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Dear Colleague:

This manual provides guidance to assist Florida transit properties in the preparation of Transit Development Plans as required by Chapter 14-73 in accordance with Sections 339.135 and 339.155 of Florida Statutes.  This 2008 TDP Manual includes numerous updates that incorporate rule changes that were adopted in February 2007.  This document is an updated version of the original FDOT guidance on the preparation of Transit Development Plans (TDPs) that FDOT provided in 1993 and the resource materials provided in 2001.  This guidance governs the process and content of TDPs due by September 1, 2008 and beyond.  

The manual has been modified to incorporate the new TDP rule, changes in planning methods and capabilities that have evolved over the past several years, feedback from the transit community, and knowledge gained by FDOT in reviewing TDPs over the past several years.  These new rules and guidance are intended to help communities as they produce their transit development plans.  The principle objective of TDPs continues to be to provide useful documents to communities as they plan for public transportation in the future and to enable FDOT to continue to carry out the oversight requirements that they are charged with as custodians of a very significant State investment in public transportation.  

The Office of Public Transportation as well as the FDOT District Offices look forward to working with Florida communities as we continue to strive to increase the role that public transit can play in meeting the transportation and quality of life goals in Florida.  We hope that this guidance is helpful as these shared objectives are pursued.  

Sincerely,

Marion Hart Jr.
Florida State Public Transportation Administrator
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Chapter 1 – Introduction and Purpose
The Role of TDPs

A Transit Development Plan (TDP) is an FDOT required, 10-year horizon plan intended to support the development of an effective multi-modal transportation system for the State of Florida.  Public transit means the transporting of people by conveyances, or systems of conveyances, traveling on land or water, local or regional in nature and available for use by the public.  TDPs serve a number of purposes for transit agencies; however, the State interest in TDPs is governed by Sections 339.135, and 339.155, Florida Statutes, as described in Chapter 14-73,  (See Appendix 1-A, Florida Administrative Code:  Rule 14-73.001 or https://www.flrules.org/gateway/RuleNo.asp?id=14-73.001).  The TDP serves as the basis for defining public transit needs which is a prerequisite to receipt of state funds.  The rule requires that the TDP be the provider’s planning, development and operational guidance document.
Beyond these administrative motivations, TDPs are intended to serve as strategic planning documents.  They define public transportation needs; solicit broad input by coordinating with other plans, involve substantial pubic participation, and explore community goals with decision makers and other stakeholders; define alternative courses of action, and develop a systematic plan and monitoring program.  While required by FDOT, the greatest value from the TDP planning effort, gathered data, and resultant documents occurs when an agency uses the TDP to serve the local area and the traveling public by providing a logical, comprehensive basis for exploring near and mid-term public transit needs and opportunities.

The TDP Process

Local Emphasis

This Manual covers major concerns and issues that should apply to all transit properties in the state, and describes a framework by which to address these issues.  While more specific guidance is offered on some elements of the process such as public participation, the estimation of transit ridership demand, and the development of a financial plan, considerable discretion is available to carry out the various elements of the TDP process within the general framework.  Each urbanized area and each transit system in Florida has certain unique situations or conditions which should be addressed within the TDP process.  Some areas are very oriented toward growth and are able to make changes and expand, while others may be bound by historical precedent or significantly influenced by land use and resource constraints that minimize transit opportunities.  Some systems cater to tourists; others focus on the transit-dependent population while others may target commuters or students.  Clearly, local priorities will guide the TDP process.

Florida Administrative Code Rule 14-73.001 both requires certain process steps and specifies some elements of content of the TDP.  This document provides guidance in how to accomplish those ends.  However, both process and content requirements do little to constrain the resultant plan which should embody the local aspiration and vision for transit in the community at large.  Complying with TDP requirements should in no way reduce the usefulness of the plan for local decision making.  Compliance with the rule and the deadlines should not be a barrier to coordination and cooperation with other local planning efforts.  Rather, compliance provides a forum and rationalization for carrying out the type of strategic transit planning that can serve the local community.  The TDP draws on the most current existing plans in the community, such as comprehensive plans or regional transportation plans, and in turn is a source document for other planning efforts subsequent to the TDP.  Each TDP should reflect the unique characteristics and composition of its area.  The focus and approach of the TDP process should flow logically from the local situation.

Vision

In plotting a course for a ten-year period, an agency should define and express a vision of its role in the community.  This vision may be developed as part of a strategic planning process, or it may become explicit as the result of decisions regarding service priorities. The agency will also address how it wants that vision to evolve.  Establishing a vision is an act of self-definition.  In the context of the TDP, the transit agency’s vision must be firmly rooted in the community values and grounded by behavioral and financial realities, but forward thinking and inspirational.  The vision should be integral to, consistent with and supportive of the overall land use and transportation vision for the region.  The development of the vision could be a result of a formal process or an informal synthesis of the aspirations of the community.  In any case, the vision should be reflective of the myriad of stakeholder values and aspirations.  The vision will guide the TDP process. 
An agency’s vision will depend upon the local environment and priorities.  For example, one transit agency might have a vision that the transit mode should be a real option for “choice” riders and a critical element of the area’s overall strategy for accommodating growth, or addressing environmental and energy issues.  Another agency may have a vision that focuses on current and future riders who have no alternatives and need the service.  

Even if an agency has previously stated its vision, it can be easy for agency staff to lose sight of this vision in carrying out their day-to-day jobs or to default to a personal versus community vision.  The TDP provides an excellent opportunity to develop, refine, or restate the agency’s vision and build a shared understanding of the vision between the agency, the public and the decision makers in the community.

A Strategic Approach

It is helpful to approach the preparation of a transit development plan as a strategic planning process.  A TDP is not an operations plan.  By its very nature, the TDP must address strategic issues.  The TDP offers opportunities to rethink transit’s mission in a given area and define actions to help the agency achieve its mission.

There are four key components to strategic planning that are applicable to the transit development plan:

· the agency’s vision and its evolution over time;

· orientation toward the future;

· consideration of the external environment; and

· broad-scale data collection.

Below is a brief discussion of strategic planning’s role in the TDP process. 

A focus on the future ensures that the TDP process goes beyond the current transit system and existing conditions in the community.  The TDP is not merely an extrapolation of current trends; it cannot assume that the present situation will continue unchanged.  Demographic and land use changes within the community can open potential new markets and affect present markets.  Anticipating changes carries an element of risk, but there is also risk in projecting the status quo into the future.  The ten-year time frame of a TDP is sufficient to allow an assessment of future trends with some degree of confidence and to plan accordingly.  The pace of growth in many areas in Florida is such that in ten years things can change significantly.  Annual updates can serve as mid-course corrections in accounting for unexpected changes.

An explicit consideration of the external environment is important in two ways.  First, the transit agency does not function in a vacuum.  External factors involving the automobile (transit’s primary competing mode for choice travelers) exert a strong influence on the nature of a system.  Traffic congestion, parking availability and cost, and the price of gasoline influence transit’s mode share at the route or corridor level and system-wide.  The agency cannot focus solely on internal operational improvements without considering the wider context in which it operates.

The second way in which the external environment is important is that the intent of the TDP is to emphasize transit’s role in the community.  Mobility needs and travel demands of the entire community, not just of current transit riders, must be considered.  The agency’s goals need to be in agreement with community goals and policies.  A successful TDP will position the transit agency as an integral part of the area in which it operates by focusing on larger community-wide issues.

Information gathering plays a critical role in the TDP process.  Types of information include community perceptions, travel behavior, attitudes of current riders, opinions of non-riders, planning and development priorities, counts of current and forecasts of future transit ridership, service and capital costs, and performance-related measures.  Review of and coordination with other plans is mandatory in setting goals and objectives.  Interviews, focus groups, surveys, and other public participation strategies are means to identify potential markets, reveal transit stakeholders, and highlight critical issues.  Performance review often involves the collection and analysis of information on “peer” systems, which can pinpoint strengths and weaknesses.  All these information sources, which are discussed in this guidance, provide the information necessary to support the identification of alternatives and the establishment of priorities among recommended actions.

The strategic planning process provides a context for evaluating, prioritizing, and presenting community and agency needs.  The vision of the agency’s mission is developed and serves as the unifying factor in bringing together the results of the various strategic activities into a coherent plan.  Recommendations in a strategically-based transit development plan are explicitly derived from and are justified by the information gathered.  These recommendations are then placed in the wider context of the agency’s vision of where it wants to be.  The result will not necessarily be widespread consensus, but a TDP prepared in this manner will lend strong support to an agency’s requests by making them readily understandable in an overall community context.

The Unconstrained TDP

A strategic approach to the TDP process calls for a different way of thinking about transit.  In the past, it has been common to constrain transit planning within budgetary limits.  What is affordable is not a reliable measure of what is needed.  The transit development plan is intended to define area-wide transit needs, develop alternatives, and make recommendations for the transit system to address these needs.  Thus, the TDP development process should provide estimates of transit demand, assessments of community-wide mobility needs, and development of a range of transit alternatives, all without the constraints of historical trends and resource limitations.  This is subsequently modified in light of political, market and financial reality to provide a plan that can be implemented.  
This approach can disturb practical, operationally oriented transit managers and transportation planners.  Their concern is that this is a “blue sky” approach and can lead to unrealistic planning and subsequent frustrations or reduced credibility.  These concerns have some validity given the transit industry and the public’s stated desires to see substantially improved public transit in spite of the revealed data that shows a growing but still very modest willingness to use public transit services by travelers.  The planner is left with the challenge of preparing a plan that offers opportunities for transit to play a growing role in the community while respecting the behavioral and financial realities of expanding publicly supported services. 
There are other elements involved in the strategic approach that balance any tendency to reduce the process to one of making unrealistic “wish lists.”  One is the emphasis on extensive community input as a guiding factor in the TDP.  This input concerns not only needs and desires, but the willingness and ability to provide increased funding for transit.  Another element is the prioritization of needs leading to the development of an implementation plan.  A financial plan is required in the TDP, although this is developed at a later point in the process.

Several TDPs submitted in recent years identified needs in an unconstrained fashion, but had difficulty in shifting to the financial plan element.  FDOT has continued to emphasize in the updated TDP Rule that the TDP should include a list of recommended projects for which there are no identified funding sources.  This list of unfunded projects is the means to connect the unconstrained approach to needs assessment with the realities of limited funding.  The list of unfunded projects also serves as the primary justification for increased funding, at the state level and potentially at the local and national levels.  It is in the best interests of the transit agency that these projects have sound local support and be justified to the fullest extent possible.

Preconceived constraints, financial or otherwise, to the process of assessing needs and identifying alternatives will result in inaccurate or incomplete estimates.  The TDP is intended to consider strategic issues in a community-wide context.  For these purposes, an unconstrained approach is best, with the recognition that final recommendations and selected alternatives will ultimately be placed in the context of available funds.

The Luxury of a Long-Range Perspective

Any organization benefits from an occasional pause in day-to-day activities to consider its business and purpose from a long-range perspective.  This is also true for transit agencies, particularly smaller agencies with lean staffs.  Most transit managers and planners are so caught up in daily operational issues that they almost never have an opportunity to step back and take a longer-term view.  The mandate to prepare a transit development plan enables an agency to take the time themselves to reflect or to engage outside experts who can help them look at the issues with a fresh perspective.  Benefits of the longer-term view typically include a clearer understanding of how daily activities fit into the agency vision and a renewed focus on agency priorities.

The ten-year period is useful in defining the appropriate perspective.  This period falls in between the one to five years typical of a short-term operations analysis and the twenty years of the required comprehensive plan and long-range transportation plan.  While intended to complement and draw upon existing short-term and long-term plans, the transit development plan is neither an operations plan nor a substitute for the area’s comprehensive plan.  A ten-year period is long enough for a strategic focus to be effective.  The final five years of the plan will necessarily be presented in less detail than the first five.  The time frame of the TDP allows sufficient time to carry out actions to bring a transit agency closer to its vision.  In an era where securing funding and implementing projects is a multiyear process, the ten year time frame enables a reasonable planning reference period.  
Not Just the Public Transit System 

As mentioned previously, the intention of the TDP is to go beyond the current transit network and ridership to consider community-wide mobility needs.  The focus of the plan is not simply on the existing public transit system and its ridership, but must be wide enough to encompass community transportation needs.  This wider focus necessarily brings up critical issues surrounding transit’s role in the community.

The TDP also should assess transit service in the community provided by the private sector or by other public sector agencies.  Transportation Disadvantaged (TD) service provided through the Community Transportation Coordinator (CTC) is perhaps the most obvious example of transit service that may be provided by others.  It is important to consider all transit services because of the focus on community-wide needs.  If transit-related needs are broadly defined, then all transit providers operating service should be considered.  Some needs are met by other providers, and the public transit agency is not required to address these.  Omitting this assessment could result in a misleading gap between transit supply and demand in the given area.

Customer Orientation and the TDP

From the previous sections, a strategic transit development plan is clearly based on an orientation toward community needs, including those of riders and non-riders.  In this sense, the trend toward improved customer orientation in the transit industry has implications for the TDP as transit agencies embrace a stronger customer service perspective.  On some systems, core ridership is composed primarily of the transit-dependent, those who have no other transportation options.  The TDP process can provide opportunities to shift or further move the agency’s orientation toward the customer including future customers who may choose to use an improved service.  This type of change can create a considerable amount of good will and public support for transit in the community and retain some riders who might otherwise abandon transit when other choices become available to them.

Benefits of the TDP

The TDP provides a context in which community and agency needs can be evaluated, ranked, and presented.  In the process, a vision for the agency is developed.  This vision serves as a unifying factor in bringing together the results of the various tasks into a coherent plan.  Alternatives and recommendations in a strategically-based transit development plan are explicitly justified by the information gathered and placed in the wider context of the agency’s vision.  The process lends strong support to an agency’s requests by making them readily understandable and integrating them in the context of community values.  
The TDP’s focus on transit can help to level the playing field in a given community.  Transportation planning sometimes focuses more on moving vehicles than on moving people, especially in smaller urbanized areas.  The TDP provides a medium to advance the interests of transit when funding decisions are made.  TDP recommendations feed the Transportation Improvement Program (TIP), as well as the work program and the planning and resource plan of the Florida Department of Transportation.  The recommendations will logically feed the Long Range Transportation plan process undertaken by the Metropolitan Planning Organization (MPO).

The TDP process should emphasize the importance of coordination with related local, state, and national plans and policies.  Land use and development issues deserve particular attention, since these greatly affect the transit system.  The TDP is expected to be the source of transit-related recommendations and, as such, the TDP will ultimately affect the development or refinement of other state and local plans.

In summary, the transit development plan can lead to a clear identification of transit needs in a community-wide context, a prioritized listing of recommended actions, a more favorable attitude toward transit by residents, riders, and decision-makers, and a stronger competitive position for the transit agency in obtaining additional funding.  The ultimate success of the TDP process will not be decided for several years, but it is possible to suggest measures of success now.  These might include increased ridership (as latent mobility needs are met), improved customer satisfaction, additional funding for the transit system, and a better overall image for transit.

Key Requirements


Key requirements outlined in the TDP Rule are summarized in Table 1 and form the basis for the contents of this Manual.  The organization of this report provides comprehensive coverage of the requirements outlined in the Rule and meshes with an overall process for TDP development outlined later in this chapter.  Details of the Rule are discussed in the chapter or section of this Manual that address the respective subject.  The Rule presents the specific requirements for TDPs.  This Manual both reviews and details those requirements but also provides guidance regarding the types of methods that one may want to use in developing the TDP.  Transit agencies are encouraged to carefully differentiate between requirements of the Rule and the more general guidance provided in some sections of this guidance.  Agencies must comply with the rule; however, the guidance is suggestive about how agencies can best comply.  It is descriptive of quality planning practices.
Organization of the Manual

This document consists of nine chapters and several appendices.  The chapters cover the TDP planning process and provide guidance on satisfying the requirements of the Chapter 14-73 Rule regarding transit development plans.  These sections also provide guidance to local entities regarding the process and planning methods useful in the development of their TDPs.  The Rule governing TDPs is included in full in Appendix A in this document and the schedule for implementation of the Rule is contained in Appendix B.  Subsequent appendices outline various recommended methodologies that local planners may use in the development of their plans.  

Table 1 outlines key TDP requirements in summary form and may be appropriate for briefing policy makers on TDP requirements.  This Manual is subsequently designed around a planning process that addresses the issues required in a TDP.  Table 2, lays out a typical TDP planning process in column 1, references the relevant TDP requirements in column 2 and identifies the section of this guidance where the information is discussed in column 3.   Column 1 is a typical planning process/problem solving step sequence.  While one might challenge the sequence or debate the respective level of effort for each step, the overall set of activities represents a time-honored approach to planning and problem solving that is appropriate for TDP development.  

The second column references the sections in the revised Rule that refer to each step and/or lays out specific requirements for each step.  There is a close sequential match between the steps and the Rule, though not an exact match.  The final column outlines the sections(s) in this Manual where the respective topics are discussed.  In general, the text of the Manual outlines the general process of TDP planning, outlines the requirements and tasks, and discusses the activities and tools that might be used to carry out each respective task.  The detailed technical discussion of appropriate methods is referenced in each chapter.   

Questions on this document or TDP planning should be directed to the appropriate FDOT District Public Transportation Manager.   
	Table 1-1  Key TDP Requirements

	Who:

TDPs are required from all entities who apply for State Transit Grant Funds (Section 341.052, F.S)
When: 
 TDPs must be developed, adopted and submitted on or before September 1st of the fiscal year for which funding is being sought.  A major update is required every five years and an annual update/progress report is required all other years.

Where:
 Plans must be submitted to and on file with the appropriate District Office.

Time Period:   Plans must cover the fiscal year for which funds are being sought and the subsequent nine years.  Plan submittal is a prerequisite to fund receipt.
Contents TDP:   Compliance will be evaluated by FDOT District staff based on the major elements outlined below:

º 

Specification of an approved public participation process and documentation of its use.

º 

A situation appraisal that includes at least:

T 
effects of land use, state and local transportation plans, other governmental actions and policies, socio-economic trends, organizational issues and technology.

T 
estimation of the community’s demand for transit service using an approved technique.

T 
performance evaluation of service provided in the community

º 

The agency vision, mission and goals

º 

Consideration of alternative courses of action

º 

Ten-year implementation plan including:

T 
Ten-year program of strategies and policies

T 
Maps indicating areas to be served and types and levels of service

T 
Monitoring program to track performance

T 
Ten-year financial plan noting sources and expenditures of funds.  

º 

Relationship to other plans and policies

Contents TDP Annual Update: Annual updates shall be in the form of a progress report on
                the ten-year implementation program, and shall include:

º 

Past year’s accomplishments compared to the original implementation program;
º           Analysis of any discrepancies between the plan and its implementation for the past year and steps that will be taken to attain original goals and objectives;
º           Any revisions to the implementation program for the coming year;
º           Revised implementation program for the tenth year;
º           Added recommendations for the new tenth year of the updated plan;
º           A revised financial plan; and,

º           A revised list of projects or services needed to meet the goals and objectives.
FDOT Review:
Within 60 days of receipt FDOT will notify the applicant regarding compliance                  and eligibility status.


	Table 1-2 - Outline of TDP Process, Rule Requirements, and Manual Organization

	Typical TDP Planning Process
	Reference in the Rule
	Location in Manual

	
	
	Chapter 1 - Introduction and Context
	Appendix 1-A  TDP Rule

Appendix 1-B  TDP Schedule

	Develop Public Participation Process
	14-73.001 (7)a. 4.  Public Involvement
	Chapter 2 - Public Involvement
	

	Definition of Problems and Opportunities

Demographics 

Market Research

Performance Evaluation

Demand Estimation


	14-73.001 (7)a. 5.  Situation Appraisal
	Chapter 3 - Base Data Compilation
	

	
	
	Chapter 4 – Performance Evaluation of Existing Services
	

	
	
	Chapter 5 – Situation Appraisal

Chapter 7 -  Forecasting Ridership and Designing Service
	

	Review and Update Community Goals for Transit
	14-73.001 (7)a. 6.  Transit Agency Mission and Goals 

14-73.001 (7)a. 9.   Relationship to Other Plans
	Chapter 6 - Goals and Objectives
	

	Develop Alternatives
	14-73.001 (7)a. 7.  Alternative Courses of Action
	Chapter 7 - Forecasting Ridership and Designing Service 

Chapter 8 -  TDP Financial Plan
	

	Evaluate Alternatives 

	14-73.001 (7)a. 7.  Alternative Courses of Action
	Chapter 7 -  Forecasting Ridership and Designing Service
	 

	
	
	Chapter 7 -  Forecasting Ridership and Designing Service
	

	Implementation Plan
	14-73.001 (7)a. 8.  Ten Year Implementation Plan

14-73.001 (7)a. 2.  Annual Updates
	Chapter 9 - Plan Development

Chapter 10 - Annual Update
	

	Monitoring
	
	
	


The TDP Adoption Process

Once the transit development plan is complete, the rule requires that it be adopted officially by the agency’s governing body.  County and city commissions adopt the TDPs of the transit agencies operating as a part of those general purpose governments.  The boards of independent agencies or authorities must officially adopt the TDPs of those agencies.  As stated in the TDP Rule, adopted transit development plans must be submitted to the appropriate FDOT District Office by September 1st of the state fiscal year for which funding is sought.

Transit Development Plan Tasks

Summary of Tasks

The required tasks in a major TDP update, to be undertaken every five years, include the following, which are not necessarily listed in the order by which each should be accomplished. 

1. Public Involvement process
2. Situation Appraisal
3. Demand Estimation

4. Assessment of land use and urban design patterns

5. Mission and Goals

6. Exploration of Alternatives

7. Ten year implementation program

8. Relationship to other plans

9. Adoption by governing body

These tasks are described in detail in the following chapters.  An outline of the process is presented, along with guidelines for completing the necessary elements.  In some cases, examples from TDPs from agencies in Florida are used to illustrate the tasks.  
As emphasized earlier in this guidance, the intention of this document is not to provide a “cookbook” for preparing these plans.  Each transit agency should consider its local environment when outlining its TDP process.  For example, an agency might choose to complete specific tasks with greater or lesser detail, or to add other tasks related to its mission within the community.

Annual and Major Updates

 A new transit development plan (referred to as a “major update”) must be prepared on a five-year basis, depending upon changes in the local environment.  This major update will be a new transit development plan and must include, with a high level of detail, each of the nine required TDP tasks discussed in this Manual (listed in the summary of tasks above). While the major update is mandated every five years, the Rule also requires annual updates to the transit development plan in the years between the major updates.  These also need to be submitted by September 1st of each year, and will necessarily be less detailed than the original plan. 

