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b. Fare Equity Analysis 

(1) Fare Changes. The fare equity analysis requirement applies to all fare changes 
regardless of the amount of increase or decrease. As with the service equity 
analysis, FTA requires transit providers to evaluate the effects of fare changes on 
low-income populations in addition to Title VI-protected populations. 

(a) Exceptions. 

(i)	  “Spare the air days” or other instances when a local municipality or transit 
agency has declared that all passengers ride free. 

(ii)  Temporary fare reductions that are mitigating measures for other actions. 
For example, construction activities may close a segment of a rail system 
for a period of time and require passengers to alter their travel patterns.  A 
reduced fare for these impacted passengers is a mitigating measure and 
does not require a fare equity analysis. 

(iii) Promotional fare reductions.  	If a promotional or temporary fare reduction 
lasts longer than six months, then FTA considers the fare reduction 
permanent and the transit provider must conduct a fare equity analysis. 

(2) Data Analysis. For proposed changes that would increase or decrease fares on the 
entire system, or on certain transit modes, or by fare payment type or fare media, the 
transit provider shall analyze any available information generated from ridership 
surveys indicating whether minority and/or low-income riders are disproportionately 
more likely to use the mode of service, payment type, or payment media that would 
be subject to the fare change. Notably, Census data will not be effective data for fare 
analyses, since it is impossible to know, based on Census data, what fare media 
people are using. The transit provider shall describe the dataset(s) the transit provider 
will use in the fare change analysis. This section shall also describe what techniques 
and/or technologies were used to collect the data. The transit provider shall— 

(i) Determine the number and percent of users of each fare media being changed;  
(ii) Review fares before the change and after the change;  
(iii)Compare the differences for each particular fare media between minority users 

and overall users; and 
(iv)Compare the differences for each particular fare media between low-income users 

and overall users. 

Please see Appendix K for a sample analysis. 

(3) Assessing Impacts. Transit providers shall evaluate the impacts of their proposed fare 
changes (either increases or decreases) on minority and low-income populations 
separately, using the following framework: 
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(a) Minority Disparate Impact Policy. The transit provider shall develop a policy 
for measuring disparate impact to determine whether minority riders are 
bearing a disproportionate impact of the change between the existing cost and 
the proposed cost. The impact may be defined as a statistical percentage. The 
disparate impact threshold must be applied uniformly, regardless of fare 
media, and cannot be altered until the next Title VI Program submission.  

(b) Public Participation Process. The transit provider shall engage the public in the 
decision-making process to develop the disparate impact threshold. 

(c) Modification of Proposal. 	If the transit provider finds potential disparate impacts 
and then modifies the proposed changes in order to avoid, minimize or mitigate 
those impacts, the transit provider must reanalyze the proposed changes in order 
to determine whether the modifications actually removed the potential disparate 
impacts of the changes.  

(d) Finding a Disparate Impact on the Basis of Race, Color, or National Origin. If a 
transit provider chooses not to alter the proposed fare changes despite the 
disparate impact on minority ridership, or if the transit provider finds, even after 
the revisions, that minority riders will continue to bear a disproportionate share of 
the proposed fare change, the transit provider may implement the fare change 
only if: 

	 the transit provider has a substantial legitimate justification for the proposed 
fare change, and 

	 the transit provider can show that there are no alternatives that would have a 
less disparate impact on minority riders but would still accomplish the transit 
provider’s legitimate program goals.  

It is important to understand that in order to make this showing, the transit 
provider must consider and analyze alternatives to determine whether those 
alternatives would have less of a disparate impact on the basis of race, color, 
or national origin, and then implement the least discriminatory alternative. 

(e) Examining Alternatives. If the transit provider determines that a proposed fare 
change will have a disparate impact, the transit provider shall analyze the 
alternatives (identified in the second bullet above) to determine whether 
alternatives exist that would serve the same legitimate objectives but with less of 
a disparate effect on the basis of race, color, or national origin. The existence of 
such an alternative method of accomplishing the transit provider’s substantial and 
legitimate interests demonstrates that the disparate effects can be avoided by 
adoption of the alternative methods without harming such interests. In addition, if 
evidence undermines the legitimacy of the transit provider’s asserted 
justification—that is, that the justification is not supported by demonstrable 
evidence—the disparate effects will violate Title VI, as the lack of factual support 
will indicate that there is not a substantial legitimate justification for the disparate 
effects. At that point, the transit provider must revisit the fare changes and make 
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adjustments that will eliminate unnecessary disparate effects on populations 
defined by race, color, or national origin. Where disparate impacts are identified, 
the transit provider shall provide a meaningful opportunity for public comment on 
any proposed mitigation measures, including any less discriminatory alternatives 
that may be available. 

