to the car. 
For couples and singles with dependents, these areas can provide some relief to the need 
for chauffeuring dependents around for every trip and allow opportunities to chain a 
number of errands together.  However, the pedestrian environment in many suburban 
locations is unappealing and somewhat dangerous (especially for children) and transit 
service is less frequent than in urban areas, causing those who have a choice to choose 
the car.      
 
Residents of conventional suburbs and rural areas have far less options for transportation 
than in other areas.  The dispersed, separated land use pattern of conventional suburbs has 
generally failed to accommodate any form of transportation other than the car.  The vast 
majority of these areas do not have sidewalks, have no transit service, and many collector 
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roads outside of subdivisions are not well designed for bicycles.  Aside from the lack of 
accommodation for alternative transportation modes to the car, the great distances 
between homes and activity centers in conventional suburbs also make non-auto modes 
impractical.  In rural areas, the distances between homes, jobs and activity centers are 
even greater, further increasing reliance on the car.  For couples and singles with 
dependents, this means that the non-dependent household members are largely 
responsible for chauffeuring dependents around in a car.   
 
For the work related trips of couples and singles with dependents, the location of jobs 
from housing becomes critical.  For those residing in urban areas, if their jobs are also in 
urban areas then they can take advantage of transit, walking, and bicycling options for 
their own trips to work.  As both work and home are close together, transit service is 
frequent, taxis are readily available, and the need to have a car for emergencies with 
children or dependent adults is reduced.  This situation especially benefits singles with 
dependents as they have to juggle a number of responsibilities on their own.  However, if 
the jobs of urban residents are in suburban areas not well served by transit, driving may 
be the only option.  For those who do not own or can not afford a car, this may shut some 
urban residents out of jobs for which they are qualified in suburban areas.  The longer trip 
times for urban to suburban commutes seriously limit the time spent with children for 
other activities.  Further accommodations for the reverse commute and shuttle services to 
suburban employment centers may need to be considered. 
 
For those residing and working in suburban areas, the car is likely to be the most 
commonly used form of transportation.  Transit has not served suburb to suburb 
commutes well and distances may make walking and bicycling difficult.  Transit is a 
more viable option if the jobs of suburban residents are in urban areas.  This has been the 
traditional commute pattern for many years, a pattern far better served by transit than 
many other commute types.  Although many are likely to drive to suburban park and ride 
lots to use it, transit eliminates the high costs and headaches of parking in many urban 
areas.  However, the need to leave work to meet children, the need to run errands during 
the day, and the need to be ready to travel in an emergency result in many suburban 
residents using the car for their work trips regardless of job location. 
 
Income Level: Couples and singles with dependents of limited income potentially have 
the most complex and difficult choices to make in all aspects of life. Transportation is no 
exception.  As already stated, urban residents who can not afford a car may get shut out 
of jobs in suburban areas for which they are qualified due to the lack of transportation 
options and their hours of operation.  If transit service is unreliable and workers get to 
jobs late, they may face dismissal.  The Capital District has recognized some of these 
needs in recent years and transit service changes have resulted.  However, many changes 
have been limited to a few high profile suburban activity centers or corridors leaving 
some developing office, technology and industrial parks in low density areas underserved 
by transit.   
 
Low income couples and singles with dependents may also face the complexities of not 
having a vehicle to chauffeur children and dependent adults around to various activities.  
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Many members of these two groups are forced to rely on carpools for a child’s 
transportation.  They may also be forced to have children walk great distances to various 
destinations, sometimes along unsafe roadways or in unsafe neighborhoods.  However, 
many lower income individuals with dependents have found that the car is the best form 
of transportation to meet their needs.  This is especially true for those who live far from 
activities, who work shift jobs in suburban areas, or have dependents with special 
transportation needs.  Unfortunately, they end up spending a disproportionate share of 
their income on transportation instead of other daily necessities.   
 
Peak Hour Travel: Couples and singles with dependents are generally the least likely 
groups to avoid travel during peak times.  For some, their jobs do not offer flexible hours, 
requiring workers to arrive and leave at peak times.  For those that have flexible work 
hours, the demands of dependents often force travel during peak times.  These demands 
include the timing of activities for children and dependent adults, trip chaining for 
shopping and errands, and daycare center hours.  More trips are also being conducted 
during the lunch hours of many workers, increasing traffic congestion on roadways 
during the midday peak.  Unless many more people begin to walk or use the bus during 
peak times, it is not likely that traffic congestion will improve much in the near future.  
 