Requirements for Annual Updates
Annual updates will take the form of a progress report on the TDP and include the following elements:

· past year accomplishments compared to the original recommendations from the last major update;

· reasons for any discrepancies between the plan and its implementation for the past year;

· revisions to the coming year’s recommendations, as appropriate;

· added detail to recommendations for the final years of the updated plan; and

· a revised standardized financial plan, including revised financial tables.

Any significant updates or changes to the findings in the original plan must be addressed.  The annual updates can also address any broader community changes that may affect elements of the original plan in future years, not just in the current or past year.  Depending on the scope of change or deviation from the most recent major TDP update, an opportunity for public involvement is advised.
The preparation of annual updates is detailed in Chapter 10 of this Manual.  

Chapter 2 – Public Involvement

Purpose of This Chapter

The purpose of this chapter is to demonstrate public involvement methods as they relate to the preparation of local transit development plans.
Pertinence to Required TDP Elements

Public involvement efforts provide support and a basis for completion of other TDP components.  Specifically, the following TDP components are developed based on feedback received through public outreach efforts.

· Situation Appraisal – Information obtained from public involvement efforts is needed in order to ascertain community perceptions and expectations regarding local transit services.

· Mission and Goals – The development of a TDP mission, vision, goals, and initiatives requires a thorough understanding of the general public’s expectations and desires for local transit services.

· Alternatives Analysis – The basis for the selection of preferred service alternatives and/or priorities should integrate feedback received through public involvement efforts.
Public Involvement Goals and Relevance

The Transportation Equity Act for the 21st Century (TEA-21) requires that the public have “full and open access” in the development of transportation plans and programs.  The transportation plans of the metropolitan area should reflect the needs of its citizens and promote the enhancement of the community’s assets.  The successive Safe, Accountable, Flexible, Efficient Transportation Equity Act–A Legacy for Users (SAFETEA-LU) emphasizes broadening public participation to include stakeholders that have not been traditionally involved in the transportation planning process.  Consequently, the preparation of a TDP should include efforts to involve the public and integrate public feedback into the decision-making process. 

The fundamental goal of public involvement for public transportation decision-making is to ensure that decisions made regarding public transportation incorporate public participation and feedback.  Public transportation plans should include the concerns of all the parties who may be affected directly or indirectly by proposed transit service changes and/or improvements.  Specific objectives related to this fundamental goal are listed below.

· Objective 1: Educate and present information by promoting proactive and early public involvement.

Public transportation agencies are responsible for disseminating information to the public regarding the TDP update process.  Such information should be presented in non-technical terms so the public can understand and process this information. 

· Objective 2: Solicit public input throughout the planning process by gathering full and complete information from the public.

Representative input from the public assists in identifying transit needs, desires, issues, and concerns.  Comprehensive and accurate public input provides insight for developing transit alternatives and ensures that stakeholders benefit from proposed transit projects.  Public transportation agencies should continuously seek public involvement throughout the planning process.  Specifically, public involvement efforts should be targeted at the beginning of the planning process, at key decision points, and when final product drafts are issued. 

· Objective 3: Integrate public feedback into the TDP.

Public issues, comments, and concerns obtained through public involvement efforts should be completely and concisely documented in the TDP.  Continuous feedback regarding public concerns should be captured in the follow-up public involvement activities.  Major public concerns should be addressed in the final transit implementation plan. 

· Objective 4: Monitor and improve the public involvement process.

Federal and state rules and regulations regarding public involvement are being revised regularly.  Changes to federal and state regulations require that public transportation agencies continuously monitor their public involvement process in order to make any needed changes.  In addition, new ideas and strategies about public input should be routinely incorporated in order to improve the process by which public input is collected and integrated into the TDP update process.  

MPO or Alternative Approved Public Involvement Process

Transit agencies have the choice of either developing their own public involvement plan (PIP) or using the approved local MPO public involvement plan.  All public involvement plans must be approved by FDOT.  This involves the agency authoring a letter to the District FDOT representative and outlining the public participation process planned for the TDP process. Specific FDOT requirements for public involvement processes for TDP preparation include:

· Obtaining public involvement plan approval from FDOT

· Soliciting comments from the regional workforce board

· Advising FDOT, the regional workforce board, and the MPO of all public meetings

· Providing FDOT, the regional workforce board, and the MPO an opportunity to review and comment during the development of the mission, goals, objectives, alternatives, and ten-year implementation program.
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Transit agencies are encouraged to develop their own process or customize the MPO process as the MPO PIP is designed to address a host of transportation planning efforts (i.e., highway planning, bicycle and pedestrian infrastructure planning, etc.).  
Although no formal public involvement process is specified for annual TDP progress reports, transit agencies also are encouraged to conduct some level of public involvement during their development, depending on the magnitude of proposed service changes.

The majority of the balance of this chapter discusses characteristics and strategies for public involvement.  Many are discussed in the context of the MPO public participation process but are elements and strategies that can be integrated into your specific Transit Development Plan public participation process.  

MPO Public Involvement Requirements

All MPOs in Florida are required by federal and state regulations to develop a public involvement process that ensures public participation in transportation decision-making is actively solicited.  Some of the specific regulations that apply to MPO public participation are listed below.

· 23 CFR 450, Section 316 (b)(1) includes requirements such as providing the public with timely information about transportation issues, plans, and programs; providing adequate public notice and time for public review of transportation activities; and granting explicit consideration and response to public input received.
· Title VI of the Federal Civil Rights Act of 1964 mandates non-discrimination by race, color, or national origin in connection with programs and activities receiving federal financial assistance.
· Executive Order 12898 on Environmental Justice (1994) requires measures to avoid disproportionately high adverse environmental effects of federal programs through full and fair participation of low-income and minority communities. 
· Chapter 286, Florida Statutes (a.k.a. Florida Sunshine Law) demands public access to governmental meetings at the state and local level and demands meetings of boards and commissions to be open to the public, adequately noticed, and recorded via minutes.  
Each MPO can develop and adopt its own public involvement process in consistency with the requirements set by federal and state regulations.  However, the MPO public involvement plan will generally include the following core aspects:  the MPO and MPO Advisory Committees, MPO Projects and Activities, and MPO Communications.  A description of each one of these components is provided below.

MPO and MPO Advisory Committees

To help make decisions, the MPO considers recommendations from its advisory committees.  Typical advisory committees include, but are not limited to the following.

· Technical Advisory Committee (TAC)
· Citizens Advisory Committee (CAC)
· Bicycle and Pedestrian Advisory Committee (BPAC)

MPO and advisory committee meetings are public forums that afford citizens an opportunity to participate in the planning process.  A detailed description of the MPO advisory committees can be found in the TDP Public Input Activities and Strategies section of this chapter.

MPO Projects and Activities

The MPO develops numerous plans and programs in fulfillment of its statutory obligations.  Major MPO projects may involve collecting and analyzing background data and performing extensive public outreach efforts.  Typical major projects that need a wide variety of public involvement activities include the following.

· Long Range Transportation Plan

· Bicycle and Pedestrian Plan

· Transit Development Plan Major Update

· Congestion Management Plan

· Transportation Improvement Program (TIP)

· Unified Planning Work Program (UPWP)

· Special Studies

MPO Communications

It is the responsibility of the MPO to develop and maintain transportation plans and information that are of interest to and requested by the general public.  Meanwhile, comments from the public are used to ensure that MPO plans and activities reflect the values of the community.  MPOs generally employ a variety of techniques to distribute information and publicize activities.  
TDP Public Input Activities and Strategies

There are numerous public input activities and strategies that can be used to gather public feedback and integrate that feedback into the transportation planning process.  However, those public involvement activities and strategies that are most suitable and applicable for the update process of the TDP are provided here.     
Public Information Materials

Public information materials can be used to notify the public of a variety of transit planning issues, including meetings/workshops, project status, project goals, and general information concerning changes to service.  Typical distribution materials include the following.

· Newsletters

· Brochures/Flyers

· Legal Advertisements

· Mailing/Contact Lists

· Websites

· Other Advertising (television, radio, etc.)

Stakeholder Interviews
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This public input strategy focuses on soliciting ideas, concerns, and comments from key individuals and/or organizations in the study area.  Typical stakeholder groups include local officials, representatives of jurisdictions, and organizations with an interest in transportation services.  Interview scripts with detailed questions related to public transportation in the study area can be used to gather the opinions and perceptions of these stakeholder groups.  The interviews themselves can be conducted in person or via telephone, depending on the availability and the preference of the stakeholders.  
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Public Workshops

Public workshops provide an opportunity for public transportation agencies to solicit ideas, opinions, and comments from different target groups by direct information distribution and exchange.  Depending on the specific objectives and available resources, interactive public involvement activities also can be employed in a public workshop.  Such activities can help facilitate public participation by providing a more interesting and engaging method through which to identify the involved groups’ issues and preferences.  Activities can be used during public workshops, fairs, Citizen Advisory Committee meetings, expositions, and/or other community events organized by other groups.  Typical benefits of interactive activities include:

· Increased trust between participants and agency officials;

· Higher levels of participant interest;

· Improved relations among participants with diverse backgrounds;

· Enhanced communication and cooperation;

· Motivated participants;

· Increased individual and group participation; and

· Reduced conflict.

Contingent upon the cost, needs, and effort requirements, several types of public workshops that are most applicable to transit development planning are introduced below.  It is not necessary to limit public involvement strategies to just one of the following examples.  In addition, transit agencies can attempt to conduct public workshops at regularly scheduled committee and Board meetings whenever possible to ensure that workshops have been appropriately advertised and to ensure attendance and participation.  
Open Houses

An open house is typically the most flexible public workshop that allows the participants to tour at their own pace.  The public is allowed to arrive at the designated workshop location at any time during the duration of the scheduled open house rather than at a specific time.  The facility should be set up with several stations, each addressing a separate issue, so that a number of people (6-10) can view a particular station at once. Depending on staffing availability, it is helpful to equip each station with staff that can explain the topic at hand to the public and answer any related questions.  Staff also should be present to explain the format of the open house to arriving participants and ask them to sign in at the door.  After participants complete a tour of the stations of interest they are typically requested to provide feedback via a brief survey of some sort.  Open houses provide an opportunity for the public to address a problem in stages.  They make it difficult for an individual or interest to dominate the discussion and as such help ensure more perspectives are heard.  The primary disadvantage of open houses includes the difficulty in documenting the public input; for this reason, brief survey forms or questionnaires are typically utilized in conjunction with the open houses to help facilitate the input documentation process.     
Discussion Group Workshops
Informational meetings and discussion groups have proven to be an extremely effective technique for obtaining substantive public participation in the planning process.  Discussion group workshops should normally be scheduled early in the TDP process and should be conducted in locations that coincide with the major areas of the study area.  For a TDP, the discussion group workshop seeks to gather public input regarding existing transit issues and desired improvements.  This public involvement technique is typically designed to be informal and does not necessarily require an invitation to participate, although invitations for this purpose are extremely beneficial in helping ensure some level of participation.  Notice is typically provided via flyers and newspaper advertisements.  Participants in the discussion groups may include transit users, non-users, transit agency drivers, and/or other interested individuals or groups.  For optimal discussion and interaction, a discussion group should consist of 8 to 12 participants, ideally, though smaller or larger workshops still can be productive with appropriate preparation and facilitation.  Survey forms also can be utilized in conjunction with the conduct of a discussion group workshop.

Public Workshop with Dot Polling Exercise

“Dot Polling” was developed to assist agencies in ranking citizen priorities by providing for individual input, while at the same time encouraging group decision-making.  Project alternatives are recorded on a flip chart after an initial discussion.  Each participant is then given a series of dots.  Participants are asked to rank the identified project alternatives by placing the dots beside each according to how important they consider each one.  Up to three dots can be assigned to an alternative if considered “high priority,” with two dots for “medium priority” and one dot for “low priority” (different colored dots can also be used to represent different levels of priority).  Alternatives are ranked based on the number of dots received.  Through this process, public-preferred prioritization of a set of alternatives can be achieved.  Such an exercise can be used in most any public workshop setting, including an open house or discussion group workshop.

Public Workshop with Strings and Ribbons Exercise

“Strings and Ribbons” is another public involvement activity and is specifically designed to teach citizens about funding flexibility, constraints, and priorities.  This activity assists in building community consensus whenever public input is solicited regarding funding issues.  The basic scheme of a Strings and Ribbons exercise consists of three major components:  allocations, funding flexibility, and cost feasible mapping.  Under “allocations,” each participant receives a funding allocation and planned expenditures for a jurisdiction.  Under “funding flexibility,” each participant is given the opportunity to trade the strings and ribbons for other transit improvements.  For example, individuals can choose to utilize a length of ribbon that represents transit funding for one year.  They can use this ribbon to expand an existing transit service, initiate a new transit line, or improve transit stations, etc.  Once the participants have explored their alternatives, they can begin to place their improvements on a cost feasible map to illustrate their opinion of priority improvements that can be funded.  Like the dot polling activity, this exercise also can be utilized in a variety of public workshop settings.  However, due to the time required to complete such an exercise, it is prudent to make a Strings and Ribbons activity the sole focus of a workshop.

Focus Groups
Focus groups are one of the most costly public involvement strategies used to gather public opinions on a critical topic.  Representatives of different target audiences are randomly selected to attend the focus groups and recruitment is handled through direct invitation.  A skilled focus group facilitator is needed to conduct each focus group session and participants are usually compensated for their time.  The facilitator is responsible for involving all individuals within a group, identifying group attitudes on the topic at hand, and recording and interpreting final results.  Focus groups provide an opportunity to test key messages prior to implementing a program.  If used for a TDP, a focus group workshop can be applied at key decision points during the transit planning process.  Opportunities to conduct focus groups include consideration of new routes, fare policy changes, and pre-testing new logos or system branding.  However, due to its high-cost nature, it is not commonly applied during the preparation of a TDP.
Field Event Visits

This is a family of strategies that take advantage of existing events or gatherings to capture input from the public.  This might include participating with a table/display and staff at town hall meetings, fairs, festivals, malls, and special events.  It could include taking a transit vehicle to a public location or major gathering place.  It can piggyback on another event that draws a diverse crowd and is particularly effective in gathering input from a broad audience that might not be motivated to participate in a single purpose meeting.  This can expose the TDP to the general public whose interest might include being a customer or potential customer but might also be restricted to being a taxpayer primarily interested in the stewardship of their public resources.  

Figure 2-1 illustrates a conceptual cost spectrum for each type of public workshop.  It should be noted that the figure depicts general cost-effort relationships that are relative in nature and actual costs should be determined on a case-by-case basis.  Public transportation agencies 
  Figure 2-1  Public Workshop Cost Illustration
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may refer to this illustration to determine the most appropriate public workshop type to use for TDP preparation based on their specific objectives and budget limitations. 

Cumulative Comments
It is important to emphasize that public involvement is an ongoing process and that feedback and comments about service are being provided to transit agencies throughout the year.  Transit agencies receive comments from the public on a daily basis via e-mail, letters, and telephone.  This feedback should be integrated into the TDP preparation process as appropriate.  Some agencies accumulate appropriate feedback throughout the year and assess it once the TDP update process is in motion.  Appropriate feedback for a TDP update process would include suggestions that cannot be readily resolved administratively.  Examples include recommendations for new service, service expansions, and/or additional transit infrastructure.
Review Committees and MPO Board

If the agency decides to follow the MPO planning process, TDP public involvement efforts will include formal meetings with transit agency advisory committees, if any, the MPO Board, the MPO Technical Advisory Committee (TAC), and the MPO Citizens’ Advisory Committee (CAC).  Alternatively, some MPOs may use slightly different committee designations (e.g., Technical Coordinating Committee).  
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Many large transit agencies make use of their own transit advisory groups or committees.  Such committees are generally composed of actual bus system users.  Because transit advisory committee members represent the bus riding public, they provide valuable perspectives, opinions, and recommendations on bus service and on potential bus service improvements. 
The MPO Board is largely comprised of a group of elected officials.  Some MPOs do allow for non-elected representatives on the MPO Board.  In some counties, the MPO has approval responsibility for the TDP.  Continuous input from the MPO during the process of developing the TDP ensures that MPO Board comments and revisions are integrated into the final TDP document.

The CAC is comprised of a cross-section of representatives of the community and serves as the “eyes and ears” of the community.  The CAC reviews and makes recommendations concerning transportation plans to the MPO Board.

TAC members consist of professional and technical planners, engineers, and other agency staff from the participating jurisdictions within each corresponding MPO planning area.  The TAC also reviews and makes recommendations concerning transportation studies to the MPO Board.  Input from the TAC is generally more technical in nature.

Surveys

Surveys are an effective tool for obtaining information on potential transit service improvements, assessing travel characteristics and perception of bus riders and non-riders, and ascertaining other important feedback about public transportation from other stakeholders such as major employers in the community.  Feedback from surveys can assist transit agencies in identifying potential future transit needs.  Six kinds of survey tools generally are used by transit agencies during the transit development planning process, as summarized below.

Public Workshop Short Survey/Questionnaire

This type of survey is generally used to gather information from public workshop attendees.  The survey form should be clear, concise, and simple in order to be easily filled out.  There should also be space for those wishing to provide more extensive comments or suggestions.  Questions on the survey can vary depending on the target groups at the public workshop and the objectives of the workshop.  

Transit Intercept Survey

A transit intercept survey is one of the least expensive survey applications for gathering information directly from transit riders.  Surveys are generally distributed at major transfer stations to persons who are waiting for the bus or other transit modes.  Alternatively, it is possible that brief personal interviews can be conducted with waiting transit patrons in lieu of using a questionnaire hand-out.  Typical aspects covered include the following.

· General Questions (frequency of use, payment types)

· Customer Service (frequency of hotline service use, hotline service quality)

· Household Information (mode choice, car availability, time of work shifts)

· Personal Demographic Information (gender, age, licensed driver)

· Bus Service Satisfaction (service quality rating, potential improvements)

· Point of Origin and Point of Destination (trip purposes, transfer activity)

Despite the low-cost advantage of the transit intercept survey, it may not cover a sufficient number of respondents to make the final results statistically sound due to the geographic limitation of its respondent base.  Therefore, a transit intercept survey should be used to gather general information on a small scale, and then be taken together with other means of gathering input.
Mail-Out Survey
A mail-out survey is a traditional method for obtaining a relatively limited set of information from a large target population.  Target populations may include transit riders, non-riders, and transit-interested groups, etc.  If sampling is to be utilized, a random selection scheme should be used to ensure statistically-valid results.  Surveys can be widely distributed and the cost of the survey can be kept low if included as part of the distribution of a utility bill or other mechanism.   Mail-out surveys typically cover the following topics.

· Demographics (household vehicles, employment status, mode to work, income)

· Transit Agency Information (agency recognition, advertisement awareness)

· Public Attitudes (use of transit, service satisfaction, service improvements)

It also should be noted that the response rate for a mail-out survey is generally low (typically on the order of 5% at best).  Therefore, the number of surveys that needs to be distributed should be carefully determined to ensure that final results are statistically sound.  It also is important to make the mail-out survey form as concise and user-friendly as possible to help encourage participation.  To help improve response rate, return postage should be provided in advance via metering.  

On-Board Survey
The on-board survey is a tool used by most, if not all, transit agencies to gather feedback on various aspects of a transit agency’s operations and services directly from bus patrons.  This information is extremely useful to determine how the transit agency can improve and/or ensure the quality of its services.  Typical aspects covered by an on-board survey include the following. 

· General Questions (frequency of use, payment type)

· Customer Service (frequency of hotline service use, hotline service quality)

· Household Information (mode choice, car availability, time of work shifts)

· Personal Demographic Information (gender, age, licensed driver)

· Bus Service Satisfaction (service quality rating, potential improvements)

· Travel Patterns and Origin/Destination Information (trip purpose, transfer activity)

Bus Operator Survey

A bus operator survey differs from all the other presented survey types as it targets bus operators rather than transit patrons, transit non-patrons, or other interested groups external to the transit agency.  Since a transit agency’s bus operators are in direct contact with riders every day, they are an invaluable source of information concerning public opinion and attitude about the daily operation of the agency’s transit services.  As such, it is often prudent to conduct interviews with or survey operators to get their input on a variety of topics.  Operators can provide information on various complaints and/or desired improvements that they observe or hear from transit patrons, thus helping to corroborate the information that is gathered from riders as part of an on-board or intercept survey.  They also can be asked about their own personal opinions about the transit services being provided and any potential improvements that are necessary.  Operators also are a good source of information about specific problems that may be occurring on certain routes that are service and/or safety related.  Regardless of whether a written or interview-style survey is administered, it is important to keep the operator input as anonymous as possible to encourage their honest and open participation.
Household Telephone Survey
The telephone-based household survey is typically employed by transit agencies as a tool for gathering input primarily from non-riders.  Similar to the on-board survey, the household survey can help the agency assess travel behavior and characteristics.  The data obtained from a household telephone survey can be utilized to identify and program appropriate improvements that may better help meet the needs and demands of non-riders to help make transit a more attractive mode for them.  Typical aspects covered by a household telephone survey include:

· Demographics (household vehicles, employment status, mode to work, income)

· Transit Agency Information (agency recognition, advertisement awareness)

· Non-Rider Attitudes (reasons for being non-riders, future riding possibility)

Employer Interviews

Interviews with major employers in the area can assist transit agencies in targeting and/or tailoring transit services that meet the needs of the employees of those businesses.  Understanding the travel needs of the employees of large businesses also assists the transit agency in developing appropriate marketing and educational tools.  In-person or phone interviews may be conducted with human resources managers of the largest employers in the study area.

A correspondence letter can be mailed to the selected employers with a list of questions prior to the actual interview to help them better prepare.  Typical questions are often related to issues such as commuting, parking, recruitment, marketing, and current usage of public transportation by employees.  It is important to note that scheduling such interviews with business representatives is often a difficult and time-consuming process.  The individuals that should be interviewed to get the best information typically do not have much free time and may be skeptical about how discussing transit will help their company.  Multiple contacts are often needed to secure a single interview and, often, a number of these individuals will choose not to participate at all.  
Table 2-1 notes the advantages and disadvantages of the public involvement techniques presented in this chapter.
Table 2-1   Public Involvement Techniques*

	Technique
	Advantages
	Disadvantages
	Cost
	Probable Success**

	Public Information Materials
	 
	 
	 
	 

	Newsletters
	· Able reach large target audience.

· Encourages written responses if comment form enclosed.

· Facilitates documentation of public involvement process.       é
•
•Only as good as mailing list;                            Limited capabil
	· Only as good as mailing list.                 
· Limited capability to communicate complicated concepts.  