(f) Low-Income Disproportionate Burden Policy. The transit provider shall 
develop a policy for measuring the burden of fare changes on low-income 
riders to determine when low-income riders are bearing a disproportionate 
burden of the change between the existing fare and the proposed fare. The 
impact may be defined as a statistical percentage. The disproportionate burden 
threshold must be applied uniformly, regardless of fare media, and cannot be 
altered until the next program submission.  

(i) The transit provider shall engage the public in the decision-making process 
to develop the disproportionate burden threshold. 

(ii) At the conclusion of the analysis, if the transit provider finds that low-income 
populations will bear a disproportionate burden of the proposed fare change, 
the transit provider should take steps to avoid, minimize or mitigate impacts 
where practicable. The transit provider should describe alternatives available 
to low-income populations affected by the fare changes. 

c.	 Service and Fare Equity Analysis for New Starts and Other New Fixed Guideway 
Systems. Transit providers that have implemented or will implement a New Start, Small 
Start, or other new fixed guideway capital project shall conduct a service and fare equity 
analysis. The service and fare equity analysis will be conducted six months prior to the 
beginning of revenue operations, whether or not the proposed changes to existing service 
rise to the level of “major service change” as defined by the transit provider. All proposed 
changes to parallel or connecting service will be examined. If the entity that builds the 
project is different from the transit provider that will operate the project, the transit 
provider operating the project shall conduct the analysis. The service equity analysis shall 
include a comparative analysis of service levels pre-and post- the New Starts/Small 
Starts/new fixed guideway capital project. The analysis shall be depicted in tabular 
format and shall determine whether the service changes proposed (including both 
reductions and increases) due to the capital project will result in a disparate impact on 
minority populations. The transit provider shall also conduct a fare equity analysis for 
any and all fares that will change as a result of the capital project.   



















 

 
 
 

 
Metro’s Fare Equity Policy – Identifying Equity Sensitive Fares 
 
Metro’s Fare Equity Policy was established and approved by the Transit and Parking Commission on April 
9, 2014 to ensure that adverse effects of a fare change are not borne disproportionately by low income 
riders or people of color.  
 
This policy outlines how to: 
 

• Identify which fares are considered a low income or people of color use fare 

• Ensure that these fares identified as low income or people of color use are not increased by 
more than 5% compared to other fare items 

 
Using this policy, staff have determined the following are considered low income and people of color 
use fares: 
 

• Cash 
• 31‐day pass   
• 31‐day senior/disabled pass 
• Low Income pass 
• EZ Rider pass 

 
HOW EQUITY SENSITVE FARES ARE DETERMINED 
 
According to Metro’s Fare Equity Policy, a fare category that has a 5 percent greater use by people of 
color, compared to other categories, will be identified as a people of color use fare. If a fare category has 
a 5 percent greater use by low income individuals, compared to other categories, it will be considered a 
low income fare. 
 
LOW INCOME USE FARES 
 
Metro uses 150 percent of the national poverty guideline to determine eligibility for its low income pass. 
For a household of one that would be $17,655. The lowest two salary categories tabulated in the 
onboard salary were “less than $15,000” and “less than $35,000”. Staff used “less than $35,000” data to 
determine low income use fares.  
 
Cash 
 
Data shows cash was used by 21 percent of people categorized as low income. This compares to nine 
percent used by non‐low income riders.  
 
Cash is considered a low income use fare. 
 



 

 
 
 
 
31‐Day Passes 
 
Data shows 18 percent of people categorized as low income used 31‐day passes. This compares to 13 
percent of non‐low income riders using these passes.  
 
31‐Day Passes are considered a low income fare. 
 
 
Senior/Disabled 31‐Day Passes 
 
Data was not gathered on specific use of the 31‐day senior/disabled pass. Since this specific data is not 
available, staff considers senior/disable 31‐day passes as low income use as well. 
 
Senior Disabled 31‐Day passes are considered a  low income fare. 
 
 
Low Income 31‐Day Passes 
 
Data shows 11 percent of riders categorized as low income used 31‐day low income passes. That compared 
to one percent of people using the pass that didn’t identify themselves as a low income riders. 
 
Low Income 31‐Day passes are considered a low income fare. 
 
 
PEOPLE OF COLOR USE FARES 
 
EZ Rider Passes 
 
Data showed that 12.9 percent of people of color used EZ Rider passes compared to less than one 
percent of those not identified as people of color. 
 
EZ Rider Passes are considered persons of color use fares. 

 
 
 
 
 
 
 
 



 

 
 
 

Fare Use By Income 
 
Metro uses 150 percent of the national poverty guideline to determine eligibility for its low income pass. 
For a household of one that would be $17,655. The lowest two salary categories tabulated in the 
onboard salary were “less than $15,000” and “less than $35,000”. Staff used “less than $35,000” data to 
determine low income use fares.  
 

 
 
 
 
 
 
 
 
 
 



 

 
 
 
 

Fare Use By Race 
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