Working Households without Dependents (Couples and Singles) 
 
The members of these two groups have somewhat different travel needs than those with 
dependents.  Most trips are for activities related to themselves and are not drop-
off/pickup type trips that individuals with children or dependent adults have to face, often 
resulting in less trips overall.  Because individuals without children have more time 
available for themselves, they may replace the drop-off/pickup trips with trips related to 
social activities, shopping, travel or recreation.  Members of this group include more of 
the younger population than other groups (the 18 to roughly 30 year old age group) but it 
also includes many empty nesters who are in their late forties, fifties and sixties and are 
still working.  In fact, the presence or absence of dependents in the household may be 
more important than age in defining transportation needs and behaviors. 
 
Some of the many factors influencing the travel needs of couples and singles without 
dependents are listed below: 

 
Couples without Dependents (Children or Dependent Adults) 

 
• fewer drop-off/pickup trips than individuals with children 
• may make more trips for personal social/recreational/cultural activities than 

other groups 
• may be more likely to use transit, walking and bicycling due to less time 

constraints 
• may be more likely to travel out of the region than other groups 
• younger group members may have a higher tolerance for long commutes than 

other groups members 
• non-work trips represent an increasing share of total household trips  
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• may be more likely to live in highly accessible urban areas than in 
conventional suburbs 

• may provide some transportation to elderly family members 
• transit services and safe locations for walking or bicycling may be minimal or 

non-existent, especially in some suburban/rural locations 
• some trip chaining 
• travel patterns may vary from day to day 

 
Singles 

 
• have similar travel needs as couples without dependents 
• more likely to use transit or bicycling/walking for transportation 
• more younger singles may attend school, resulting in travel during off-peak 

times 
 
As with the working households with dependents, the automobile remains the dominant 
mode of transportation for these two groups.  In some households, every member may 
have a car at their disposal, perhaps creating more trips than other household types.  A 
good example is in the Pine Hills neighborhood of Albany where many University at 
Albany students reside.  A three bedroom apartment may house three students (or more) 
with each person having a car.  Not only does this put a crunch on parking in the City but 
each individual member of the household may end up driving to the same destination (the 
University) at different times throughout the day.  The following illustrates several 
possible scenarios of the transportation needs of working households without dependents. 
 

Tom and Irene are a newly married couple, both working full time jobs 
and have bought their first home in Niskayuna.  They rely on their 
automobiles for transportation and have a number of activities they 
participate in after work.  Many of their shopping trips are conducted 
on Saturday, so they can do them together. 

 
Lucy is a single, recent college graduate working at her first job in 
Albany.  She lives in an apartment not far from her downtown office  
and uses the bus to get to work.  She often walks to many of her other 
activities including the gym and shopping and she only uses her car 
occasionally for longer visiting or shopping trips. 
  
Jack and Jill have grown children living on their own with their own 
children.  They continue to work, as they are more than five years 
away from retirement, and their children live nearby allowing for 
frequent visits.  Jack and Jill are also active in the local arts scene, 
attending many events and fundraisers and generally rely on their car 
for transportation due to their home being in Loudonville.   
 
Skip, Ray and Jorge are three single young men attending Union 
College in Schenectady.  To save money, they have chosen to live off 
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campus in an apartment near Union Street.  They each have their own 
cars and generally drive them to most of their destinations, including 
the campus.  They do make several walking trips to the neighborhood 
shops and taverns.   

 
Transportation Needs of Working Households without Dependents  
 
Working households without dependents generally have far more choices in how they 
spend their time and how they travel.  Not having dependents significantly reduces the 
need to chauffeur others to activities, creating a great deal of free time that those with 
dependents lack.  This also can work to significantly reduce the need for travel.  
However, many individuals are likely to fill up free time with a wide variety of activities, 
significantly increasing their need for travel.  Often, these activities take place at 
dispersed locations throughout the region late into the evening, necessitating the use of a 
car.  Despite tight personal schedules, singles and couples without dependents generally 
have the greatest flexibility in choosing where to live and what form of transportation to 
use, assuming they do not have special needs and can afford to live near their work (if 
appropriate housing options are available).  
 
Urban areas provide the greatest entertainment, cultural, and social opportunities for 
these individuals, who may take advantage of them using any of the transportation 
modes.  For residents in the urban core, driving is less critical as many activities are 
within walking distance.  In traditional urban neighborhoods, driving may be more 
practical to get to downtown activities when buses do not run late at night.  However, 
efficient bus service is vital in both urban areas.  This is not only true for the student 
population and empty nesters, many of whom live in urban areas, but also for lower 
income individuals who may rely on the bus as their primary mode of transportation.  The 
younger members of these groups may also be more willing to use bicycling, walking and 
transit to reach activities.  Despite the many transportation options available to urban 
residents, in order to enjoy activities that occur in suburban areas or in areas outside the 
region, the majority of couples and singles rely on the car for transportation. 
 