· No guarantee materials will be read.
	Low
	Low

	Brochures/Flyers
	
	
	
	

	Mailing/Contact Lists
	
	
	
	

	Legal Advertisement
	· Potentially reaches broad public.
	· Expensive, especially in urban areas.  
· Allows for relatively limited amount of information.
	Medium
	Medium

	Websites
	· Makes information accessible anywhere at any time.           
· Saves printing and mailing costs.
	· User may not have easy access to the internet or knowledge of how to use computers.                                   

· Large files or graphics can take a long time to download.
	Low
	Medium

	Other Advertising (television, radio, etc.)
	· Able be used in multiple geographic areas.                                        
· Many people will take the time to watch rather than read.
	· High expense.                          

· Difficult to gauge impact on audience.
	High
	Medium

	Stakeholder Interviews
	· Provides opportunity for in-depth information exchange in non-threatening forum.               
· Provides opportunity to obtain feedback from all stakeholders.
	· Scheduling multiple interviews can be time consuming.
	Medium
	High

	Public Workshops
	 
	 
	
	

	Open Houses
	· Fosters small group or one-to-one communications.                        
· Staff is available to answer prompt questions.                        
· Builds credibility.
	· Difficult to document public input.   

· Agitators may stage themselves at each display.
	Low
	Medium

	 Discussion Groups
	· Involves different interest groups.

· Provides opportunity for in-depth. information exchange in non-threatening forum.
	· Number of participants constrained.  

· Possibly low attendance rate because of its informal nature.
	Low
	Medium

	w/ Dot Polling Exercises
	· Provides opportunity for participants to join the alternatives selection process.                      
· Ability to draw team members into deep discussions on specific topics.                          
· Maximizes feedback obtained from participants.
	· Labor and time intensive.
	Medium
	Medium

	w/ Strings and Ribbons Exercises
	
	· Labor and time intensive.
	Medium
	Medium

	Focus Groups
	
	· Several facilitators are necessary.

· Labor and time intensive.
	High
	High


Table 2-1 Public Involvement Techniques (Continued)
	Review Committees and MPO Boards
	· Allows for direct guidance on project issues.                                
· Ensures the project is right on track.
	· Members may not achieve consensus.
	Medium
	High

	Field Event Visits


	· Involves diverse cross section of public.

· Provides opportunity for in-depth. information exchange in non-threatening forum.
	· No assurance of interest by audience.  


	Medium
	Medium

	Surveys
	 

  

	Public Workshop Short Questionnaire
	· Helps obtain feedback from workshop attendees.
	· No guarantee questionnaire will be filled    out.
	Low
	Low

	Transit Intercept 
	· Helps gather information directly from transit riders.
	· Final results may not be statistically significant due to geographic limitation of its respondent base.
	Medium
	Medium

	Mail-Out 
	· Obtains information from a large target population.                      
· Cost can be kept low if included in utility bill.
	· Low response rates.
	Medium
	Medium

	On-Board
	· Most popular survey type for transit agencies to use to obtain information directly from transit patrons.                                
· Information is extremely useful regarding transit operation and quality of service improvement.
	· Labor and time intensive.
	High
	High

	Bus Operator
	· Useful tool to obtain information from bus operators.              
· Provides insights about transit service from different perspective.
	· Drivers are often reluctant to complete the survey.
	Low
	High

	Household Telephone
	· Useful for obtaining information from transit non-users.
	· Labor and time intensive.
	High
	High

	Employee Interviews
	· Especially useful to obtain information from employees of regional major employers.
	· Labor and time intensive.
	High
	High


*Some advantages and disadvantages are referenced from FDOT Public Involvement Handbook,   October, 2003.

**Reflects the capability of the public involvement technique to meet the expected goal of delivering and/or obtaining sufficient, accurate, and comprehensive information to/from the public.

Resources:
· A Public Involvement Handbook for Median Projects. Florida Department of Transportation, 1996.

· Caltrans Project Development Manual – Community Involvement. California Department of Transportation, 1993.

· Foundations of Public Participation, 2003 International Association for Public Participation.

· Improving the Effectiveness of Public Meetings and Hearings. National Highway Institute, 1991.

· Innovations in Public Involvement for Transportation Planning. U.S. Department of Transportation, 1994.

· Public Involvement Techniques for Transportation Decision-making. Publication No. FHWA-PD-96-031. U.S. Department of Transportation, 1996.

· Public Involvement Handbook. Florida Department of Transportation, 2003.

Chapter 3 – Base Data and Analysis
Purpose of This Chapter

The purpose of this chapter is to present approaches and suggestions for documenting existing base data and analysis techniques that provide the setting to gain an understanding of the environment in which the transit system is operating.  The information compiled in this chapter will provide the factual basis upon which several other TDP elements are developed.  Therefore, this should be one of the first tasks undertaken in the TDP process. 

Pertinence to Required TDP Elements


[image: image1]
This chapter directly relates to the Public Involvement Process, Situation Appraisal, Alternative Actions and Annual Update elements of the FDOT TDP rule:

· Public Involvement Process – base data is required to help the public understand the environment in which the transit system operates and to spotlight areas of opportunity for development of future transit systems.

· Situational Appraisal – base data is necessary to provide the foundation upon which to review trends, provide data inputs for forecasting, and evaluate land use and urban design impacts on the community’s transportation networks and services.

· Alternatives Analysis – base data establishes the conditions upon which all alternatives for improvement to the transit system can be measured.  Areas of opportunity and needs can emerge from the analysis of the base data.  Similarly, solid base data provides a picture of what types of transit services may or may not prove to be realistic and successful.

· Annual Updates – an examination and analysis of changes to the base data should be included as an element of the TDP annual updates. Population growth and changes in the local operating environment may suggest consideration of changes in priorities, development of new transit services and opportunities to pursue additional service improvements.
Base Data Collection, Introduction and Needs

The strategic planning process provides a context for evaluating, prioritizing, and presenting community and agency needs. The agency’s vision, mission and goals are developed and serve as the unifying factor of the various strategic activities into a coherent plan. Recommendations in a strategically-based Transit Development Plan explicitly arise from and are justified by the information gathered. 

The base data collected for the TDP should include a description of the communities served by public transportation, the conditions and trends of the overall transportation system, land use development patterns, public transportation system characteristics, customer profiles and general public perceptions and opinions.

Relative to the overall strategic nature of the TDP, the most significant purpose for the base data is to establish a benchmark of conditions and trends that allow an analysis of the “environmental” influences on the mobility organization’s issues, challenges and opportunities.

Some key base data categories will be presented in this chapter; however additional data needs will be cited in other sections of this manual related to very specific topics such as public participation, system performance evaluation, public transit’s situation appraisal and finance plans.

In the sections that follow, an overview of the types of base data sets to be collected are summarized and detailed:

· Socio-Demographic Data – the objective is to provide a comprehensive overview of the study area focusing on demographics, economic conditions and land use patterns.  The data collected provides a description of the community and provides an understanding of the extent to which transit can help meet the community goals.

· Overall Transportation System Characteristics – base data and an understanding of the community’s overall transportation system in the service area is required for an analysis of service alternatives for transit service improvements.

· Market Research and System Surveys – market research provides an understanding of the characteristics, needs and satisfaction levels of existing and potential transit customers.  Market research utilized for TDP’s can take various forms from formal community wide surveys to a review of customer comments.
· Public Transportation Service Performance and Trends – one of the key elements  required for a TDP is operating and financial data collected by the transit agency.  This includes National Transit Database information, as well as other data and information routinely collected. These datasets are utilized to monitor the performance and trends of the transit agency.

· Local and Regional Plans – the review of the area’s comprehensive plans, growth management programs, and long range transportation plans will yield additional pertinent data that can be utilized in the TDP process.
· Geographical Information Systems and Map Resources  -- the ability to display the data in a map format is essential to provide an understanding and interpretation of a wide variety of data collected during the TDP process, supplemented with graphical detail of alternatives and recommendations.
Socio-Demographic Data and Other Background Conditions

The purpose of this section is to provide an overview of the study area focusing on demographics, economic conditions, and land use patterns. The selected data that is collected and presented should describe the community and measure the extent to which the transit service meets the community’s goals. The data are also used to assess the need for transit service. Data should include the base year of the TDP with projections through the tenth year of the planning period. 

While most TDP tasks need not be accomplished in a specific order, the compilation of base data should be one of the first tasks completed. The remaining tasks use and build upon the information resulting from this task. Several demographic characteristics and community perceptions are directly related to transit usage. For example, travel patterns offer insight into transit needs. The perceptions that riders have of the transit system are important for identification of areas in need of improvement. Community perceptions of the transit system provide insight into reasons for using, or not using, public transit. Traffic conditions, such as levels of congestion and parking availability, also have an effect on transit usage. The identification of transit-dependent population segments (based on income, age, and vehicle ownership data) is extremely important in defining the mobility needs of the community.

The location of activity centers that act as trip generators and attractors must be identified and compared with the existing transit network. The attitudes and opinions non-riders and potential riders have of the transit system are helpful in identifying any perceived weaknesses, planning service improvements, and preparing marketing and customer information material. 

The Transit Development Plan should reflect a conscious effort to convert the various data into information that is readily usable for identifying needed improvements and evaluating proposed alternatives. Suggestions regarding how the data might best be analyzed are included throughout the remainder of this chapter as well as in subsequent chapters. The ultimate success of the TDP is strongly influenced by the quality and relevance of the data and the extent to which the recommendations are derived from an analysis of the data. 

Data Format

The “census block group” is generally used as the standard geographical unit used in the TDP since much of the demographic and journey-to-work data is available from U.S. Census information (http://www.census.gov/).
However, the choice of the geographical unit ultimately rests with the individual transit agency, and depends upon the availability of data for the study area. Some transit agencies may prefer to use the smaller breakdown of census block groups, or perhaps traffic analysis zones. No matter what unit is chosen, that unit should be used consistently throughout the TDP.

Figure 3-1 Example of Census Tracts and Blocks
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Data Utilization Approaches 

The data used for the study area analysis should be presented in map form, when appropriate. GIS mapping software such as MapInfo and ArcView/ArcInfo can be used to map the distribution of various population and demographic data in the study area.  In addition, an agency’s transit route network can be overlaid on certain maps to further illustrate how well existing service is meeting community goals and identify areas that might warrant service. The spatial representations provided by the GIS maps are a very useful tool in the analysis of the base data and in other tasks in the TDP process. 
Figure 3-2 Example of Combining GIS Maps with Census Data
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Most of the information described below can be presented in tabular form.  Maps of the study area will prove helpful in providing a quick visual reference of the individual characteristics as they relate to transit use.  By overlaying a transit system map on another map showing household vehicle ownership, for example, it can quickly be assessed whether areas with low levels of vehicle ownership are well served by transit in the study area.  Census tract (or other consistent geographical unit) maps depicting the distribution of each of the demographic elements studied should be included in this section.

Demographic Characteristics

After compiling a general physical description of the study area, the next focus should be on population and population characteristics.  Many population characteristics and trends are connected to transit usage.  For example, employment characteristics identify transit use in terms of work-oriented demand. Major employment centers should receive special attention in planning transit service.  Armed with knowledge of population and other demographic information, the transit agency can identify areas that are in need of service improvements or those that would support service expansion.  A general level of transit service demand can be estimated from population statistics; however, other characteristics that affect ridership which should be analyzed in the TDP include the following categories:

· Census Items

· Population and Housing Density
· Population Age Distributions

· Income Levels

· Journey-to-Work Data

· Vehicle Availability

· Labor Force Participation/Unemployment Rate

· Other Items

· TD and Potential TD Populations
· Seasonal Population (Tourists/Visitors)
· Employment Density

Population and Housing Density 
Population density is a key characteristic affecting transit use. Population density levels can be illustrated in map form for the study area and can be compared with the transit system’s route network. Similarly, an analysis of housing unit density levels in the study area offers insight as to where residential development is concentrated. Transit works best in dense areas, so these areas should be a priority when introducing or expanding service.
TD and Potential TD Populations
Chapter 427 of the Florida Statutes defines transportation disadvantaged (TD) persons as:
“those persons who because of physical or mental disability, income status, or age are unable to transport themselves or to purchase transportation and are, therefore, dependent upon others to obtain access to health care, employment, education, shopping, social activities, or children who are handicapped or “high-risk” or “at-risk” as defined in s. 411.202.”
The Florida Coordinated Transportation System serves two population groups. The first group, now being referred to by the Florida Commission for the Transportation Disadvantaged (CTD) as the “Potential” TD Population, includes persons who are disabled, elderly, low-income, and children who are “high-risk” or “at-risk.”  These Potential TD persons are eligible for trips that are sponsored by social service or other governmental agencies.

The second population group, referred to by the CTD as the Transportation Disadvantaged (TD) population, is a subset of the Potential TD population. The TD population includes those persons who are unable to transport themselves or to purchase transportation and are not able to receive transportation under other sponsored programs. Persons in this subset may be eligible to receive trips subsidized by the TD Trust Fund monies allocated to local community transportation coordinators (CTCs). Often, there is a local process developed to determine the eligibility under this category and may become required by the CTD.

Estimates of the TD and Potential TD populations can be obtained using the technique described in Methodology Guidelines for Forecasting TD Transportation Demand at the County Level, available from the TD Commission and CUTR.

Seasonal Population
Most communities in Florida experience significant seasonal shifts in population due to “snowbirds” (seasonal residents that live in Florida for several months at a time) and other tourists and visitors (vacationers, spring breakers, etc.). The impacts of these part-time residents and visitors must be considered in the TDP process, since they can have a  measurable effect on transit needs and services.

With seasonal population increases, congestion on area roads tends to increase. Many snowbirds are elderly and some may not drive, thereby increasing the demand on public transit. With the seasonal influx of tourists and other visitors, there could be a need for additional transit services, especially within beach communities. Such additional services may be necessary not only to help reduce congestion on the beaches, but also to provide access to an often increased number of service jobs in beach communities during the peak season.

Information on seasonal population shifts can often be obtained from local planning agencies, as well as local convention and visitors bureaus.
Population Age Distribution
The population age distribution, with emphasis on youth (under 18 years of age) and elderly (over 65 years of age), is useful in determining mobility needs which could be met through transit services. The young and the old typically are less likely to have access to a vehicle making them more dependent on public transit for their travel needs.

Income Levels
Information on the income of residents in the study area should be included in the compilation of base data. Low-income households (usually less than $10,000 annually) often have limited mobility options and therefore have a greater reliance on public transit. Such areas may be characterized as transit-dependent (a method for assessing the transit-dependent population is described in a later section of this Manual), and generally have high potential for transit use. Once again, the distribution of low-income households should be compared with the existing transit network to assess whether these transit-dependent areas are well-served by the system.

Vehicle Availability
Areas exhibiting a low incidence of vehicle ownership can also be characterized as transit-dependent. The distribution of vehicle availability should be analyzed in the TDP to gain insight into the geographic locations of households with low vehicle ownership (or zero vehicle ownership). While not necessarily identical to low-income areas, low or zero vehicle areas will likely have considerable overlap. Individuals with low vehicle availability have a greater tendency to utilize public transit.

Employment Density
Areas of growth in service and industrial employment will more directly identify areas of transit use related to employment destinations. Employment locations and densities are important determining factors with regard to the extent to which transit can feasibly serve work trips effectively. Urbanized areas with significant levels of employment in the Central Business District (CBD) are more transit-friendly than those with more dispersed employment concentrations. A large, but low-density industrial park located at the edge of an urbanized area will likely not attract many transit trips and may not be feasible to serve with fixed-route transit. 

Labor Force Participation/Unemployment Rate
Along with the examination of employment density, the analysis of labor force participation rates can also offer insight into work-based travel needs. Additionally, a transit agency may consider including information on the unemployment rate within the study area, to provide additional information concerning employment patterns. 
Journey-to-Work Data
Census information on journey-to-work can also be quite useful. Published data include the means of travel to work and the travel time to work. Specifically, analyzing data on the means of travel to work provides information on the proportion of workers who drive alone to work, carpool/vanpool, use public transportation, bicycle or walk, or work at home. Travel time to work provides information on how long it takes workers to get to their jobs. Information regarding place-to-place work commutes within a metropolitan area may also be available for the study area. This data can provide insight to inter-county travel patterns which may support mobility services such as commuter rail, express buses, van pools and car pools.

Figure 3-3 Example of Journey-to-Work Data Graphic
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Overall Transportation System Characteristics

It is important to have ample base data regarding the overall transportation system of the service area in order to analyze the role and alternatives for specific public transportation service improvements.  The local Metropolitan Planning Organization (MPO) can provide a wealth of base data including various transportation studies, corridor analysis, maps and in particular, the urbanized area’s Long Range Transportation Plan (LRTP).  The TDP Rule recognizes the coordination requirements between the transit agency and the MPO. Early involvement with the MPO in base data collection efforts will promote a sound and focused TDP that will directly relate to the Long Range Transportation Plan (LRTP) and will make the TDP more useful to the next update of the LRTP.  Chapter 5 of this manual provides a more detailed discussion on this type of source information.
Traffic/Roadway Characteristics

Traffic characteristics, including major trip generators and attractors may also be addressed in this task.  Major trip generators and attractors, such as shopping malls, employment centers, entertainment facilities, government centers, health care facilities, education centers, and other centers of activity within the study area, should be listed as well as portrayed in map form.  It is useful to include the transit route network on the same map(s) to show clearly the extent to which the current network serves the major generators. 

An analysis of traffic congestion in the study area will identify areas where roadways or roadway segments are deficient in terms of level of service (LOS).  Deficient roadways or corridors can be targeted for increased transit service or for Transportation Demand Management (TDM) strategies to prevent further deterioration of the current LOS.  In the short term, deficient corridors are indicators of places where it may be difficult for transit to maintain schedules.

The metropolitan planning organization and the local comprehensive plan are excellent sources of information on trip generators and traffic congestion.  Parking data, addressed below, can sometimes be more difficult to obtain, particularly in the smaller urban areas.

Figure 3-4 Example of Roadway Level of Service Graphic
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Parking

Because of its effect on transit use, a description of parking conditions in the study area should be included in the TDP.  The location, availability, and costs of parking will, influence an individual’s mode choice.  Large quantities of low-cost or free parking will decrease the need for transit and may make it more difficult to encourage alternative modes of transportation.  Parking shortages due to quantity or price will lead to increased use of the transit system.

The analysis of parking data must be sensitive to potential localized effects. For example, it may appear that a CBD has ample, low-cost parking overall, but there may be portions of the CBD in which parking is scarce.  Depending upon activity levels, such an area may have significant potential for generating transit trips.

Pedestrian and Passenger Amenities

Transit passengers are typically pedestrians on both ends of their transit trip. Therefore, the study area’s pedestrian access and its relationship to the system’s bus stops will have a great impact on the potential success of transit services.  The TDP should include some discussion on the importance of adequate pedestrian accessibility throughout the study area.  At a minimum, this should include an overview of the existing sidewalk system; as well as the ADA accessibility of the adjoining sidewalks and crosswalks. 

Additionally, the provision of pedestrian/passenger amenities will help make transit services a more viable and attractive mobility option.  The TDP should detail the existing passenger amenities provided (e.g., benches, shelters, transfer centers, information signage, accommodation of bicycles, etc.) as well as areas of need for additional pedestrian amenities. 
Market Research / System Surveys

Many transit agencies conduct some form of market research to understand the characteristics, needs and levels of satisfaction of their existing and potential customers.  This market research can take various forms which could include formal community wide surveys, on board customer surveys or a review of comments received by customer service.  This is valuable information to be incorporated into the TDP.  Some agencies may coordinate certain market research activities with the major TDP update effort. 

Perceptions and opinions of the transit system and the role it serves in the community are very important components of the data-gathering process.  Such insight helps the agency respond to community concerns and increases the credibility of the completed TDP.  The following techniques may be used to obtain public input regarding the perceptions of the transit system.  These data gathering efforts while perhaps more focused on transit services and facilities, are integral with some elements of the public participation process and may be planned and implemented in concert.
On-Board Passenger Surveys 

The demographic characteristics, travel behavior, satisfaction levels, and perceptions of current transit riders can be obtained through on-board surveys. This information can prove useful in programming resources for needed improvements and in identifying target demographic groups for marketing activities. 

Major objectives of an on-board survey include:

· collection of data useful in strategic and service planning

· establishment of demographic profiles of patrons

· definition of travel characteristics and patterns of patrons

· identification of perceptions and attitudes about the provider’s service

· solicitation of  patron’s opinions on transit-related 



issues for the system’s management and decision-makers

Due to the expense and time involved in conducting an on-board survey and analyzing its results, they are not required for a TDP. However, good transit planning practices would recommend that on-board surveys be conducted regularly to maintain a current database of rider demographics, travel patterns, and levels of satisfaction. Therefore, in compiling base data for a TDP, a transit agency should include the results of its most recent on-board survey. If the survey is non-existent or out of date, the agency should consider conducting an on-board survey along with the major TDP update every five years.

An example of a typical on-board passenger survey is include in Appendix 3-A.

The information collected in the on-board passenger surveys may be presented in tabular or graphic format as shown in Figure 3-5 and 3-6 below.
Figure 3-5 Example of On-Board Graphic Presentation
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Figure 3-6 Example of On-Board Tabular Presentation

Frequency of Use (Q1) By Age (Q15)

	FREQUENCY

OF USE
	AGE

	
	<24
	25-34
	35-44
	45-54
	55-64
	65-74
	75-84
	85+
	Total

	Community Coach Demand Response



	Daily
	2.0%
	2.0%
	1.3%
	3.3%
	1.3%
	0.7%
	1.3%
	2.0%
	14.0%

	 2-4 Times/Week
	1.3%
	1.3%
	4.7%
	4.7%
	2.7%
	4.0%
	12.7%
	10.0%
	44.7%

	Once/Week
	0.7%
	0.0%
	0.7%
	0.7%
	0.0%
	0.0%
	8.7%
	4.0%
	16.0%

	Few Times/Month
	0.0%
	0.0%
	0.0%
	2.7%
	0.7%
	5.3%
	4.0%
	4.0%
	16.7%

	Occasionally
	0.7%
	0.0%
	0.0%
	0.0%
	0.0%
	0.7%
	2.0%
	4.7%
	8.7%


NOTE:  Totals may not add up to 100% due to incomplete responses.
Operator/Customer Service Representative Surveys

As an adjunct to on-board surveys, employee surveys can provide valuable information regarding transit demand and mobility needs. Drivers and customer service representatives are aware of the day-to-day operations of the system, and they are on the “front-line” of the users’ complaints and comments. Operators and customer service representatives can offer first-hand knowledge concerning routing, scheduling, safety issues, and rider opinions. Transit users will more readily make suggestions or complaints to these employees than take the time to write a letter or phone management. Operators and customer service representatives are a valuable and sometimes overlooked source of information. 
An example of an operator/customer representative surveys is included in Appendix 3-B.