In suburban locations, couples and singles without dependents also have the greatest 
flexibility to use different forms of transportation.  The members of these groups may be 
able to take full advantage of transit services to jobs as they do not have the need to be 
ready to deal with the problems of dependents that sometimes arise during the workday.  
In areas where safe walking facilities and reliable transit service exist in suburban areas, 
especially near town and village centers, couples and singles without dependents may 
also have more time or a greater desire to use them.  However, the opportunities to use 
alternative modes often declines in conventional suburban and rural areas which 
generally lack these facilities or services.  Whatever opportunities do exist to use 
alternative modes in suburban and rural areas are generally eroded due to the spread out 
locations of non-work activities and the late times activities may run, resulting in further 
reliance on the automobile.  
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Although non-work trips may complicate the lives of this group to a point where walking 
and transit become impractical, work trips have different requirements.  As already 
stated, due to the somewhat less complicated lives of households without dependents, the 
potential to use alternative modes for travel to work is much greater.  For urban dwellers 
that work in the urban areas, transit and walking may be good options.  The residents of 
urban areas may in fact not need a car for most work related trips.  This may also be true 
for those who live in suburban areas and work in urban areas that may be well served by 
transit.  For these individuals, the car may be more of a convenience than a necessity for 
work trips.  However, despite the limited free parking in urban areas, many couples and 
singles without dependents continue to use the car.     
 
For those who live in urban areas and work in suburban areas, transit can still be a good 
option.  As discussed earlier, transit now serves a number of key employment centers in 
the suburbs and service hours continue to be adjusted to reflect shift work schedules.  
However, because many suburban jobs are located in areas not well served by transit, 
many urban dwellers may miss out on job opportunities if they do not have a car.  For 
singles and couples without dependents who can afford to move closer to jobs, they may 
be more likely than those with dependents to make such a decision as they have fewer 
considerations in making such a move.  Because the reverse commute is still not as well 
served as the suburban to urban commute, having a car to commute to the suburbs makes 
life far more convenient for urban residents.  For those who live and work in the suburbs, 
driving may be the best option due to the lack of reliable transit service between suburbs.  
However, if these individuals live close enough to their jobs, they may be more willing 
than others to walk or use transit, where it exists.  
 
Income Level: The members of these groups generally have small households, resulting 
in fewer considerations on how limited incomes are spent than those who have children 
or other dependents.  As with other groups, these individuals are more reliant on transit 
than individuals with higher incomes.  They are also far more likely to locate in urban 
areas.  However, as more jobs for which the members of these groups are qualified move 
to less accessible suburban locations, they may desire to move near those jobs.  The 
problem with this is that many suburban areas do not have affordable housing options.  
For those who want to rent, suburban areas often have far higher rental rates than urban 
areas and home ownership in many suburbs may not be possible for those with limited 
incomes.  As a result, these individuals may be more likely to spend what little 
discretionary money they have on a car.   
 
Peak Hour Travel: The members of these groups may have some flexibility in avoiding 
travel in peak times if their jobs and personal activities allow.  However, for many with 
formal after work activities, the times at which they occur and the locations of the 
activities may require travel during peak times.  Again, they will mostly use the car for 
travel but are somewhat more likely to walk or use transit during peak times, especially to 
and from jobs, as many members of these groups are located in urban areas.   
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Transportation Needs and Emerging Patterns that  
Cut Across the Population Groups 
 
Growth in Non-Work Trips:  For members of all the population groups, the non-work trip 
is continuing to increase as a percentage of daily household trips.  Lockwood and 
Demetsky (1994) conducted a study for the Virginia Transportation Research Council 
looking at the role of non-work travel in suburban Virginia communities [15].  Their 
study found that the traditional work-to-home trip has been replaced in many instances by 
chains of trips to several different destinations.  The most frequently chained trip 
purposes are personal business, dropping off/picking someone up and shopping, with 
employed women trip chaining more frequently than their male counterparts.  Aside from 
trip chains, the amount of non-work travel overall was found to be influenced most by 
geographic location, household structure (those with children made more non-work trips 
than those without), household size and the distribution of the household by gender 
(females make more non-work trips than males).  
 