Interviews with Key Local Officials and Community Leaders

Local decision-makers play important roles in the transit agency’s attempts to obtain public support and funding. Thus, the TDP process should seek and reflect the opinions of elected officials and key local governmental representatives. Beyond elected officials and public office holders, key officials and representatives could include private sector business leaders and heads of non-profit organizations. Heads of non-profit organizations often exert substantial influence over matters of local concern, including transit-related issues.

Sample interview questions are included in Appendix 3-C. 
Purposes of interviews with key local officials and community leaders are:

· to discover perceptions of current transit service

· to discuss expectations and support

· to solicit ideas for improvements

· to identify issues of greatest local concern

Non-User Surveys and Focus Groups

Non-user surveys and focus groups with participation from member of the general public can provide important information on the community’s perceptions and attitudes toward public transportation, as well as determine why potential transit users are not using existing services. Non-users make up the largest potential source of new business. To attract them as transit users, the agency must be aware of their opinions regarding the existing transit service and public transit in general. The inclusion of non-transit-users’ opinions is valuable in the process discovering transit demand and mobility needs. Transit users see the system differently from those currently not using the system. Gaining knowledge of the perceptions and opinions of non-transit-users is the best method for identifying ways to attract new riders to the system. While other surveying methods (i.e., phone interviews or newspaper surveys) can be expensive and time-consuming, small focus groups of non-users can provide information on many issues related to their mode choice decision at a lower cost.

Focus groups should be scheduled at a time when the public can easily attend and held at a public location, such as the transit agency, MPO or local government facility. Participants can be screened (for non-use of transit in the last month or the last six months for example) and invited by random telephone calls (or calls to a specific group, such as registered voters) or prominently displayed public notices. A small cash payment (on the order of $10 to $20), or refreshments/meals can be offered to encourage participation.

The focus group moderator should be familiar with transit issues in the community, but should not be a transit agency employee. The moderator’s two most important assignments are to keep the discussion on track without becoming directly involved and to avoid a situation in which one or two people dominate the conversation. The moderator should never express an opinion, but instead should encourage participants to respond to any questions and issues raised. The open-ended nature of a focus group allows for the discussion of a variety of issues. While encouraging this, the moderator must be sure to bring the discussion back to transit if it digresses too far. 
Random digit dialing telephone surveys provide another excellent method to obtain a cross-section of the community’s perceptions and familiarity with existing public transit services. Additionally, a random telephone survey can measure the levels of support for public transportation services, including approval of additional public resources for transit services. Depending upon the population of the area to be surveyed, random telephone surveys generally require approximately 400 - 800 completed interviews to yield confidence levels of a 90% to 95%. A random digit dialing telephone survey may cost between $12,000 to $18,000 depending on the local area and the length of the survey.

The research objectives for a random telephone survey should :

· describe the demographic characteristics within the transit providers service area

· measure the resident’s familiarity with local transit services

· determine the usage of the local transit services

· measure the perceived importance of public transportation services

· determine the community’s perceptions of the role of the local transit service

· measure levels of support for improving public transportation

Public Transportation Service Performance and Trends

A transit system’s performance and system-wide trends as well as a comparison to similar or “peer” systems can reveal strengths and weaknesses.  The data can also assist in the identification of alternatives for future public transit development scenarios.  The analysis of service performance, level-of-service, accessibility and trends and peer performance is so significant that a separate chapter is provided in this manual to detail methodologies and analysis techniques.  Refer to Chapter 4 of this manual for a more detailed explanation of performance analysis techniques.
Use of Base Data in Other TDP Components:
· Public Involvement Process – Provides base data to evaluate the strengths and

weaknesses of the system as they relate to the overall public involvement program        

· Situation Appraisal – Includes many of the data elements necessary for preparation of the situation appraisal including but not limited to: socioeconomic trends, traffic/roadway information and the results of public outreach activities

· Mission, Goals and Objectives – Provides base data to evaluate the strengths and weaknesses of the system to aid in the development of priority goals,  objectives and strategies

· Development of Alternatives Service Plans – Identifies areas that may be underserved by transit or areas that may warrant new service, for consideration in service planning efforts.

· Forecasting Ridership – Identifies areas that my be underserved by transit or areas that may warrant new service for evaluation of service alternatives and potential ridership impacts

· Plan Development – Provides a foundation for identifying basic needs and opportunities and their potential impacts on capital and operating requirements

· Annual Update – Provides data necessary to measure socioeconomic trends, traffic/roadway information and impacts other local and regional plans may have and their potential impacts in program or service initiatives   

Resources

The following are resources that can be used in the compilation of study area base data in the TDP process. 

· GIS mapping software

· Florida Statistical Abstracts

· The Bureau of Economic and Business Research (BEBR), University of Florida,


http://www.bebr.ufl.edu/

· Florida Department of Transportation (Public Transit Office), 


http://www.dot.state.fl.us/transit/

· Local planning agencies and comprehensive plans, long range transportation plans

· Local convention/visitors bureau

· On-board surveys and operator surveys

· Interviews with key local officials and community leaders

· Focus groups or other techniques to gather information on non-users of transit

· General travel surveys (as available)

· U.S. Census Bureau data, including:

· Total Population 

· Population Density

· Housing Density

· Age Distribution

· Household Income

· Vehicles Available by Household

· Employed Persons (16+) by Place of Residence; 

· Employment by Place of Work

· Means of Travel to Work (Employed Persons 16+)

· Times of Travel to Work (Employed Persons 16+)

Chapter 4 – Existing Services and Performance Evaluation

As outlined below, the performance evaluation of existing public transportation services is a key element of the TDP. The documentation and analysis of a wide variety of operating and financial measures identifies areas where the agency is performing well and provides a focus on areas that may require management’s attention. The base data collected for the performance evaluation can be used as a tool to provide an assessment of the agency’s condition during the public outreach activities. This can then guide the formulation of goals, objectives and strategies designed to enhance service performance.  The performance evaluation reveals existing conditions and trends for the situation appraisal and also influences the development of service alternatives.  


[image: image2]
Existing Services

An overview of existing public transportation services in the study area provides a reference point for service conditions, characteristics and an evaluation of performance. This may include: 

· a brief  narrative of the system’s history within the study area

· the current institutional arrangements describing who oversees and manages the transit services (i.e., city department, county department, independent transportation authority, management firm, etc.)

· a description of current services provided 

At a minimum, the summary of current transit services should include the following details:

· a description of the service area 

· the types of services provided (e.g., fixed route, paratransit/transportation disadvantaged, vanpool, fixed guideway, BRT, commuter rail, light rail, and regional connections, etc.) to include an explanation of each system’s structure and functions. 

· a description of the fixed route system:

· levels of service provided (e.g., days of service, service spans, service frequencies, etc.)

· route and system-wide data (e.g. ridership, miles, hours, passengers/mile, passengers/hour, revenue, etc.)

· description of existing transit infrastructure (e.g., major transfer stations, bus shelters, benches, etc.)

· description and map of service area with route overlay

· a description of any performance standards and/or evaluation criteria

· similar detailed information on the other transit services such as paratransit services, van pools and activity area circulators.

Tables 4-1 and 4-2 provide examples of possible descriptions of the fixed route system that could be included in this section. Table 4-3 displays an example of a service characteristic of other modes.  Figures 4-1 and 4-2 show examples of some graphical displays (maps) that could be included in this section. 
Table 4-1 Sample Service Frequency Data by Route
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Table 4-2 Sample Annual Performance Data by Route

[image: image28.wmf]VOTRAN ROUTE FREQUENCY

Frequency

ROUTE NUMBER & NAME

Weekday / 

Saturday

Night

Sunday

1A - A1A North

:60

:60

:60

1B - Granada

:60

:60

:60

3 - N. RIDGEWOOD

:60

:60

:60

4 - S. RIDGEWOOD

:60

:60

:60

5 - CENTER STREET

:60

---

---

6 - N. NOVA

:60

---

---

7 - S. NOVA

:60

---

---

8 - HALIFAX

:60

---

---

9 - INTN'L SPEEDWAY

:60

---

---

10 - MEDICAL CENTER

:30

:60

:60

11 - MASON AVE.

:60

---

---

12 - CLYDE MORRIS

:60

---

---

15 - ORANGE AVE.

:30

:60

:60

17A - SOUTH ATLANTIC

:60

:60

:60

17B - DUNLAWTON

:60

:60

:60

40 - PORT ORANGE

:60

---

---

41 - EDGEWATER

:60

---

---

42 - NEW SMYRNA BEACH SHUTTLE

:60

---

---

43 - NEW SMYRNA BEACH MAINLAND

1:20

---

---

44 - NEW SMYRNA BEACH MAINLAND

1:20

---

---

60 - EAST/WEST CONNECTOR

:60

---

---

20 - DELTONA/DELAND

:60

---

---

21 - ORANGE CITY

1:20

---

---

22 - DELTONA

1:20

---

---

24 - PIERSON/SEVILLE

1:20

---

---

200 - ORLANDO I-4 EXPRESS

3 - a.m @ :30.           

3 - p.m. @ :45

---

---

700 - BEACH TROLLEY

:45 12 Noon to 

7:00 pm  Jan to 

Labor Day

---

---



Figure 4-1 Sample Service Area Map with Route Overlay

[image: image29.wmf]ROUTES NUMBERS/NAMES

TOTAL 

PASSENGERS

TOTAL 

REVENUE

TOTAL 

MILES

TOTAL 

HOURS

PASSENGERS/

TOTAL MILES

PASSENGERS/

TOTAL HOURS

RANKING 

BASED ON 

PASS./HR.

EASTSIDE ROUTES

1A - AIA NORTH/1B - GRANADA

396,206

$252,945

245,119

16,939

1.62

23.39

4

3 - N. RIDGEWOOD

197,839

$122,614

96,990

7,217

2.04

27.41

3

4 - S. RIDGEWOOD

186,075

$109,525

100,458

6,660

1.85

27.94

2

5 - CENTER STREET

63,541

$34,636

55,537

4,684

1.14

13.57

16

6 - N. NOVA

122,070

$69,110

125,042

8,536

0.98

14.30

13

7 - S. NOVA

183,570

$101,579

122,290

8,781

1.50

20.91

6

8 - HALIFAX

68,469

$41,389

57,317

3,935

1.19

17.40

11

9 - INTN'L SPEEDWAY

72,139

$36,924

55,639

4,011

1.30

17.99

10

10 - MEDICAL CENTER

238,789

$131,622

158,199

11,986

1.51

19.92

8

11 - MASON AVE.

116,741

$64,615

100,398

7,970

1.16

14.65

12

12 - CLYDE MORRIS

119,772

$64,713

90,123

6,363

1.33

18.82

9

15 - ORANGE AVE.

145,073

$74,980

52,207

4,855

2.78

29.88

1

17A - S. ATLANTIC/17B - DUNLAWTON

260,997

$168,759

200,874

12,646

1.30

20.64

7

40 - PORT ORANGE

54,119

$29,054

87,548

3,962

0.62

13.66

15

41 - EDGEWATER

31,725

$20,503

70,259

3,698

0.45

8.58

17

42 - NEW SMYRNA BEACH SHUTTLE

22,166

$13,307

52,964

3,900

0.42

5.68

18

43 - NEW SMYRNA BEACH MAINLAND

9,868

$5,471

24,478

1,968

0.40

5.01

19

44 - NEW SMYRNA BEACH MAINLAND

7,358

$4,174

26,146

1,973

0.28

3.73

20

60 - EAST/WEST CONNECTOR

90,492

45,873

85,845

3,883

1.05

23.30

5

700 - BEACH TROLLEY

43,110

$32,235

48,861

3,072

0.88

14.03

14


Table  4- 3 Sample Service Hours by Mode

[image: image3.emf]Type of Service

Monday - Friday Saturday Sunday and Holidays

Bus Lines 4:30 a.m. – 3:15 a.m. 5 a.m. – 2 a.m. 6 a.m. – 1:15 a.m.

The Trolley 6:30 a.m. – 7 p.m. No Service No Service

Skyway 6 a.m. – 11 p.m. 10 a.m. – 11 p.m.

Closed – except for 

special events

5 a.m. – 7 p.m. No Service No Service

6 a.m. – 7 p.m. No Service No Service

JTA Connexion Paratransit 5 a.m. – 10:30 p.m. 5 a.m. – 10:30 p.m. 6 a.m. – 8:30 a.m.

Ride Request –    

Highlands/JIA Airport Shuttle

Ride Request –            

Marbon-Gran Park
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Sample Alighting Locations for Paratransit Service

Performance Evaluation Data 

Each public transit agency will have collected system data covering all aspects of the system – operations, maintenance, and financial. This data is collected in various divisions of the transit system, but is usually centrally collected and compiled by either the transit planning department or the administrative/financial section. Data such as passenger trips, revenue miles and hours, number of vehicles operated in maximum service, fare revenue, operating expense data, and subsidy per trip are just a few measures that may be collected on a system and route level. Transit service planners and management typically use this data to evaluate the performance of their system and routes on a daily, monthly, quarterly, or annual basis. The purpose of the performance evaluation provided in the TDP is to analyze the overall system level performance on an annual basis.

National Transit Database

The National Transit Database (NTD) is a standardized federal program that requires public transit agencies in the United States to submit annual statistics about their system within 120 days following the close of each fiscal year. The data is subject to considerable review and validation by the Federal Transit Administration (FTA) before approval and release to the public (via the NTD website) in the form of tables and profiles. 

The NTD was designed to collect and disseminate uniform public mass transportation financial and operating data for use by all constituencies of the transit agency. A positive aspect of NTD data is that it is collected using a standardized methodology allowing for comparative analysis of performance characteristics. It can also be used to support public investment decisions and to provide information for mass transportation service planning.

Each year, more than 600 transit operators report to the FTA on transit activities in more than 400 urbanized areas. Nationally, statistics about 85,000 transit vehicles, 7,000 miles of rail track, 2,000 rail stations, and 1,000 maintenance facilities are included in these reports. 

NTD data is a rich source of data that an agency may utilize to evaluate their system performance for the purpose of reporting in its TDP. This is especially relevant in utilizing other agency data in the form of a transit peer analysis (which will be described later in this chapter). Because of the lengthy review and validation process, NTD data will be at least one year old before it is released for public use. For the purpose of examining performance trends, internal agency data may be required if an agency would like to include data from the most recent completed year.

Florida Transit Information System (FTIS)

The Florida Transit Information System or (FTIS) is a user-friendly software program designed specifically for obtaining and analyzing the vast amount of data provided through the NTD for transit planning applications. Developed for the Florida Department of Transportation (FDOT) by the Lehman Center for Transportation Research (LCTR) at Florida International University, FTIS was first introduced in 2001 and has been updated annually. The current version, FTIS 2006, contains two major program components: INTDAS and FTGIS. INTDAS is a database system designed for the retrieval and analysis of NTD data from 1984 to 2006 (with 2006 data for Florida systems). FTGIS is a stand-alone GIS system customized for Florida transit systems.

The FTIS software is a robust and very customizable program with many features for transit performance analysis.  To use the program, specific systems or states are selected using the scroll-down boxes.  Specific modes and/or aggregate of modes are then chosen followed by the specific NTD measure or set of measures.  Finally, the output method is selected in the form of the actual NTD forms; a table, a chart, or a report.  There is also a peer selection tool that enables an agency to identify peer systems based on select data.  The types of analysis that can be performed with this software are near limitless, but the guidelines included later in this chapter are provided for a standard performance evaluation of existing transit services for a Transit Development Plan. 

Each year, the FTIS is updated with the latest available data and periodically adds new features.  FTIS 2007 is the first version to be web-based (completely accessible from the internet with no need to download software).  For more information, visit http://www.ftis.org/intdas.html.

Other Sources of Data

While the NTD is an obvious choice to find transit specific data, rural transit systems are not required to submit full NTD reports. If an NTD report is not available, then the Florida Commission for the Transportation Disadvantaged’s Annual Performance Reports (APR) can be used for evaluation. This data is somewhat limited in that it is county-based and not agency based, so only geographic regions can be compared as opposed to individual agencies. Also, there are some measures available in the NTD that are not available in the APR and vice versa. The APR is an adequate substitute for transit data if no NTD report exists.

Performance Evaluation of Agency’s Existing Transit Services (Peer & Trend)

A performance evaluation of a transit agency’s current service typically involves two main components: the comparison of performance of the subject transit system with other systems that have similar characteristics (peer review analysis) and an analysis of performance over a specified time frame (trend analysis). These two components of assessing transit performance are further described below.

Peer Review Analysis

A peer group analysis compares a transit system’s performance with that of similar transit systems. Characteristics of the transit system can be compared with similar systems in Florida and/or other systems in the U.S. Similar systems are generally defined by the number of transit vehicles operated, service area population and density, and geographic location; but there are other NTD variables that may prove useful in selecting suitable peer systems. The U.S. Census is another excellent source of data that can be utilized when selecting peers. Some measures that may be used include but are not limited to: county population and population density, age, and income measures.

There is no standardized methodology for selecting peer systems, but this report provides some general guidelines to follow so that the selected peers will be comparable to the system being evaluated.  First, an agency must decide what types of systems it would like to be compared with.  For example, if an agency’s main customer base is students in a University town, it would make sense to compare the agency’s performance to other cities with large universities.  Another example would be a “new start” system. The agency might want to limit its peer selection to only systems that have started service within the last x number of years. 

Once a general peer selection philosophy is established, the specific peer selection characteristics from the NTD, Census, or another source, can be selected.  For NTD data, it is easiest to copy the selected data to an Excel spreadsheet using the FTIS software, but other methods may be used.   FTIS does have a peer selection tool embedded and an ongoing Transit Cooperative Research Program project is expected to provide additional guidance on transit peer analysis and peer agency selection in 2009.
If the number of initial agencies selected from NTD data is too large (approximately 30 or more), it may be appropriate to narrow down the number of agencies before proceeding to a ranking process. This can be done by sorting by a specific data set (for example, number of vehicles), and eliminating others. 

Once the number of agencies has been selected, a ranking methodology should be applied for comparison purposes. One potential method is to calculate the percentage difference between each potential peer system and the system being evaluated for the individual measure. By taking the sum of all percentage differences for the measures, the potential peer systems can be ranked. The systems with the lowest percentage difference are the best peer candidates. Other more complex ranking methods such as standard deviations or other mathematical techniques may also be utilized if desired.

One variation of the peer review analysis involves the use of an alternate peer group. This group represents transit systems similar in size to the system being analyzed at some future point in time. Beyond current conditions, this approach enables the transit agency to make peer comparisons based on projected future growth. This provides an indication of the agency’s future needs (i.e., potential level of service, operating revenue) based on projected peer group data. This variation is most useful in long-term studies, but it is also appropriate in areas with new transit systems and for those systems experiencing rapid growth. Generally, the peer selection process for future peers would be a similar to that used for a regular peer analysis.

Trend Analysis

The purpose of trend analysis is to understand how a transit system’s performance has changed over time. Once again, NTD data are the most logical basis for comparison. Naturally, when conducting a trend analysis it is necessary to have collected data over several years, three at a minimum, but typically a five year time frame is recommended. 

Indicators and Measures

In conducting peer and trend analyses, the indicators in Table 4-4 are typically used, which represent NTD data or ratios of various NTD data. The measures are divided into two types: operational measures and financial measures. Depending upon its unique circumstances, a transit system may wish to add or subtract measures from this suggested list for its own performance evaluation. It should also be noted that the evaluation of demand-response service or purchased transportation services will require an abbreviated version of this list due to the limited availability of some data for those modes. 

Table 4-4 Sample Performance Measures for a Peer & Trend Analysis

	Operational Measures
	Financial Measures

	General

 Service Area Population

 Service Area Population Density

 Passenger Trips

 Passenger Miles

 Average Passenger Trip Length

 Vehicle Miles

 Revenue Miles 

 Revenue Hours

 Route Miles

Vehicle

 Vehicles Available in Maximum Service

 Vehicles Operated in Maximum Service

 Revenue Miles per Vehicles in Max. Service 

 Average Age of Fleet (in yrs.)

Labor

 Total Employee FTEs

 Revenue Hours per Employee FTE

 Passenger Trips per Employee FTE

Service and Service Effectiveness
 Vehicle Miles Per Capita

 Passenger Trips per Capita

 Passenger Trips per Vehicles in Max. Service

 Passenger Trips per Revenue Mile

 Passenger Trips per Revenue Hour


	Expense and Revenue
 Operating Expenses

 Maintenance Expenses

 Local Revenue 

    Passenger Fare Revenue

    Local Contribution

    Other Non-Fare Revenue

 Average Fare

Efficiency 
 Operating Expense per Capita

 Operating Expense per Passenger Trip

 Operating Expense per Revenue Mile

 Operating Expense per Revenue Hour

 Maintenance Expense per Revenue Hour

 Maintenance Expense per Vehicle 
 Farebox Recovery




With performance measures selected and data collected, a series of tables and figures can be developed to depict the agency’s trend for a specific measure statistically and graphically over time and an agency’s compared value to its peers and the average value of its peers (mean). Table 4-5 and Table 4-6 show samples that could be included in a performance evaluation. Table 4-5 shows the five-year trend of the agency being evaluated. Both tables show operational measures only (a separate table would be included for financial measures).

Table 4-5 Sample Five-Year Trend Table – Operational Measures

	Measure
	FY 2000
	FY 2001
	FY 2002
	FY 2003
	FY 2004
	% Change 2000-2004

	Service Area Population
	420.431
	443,343
	443,343
	454,581
	468,663
	11.5%

	Service Area Density
	348
	367
	367
	377
	388
	11.5%

	Passenger Trips
	4,046,072
	3,817,964
	2,963,067
	2,836,863
	2,908,054
	-28.1%

	Passenger Miles
	15,611,101
	16,442,216
	16,974,203
	16,114,121
	16,170,006
	3.6%

	Average Passenger Trip Length
	3.86
	4.31
	5.73
	5.68
	5.56
	44.1%

	Revenue Miles
	2,531,865
	2,479,548
	2,462,762
	2,534,359
	2,601,922
	2.8%

	Revenue Hours
	165,554
	171,570
	164,805
	158,747
	162,269
	-2.0%

	Route Miles
	671.6
	671.6
	645.3
	646.3
	620.3
	-7.6%

	Vehicles Available
	63
	59
	60
	55
	56
	-11.1%

	Vehicles Operated in Max. Service
	51
	48
	44
	48
	48
	-5.9%

	Rev. Miles per Veh. in Max. Service
	49,644
	51,657
	55,972
	52,799
	54,207
	9.2%

	Average Age of Fleet
	4.68
	5.63
	5.80
	4.76
	5.00
	6.8%

	Total Employee FTEs
	135.09
	149.40
	146.81
	137.23
	139.61
	3.3%

	Revenue Hours per Employee FTE
	1,226
	1,148
	1,123
	1,157
	1,162
	-5.2%

	Passenger Trips per Employee FTE
	29,951
	25,555
	20,183
	20,672
	20,830
	-30.5%

	Vehicle Miles per Capita
	6.55 
	6.00
	6.00
	5.97
	5.94
	-9.2%

	Passenger Trips per Capita
	9.62 
	8.61 
	6.68 
	6.24
	6.21
	-35.5%

	Passenger Trips per VOMS
	79,335 
	79,541
	67,342
	59,101
	60,584
	-23.6%

	Passenger Trips per Rev Mile
	1.60 
	1.54
	1.20
	1.12
	1.12
	-30.1%

	Passenger Trips per Rev Hour
	24.44
	22.25
	17.98
	17.87
	17.92
	-26.7%


Table 4-6 shows a sample peer comparison. In this example, the peer group was divided into two separate groups, Florida peers and Non-Florida peers. In some cases, using only one peer group is sufficient, but many systems will need to look outside of the state to identify an adequate number of peers for comparison.