Convergence of Travel Behavior of Men and Women:  According to a report published by 
the Surface Transportation Policy Project, the trips made by men and by women by 
purpose are not much different from each other.  Based on a break down of five general 
categories from the 1995 National Personal Transportation Survey (NPTS), women had 
more errand and chauffeur type trips than men (50.4% versus 41.1%, respectively) while 
men had more work trips than women (24.5% versus 16%, respectively) [16].  This may 
reflect the fact that in many households, women still carry the responsibilities of 
transporting their children, their children's friends, and their parents or in-laws to various 
destinations.  However, it is likely that these two gaps will continue to close in the future 
as the traditional roles of men and women in a household continue to be redefined. 
 
Midday Travel Flexibility:  As more employers begin to offer non-traditional benefits to 
employees such as flexible schedules, compressed work weeks, and telecommuting, some 
errand running can be completed during the weekday instead of the traditional weekend 
and evening pattern.  However, despite the increased availability of these options, many 
individuals continue to commute or travel during peak times.  According to Picado 
(2000), only 25 percent of commuters who have flexible work schedules available to 
them actually avoid traffic congestion [17].  This is largely due to the fact that the timing 
of work trips is dependent on the timing of non-work activities.  Unfortunately, the 
scheduling of non-work activities often force individuals to travel at peak times. 
 
Differential Response to Traffic Congestion:  There has been other research on the ability 
of various socioeconomic groups to cope with traffic congestion.  A study conducted by 
Mokhtarian, et al. (1996) found that various groups did indeed respond to traffic 
congestion differently than other groups [18].  Specifically, the study found that 
households with two or more adults and no children were more likely to change their 
departure time to work when faced with congestion than those with children.  Single 
person households were more likely than other groups to change their jobs or change 
their place of residence.  This group was also the least likely to use remote work 
(telecommuting) when faced with congestion.   
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The study also concluded that higher income households were more likely to seek low 
cost strategies to deal with traffic congestion than lower income households were.  In this 
case, higher income households were more likely to use remote work strategies, more 
likely to make improvements to their automobile (a better car for the commute, a new 
stereo system, etc.) and more likely to change their departure time than lower income 
households.  Lower income households were more likely to make job or location 
changes.  A hypothesis presented in the study suggests that this may reflect the fact that 
higher income households are more heavily invested in their place of residence and job 
than lower income households and are likely to use moving or a job change as a last 
resort to avoid congestion.   
 
Special Circumstances of Households without Automobiles:  Another broad category of 
individuals that cuts across all market groups is households without automobiles.  
According to the 1995 NPTS data for the Capital District, 8.6 percent of the households 
surveyed indicated they do not have an automobile in the household.  The mode most 
frequently used by those in this category was the private vehicle (48.1 percent, likely 
related to getting a ride from someone with a car) followed by public transit at 30.0 
percent.  Walking accounted for another 15.5 percent of these trips [19].  Although there 
was no clear geographic relationship to these findings, it can be said that urban and inner 
suburban residents are more likely to have public transportation as an option than their 
outer suburban counterparts.  However, regardless of geographic location, it would seem 
that if a ride from someone with a car was offered, it was taken.   
 
Unique Conditions of International Immigrants:  A large portion of U.S. population 
growth in coming years is expected to come from international immigration.  While the 
Capital District has witnessed only a small portion of this in recent years, the 
combination of a tight local labor market, affordability of housing and business 
opportunities, and proximity to major immigration portals (such as New York City) make 
it likely that patterns will change.  Immigrants are typically oriented to urban and older 
suburban neighborhoods and seek to network with other individuals and families from 
their former countries.  Recent immigrants are much more likely than other residents to 
rely upon public transportation.  Studies have indicated that as much as 50% of transit 
ridership in the Los Angeles metro area is composed of recent (less than three years' 
residency) immigrants.  Recent immigrants are also very economically mobile and adapt 
to the travel patterns of the rest of society as soon as they have the income to do so.   
 
Increasing Numbers of U.S. Residents Immigrating to the Region:  The ease of mobility, 
traditional urban form, neighborhood integrity and quality of recreational opportunities in 
the Capital District will continue to attract people who wish to relocate from more 
"harried" metropolitan areas.  These individuals will likely bring with them expectations 
of the high quality transit services and urban amenities to which they were accustomed in 
their former locations.  Their travel behavior may remain more "eco-conscious" than that 
of other residents -- if appropriate opportunities to walk, bike or take transit are available.  
Otherwise, their travel characteristics will quickly mirror those of long-term residents. 
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Perspective of Upwardly-Mobile Young Adults:  The region has experienced a significant 
out-migration of young adults for several decades.  The region's business community 
increasingly recognizes the need to retain these individuals in order to have a healthy and 
growing economy.  In addition to jobs with a solid career path, the region must also 
provide (typically urban) cultural, recreational, entertainment and social opportunities.  
These individuals, like those immigrating to the region from larger urban areas, are 
receptive to effective walk, bike and transit opportunities.  The presence of good quality 
pedestrian, bike and transit facilities may itself serve as an economic development 
feature. 
 