Table 4-6 Sample Peer Comparison Table – Operational Measures

	Measure
	VOTRAN
	Florida Peer Group Mean
	VOTRAN

% From Mean
	Non-Florida Peer Group Mean
	VOTRAN

% From Mean

	Service Area Population
	468,663
	234,298
	100%
	322,667
	45%

	Service Area Density
	388
	1,590
	-76%
	1,266
	-69%

	Passenger Trips
	2,908,054
	3,486,129
	-17%
	2,671,149
	9%

	Passenger Miles
	16,170,006
	10,518,417
	54%
	10,577,378
	53%

	Average Passenger Trip Length
	5.56
	3.30
	69%
	4.44
	25%

	Revenue Miles
	2,601,922
	2,399,872
	16%
	2,253,815
	15%

	Revenue Hours
	162,269
	148,974
	9%
	147,791
	10%

	Route Miles
	620.3
	309.4
	101%
	287.0
	116%

	Vehicles Available
	56
	62
	-10%
	60
	-6%

	Vehicles Operated in Max. Service
	48
	47
	3%
	49
	-2%

	Revenue Miles per Vehicles in Max. Service
	54,207
	49,446
	10%
	46,543
	16%

	Average Age of Fleet (in years)
	5.00
	7.95 
	-37%
	6.11 
	-18%

	Total Employee FTEs
	139.61
	133.49
	5%
	147.32
	-5%

	Revenue Hours per Employee FTE
	1,162
	1,112
	5%
	1,068
	9%

	Passenger Trips per Employee FTE
	20,830
	27,034 
	-23%
	19,498 
	7%

	Vehicle Miles per Capita
	5.94
	10.81 
	-45%
	8.21 
	-28%

	Passenger Trips per Capita
	6.21
	19.10 
	-68%
	8.41
	-26%

	Passenger Trips per VOMS 
	60,584
	74,059
	-18%
	52,953
	14%

	Passenger Trips per Revenue Mile
	1.12
	1.74
	-36%
	1.16
	-4%

	Passenger Trips per Revenue Hour
	17.92
	24.72 
	-27%
	17.88 
	0%


A sample figure for a performance measure, in this case operating expense per revenue mile, is shown below. The following method for displaying the peer and trend data side-by-side for each measure is the preferred style to enable visualization of one particular measure. For the peer graphic, it is recommended that the peer mean of the measure be depicted and stand out from the rest of the data to make it easy to see which agencies exceed or fall below the peer mean. 

Figure 4-3 Sample Peer and Trend Graphic 
(Operating Expense per Revenue Mile)
[image: image31.emf]
Finally, for each table and figure provided in the performance evaluation, a brief description should be included to explain the data. Significant trends and anomalies in the data should be highlighted and potential justification for those results provided.

Limitations of Performance Evaluation

A system-wide performance evaluation based on available NTD data provides an overview of general measures, service efficiencies and cost effectiveness. It can be a useful and important tool for monitoring and improving transit system performance. However, it should be recognized that the results of peer and trend analyses are only a starting point for fully understanding the performance of a transit system. The issues identified can create a dialogue that will lead to an enhanced understanding of the “hows” and “whys” of system performance.

A data-based performance evaluation does not address the system from a customer’s point of view (i.e. customer satisfaction), or from the community’s point of view (i.e. economic and political concerns). For these issues, other tasks in the TDP process that can provide this information include customer and operator survey results, interviews with local officials, and other forms of public involvement. 

Performance Evaluation to Set Goals and Objectives

As previously mentioned, another potential use of performance evaluation is to help establish the agency’s goals and objectives (Chapter 6 in this TDP manual). A system can look at an area of deficiency based on the performance evaluation and define a specific goal and related objective to improve that measure. For example, an agency’s average age of fleet might be 10 years and 50 percent older than its peers. In this instance, an objective related to a reduction in the average age of fleet might be warranted.

In addition, standards can be devised to ensure that the system meets certain performance objectives. For example, an agency may have a system wide farebox recovery ratio standard of 30 percent. If its performance evaluation shows that the farebox recovery ratio is only 25 percent, the agency must either revisit its standard or take steps to ensure that its farebox recovery is increased in the upcoming year.

Cross Reference to other TDP Manual Chapters:

The documentation and performance analysis of existing services provides a base foundation for an understanding of services currently provided and their performance in various operating and financial categories. The analysis also provides an opportunity to see how the system compares to others with similar characteristics. The performance analysis relates to the other chapters of this manual as follows:

· Public Involvement Process – Provides base data to demonstrate the strengths and weaknesses of the system to the customers, the general public and outside organizations

· Situation Appraisal – Provides a snapshot of current operating and financial characteristics and trends for further evaluation and identification of potential improvements

· Goals and Objectives – Provides a basis for developing goals and objectives to help the agency fulfill its mission and achieve its vision 

· Development of Alternative Service Plans – Provides a basis for understanding the potential impacts that new or modified services and programs will have on system-wide operating and financial performance

· Forecasting Ridership – Provides a basis for determining the potential ridership impacts of service changes

· Plan Development – Provides a basis for identifying the agency’s capital and operating needs

· Annual Update - Provides data necessary to measure performance, evaluate progress, and make decisions related to potential program or service modifications inclusion in the annual TDP update. 

Resources

· National Transit Database (NTD) information - http://www.ntdprogram.gov/ntdprogram/
· FTIS Software 2006 and 2007 -  http://www.ftis.org/intdas.html   

· Annual Performance Report Data from the Florida Commission for the Transportation Disadvantaged – 2003 through 2007 -http://www.dot.state.fl.us/ctd/programinfo/apraorcountypages.htm#2005%20Data
Chapter 5 – Situation Appraisal

As noted in Chapter 3, changing demographic and economic conditions within the community can affect the existing transit market, as well as offer new opportunities to serve potential customers. Through the collection and analysis of Census and other demographic data, the transit agency can monitor the changing conditions in the area. However, it is also important for the transit agency to keep apprised of and react to changes in local business or economic activity, local governmental actions that can enhance, as well as hinder, the goal of operating an effective and efficient transit system and changing technologies.

This chapter addresses one of the key TDP elements specified in the TDP rule and as illustrated below is essential in addressing other TDP elements. 
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The situation appraisal can be viewed as an assessment process that continues the theme of strategic planning by analyzing the strengths and weaknesses of a transit organization as well as external barriers and opportunities that impact the delivery of transit services.

The TDP rule requires that at a minimum the following factors be analyzed:

1. The effects of land use, state and local transportation plans, other governmental actions and policies, socioeconomic trends, organizational issues, and technology on the transit system.

2. An estimation of the community’s demand for transit service using the planning tools provided by the Florida Department of Transportation, or a Department approved transit demand estimation technique with supporting demographic, land use, transportation, and transit data. The result of the transit demand estimation process shall be a ten-year projection of transit ridership as described in Chapter 8.

3. An assessment of the extent to which the land use and urban design patterns in the provider’s service area support or hinder the efficient provision of transit service, including any efforts being undertaken by the provider or local land use authorities to foster a more transit-friendly operating environment.

Transit systems do not have the ability to directly “plan” the community in which they operate.  However, transit agencies do have the ability to influence the way in which the community grows and changes throughout the years. Transit agencies must understand the planning and land use processes that occur in the community and must find ways to be involved as a stakeholder in these processes. This involves being an active partner with local governments as well as the private sector community during the planning, designing and construction of land use developments. 

Review of Local Plans

All county and municipal governments within the State of Florida are required by law to have a comprehensive plan that outlines the future growth pattern of the community. Within the comprehensive plan, several “elements” or chapters that guide future growth and development must be included.  Required elements that are of greatest importance to a transit agency include the future land use element, the capital improvements element, and the transportation element, as these issues are what can most closely affect the operation of a transit system.  To this end, transit agencies must be aware of what is contained in and what may be considered in the future updates of these comprehensive plans. 

During the creation of and updates to required local plans, development reviews, community visioning exercises, and other initiatives that influence growth management and land development policies, there are formal opportunities for public input.  It is important for transit representatives to participate and offer technical expertise and information about the transit agency’s plans to inform and influence these plans and processes.  The transit agency should strive to see that there is a common understanding of how the respective agencies’ plans interrelate, coordinating and complementing wherever possible and hopefully not contradicting or competing.  In turn, the transit agency must consider the broader needs and desires of the community as it formulates its goals, objectives and service plans and assesses its level and quality of involvement in the planning process for incorporation in the TDP.  Types of plans that need to be reviewed include:

· Comprehensive plans of counties and municipalities within the transit agency’s service area

· Metropolitan Planning Organization’s Long Range Transportation Plan

· State of Florida Transportation Plan

· Regional Planning Council plans and reports

· Other documents such as Campus Master Plans (for universities within service area), Downtown Master Plans, Developments of Regional Impacts, Corridor Development Plans, etc.

Following is a brief description of each of these types of plans.

Local Comprehensive Plans

During the Transit Development Plan process, the transit agency should review the comprehensive plans of the county government(s) it serves, as well as any municipalities that are contained within the county of operation. In reviewing the comprehensive plans, transit agencies should look for and identify those goals, objectives and policies that can enhance, as well as deter, the transit agency from operating in the most effective and efficient manner possible.

In reviewing land use elements, transit agencies should be looking for goals, objectives and policies where the local government entity encourages higher densities and/or mixed uses that can assist the transit agency in operating more efficiently.  Increased residential and commercial densities can limit urban sprawl and make mass transit more viable and efficient.  Low density development patterns lead to a dependence on the automobile and can increase urban sprawl.  Urban sprawl is one of the biggest challenges transit agencies face when trying to provide efficient service.  The more spread out the community is, the more miles transit routes must cover.  Longer routes mean greater cost and less efficient service.  In addition, it is more difficult for transit to compete with automobile travel in a sprawled environment as it becomes difficult and costly to provide the level of service needed to be competitive.

Within the transportation element of a comprehensive plan, the transit agency should look for goals, objectives and policies that assist the transit agency in operating more effectively and efficiently.  The issue of multi-modalism – connectivity between varying modes of transportation to provide the seamless movement of people, goods and services within a community – is a policy that many local governments can try to promote to aid in the delivery of transit service.  Examples include bike lanes/sidewalks connecting with transit stop locations, connectivity between and among subdivisions and developments, carpooling/vanpooling opportunities, and feeder-type shuttles serving areas adjacent to transit facilities. 

Another development technique that can enhance transit operations is a community’s support of transit oriented development (TOD).  TODs can include mixed-use residential or commercial areas designed to maximize access to public transit.  TODs often incorporate features to encourage transit ridership including more compact communities designed to encourage bicycling and walking for short trips.  TODs also include transit facilities (stations/stops) and amenities that increase the accessibility and convenience of transit service.  

Although land development codes have historically encouraged automobile use by instituting setback requirements and single use districts, it is possible to use policy elements such as land development codes and comprehensive plans in order to encourage TOD instead.  Some examples that have been instituted in Florida include:

· Replacing single use districts with activity center districts that promote mixed-use development.

· Enforcing a minimum density requirement for specific zones.

· Including a maximum parking space requirement in addition to any minimum requirement associated with concurrency.

· Instituting bicycle and pedestrian amenity requirements in front of all commercial, retail, and residential developments.

· Requiring maximum setback standards, varied depending on a specific zone’s location.

· Providing transit services that are competitive with the automobile through shorter headways and travel times.

· Creating a manual for mobility design for use by architects, planners, landscape architects, engineers, local officials, and developers to provide a detailed guide for integrating TOD into new growth and redevelopment. (Source: FDOT District One and Seven – Transit Facility Handbook 2007) 

Table 5-1 provides examples of elements the transit agency should consider as it evaluates the extent to which the goals, objectives and policies included in local plans are supportive of transit.

Table 5-1  Evaluation of Local Plan Impacts on Public Transportation Sample Criteria

	1. Is public transportation discussed/supported in plan?

	2.  Is transit oriented development (TOD) discussed/supported in plan?

	3.  Does the plan advocate appropriate multi-modal connectivity to activity centers, including sidewalks, roadways, bicycle facilities?

	4.  Are transit design/customer amenity guidelines available to assist planners and decision makers in incorporating transit into the planning process?

	5.  Is the concept of bus rapid transit discussed/supported in the plan?

	6.  Does the plan support the development of multi-use paths (off-road) and bicycle lanes (on-road) - availability, location, standard of facility design, LOS, connectivity?

	7.  Are there planned, programmed or committed improvements to existing or new multimodal facilities including documentation of designated corridor space for transit or multi-modal option?

	8.  Are there sufficient densities to support transit ridership?

	9.  Does the plan define levels of service for transit or multi-modal alternatives?  

	10.  Does the plan advocate a variety of land uses, including both employment and residential?

	11.  Do the land use categories promote pedestrian, bicycle, and transit use?

	12.  Does the plan identify sufficient intensity along major transit corridors?

	13.  Are there sufficient intensities in and around core areas?

	14.  Does the plan support appropriate numbers of connections within the street network?

	15.  What is the degree to which public and private transit service is proposed or available including the location of bus routes, frequency of service, hours of operation, bus stops and amenities (concrete pad, bench, bus shelter and connectivity to the sidewalk network)?

	16.  Are there proposed transit facility improvements (e.g. transfer stops, super-stops, stations, park n rides, etc.) that address transit access within and between activity centers?

	17.  Does the plan address specific transit-related facilities needed to provide access to existing or planned transit service?

	18.  Is parking management discussed in the plan?

	19.  Are transportation demand management concepts explored/supported in the plan?


Table 5-2 provides examples of transit “friendly” goals and objectives within local growth management plans throughout the State. 

Table 5-2  Local Growth Management/Comprehensive Plans Sample Plan Goals and Objectives
	1. Continue to coordinate the provision of bus shelters, benches and stops with     proper lighting and signage at those locations which generate 25 passengers or     more per day.

	2.  Include provisions within the development review process that required new and    expanding development to consider implementation of Transportation System                                                   Management (TSM) strategies in addition to any necessary internal and off site improvements.

	3.  Increase annual ridership from 36 million unlinked trips in to 40 million unlinked      trips by 2011. 

	4.  Incorporate design principals that encourage safe pedestrian access using      LYNX’s Central Florida Design Manual and LYNX Customer Amenities Manual.

	5.  Orient pedestrian access to transit centers and existing and planned transit routes.

	6.  Incorporate traffic mitigation strategies include construction of bus turn-out facilities, payments to RTS which increase frequencies and extend service and provisions for bus pass programs for employees and residents.

	7.  The MPO shall investigate the use of transit services to promote more efficient      urban development through increased services in the coastal communities.

	8.  The County shall increase the transit presence to achieve at least 1 percent      modal split through modifications of the existing route system or increased      services in areas with high propensity for transit use.

	9.  The City shall explore providing altered routes to address home to work      commutes between neighborhoods and employment centers.  

	10. The City adopts a peak hour transit level of service standard C in terms of        functional area coverage. (70 percent of higher density areas are served)

	11. Within two years of the adoption of the Downtown Master Plan, the City will       initiate an evaluation of the inclusion of the Downtown Master Plan pedestrian and transit system standards for the incorporation of mass transit, carpool, pedestrian, and bicycle amenities in major commercial, industrial and office buildings outside of the Downtown.


Metropolitan Planning Organization Long-Range Transportation Plan

Each transit agency within the State of Florida operates in a community where one, if not more than one, Metropolitan Planning Organization (MPO) has jurisdiction. Federal laws establish the role of the MPO, which is charged with the responsibility of planning, programming and coordinating federal highway and federal transit investment dollars within its jurisdictional boundaries. As such, each MPO is required to produce a Long Range Transportation Plan which covers the area in which it is designated to serve. Similar to the comprehensive plans of the local governments, the Long Range Transportation Plan contains goals, objectives and policies that exist to support transit operations. It is necessary for the transit agency to review these plans and consider how the policies put forth by the local MPO can influence the operating conditions of the transit agency.

The TDP situation appraisal should also evaluate the extent to which the MPO and the transit agency maintain open lines of communication and cooperation. Additionally, coordination with the MPOs Technical Advisory Committees, Citizen Advisory Committees and Pedestrian/Bicycle should also be evaluated to ensure transit alternatives and needs are considered as these committees provide valuable input to the local planning process.

Table 5-3 provides examples of transit supportive goals and objectives within MPO long range transportation plans throughout the State. 

Table 5-3  Evaluation of MPO Long Range Transportation Plans Example Goals and Objectives supportive of Public Transportation

	1. Plan a network of integrated transportation systems to safely and efficiently move people and goods by auto, truck, aviation, rail, bus, bicycle and pedestrian modes.

	2. Provide a balanced transportation system with viable modal options that increase vehicle occupancy, minimize per capita vehicle miles traveled by auto and promote travel by non-auto modes.  

	3. Promote the efficiency of land uses to maximize the effectiveness of the transportation system.

	4. Establish regional transportation priorities and support regional transportation efforts, projects and plans.  

	5. Identify and promote multi-modal improvements on congested corridors.  

	6. Provide appropriate highway, public transit, bicycle and pedestrian links to airports, seaports, rail facilities, major transit terminals/stops, theme parks and other major tourist destinations.  

	7. Promote transit services that are competitive with automobile travel.  

	8. Provide efficient, frequent, convenient, competitive transit service. 

	9. Provide a transportation system that is coordinated and consistent with agency plans of the County, its communities and neighbors.  

	10. Ensure transportation system plan costs are affordable within anticipated funding levels.  


Florida Transportation Plan

Similar to the local government agencies and the metropolitan planning organizations, the State of Florida produces its own Long Range Transportation Plan that identifies the goals and objectives for the next 20 years to address the needs of the entire state transportation system (http://www.dot.state.fl.us/planning/2025ftp/2025FTP.pdf).  The Florida Transportation Plan (FTP) provides a vision for Florida’s transportation system and lays out a policy framework.  As such, this is another plan that transit agencies should review during the Transportation Development Plan process.

In identifying the challenges facing the State of Florida as it attempts to address its future transportation needs, the FTP discusses capacity constraints facing the State and suggests that expanding existing rail and urban transit systems may offer viable options for the movement of people and freight within the State of Florida.  The FTP also goes on to discuss existing weaknesses in the area of intermodal connectivity, which can be remedied with expanded transit options to link-up such places as airports, seaports, rail corridors, urban centers and other transportation hubs.

In developing goals, objectives and strategies, the FTP noted that future success of the transportation system in Florida depends upon how well the State can coordinate transportation investments to ensure an integrated system, enhance mobility options, and provide a system that supports community livability and is environmentally responsible.  The FTP also discusses the need to embrace new and future technologies that can provide innovative approaches in the delivery of a multi-modal transportation system.  As such, it is important for transit agencies to utilize the goals, objectives and strategies put forth in the Florida Transportation Plan.

Other Plans and Documents

Some transit agencies operate in environments where there may be additional plans and documents to review. Examples of such environments include transit agencies that encompass service areas of a more regional nature. These agencies may need to consider the plans of adjacent governmental entities. Regional Planning Councils may have also prepared plans related to economic strategies, visioning and environmental plans that could have an impact on the provision of transit services. These should be reviewed and considered during the preparation of the TDP. Additionally, transit agencies that serve large universities such as Florida State, University of Florida, University of Central Florida and University of South Florida to name a few, may wish to review Campus Master Plans. Local plans may also exist for special districts, downtowns, activity centers, major travel corridors and Developments of Regional Impact (DRI). A review and analysis of these plans will provide important input for the situation appraisal of the TDP.

After reviewing the plans and identifying applicable goals, objectives and policies, the transit agency should consider how these policies relate to the overall goals, objectives and policies of their transit agency.  As such, those policies found to be supportive of the transit system should be identified and noted within the Transit Development Plan.   The plan should strive to leverage or complement supportive goals.  The identification of contradictory or competing goals and initiatives should trigger an opportunity to engage in educating and participating as a stakeholder when the agency’s plan is updated or amended.
Successful Public Transit Requires Intergovernmental Coordination

After reviewing the local governmental plans and policies and understanding the needs of the individual transit agency, it is necessary to understand how future transit improvements and plans fit in to the coordination of transportation options in the local area.  Many types of transit improvements involve the coordination of many layers of government, often at the federal, state and local levels.  

The need for congruency of land use, road networks, and transit planning to support a successful public transit system often makes it necessary for multiple government agencies to collaborate in developing and operating in a given area.  The planning agency must design land use to induce pedestrian activity and transit ridership, the transportation engineering department must design the road networks to accommodate transit and non-motorized mobility, and the transit agency must plan its system with development plans, road construction, and safety in mind. Each interdepartmental arrangement is different, and therefore it is not possible to discuss every possible issue that may arise between agencies.  However, it is important to remember that, for public transit to be successful, all involved agencies whether on a city, county, or state level, must work together.  In addition, the more extensive a region’s transit system is the more impactful transit alternatives such as bus rapid transit (BRT) and transit oriented design (TOD) become. This outcome is logical because a larger transit system offers a greater choice of destination points, causing greater transit demand.  Therefore, it may be necessary for multiple agencies and counties to join in the creation of a regional transit system that serves BRTs and TODs. This will allow systems to flourish in multiple areas within the region and connections made that will increase the mobility options of those who live, work, and shop in the area.

Figure 5-1 provides examples of how intergovernmental coordination would be necessary for certain types of transit projects (including BRT and TOD).
Figure 5-1  Coordination of Transit Projects
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  Source: FDOT Districts One and Seven Transit Facility Handbook 2007

Organizational and Governmental Actions and Policies

The transit agency can only influence and participate in the community’s planning process after identifying how local land development decisions are made.  So, following the review, analysis and documentation of land use plans and policies within the transit service area that support or hinder the efficient provision of transit service, the transit agency should evaluate its level of involvement in the community’s planning process. 

Some agencies will find that they are not a part of the process where local jurisdictions are making land use decisions that may directly affect the ability of the transit system to provide effective service. Within most local government jurisdictions (county-level and municipal-level), there is a deliberate and well established land development process. This includes project review by local planning departments and decisions made by local planning commissions and boards. At some point transit needs should be considered in the development process. All jurisdictions have a development review process that a transit agency should be able to participate in. The transit agency should contact the local government entity to ask to be included in the review of land development requests. For example, if construction of a large strip mall is being planned, the transit agency should be apprised of the development request prior to its breaking ground, so it can plan to provide service in the most efficient manner. 

Likewise, when road improvements are being considered by local, county or state authorities, the transit agency should have some representation on a review committee to ensure the interests of the transit agency are protected. This way, when a road is planned for widening and/or major construction, the transit agency is aware of the timing and schedule and can plan any service changes and anticipate interruptions as necessary and suggest the inclusion of transit features such as pull outs or bulb outs that can be accommodated at relatively low cost as part of larger projects.

As part of the Transit Development Plan process, each agency should identify someone or some department within the transit agency that could become part of the land development process. Having a link to the development process will enable the transit agency to better influence and plan for future growth and service needs. While some agencies serve many local municipalities and often multiple counties, a more advanced organizational structure may be necessary so that transit concerns are heard at the different jurisdictional levels.

Technology and the Transit System

In the past decade, Intelligent Transportation Systems (ITS) have become integral tools in assisting transit agencies provide more effective and efficient transit service.  While there are many technology tools that fall under the ITS umbrella, it is important for a transit agency to keep apprised of and evaluate the need for various types of technologies. During the preparation of the situation appraisal for the Transit Development Plan, it is vital for the agency to consider the added value these components may provide to the agency’s overall operating structure. 

Each transit agency should consider how implementing these new technologies could support the provision of more efficient service, assist in providing riders’ better customer service, and generate invaluable data for future planning activities within the transit agency. Ideally, the consideration of overall costs for start-up, operation and maintenance of any technology enhancements should also be considered. The technologies described below are not the only advances available to transit agencies, but they are examples of technology advances that can assist the transit agency in providing effective, efficient service to its customers. 

Some of the technologies for transit agencies to consider and investigate include:

Electronic Fare Payment Systems (EFP)

Electronic Fare Payment (EFP) systems, also known as Automatic Fare Collection (AFC) systems use electronic communication, data processing, and data storage techniques to automate manual fare collection processes. The purpose of this technology is to make fare payment more convenient for travelers and revenue collection less costly for transit providers. Electronic fare media in the form of magnetic stripe cards or smart cards are capable of storing information in a read and/or write format.


EFP systems benefit both transit agencies and customers. For transit agencies, EFP systems reduce labor-intensive cash handling costs and risk of theft, improve reliability and maintainability of fare boxes, and permit sophisticated fare pricing, based on distance traveled and time of day. In addition, EFP systems permit the automation of accounting and financial settlement processes and create multimodal and multi-provider transportation networks that are seamless to the rider, but operationally and organizationally sound for the multiple providers. For customers, transit becomes easier to use because exact change is not necessary and only a single fare card is needed to use the system.

Automatic Vehicle Location (AVL)

AVL systems are computer-based vehicle tracking systems that function by measuring the real-time position of each vehicle and relaying this information back to a central location. They are used most frequently to identify the location coordinates of vehicles for a variety of purposes. Potential benefits to a transit agency are: improved dispatch and operational efficiency; improved overall reliability of service; quicker responses to disruptions in service, such as vehicle failure or unexpected congestion; quicker responses to threats of criminal activity; and improved data for future planning purposes.
Automatic Passenger Counters (APCs)

APCs are devices that count the number of passengers automatically as they board and alight vehicles at each stop along a route. The benefits of APCs come both in a reduced cost to collect ridership information and in an increase in the amount and quality of data collected. Because APCs also provide time information for passenger boardings and alightings, they are also very useful in tracking on-time performance of transit vehicles.

Transit Scheduling/Operations Software

Scheduling/Operations software applications allow an agency to provide more reliable, dependable, and efficient fixed route or demand response service. These software systems are used for transit service route planning, monitoring and control of transit operations, and for providing more accurate information of transit demand and ridership trends. When linked with AVLs, operational software systems can provide real-time dispatching, faster response to service disruptions, and improved coordination of service of various transit modes. When linked with AVLs and other onboard communication technologies, operational software systems are being used to reduce the amount of voice communications as well as prioritize voice and digital messages from vehicles to the control center.

Electronic Traveler Information

Electronic Traveler Information combines electronic and communications technologies to provide vehicle information to travelers at home, at work, on the roadside, or at bus and rail transit stations. Travelers can access static information on transit services by using automated phone technologies or by traditional printed route maps and schedules. This type of information can also be displayed on kiosks, video displays, and on the internet.  Travelers can access real-time information on vehicle arrival times, delays, service disruptions and re-routings through telephone (511), variable message signs, and kiosks. Travelers can also utilize internet based trip planners where they can go on-line and enter origin and destination information to determine the best route or mode of travel. Electronic traveler information enables travelers to choose the most efficient and convenient modes of travel. Better information will in turn benefit the transit system as it will likely increase visibility and usage of the system. 

Geographic Information Systems (GIS)
Implementation of a GIS provides an extremely powerful tool to assist transit operators in developing the necessary data to make operations and investment decisions. GIS can provide a current, spatial, and interactive visual representation of transit operations. It is a type of computerized database management system in which geographic databases are layered on one another based on a common set of location coordinates. 

Integration of both GIS and spatial data efforts, within a transit agency or region, can provide some of the biggest cost-saving benefits in ITS. With so many ITS transit applications using a street network base map and transit features such as stops and routes, having only one database in which to maintain a particular data set is a big benefit in terms of lower costs, more efficient use of staff time, and better data consistency. Benefits can also include more efficient service delivery, better quality services, more accurate customer information, and improved integration between modes and service providers.

Transit Safety and Security

The use of alarms and surveillance cameras can help protect riders from criminal activity on transit vehicles and at transit stations/stops.

Transit Signal Priority

Transit signal priority is a strategy by which a particular set of vehicles is given preference at traffic signals, either anytime they arrive at the intersection or only under certain conditions (e.g., on-time status, amount of traffic on other intersecting roads). The goal of this technology is to maximize the number of people per hour that traverse the intersection. As transit vehicles can hold more passengers than automobiles, giving priority to transit vehicles can assist in realizing the goal.

Driver Training Simulators

Vehicle-training simulators can help in screening applicants, training operators and most importantly, serving as a valuable tool in accident reduction.
Nearly every transit agency can enhance its operating efficiencies and customer services through the addition of some type of ITS technology. While the needs will vary among agencies (ranging from basic scheduling software packages for example, to more complex Electronic Payment or Automatic Vehicle Location Systems) it is important to recognize that due to their costs, a wide range of ITS technologies are rarely implemented concurrently; they are typically staged to build upon each other. The Situation Appraisal should include an analysis of the findings of the public involvement process, the performance analysis and the agencies goals and objectives to determine what technology applications may be required in both the short term and long term. This analysis may further influence the process of developing new goals and objectives and the formulation of service alternatives and the ten year capital and operating plans.  

Review of Situation Appraisal Components

After compiling, reviewing and analyzing the information discussed in this chapter, the situation appraisal can be developed and organized accordingly to meet the three major factors that are required under the TDP rule: 
1) Analyze and identify the effects of land use, state and local transportation plans, other governmental actions and policies, socioeconomic trends, organizational issues and technology on the transit system.  
2) Assess land use and urban design patterns in the transit system’s service area that support or hinder the efficient provision of transit service, and,
3) Discuss how the aforementioned issues impact the current provision of transit service and how the future of the transit system may be affected by the organizational issues that exist.  Identify any gaps found in support for transit in the community related to land use planning, jurisdictional issues and boards/committees that comprise the service area, 
The discussion above covered the types of activities that would constitute the information collection phase of the situation analysis and address item 1.  The subsequent activities are the interpretive steps, first identifying the consequences of the situation and then exploring possible strategies for changing or mitigating the situation to the benefit of the transit system.  This set of activities provides an opportunity for the planners to synthesize the situation appraisal in a manner that communicates the salient points to the policy makers.  This establishes a context that helps the plan reader fully understand the relationship between context and the implications in terms of the challenges and opportunities that are presented to the transit provider.  
Moving beyond the implications of the current context revealed in the situation appraisal, the next step is for the plan to explore how possible changes in policy, governance, and resource allocations might be altered such that it would improve the opportunities for the transit system to more fully attain its goals.  This would potentially identify policy changes that might support the development of a more transit friendly and supportive land use and urban design environment, help align investment priorities such that other mode investments were complementary and not competitive, and address resource needs required to accomplish the vision laid out in the TDP.
These two steps serve to synthesize an extensive data and information gathering process into an interpretative narrative and menu of possible action steps.  
Cross Reference to other TDP Manual Chapters

Similar to the ITS technology component described above, the other key elements of the situation appraisal have a relationship to the TDP manual chapters as follows:

· Public Involvement Process – Utilizes the findings of, and provides input for, the Public Involvement Process  

· Situation Appraisal – Provides an important foundation for making decisions related to all other TDP elements  

· Mission, Goals and Objectives – Assists the agency in developing its mission, goals and objectives while ensuring they are consistent with and supportive of other local plans and policies

· Development of Alternative Service Plans – Relates various service delivery options, programs, and initiatives to the current and future operating environment. 

· Forecasting Ridership – Identifies program and service initiatives that influence customer needs and choices  

· Plan Development – Impacts decisions related to capital and operating needs  

· Annual Update – Provides a tool for evaluating and potentially modifying programs and services based on current conditions 
Chapter 6 – Goals and Objectives

As mentioned in Chapter 1, Section 341.052, F.S. states “A TDP shall be the provider’s planning, development, and operational guidance document, based on a ten year planning horizon and covers the year for which funding is sought and the nine subsequent years.” This sets the overall theme of the TDP and requires a strategic assessment of all aspects of public transportation services and how these services are developed and implemented.  The fundamental foundation of the TDP will be the provider’s purpose, and its vision for the mobility services delivered to its local service area, and in turn its associated mission and goals. 

This chapter directly relates to the public involvement process, situational appraisal, alternative actions and annual update elements of the FDOT TDP role as outlined below.
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Consistent with its strategic nature, the Transit Development Plan serves as the vision and mission statements for the organization by articulating goals, business objectives and service performance expectations.  Designed to evaluate the current situation, identify desired outcomes and define the strategies or initiatives that will help it achieve its ideal future, the TDP should include carefully crafted goals, objectives and performance measures.  The goals and objectives will serve as the roadmap or guide for internal and external actions and initiatives that must be undertaken in order for the organization to “arrive” at its ideal future. 

Step 1 - Developing the Agency Mission and Vision Statements

The agency’s mission and vision statements should be included in the Transit Development Plan and utilized as the foundation for the development of goals and objectives, as they encapsulate the agency’s purpose and its ideal future. 

A vision statement is typically a brief, broad and inspiring statement about what the agency wants to achieve. Examples of public transit agency vision statements include:

 “…..to provide quality public transportation services in a professional and responsive manner”

“public transit sustains and builds the quality of life for all people…..through mobility services that support the economy, safeguard the environment, and strengthen communities”

“your preferred choice of transportation for now and in the future”

“to become America’s premier public transportation company”

An agency may also have a mission statement which is a basic and broad perspective of the overall purpose of the organization, the activities it conducts to serve that purpose and the organizational values that guide its work. Some agencies have adopted very simple mission statements while others include more detail, but most include one or more elements related to public image, target markets, efficiency, products/services and social responsibility. Following are several examples of agency mission statements:

The mission of ….is to build, establish and operate a safe, efficient and effective transportation system that ….provides mobility, improves the quality of life and stimulates economic development through the implementation of the Service Plan….”

“To keep….moving with safe, reliable and accessible public transit and a commitment to balance our fiscal and environmental responsibilities”

“to deliver outstanding transportation services which connect people to life”

“the mission of…is to provide the citizens of…with a safe, convenient and affordable mode of transportation. Employees pledge to provide the highest quality of transit service available by successfully accomplishing each of their assigned roles including not only meeting customer’s needs by exceeding their expectations. The management is committed to the highest quality of customer and employee satisfaction. This includes short and long term plans for system development, marketing and employee training which will foster a sense of pride in our employees and customers…”

Step 2 - Developing Goals and Objectives

Building upon the mission and vision statements, the agency must develop goals, objectives and strategies for achieving its vision and fulfilling its mission as part of the TDP effort.  The starting point for this task is the examination of findings and analysis of the tasks described in the previous chapters including: base data compilation, public involvement activities, a system performance evaluation and a situation appraisal.  In addition, any goals and objectives the agency has prepared in the past should be revisited to identify areas of potential modification or expansion based on current conditions. 

A goal is a somewhat broad long-range aim that states a general intention that is not necessarily measurable in and of itself.  An objective, on the other hand, is something more specific and usually (but not necessarily) measurable.  A strategy is quite simply “a plan of action” for attaining a goal.  While most transit related goals and objectives will likely be output related, others may be considered more attitudinal or behavioral.  Specific performance measures are sometimes identified to help the agency determine its success or failure in achieving the goals and objectives.

The number and complexity of goals and objectives will vary significantly by the size and type of agency, but all should be related to its overall mission and vision whenever possible.  It is important to consider both internal and external factors when developing goals and objectives.  From an internal perspective, the goals and objectives should “touch” all facets and functional areas of the organization including but not limited to Finance, Planning, Marketing, Transportation, Maintenance, Administration and others as appropriate.  It is easy for personnel to lose sight of the agency vision in the course of carrying out their day-to-day responsibilities. By involving personnel to the fullest extent possible in the formulation of goals and objectives there is a greater likelihood of buy-in and a commitment to positively impact the specific areas over which they have control, which in turn, will support and complement the agency’s overall vision and mission. 

While the agency staff will likely take the lead role in formulating the goals and objectives, they should not do so in a vacuum. They must consider the findings of the various data collection activities, such as demographic and socio-economic characteristics, system performance data, the situational appraisal, and the input received while carrying out the public involvement plan for the TDP.  Additionally, the expectations of the service provider’s governing body and any directives it has issued should be incorporated in the goals and objectives. 

Important external factors that must be considered are the local and regional planning documents that identify existing transit-related goals.  The urbanized area’s comprehensive plan is the best place to begin this review.  The Florida Transportation Plan, city and county transportation plans and legislative resolutions should also be reviewed.  Obviously, the transit agency’s goals and objectives should not conflict with the transit goals and objectives found in the review of other planning documents.  In most urbanized areas, the transit agency will not be constrained by the goals and objectives contained in other plans, however the Transit Development Plan should clearly show the relationships between its goals and the goals contained in other planning documents as described in Chapter 5.  

The desires of the broader community are also extremely important to the strategic intent of the TDP.  In addition to consistency with the local government’s planning documents, many communities have conducted broad-based community visioning exercises which identify and prioritize regional issues and priorities-often with a focus on growth management and transportation.  These kinds of initiatives should also be evaluated and incorporated into the agency’s goals and objectives. 

As described in Chapters 2 and 3, local community leaders can provide valuable input into the process.  These individuals may represent major employers or chambers of commerce that have first hand knowledge of the specific programs and services necessary to meet mobility needs related to existing and/or future employment opportunities.  They may also be able to provide the perspective of the tourism/hospitality sector, for example, as it relates to the transportation needs of visitors and their impacts on the area’s transportation network.  Other community leaders that can provide input include elected officials, heads of public agency departments, educators, representatives from health and social service organizations, senior citizen representatives, emergency management, and environmental organizations. 

The representatives selected to participate in the formulation of the goals and objectives should be tailored to gain broad based perspectives based on the specific characteristics of the transit provider’s service area and the various institutions it serves.   Participation in the goal development process should be coordinated and integrated within the overall public participation process.  
While each agency’s objectives should be tailored based upon the factors mentioned above, there are several broad goal categories the nearly every agency should address (for example: Quality of Service, Image/Awareness, Facilities/Equipment, Coordination, Performance, Technology and Finance) that should be addressed in the TDP.  Following are examples of each goal and an associated objective and strategy that may be used as guidance.  Most TDPs will include additional goals and multiple objectives and strategies depending upon the unique characteristics of the agency.

The goals and objectives will be further utilized in the TDP to shape Alternative Service Plans, Ridership Forecasts, a Ten (10) Year Implementation Program, the Ten (10) Year Capital and Operating Plan, and future Annual Minor TDP updates as discussed in subsequent chapters.  

Table 6- 1  Sample Organization of Goals, Objectives and Strategies

	Goal1
	Improve the Quality of Fixed Route Services

	Objective 1-1
	Enhance connectivity and transfer opportunities

	Strategy
	Foster partnerships with municipalities, developers and major activity centers for community based circulators

	Goal 2
	Enhance Image as a Viable Transportation Option for the Community

	Objective 2-1
	Identify opportunities for new programs that expand the customer base

	Strategy
	Develop travel training program for senior citizens

	Goal 3
	Develop Appropriate Infrastructure an Facilities

	Objective 3-1 
	Provide passenger amenities

	Strategy
	Install five bus shelters per year

	Goal 4
	Coordinate with State and Local Governments to Integrate Transit into 
the Land Development Process 

	Objective 4-1
	Coordinate service and program initiatives with local governments

	Strategy
	Coordinate with FDOT to ensure bus pull-out bays are incorporated in new road projects

	Goal 5
	Enhance System Performance

	Objective 5-1
	Increase farebox recovery

	Strategy
	Implement fare increase

	Goal 6
	Utilize Technology to Enhance Efficiency

	Objective 6-1
	Improve communications

	Strategy
	Procure new radio system for fixed route services

	Goal 7
	Identify and Secure Financial Resources for System Expansion

	Objective 7-1
	Serve the Inter-county commuter market

	Strategy
	Secure a Service Development Grant for new express service


Step 3 – Communication and Monitoring

Once the goals, objectives and strategies have been developed and evaluated for thoroughness and consistency, they need to be communicated with all customers.  This includes the internal customers (employees) and external customers (governing board, local governments, and community leaders and organizations).  The initial communication step would occur with the adoption and dissemination of the Transit Development Plan to ensure that the anticipated outcomes are clear to all who will be responsible for conducting and supporting the agency’s business and fulfilling its mission.  However, simply communicating the goals and objectives is not enough.  It must be accompanied by a monitoring program to assist in measuring the agency’s success and identifying roadblocks that hinder the achievement of its objectives. 

The foundation of a monitoring program is already in place at most agencies and takes the form of the National Transit Database (NTD) submissions as described in Chapter 4, Performance Evaluation of Existing Services.  The financial and performance data provides a snapshot of how the system is performing in a wide range of categories.  Using the sample Goal 5 and its associated objective of increasing farebox recovery as shown in Table 6-2, the NTD would show whether or not the agency achieved its objectives based on the impacts of the fare increase on passenger fare revenue, average fare and farebox recovery.

Another tool that could be used to monitor progress would be a passenger amenities/infrastructure inventory.  Again, using examples in Table 6-2, the agency could monitor its progress in achieving its objectives of providing passenger amenities and coordinating service and program initiatives with local governments.  The inventory would reveal if the agency had accomplished the installation of five bus shelter per year or had facilitated the incorporation of bus pull-out bays in new road projects.

The continuous refinement and communication of goals and objectives along with a regular monitoring program will enable the agency to adjust to a changing marketplace, identify areas of strengths and weaknesses and reveal new opportunities for program and service excellence.  

With a clear understanding of the agency’s mission, goals and objectives, and an expectation that performance is carefully monitored, both the employees and the organizations the agency relies on for support can be confident that its personnel and financial resources are well spent. 

Cross Reference to other TDP Manual Chapters:

The development of the agency’s mission and vision statements, goals, and objectives relates to the other chapters of this manual as follows:

· Public Involvement Process – Articulates the strategies the agency will employ to fulfill its mission and achieve its objectives while affording the public an opportunity to shape decisions that affect the organization.
· Situation Appraisal – Outlines initiatives that will be undertaken in response to the finding from the situation appraisal.
· Development of Alternative Service Plans – Relates various service delivery options to the objectives of the agency.
· Forecasting Ridership – Outlines program and service initiatives that influence customer choices.
· Plan Development – Impacts decisions related to capital and operating needs  

· Annual Update – Provides a tool for evaluating and potentially modifying programs and services based on current conditions. 

Chapter 7 – Forecasting Ridership and Designing Service
FDOT Guidance on TDP Ridership Forecasting





The purpose of this chapter is to describe ridership estimating methodologies for transit agencies or the professionals preparing transit development plans for the agencies.  The estimation step is critical in the development of the TDP.  This chapter addressed the process of applying ridership forecasting tools or processes to understand potential transit demand by evaluating transit service scenarios, and to forecast expected ridership from implementation of the specific scenario identified in the Transit Development Plan.  

Understanding of the amount of travel that can be attracted to and served by transit is critical in helping position transit to realize its potential in meeting mobility needs in Florida communities.  One of FDOT’s priority areas for TDPs is developing ridership estimates as part of the preparation of a TDP.  The vast majority of transit’s benefits are dependent on the services being utilized by travelers.  Developing an accurate estimate of demand is important because it enables agencies to gauge the benefits of their investments.  Estimates of demand provide a measure of the public transit needs of the community and provide a basis to guide the design of services.  A capacity to systematically estimate demand for service options enables transit planners to evaluate various service proposals and provide the information necessary for making informed tradeoffs concerning service options.  

A series of ridership estimates provide a measure of transit use that might be expected for an area if served by different service scenarios.  The ridership forecast for a recommended transit development plan may be less than that in some service scenarios because of prospect that the public may not be able or willing to provide the levels of service that produced the most demand among the scenarios tested.  The ridership forecasts for a proposed service plan serves as a basis for understanding the anticipated traveler response to implementation of that service plan.  

The ridership forecasts for a service plan are a measure of the role of transit in the community and provide a basis for estimating fare revenue expectations and capital and operating needs for the transit agency.  Fares are a significant revenue source for transit properties.  Fare revenues range from approximately 10 percent to more than 40 percent of system operating revenues for Florida fixed-route properties.  Nationally, capital costs for providing transit averaged 50 percent of the operating costs amount in the 2001-2005 period, thus understanding demand and operating requirements will have a big impact on capital needs.