Special Needs of the Physically and Mentally Disabled:  The Capital District has in place 
a number of transportation options for the physically disabled.  The prevailing philosophy 
is to encourage the disabled to use fixed route bus service (CDTA buses are 100% 
accessible for disabled riders) to the greatest extent possible.  Paratransit service (STAR) 
is strictly limited to specific disabled populations who can not use fixed route service but 
live within 3/4 of a mile of an existing CDTA bus route.  However, unless the disabled 
individual lives along one of the existing CDTA routes or is provided transportation as a 
member or client of a particular human service organization/agency, the public 
transportation is not an option.  There are also issues with improper snow removal, 
limiting the ability of the mobility impaired to reach transit stops, and hotel shuttles, taxis 
and transportation from housing complexes are often not 100 percent accessible.  This 
may mean that many individuals rely on friends or family for their transportation or they 
may in fact be housebound.   
 
The CDTC Special Transportation Needs Task Force confronted the particular needs of 
the elderly and mobility-impaired in its November 1995 report.  The Task Force 
contributed six recommended actions to the adopted New Visions Plan to address these 
needs.  These recommended actions are: 
 
1.  Expand the geographic coverage of the existing paratransit system (STAR) so that 

 heavily populated suburban areas (such as Clifton Park) are served. 
 
2. Strongly encourage coordination of all agency operated vehicles.  Establish a  

regional brokerage as an incentive for efficiency. 
 
3. Increase investment in mobility training for mobility impaired individuals. 
 
4. Integrate land use and transportation policy through better site design practices. 
 
5. Adopt a region-wide program to replace street and highway signs with signs that 

have enhanced reflectivity and increased letter heights to accommodate the visual 
needs of the older driver. 

 
6. Establish a community based transportation system in suburban areas of the Capital 

District. 
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Successes since the New Visions Plan's adoption in 1997 have included creation of 
Access Transit as the region's transportation brokerage and funding of projects in the 
city of Albany and county of Albany to address signage issues.  Progress on site design 
has been made in the NY 5 study and a number of local efforts.  Further work is required. 
 
Recommendations 
 
Aside from the recommendations identified for those with special needs, there may be 
some additional recommendations to help address the diverse travel needs of the Capital 
District's future population.  Some potential recommendations are described below. 
 
1. Continue to provide and enhance public transportation options in the Capital 

District.   
 

Continue to provide and enhance the public transportation system by continuing to 
upgrade existing routes, identifying and implementing new routes, and modifying 
existing services to better meet the needs of the elderly who want the same 
convenience and reliability that a car provides.  This may be done through increased 
use of call and go services that go from door to door.  Also, continue to preserve and 
enhance public transportation options for lower income households, households  
without automobiles and in the cities where parking crunches and congested streets 
may have exceeded critical mass by 2030.   
 

2. Create more walkable communities.   
 
Continue to construct sidewalks and bike paths as part of capital road projects in the 
Capital District.  Provide more funds for construction of sidewalks and paths.  
Provide safe road crossings and continue to link residential areas with activity centers 
in suburban communities.   

 
3. Provide opportunities to plan for more mixed-use neighborhoods.   

 
Although separating some land uses has its benefits, separating all land uses does 
have its drawbacks.  Businesses, recreational facilities and residences should be 
located closer together in order to increase the transportation options available to 
various types of households.  Support for such local planning efforts through 
programs like CDTC’s Community and Transportation Linkage Planning Program 
and New York State’s Quality Communities Program should be encouraged.   
  

4. Maximize the use of transit stops.  
 
Whether they are existing bus stops, park and ride facilities or future bus rapid transit 
stations, the land uses surrounding them should incorporate services such as dry 
cleaners, day care centers, etc. to minimize the number of trips individuals have to 
make to complete errands. 
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5. Continue and increase the incentives to get more workers using alternative modes for 
their work trips.  

  
Continue the provision of discounted bus passes for all users. Encourage employers to 
buy back parking spaces from employees to encourage the use of alternative modes.  
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