Overall Objectives in Providing Ridership Forecasting Guidance

Rapid population growth in Florida creates both an opportunity and a desire for transit to play a larger role in providing mobility in Florida’s urban areas.  Thus, the ability to forecast demand is necessary to support transit development planning.  TDPs have a ten-year time frame over which it may be common for a transit property to undergo rather significant changes in transit services.  Fixed-route transit ridership at Florida transit properties has ranged from an increase of well over 200 percent to a decline of approximately 20 percent in the ten years between 1996 and 2005.  Of Florida’s 27 fixed-route transit properties, 25 had ridership increases over that time period or since inception whereas 2 had ridership declines from 1996 to 2005.  

The objective of providing guidance for demand forecasting in the TDP Manual is to assist transit properties in developing useful fixed-route transit ridership forecasts for the ten-year TDP time frame.  The ridership forecasts are not only useful in helping focus service on demand but they support estimates of operating cost requirements and vehicle and facility needs, including supporting infrastructure such as bus shelters, signage, park-and-ride facilities, etc. – items that will drive the capital cost program of projects in the TDP.   Hence, a forecasting capability is critical to the TDP development process.  

The basic characteristics of the forecasting processes that transit properties should aspire to incorporate in their ridership forecasts for TDPs are:

· uses the best available data on market conditions,

· uses the best available knowledge of the relationship between changes in service characteristics, market conditions, and changes in transit use,

· uses a method that is able to be replicated by others or otherwise sufficiently transparent that a reader can understand, and hence evaluate the validity of the forecasts,

· uses methods sensitive to the types of service changes that are options under consideration in the TDP development, and,

· is able to be produced within the constraints of tight financial resources, limited local data regarding travel behavior, limited staff time, and sometimes limited forecasting experience.

Parties using the TDP to help make decisions should expect that the forecasts of ridership for the time period of the analysis are high quality professional estimates providing the best information available.  This should include assurance that the information was based on sound data and sound application of knowledge of how markets respond to changes in various characteristics of transit service.  The forecasts should be objective and acknowledge uncertainty.

The TDP is not an operations plan.  It is not documentation of a comprehensive operations analysis or necessarily a plan for route-level service review and redesign.  Rather, it is a five and ten year plan that includes exploration of service changes often at the system or corridor level.  Accordingly, forecasts of demand as a result of anticipated changes in markets, services or facilities should be focused at a level of detail consistent with the overall level of detail of analysis in the TDP.  This might include expanded or new routes, route restructuring, changes in hours of operation, changes in frequencies, and changes in service concepts (i.e., addition of express services, addition of circulators, introduction of transfer centers, etc.).

FDOT Expectations of Transit Properties

FDOT expects the Florida transit properties to follow the guidance provided in this report in the preparation of their TDP ridership forecasts.  Specifically, each property should select a methodology or methodologies from the menu of approaches presented below that are appropriate for their situation.  The TDP Rule (Appendix 1-A) specifically mentions ridership forecasting as part of the situation appraisal.

       (3) Transit Development Plans (TDPs).

(b) Situation Appraisal. The TDP is a strategic planning document and will include an appraisal of factors within and outside the provider that affect the provision of transit service. At a minimum the situation appraisal shall include:

1. …

2. An estimation of the community’s demand for transit service using the planning tools provided by the Department, or a Department approved transit demand estimation technique with supporting demographic, land use, transportation, and transit data. The result of the transit demand estimation process shall be a ten-year annual projection of transit ridership.

A transit agency should select their forecasting method(s) in the context of their situation and their plans for service change.  Agencies should carefully review this chapter to determine what method(s) might be most relevant in their context.  The options include using the tools developed and supported by FDOT or selecting a methodology other than that provided by FDOT.  If choosing the later option the agency must solicit preapproval from their FDOT district office before implementing the alternative approach.  

An Overall Process for Demand Estimation

Figure 7.1 below, outlines a multi-step process of TDP development that highlights the steps directed at estimating public transit demand.  The process is subsequently described in the remainder of this chapter.  This generic process applies to all transit properties, however, the level of attention and effort dedicated to various steps will depend on the particular situation.  The process is intended for use in major TDP updates.












Information Gathering and Policy Considerations

Figure 7.1 includes two boxes labeled as Information Gathering and Policy considerations and shows these as inputs to the demand estimating process.  Previous chapters of this TDP Manual detail guidance for carrying out various aspects of the TDP process including information gathering activities referenced in Figure 7.1 (compilation of study area base data, development of goals and objectives, performance evaluation of existing services, and public involvement efforts).  These steps provide the background information, both quantitative and qualitative, that provides planners with the knowledge base to enable them to carry out subsequent steps.  Some of these activities are carried out specifically for the development of the TDP, such as demographic analysis, while others may be ongoing activities such as bus service performance monitoring (conducting ridechecks and applying service standards), conducting market research or monitoring public and business requests for service changes.  Collectively, these steps provide a substantial base of background information that supports the estimation of demand and the design of service and ridership forecasting.  The set of information sources should be diverse and include venues for input from the three principle impacted groups: 1) passengers and potential passengers and service supporters (taxpayers), 2) employees who have direct and indirect interaction with passengers coupled with a knowledge of the system, and 3) stakeholders, those individuals who have an interest in the service.  The information should include both opinion and perception (stated preference data) and empirical data that reflect measured behavior of customers.  

Figure 7-1  TDP Ridership Forecasting Process
[image: image32.png]7

/ﬂ’/ . Yo 4 r/ / . Yo 4 r/ / . Yo 4 r/ / . Yo 4 r/ / . Yo f 4
thternet 7 J JJ ¥ [ 4 J JJ ¥ [ 4 J JJ ¥ [ 4 J JJ ¥ [ 4 7 JJ
Explorer 4 7 4 7 7
o/ L % o/ L % . V % . V v . V % .
J % J % J % J o J % J o J / 4 /3 TBEST - Home - Microsoft Internet Explorer E] .
/m - ) £y / y, ’ ) £y / y, ’ ) £y / y, ’ ) £y / y, ’ ) £y /
Vo 7 7 A V y 7 A V p 7 A V p 7 A V 3 /s
My Compuiter”, p 4 - 5 > 7 0 § - Iz - f it - 3 . p
J Ry J Ry J Ry J J U 4 Vo 2B )
- e 1 / - e 1 / - ”. 1 / - 1 ”. 1 / - 1 e 1 /
788, A i y # i y, s > 4 y #7 / y #7 /
QuotéTracker W a4 Va 1 . ¢ Vi W ¥ 4 Vi W ¥ 4 Vi W ¥ 4
/ Vot ud y, Vot ud y, J p y, Y, p y, b,/
f 7 JJ ¥ ¢ 7 JJ ¥ ¢ J JJ ¥ ¢ J)J ¥ ¢ J ) Version 3.0
p Y v . V v . / v p Y v p Y 7
/ J 4 J J 4 J J o J o £ J o /l
shorteufto J 7 > L L
JEXCEL ) €1/ / . ) €1/ / . ) €1/ / . ) €1/ / . ) €1/
A 3 / o Z. 3 / o A 3 J Y A 3 J Y Z. 3 J s
“ ”y J )'e s J )'e ”y J )'e ”y J )'e ”y
J ) J J 2/ J J 2/ J J G/ 4 J 2 <7 =~
Shorteut to * c ) P «’ c ) s} o c ) s} o c ) s} o c )
QUTLOOK 47 - J e - J V e v Y o i y7 /
Vi 1.0 ¥ Va 1.0 ¥ Va 1.0 ¥ Va 1.0 ¥ Va 1 £
AV s e O S e O e S S
shérteutto /7 / JJ ¥ 4 7 JJ ¥ 7 7 JJ ¥ “ 7 JJ) 4 7 7. &
POWERPNT
. 4 % . 4 %4 . v . 4 .
J vy of 4 J / ol 4 J / ol / J / ol / J J ol 7
Y. R Y J 4 3P/ e e e
(NG el [ 7 i o f v J 7 7 J 7 y J
P 4 J )te V J )te V J )te V J )te V
V. J & 4 . J & 4 . J & 4 . J & 4 . J LI 4
- L =4 / - L 1 / - e 1 / - 1 e 1 / - 1 e 1 /
# # / / / -aining Announcemen
J 7 - o J 7 - o J 7 - o J 7 - y, 7 - aining Announcement
7 W o’ 4 7 W o’ 4 7 W o’ 4 7 o i s Il W upport New Training Schedule Released
4 / ) Yo/ ot / ) Yo/ ot / ) Yo/ ot / ) Yo/ ot / ) Yo/ 4 mest L
p % 7 ) 4 % 7 ) 4 % 7 ) 4 % 7 JJ) 4 % 7 L e ae th
. 4 % . 4 %4 . v . 4 .
J vy of 4 J / ol 4 J / ol / J / ol / J J ol 7
/ L ) ¥ / / L ) ¥ /‘ / L ) ¥ / / L ) ¥ / / L ) £ /
f v po i f v o, f v o, f v o, f v o,
p - - - - - b - - L - - - b
V. J L . J L . J L . J & 4 . J L
o e ’ 91/ o e ’ 91/ o p ’ 91/ o p ’ o)/ P *? Y TBEST Software Resources Latest News
y # i y # i y, s > 4 y #7 / y #7 /
Va J ja a Va J ja a Va J ja a Va J ja a Va J ja a

® NaturallySpeaking Tools Words Help ( Microphone is off

] S 2 Intermet E.. v | <3| QuoteTracker | K Dragorgar T 2 Mcrosoft ..~ | 8] Inbox - Micros. = _ [§ 1053aM



The role of the planning professional is not incidental, but critical to the development of the forecasts.  The transportation planner brings their own knowledge to the process including perhaps knowledge of other systems and points in time and knowledge of how the market has reacted to service changes in the past.  The planner has the responsibility of assimilating the data, assuring its accuracy and relevance and executing the overall process.  The creative aspects of service design, discussed later in this report, are a critical opportunity for the professional to impact the future service plan.  In addition, the post forecast refinement step is another opportunity for the transit planning professional to apply judgment, experience and knowledge, both theirs, and that gathered from peers, to provide refinements in the service plan and the expectations for ridership.  Thus, the travel forecasting step is a science aided by extensive quantitative tools and data bases, but it remains an inexact science that benefits from the active participation of an experience transit planning professional.

Designing Transit Service Scenarios

Most service planners have several ideas for transit improvements, developed either internally or suggested by riders, stakeholders, bus operators, or others. These improvements may be motivated by several factors, including:

· additional residential or commercial development;

· existing ridership demand (e.g., overcrowding in certain areas at certain times of day)

· policy objectives;

· a desire to enhance system efficiency and effectiveness.

The TDP can be an excellent place to prioritize these improvements and develop strategies to address future growth and guide future development of the transit network.

Most plans take the existing transit system as the starting point, although there can be exceptions:

· A new transit system has no precedents to follow, although a new fixed route system can analyze travel patterns on dial-a-ride service as a means of developing routes.  One sign that fixed-route service may be warranted is when dial-a-ride productivity approaches eight riders per vehicle hour.

· Introduction of a new mode (light rail or bus rapid transit) can encourage a re-examination of the entire transit network in light of this new mode.

· Changes at the transit network level, such as moving from a radial network where all routes converge in downtown to a hub-and-spoke network with multiple transit centers or minimizing route deviations by focusing major routes on specific corridors, can also require a re-thinking of the existing system.

Typically, major changes of this nature are generated as part of a detailed analysis of existing transit service and use rather than as part of the TDP process.  The TDP may propose or reflect strategies that include major system changes.  In most cases, however, the service planner will begin with the existing system.

Service Strategies

Many strategic decisions faced by service planners come down to a choice between coverage and frequency.  A coverage-oriented strategy would extend service (often low-frequency service due to constrained resources) to all parts of the service area.  The resulting “lines on a map” are pleasing to many stakeholders, regardless of service or ridership levels.  

A frequency-oriented strategy would provide additional service on major (or all) lines before adding routes in unserved areas.  Enhanced frequency is one of the most effective strategies to encourage additional ridership.  Given that transit operates within a political setting and that resources for system improvements are often scarce, most strategies involve a mix of coverage and frequency.  The relative emphasis on one aspect over another will affect how the system changes over time.

A new dedicated local funding source can highlight the tensions in these strategic decisions.  There is often great pressure to provide new services in all parts of a city or county that has approved a dedicated funding source for transit.  However, downtown stakeholders and current riders may expect a completely different focus.  Thus, a balanced strategy with a mix of coverage and frequency is likely to work best even in the rare situation where a transit agency is flush with new money.  Through extensive public input, one agency in this situation found a general consensus around a 60/40 split between enhancements to existing service and provision of new service.

The majority of service planners (who can only wish that they had a new funding source) have different concerns.  These concerns often focus on reallocation of current services to maximize effectiveness or on reductions in service in response to fiscal constraints.  The TDP can develop strategies to deal with these circumstances as well.

Some agencies approach service cuts from an equity perspective.  An example of this is to reduce service by 10 percent on all routes and services.  Some take a productivity approach, for example, cutting service on unproductive routes and using service standards as a means to identify these routes.

Another strategy that has been adopted by transit agencies is to focus on the “core” routes of the system, in good times and in bad.  It is not unusual for 20 percent of an agency’s routes to carry 50 percent or more of total ridership.  A core routes strategy enhances service on major routes when funding is available and attempts to maintain service levels on major routes in times of fiscal constraints.

Service guidelines or standards are often used in making decisions about specific routes.  The TDP is an appropriate place to develop, revise, and clarify these standards.  Many agencies have different standards for different types of routes, acknowledging that core routes are expected to be more productive than crosstown routes or routes in suburban areas.  The varying standards are justified as a reflection that the transit network needs all types of routes to meet the needs of its customers.

Other Strategies 

The discussion so far has focused on transit service, but there are other strategies that should be considered and incorporated in the TDP.  The State of Florida has been at the forefront in emphasizing service quality measures.  On-time performance, vehicle cleanliness and comfort, bus stop amenities, and friendly operators all play a role in the customer’s decision to use transit.  Agencies that have campaigned issues of these types with their employees have achieved desired improvements in service quality.  

Service quality impacts can be subtle and difficult to measure, but some agencies believe that service quality is an important factor in ridership retention.  Most surveys of former transit users indicate that the primary reason to stop using transit is, “I bought a car.”  Good service quality can encourage riders to continue to use transit for at least some of their trips after a vehicle purchase.

Service quality strategies often interact with service plans.  For example, a radial system with timed transfers at a central downtown location every hour can accommodate a few minor route deviations and extensions to serve new developments at the outskirts of the service area.  Routes can be extended only so far before on-time performance issues begin to occur with regularity.  Some agencies have made a policy decision to serve newly developed low-density areas with new “connector routes” instead of by extensions to existing routes.  A connector route is timed to meet an existing route at its outer terminus.  A smaller, more neighborhood-friendly bus or van can be used on the connector route, making it easier to enter into residential areas and provide service closer to the front door of a residence or business.

Marketing strategies are also an important component of TDPs, and should be coordinated with service strategies.  As one example, a marketing campaign to encourage new riders should not be undertaken if the transit system is struggling with on-time performance.  In this case, new riders would be discouraged by the lack of reliability.

Markets for Transit 

Transit Development Plans offer the opportunity to prioritize potential service changes, as noted earlier.  Many transit agencies have found that consideration of transit markets in general and specific markets intended to be served by a proposed change is very useful in helping to set priorities.

Conventional wisdom holds that the only significant market for transit in most areas is composed of residents without other mobility options.  A close examination of ridership patterns by route can yield interesting information on sub-markets.  For example, a route with ridership concentrated in peak hours is typically serving the journey to work and school trips (an express route that operates only during peak hours is the purest example of a route serving the journey to work).  A route with ridership spread more evenly throughout the day probably has retail and local shopping destinations.  A route where peak period ridership is evenly balanced by direction is carrying reverse-commute riders to jobs or schools in outlying locations.

Understanding the market for a specific route is very important in considering potential changes.  For new routes, identifying the market to be served is critical.  The transit agency through its governing body may have given priority to specific target markets.  As one example, college students may be a target market through a university pass program, and service planners would be guided in this case by the need to connect the campus with major student housing areas and off-campus student destinations.  If elderly residents are a target market, neighborhood circulators may be a high priority.  Park-and-ride lots combined with express bus service are important if commuters are a high priority.  Enhancing service for existing riders might involve improved frequency to encourage additional trips by those who are already familiar with the system.

Routes can certainly serve more than one purpose.  The pitfall in designing a route that serves multiple markets is that, by serving many purposes, it does not provide a convenient trip for any one market segment.

One approach to service planning in the context of the TDP might be to develop an initial service design that specifies service levels that would maximize ridership potential of the area.  This will be a generous service level that provides good coverage of both geography and time periods.  This generous level of service is then used as the basis for estimating transit potential or service needs.  The results of this estimate are subsequently used as the basis for refining service scenarios that improve productivity and focus service on the markets that are most promising.  The refined service concepts are then the basis for viable service scenarios for which the planners will develop forecasts of ridership that are used in the TDP.  The forecasting process is thus iterative, as discussed in the next section, with the analyst first testing generous service levels to determine need and then refining the service in subsequent forecasts to arrive at a system level service plan that is the basis for the TDP. 

Summary

This section has highlighted strategic considerations in service planning that are important in preparing a TDP.  There are obviously detailed considerations, such as how to write a schedule or how to design a route, that are not discussed here because these elements of service planning are more appropriately the subject of a comprehensive operational analysis or route review.

Within the TDP process, service planners can:

· Describe service strategies

· Prioritize proposals for service improvements in light of these strategies

· Identify strategies to address service quality

· Clarify the market for transit with relation to service strategies

Unmet needs are the primary driving force in the TDP.  Service planners can contribute by developing strategies to address these unmet needs.  The “art” of service planning is to design the best ways to meet these needs, while keeping within the budget and balancing sometimes contradictory goals and objectives.  

Estimating Demand 

The series of boxes in the center of Figure 7.1 contains the steps that are formally part of the demand estimation and forecasting process.  Each box contains one of the available possible choices of analytical methods for carrying out the forecasting work.  An early step in the estimating and forecasting task will be to determine the appropriate model or method to use for the study area.  Each of the potential methods is discussed below.

Deciding which Forecasting Method to Use

The TDP rule specifies the Department’s position regarding forecasting methods.  FDOT has provided a service planning tool, the Transit Bus Estimating Simulation Tool, (TBEST) as that tool.   

2. An estimation of the community’s demand for transit service using the planning tools provided by the Department, or a Department approved transit demand estimation technique with supporting demographic, land use, transportation, and transit data. The result of the transit demand estimation process shall be a ten-year annual projection of transit ridership.

TBEST is described below and FDOT has supported its application via development of supporting data bases including demographics and baseline coded route networks for most transit agencies.  Some agencies might choose to use an alternative method.  Several alternative methods are briefly described below.  Each of these methods has different capabilities and data requirements and is appropriate for use in various contexts.  

The basis for deciding what method to use is one that should be made by the local transportation planning professionals based on several factors and considerations as noted below.  


Generally, TBEST will be the logical choice for them and estimating methods.  Exceptions might include larger urban areas where multimodal models have been developed and validated for local application and can be used to test TDP service scenarios.  While large-scale regional models are seldom recommended for application in making route level service priority decisions, they can provide insights and guidance at a level sufficient for use in TDP development.  Most probably subsequent detailed service planning would be carried out as part of implementing service changes evaluated through regional modeling effort.  

Other areas might consider using comparable route or service elasticity-based methods in situations where their transit service is very modest and changes are similarly expected to be relatively minor.  This might be the case in areas were a few routes exist today and expectations include adding a few more rounds over the time period of TDP analysis.


Estimating and Forecasting Tools


TBEST - Over the past several years, the Public Transit Office of the Florida Department of Transportation has been spearheading the development of transit demand forecasting models and transit systems planning tools for a wide variety of applications as part of its broader Transit Model Improvement Program.  Quite often, transit agencies do not have the resources and staff to implement large-scale travel demand modeling systems or collect and assemble the elaborate databases needed to support such model systems.  The model development efforts of the FDOT Public Transit Office have been focused on meeting the transit planning and modeling needs of a wide variety of planning agencies through the development of user-friendly tools that can be implemented in a wide variety of planning contexts.  TBEST represents a culminating effort towards developing a truly operational and user-friendly stop-level ridership forecasting software package that offers full GIS-based functionality and network coding capability.  

The software includes a host of methodological developments that make it a very powerful transit planning and analysis package.  TBEST is capable of simulating travel demand at the individual stop-level while accounting for network connectivity, spatial and temporal accessibility, time-of-day variations, and route/stop competition and complementarity, thus making it the ideal tool for transit planning and ridership forecasting.  Public transit’s distinctive characteristic is its dependence on walking to access the system.  Thus, transit's appeal is highly dependent on the ability to access activities by walking to and from transit.  Capturing this important characteristic requires databases and software capabilities to be able to capture small geographic scale differences in accessibility.  This capability within TBEST gives it a distinctive advantage over more traditional roadway based travel demand forecast models.

TBEST has been developed so that the user can interface with the software largely through an interface that provides full GIS functionality.  Users have to have ArcView 9.2 residing locally on the machine to use TBEST.  A modest investment in ArcView will allow the user to realize the full potential of TBEST.  Socio-economic scenarios, supply attributes, and route and stop configurations can be changed and edited on the fly, thus making TBEST a truly user-friendly transit ridership forecasting tool.  TBEST includes estimates of several performance measures in its output.  Performance measures such as route miles, service miles, service hours, boardings per service mile or hour, and average boardings per service run are provided by TBEST at the individual route-level and for the system as a whole.  These performance measures can be used to assess the impacts of various socio-economic and supply scenarios on system performance.  

Ridership estimates provided by TBEST are sensitive to a host of planning factors including socio-economic characteristics, network configuration and connectivity, and transit system attributes.  TBEST ridership estimates are sensitive to population characteristics such as income, auto ownership, household size, number of children, number of elderly, race/ethnic composition, and number of workers. Employment variables in the TBEST equations include commercial, industrial, and service employment (consistent with definitions used in FSUTMS).  Transit system attributes that affect ridership include first boarding fare, transfer fare, travel time, frequency/headway, special generator type (e.g., shopping mall, stadium, university, etc.), number of transfers, out-of-vehicle time including both access/egress time and waiting time, route type (e.g., crosstown, express, local, circulator, etc.), and technology type (e.g., BRT, bus, trolley, etc.).

TBEST software is provided free by FDOT.  A user manual, technical support, reference materials and other guidance are provided on the TBEST website sponsored by FDOT.  FDOT sponsors periodic training for TBEST users.  To facilitate the implementation of TBEST, FDOT has supported the development of statewide demographic data sets for TBEST operation and has secured base transit networks coded into GIS for most Florida transit properties.  These base networks and databases provide a substantial head start for agencies that choose to implement TBEST.  It's important to note that TBEST will have applications well beyond TDP updates and it is hoped that it will be a valuable resource for ongoing service planning and potentially land use analysis work carried out by the transit authorities.  Resources on the TBEST website allow agencies to explore the use of TBEST for demand forecasting.  Figure 7.2 is the TBEST website home page:  http://www.tbest.org.  It is anticipated that TBEST will continue to evolve with refinements, improvements, and modifications to accommodate upgrades in supporting software packages.

Figure 7-2  TBEST Home Page

Regional Model - Another means of developing a measure of market potential and forecasting demand for a service plan would be to use a calibrated regional four-step travel demand model or a regional activity based model to develop estimates.  Four-step models are typically regional models that utilize trip generation, trip distribution, mode choice and trip assignment models to forecast travel given a zonal demographic data base, a transportation network and a set of models or equations that reflect individual decision making for travel.  Major urban areas in Florida use a localized version of the Florida Standard Urban Transportation Modeling System (FSUTMS).  Occasionally a consultant will use other industry standard packages such as TranPlan, that similarly model travel behavior.  

Four-step models can be data intensive and, in areas with limited transit service, it is challenging to use a large regional model that may not be sensitive to a mode like transit that has under one percent of total trips in many mid-sized and smaller urban areas.  Four-step models are most appropriate for the larger urban areas where models are in existence and have been calibrated and used in long-range transportation planning.  Four-step models have been most successfully applied in determining differences in transit use between different scenarios of service.  If four step models are being used to evaluate new starts it may be logical to use them for TDP planning to ensure consistency and avoid confusion.  However, they are unlikely to have the same sensitivity to route level service design and demographic characteristics as would the TBEST model.

Some urban areas in Florida are moving toward activity based regional models.  There is an expectation that these models may be more powerful in forecasting travel behavior.  In the future they may be an option for transit forecasting in the larger metropolitan areas.  


Comparable Market Analysis - One of the more common strategies for estimating demand and forecasting ridership for transit service is to use knowledge of transit use in existing locations with particular characteristics as a basis of estimating how comparable service might perform in similar markets.  The comparisons can range from the route segment level within an urban area to comparisons across urban areas at the system level.  Often urban areas have their own classification of services or market types that they might use as the basis for developing comparable market analyses.  

Unlike the prior two methods, comparable market methods are not premised on a standardized analytical framework.  Most applications are based on spreadsheet comparisons developed locally and include the market parameters/traits for which local data might exist.  The term “comparable” may include judgmental information provided by the planner.  For example, determinations of appropriate comparable routes might rely on quantitative data on adjacent population or employment density and demographic characteristics, but analyst’s judgment might be used to infer comparability with respect to such things as activity distribution along the route.  A comparison to other cities might rely on size, income, and density to determine comparability but other judgments such as the extent to which employment is concentrated, parking costs, employment type, etc., may be based on more limited data or judgments.  

In application, the analyst would determine a set of future conditions, then base estimates of demand or ridership on levels of ridership for other areas that currently had those conditions.  For example, a radial commute suburban route on the north side of town may be used as a comparable route for a proposed radial route on the south side of town that is expected to have similar demographic traits in the forecast year.  The level of precision that one might expect will be highly dependent on the extent to which the comparability between areas is, in fact, true with respect to the variables that influence travel behavior.  

Comparable market analysis can be applied to different levels of scale, from looking at ridership per capita for a comparable community with a given level of service to estimating ridership for extended hours of service based on how similar routes in the system performed during those time periods.  The analyst carrying out the demand estimate will have to define the increment of service change, identify a comparable context from which behavioral assumptions can be transferred, and then apply it based on the proposed increment of service change.

For transit systems contemplating the addition of a new route within the existing transit network, one reliable way to gauge the potential ridership demand for the route is to look at the ridership levels on similar routes within the system, or the average ridership level system-wide.  This has been found to be one of the most common methodologies for estimating demand in this situation among transit agencies nationwide.  It employs a solid mixture of “art” and “science;” with the “science” being related to ridership expectations based upon system averages, industry rules of thumb, or a system’s service standards, and the “art” involving judgments based on experience and the operating characteristics that may be unique to the system or to the given situation.


Service Elasticity - Another popular method for transit demand estimation and ridership forecasting is to use service and fare elasticities to estimate how changes in service would be responded to by the markets.  Elasticity refers to the change in one variable, in this case ridership, as a function of another variable, in this case often a measure of service supply expressed in terms of service miles.  Thus, the knowledge regarding how markets have historically responded to changes in service is the behavioral basis used to estimate how ridership might respond to future changes.  This fundamental methodology has proven quite stable and acceptable over the years.  However, the analyst should be knowledgeable about service planning and transit travel behavior to know when and how to apply elasticity measures.  

As in the case of comparable market strategies, elasticity measures can be used at the route or system level and sources of elasticity measures can come from local data or from observations in other similar markets.   However, elasticity based methods are designed solely to provide estimates of change.    

The elasticity of ridership with respect to service levels has been shown to be “inelastic”, indicating that ridership levels increase at a lesser rate than changes in service levels (with all other factors being constant).  While variations can occur, especially for changes at the level of individual routes, service elasticities have been shown to remain relatively consistent across transit systems of all sizes at the aggregate system level.

The most comprehensive review of transit service elasticities is the database assembled and reported on in TCRP Report 95,  Traveler Response to Transportation System Changes, Chapter 10—Bus Routing and Coverage, Richard h. Pratt and John E. (jay) Evans, IV, Transit Cooperative Research Program. Transportation Research Board, Washington, D.C, 2004.  This document provides a comprehensive review of service elasticities in a variety of contexts and is an excellent source of information that can be used in conjunction with prior local experiences with service changes.

Service elasticities would be a reasonable technique to apply in gauging the ridership impact of small to moderate service changes such as those involving frequencies or service spans within an existing route network (or for an individual route).  When comparing the trends for ridership levels and revenue miles (level of service) for Florida transit systems between fiscal years 1991 and 1996 (using the National Transit Database) utilizing regression analysis, the slope of the regression line was 0.32.  This suggests an elasticity to service increases of 0.32 (for a 10 percent increase in service revenue miles, one might expect a 3.2 percent increase in ridership), a number consistent with some of the literature.  However, it is extremely important to realize that the observed changes in ridership among Florida transit systems incorporate changes in myriad other factors such as other attributes of service, changes in demographics, changes in roadway and parking conditions, and changes in travel behaviors associated with shifts in values and life-status conditions.  Most of the literature suggests a higher elasticity of ridership with respect to service changes, in the neighborhood of 0.6.

Frequently the novice planner is surprised that the elasticities for service increases are low.  There is a perception that perhaps there will be very elastic responses to service increases if the level of service reaches some threshold level of attractiveness where it then becomes attractive to choice riders.  Thus, one might think that doubling frequencies might result in more than doubling ridership if that service then becomes competitive with auto commuting.  There is no empirical evidence that validates that hypothesis as a general rule.  Occasionally, there are service increases in particular markets that have elastic ridership responses where ridership increases more than the increase in service.  Such a reaction might occur in a situation where a dependent market has been under served and increases in service are widely used or where new service results in dramatic reduction in total travel time because transfers are dramatically reduced, but these situations are very rare.  

One way to understand the traditional decline in service productivity associated with increasing service is to recognize that current service is almost always focused on the best locations for transit ridership potential, at the best time of the day/week and in the most productive frequencies.  Thus, new service, by its very nature, is applied to lower priority markets that are likely to produce lower than system average ridership.  


Other Methods - There is ongoing research and test applications of travel demand tools in the transportation planning community.  Over time it is possible that additional methods and analytical tools as well as refinements in existing tools will be forthcoming.   Transit agencies may develop or have consultants develop other alternative methods as well.  Any alternative method needs advanced approval for use in TDP ridership forecasting as noted above.  If, in the future, FDOT decides to provide blanket pre-approval of an alternative methods, industry partners will be notified.

Carrying Out Demand Estimation

The process of carrying out demand estimation as part of the development of a transit development plan is intended to accomplish two objectives.  

1. First, planners should aggressively explore service expansion with the intention of identifying where transit needs and opportunities might exist.  

2. Second, the planners must synthesize what they've learned through a series of scenario experiments into a transit development plan that communicates a vision for future transit service for the area.  

Determining Transit Needs and Opportunities

In reviewing practices around the state and nation it is clear that the vast majority of properties forecast near-term ridership by using methods that incrementally look at changes in service and the subsequent changes in ridership.  Thus, they, in essence, skip what is referred to as estimating transit needs and opportunities in this process.  The temptation to focus on incremental changes is logical given the substantial knowledge base from existing service and the limited resources typically available for service planning and analysis.  Often the degree of service change anticipated is modest in the context of the levels of current service, making incremental analysis a sound approach to estimating future ridership.  This high reliance on the market’s response to the existing system both prejudices expectations toward existing service levels and performance, but also ensures a grounding of expectations on the empirical reality as evidenced by actual market response to service in the local markets.  

The concept of initiating the TDP demand forecast with an assessment of needs and opportunities provides a fresh, unbiased start in looking at the service demands of an area.  A transit ridership potential or transit needs assessment provides a gauge of transit demand that can serve as the basis for service planning.  Ideally, the planner would benefit from having an objective measure of the potential or need for transit service from the perspective of ridership demand.  This can then serve as the basis for service design.  Methods for conducting an estimate of ridership potential are outlined below.

This basis for estimating demand partially unlinks demand estimates from service supply and budget constraints; hence, it should be used with caution.  Such a scenario provides guidance to planning professionals but is not the basis for financial planning.  The intention is to understand what the ridership response would be if high quality service were provided throughout the service or geography.  This implies testing some service expansion scenarios that might not be financially feasible, yet can serve to identify market areas in service configurations that appear to be most successful.  Particularly if one uses the TBEST model for developing scenarios, this step is a relatively easy attempt to identify promising opportunities for service expansion.  

The planner might use a variety of strategies in developing these scenarios.  For example, it might be helpful to test 50 percent or 100 percent service expansion scenarios as useful points of reference for discussion.  Other options might include testing specific service scenarios proposed by various stakeholders, testing service levels that are similar to those offered in peer cities, serving all areas with buffer demographics within some range or testing some service standards that might include offering a certain amount of service per capita or per square mile of developed area.

Having explored a number of service scenarios, the planner will digest the findings from these tests and use that information and knowledge as the basis for forming a limited number of service plans that can be evaluated for inclusion in the TDP.  

Carrying Out Ridership Forecasting for TDP Plans

Using the analytical tools adopted by the urban area and used to estimate demand, the planner now applies those forecasting methods to forecast the ridership that specific service plan proposal(s) would be expected to produce.  These forecasts are used to aid in the selection of the service plan to be adopted and to enable the planner to estimate the capital and operating requirements and fare revenues that can be expected from the plan.

Each of the forecasting strategies mentioned above could be applied in estimating the ridership of the service plan.  The discussion that follows provides examples of how the forecasting could be carried out.  

Transit properties adapt to changing market conditions by making a variety of changes in service simultaneously while, typically, methods for estimating market response to change have been developed by isolating and quantifying each change and attempting to establish a linkage between that change and the market (ridership) response.  A multifaceted set of changes complicates the ability to understand how the market might respond.  Even service supply changes can consist of a combination of changes in coverage, frequency, and span of service, each of which may engender a different response by the market.

Knowledge of market response to service changes has been strongest in the area of understanding the response to changes in service supply and fare policies.  The industry is less knowledgeable in understanding the market response to marketing, equipment changes, changes in service quality (such as improved reliability or comfort), and changes in amenities (such as shelter and signage).  Likewise, less is known about how ridership might respond to more radical service reconfigurations (such as from radial to grid service), or to changes such as the implementation of real-time public information systems, the introduction of a transit police force to improve security, or the introduction of alternatively-fueled vehicles.  Yet, these changes can impact ridership.

There is a significant degree of uncertainty in the ability to predict ridership responses to changes in operations.  However, it remains important to develop ridership estimates that can aid decision makers in evaluating investment choices.  The “art” is likely to remain in the art and science of forecasting demand, yet planners must utilize the science by applying the best available methods and tools to forecast demand.  

Table 7.3 addresses how various strategies for development of ridership forecasts might be applied.  The left-hand column categorizes changes by types.  The middle column lists specific types of service changes that may be considered and the right-hand column lists appropriate estimating/forecasting strategies.  Any given area may have a number of different types of service changes being contemplated and hence the resultant methods must accommodate all of the planned changes or multiple methods might be combined to develop an overall system forecast.  The ”small to moderate changes” section of the table itemizes service changes that are regularly considered in Florida TDPs.  The “other” section contains somewhat unique situations that call for using comparable experience from other urban areas as a basis for estimating demand.  Specific analytical tools are not necessarily available for developing estimates for these situations.  
	Table 7-1  Forecasting Ridership Response to Service Changes

	Major

Changes
	Major Guideway Investment
	Use estimates from Major Investment Study or Project Implementation Plan, perhaps in conjunction with TBEST

	
	Major System Analysis  
	TBEST, Use forecasts of ridership from Comprehensive Operations Analysis (COA), or regional model results.

	Small to Moderate

Changes
	New route, Extensions, Realignments
	TBEST or preapproved alternative    

	
	Frequency Changes
	

	
	Span of Service Changes

(hours, days)
	

	
	Addition of Circulators
	

	
	Addition of  Express Service 
	

	Other
	Vanpool Services
	Survey research, Peer city or local experience

	
	New System 

Start-up
	Peer city analysis, TBEST

	
	Route Deviation
	Peer city or local experience

	
	Special Events 
	


Major Service Changes

Table 7.3 identifies two major types of service changes that a property may be considering.  These major changes may be preceded by major planning investments that can serve as the basis for TDP demand estimates as discussed below.  


Major Guideway Investment
Some of the larger Florida transit properties are in the process of developing or evaluating major investments in transit service or facilities.  The full implementation of these proposed investments will fall within the time frame of subsequent TDPs.  Often, consideration of major investments entails major bus service reconfigurations or service expansion in early years in order to cultivate a market for subsequent busway or rail service.  Thus, the major investment planning may very much shape the five and ten-year plan.  

Major Investment Studies are typically supported by full-scale travel demand modeling efforts, occasionally including interim year forecasts.  Thus, the TDP demand forecasts might be derived from a forecast carried out in the development of the MIS or there might be a special forecast carried out taking advantage of the model and network development that occurred as part of the MIS.  Major Investment Studies typically have client and peer review processes integrated within them as well as a public participation process; hence, the transit planning reflected in them should be a valuable contribution toward TDP development.  

The actual use of MIS-generated planning information and ridership forecasts may require some additional processing for use in TDPs.  Planners may want to modify results to reflect different points in time or resource or other constraints that make the TDP differ from the forecasts developed as part of a MIS.  The MIS analysis may cover only a portion of the service area and other tactics as discussed below may be used to estimate ridership impacts from other parts of the service area.  

Major System Reconfiguration

Somewhat analogous to the MIS study, properties occasionally undergo comprehensive system reviews or carry out what is often referred to as a Comprehensive Operations Analysis (COA).  These major studies focus on comprehensively evaluating the system at the route level and analyzing a number of service changes to respond to changing market conditions and local needs.  COAs typically produce a series of recommended service changes along with an estimate of the cost and ridership impacts of the changes.  The methodologies for forecasting ridership response used in COAs varies but typically involves route segment or stop-level reviews of demand.  They may also use TBEST.  

Ideally, a property carrying out a COA would include in the COA scope of study the development of ridership forecasts that correspond in time with those required for the TDP.  As COAs are typically conducted system wide, the forecasts from COAs would meet the needs of the property in responding to the demand forecasting required in a TDP.  

Small to Moderate Service Changes

The next category in Table 7.3 covers the group of service changes that are categorized as small to moderate.  The majority of properties are likely to be proposing changes in their TDPs that fall within this category.  These changes can be characterized as changes in geographic coverage, frequency, and span of service.  The change may or may not result in changes in the total service level for the system versus reallocations of service to respond to markets.  TBEST is the FDOT supported method for carrying out ridership forecasts for these types of changes.  

Treatment of Specific Service Types

Increasingly, transit properties are looking for new ways to meet market needs and save costs by considering new service concepts.  This might include services such as deviated fixed-route service, vanpools, subscription services or other concepts.  Express service, circulators, and crosstown routes may be new service concepts in some markets or corridors.  Forecasts of demand should be sensitive to significant changes in service concepts.

While comparable route approaches are useful for estimating the demand for these types of service, there has been a significant amount of effort invested in developing capabilities for doing ridership estimates for express services.  
Express Service Demand Estimates

Express services have received more attention by service planners and demand forecasters due to their specific nature.  They typically concentrate on service to a large concentration of activity, usually the downtown.  Their origin is often suburban development eight or more miles from the destination.  Part of the motivation for wanting good quality forecasts for express services is that often properties build park-and-ride lots to offer parking for travelers.  This extra capital investment benefits from a good understanding of demand so that the parking lots can be located and sized appropriately.   TBEST handles parking for express services but more specialized tools that explore the drive access market shed for each park and ride facility might be more accurate.  

Forecast Refinements

Once an urban area has developed forecasts using one of the methods referenced above, they may benefit from applying additional adjustments to their forecasts to reflect other changes in service delivery that may impact demand.  Table 7.4 outlines some other service delivery changes that need attention in the demand forecasting process.  

	Figure 7-3  Forecasting Impacts of Service Feature Changes

	 Change
	Forecast Methods

	Fare Changes
	Fare elasticities

	Marketing Programs
	Peer city comparison, expert judgments

	Transfer Center
	

	New Vehicles
	

	Shelters, Signage, Amenities
	


With the exception of fare increases, considerably less is known about how passengers respond to changes in other aspects of transit service.  This section discusses how planners may address estimating the changes in ridership that might result from various changes in service characteristics.  Unfortunately, it is not possible to give a model or formula to use for most of the types of changes described.  The local context and the nature of the changes will govern the passenger response.  Specific tactics related to several types of changes are discussed below.  

Fare Changes

A significant amount of industry data is available regarding the response of passengers to fare increases of various types.  Some properties have developed in-house data on passenger response to fare changes while others rely on industry experience.  The data base on ridership reaction to fare increases ranges from aggregate system level elasticities to more detailed elasticities by service type, ridership segment, mode, and other variables.  These data, collected over the years, provide a strong resource for use by transit properties.  In some cases, the change in fare structure, particularly if there is a new payment method such as a deep discount pass or an unlimited ride all-day pass, make it difficult to apply traditional fare elasticity measures.  Fare elasticity information should be supplemented with information from discussions with planners in properties that may have implemented a similar fare structure change.  

Other considerations in assessing the impact of the fare structure change include:

· Adjustments for market share not directly paying the fare — Often some share of the ridership is not paying the fare with out of pocket dollars but, rather, is having their cost of using transit paid by an employer or social service agency.  If this is a significant share of users, they will not suffer the consequence of a fare change and should not be included in the impact assessment.  

· Other fare structure changes — In some cases, the change in fare structure involves such things as going to a distance-based fare or changing from a free to a paid transfer system.  In these cases the analyst has to develop an estimate of the actual fare change to users.  Sometimes, cases the burden of the change may change significantly across market segments.  In these cases it may be appropriate to apply elasticities to the various market segments.  For example, if a systems moves to a paid-transfers type of structure, then the market segment that uses transfers may have a significant fare increase whereas the non-transfer users may actually have a fare decrease.  

· Time interval since previous fare hike — Occasionally passengers are sensitive to the interval between fare increases.  If a property has gone a long time between fare hikes, there may be a greater willingness to accommodate the change.  The rate of inflation in the overall economy is also likely to impact the response to fare increases.  

· Passengers’ attitudes about the overall quality of the service — Response to fare increases may vary depending on the attitude of passengers to the quality of service.  Passengers may be more tolerant of a fare hike if they are satisfied with the quality of the service or if they feel that there will be improvements in the service quality.  

· Changing costs for alternative modes — The response to a fare change may be impacted by actual or perceived changes in the cost of competing modes.  Specifically, the public may be more tolerant of fare increases if gasoline costs are increasing and/or if downtown parking costs are rising.  For choice riders, these factors may influence their response to fare increases.  

Marketing

A number of transit properties are increasingly recognizing the value in more aggressive marketing of services and enhanced customer information.  While not traditionally a variable in demand forecasting, forecasts should be sensitive to significant changes in marketing and/or customer information services.  

For marketing to have a measurable impact on ridership, a significant marketing program commitment would be required.  Written analysis of marketing expenditures are scarce, as are industry rules of thumb.  The variability of responses to marketing is so large as to preclude clear derivation of impacts of marketing investments.  Additionally, the range of marketing tactics is extremely broad.  Tactics such as cultivating businesses’ willingness to subsidize employee passes has been shown to be able to triple transit use for that business, while other marketing efforts have shown no response because the product was not competitive for the audience being exposed to the marketing effort.

Facilities and Amenities

Transit ridership is influenced by characteristics of facilities and amenities that affect passenger comfort, convenience, safety, and awareness of the service.  Particularly important are shelters and other investments to facilitate transfers.  Bus stop signage and convenient schedule information are also important.  Again, this is an area not traditionally considered in patronage forecasting but one that should be considered in cases where significant changes are implemented.  Methodologically, the best way to develop estimates of ridership impact from facilities and amenities is to discuss the types of changes planned with other properties that have made similar changes and might have some feedback on ridership responses to changes.  Often, the types of changes implemented are difficult to specifically link to changes in ridership.  The magnitude of the response is such that the impact of individual facilities is unlikely to have measurable impacts on total ridership absent a massive investment in facilities.  

Vehicles

Vehicles can be a factor in transit ridership.  The age and condition of the fleet can affect the reliability, speed, image, and comfort of the transit trip.  Several properties have had a positive ridership response to the implementation of new vehicles and this factor should be given consideration in ridership forecasts if a significant change in fleet age or composition is planned.  The significance of ridership responses to changes in the fleet are dependent on a number of factors including how large a share of the fleet is replaced and how “nice” or attractive the new vehicles are in contrast to the replaced fleet.  Significant changes in amenities and perhaps a change in the vehicle size, floor height and appearance can also be important.  Properties anticipating a significant change in the fleet should contact other properties that have recently made similar changes to develop an estimate of the magnitude of the ridership response.  

Peer Review

One of the virtues of a preapproved methodology for forecasting is that the specification of these standardized methods is expected to help provide assurances that the methodology is technically valid and objective.  Another complementary strategy to verify the validity of a methodology and results is to have a peer review process as part of the methodology.  The peer reviewer critiques the methodology, as well as the inputs and results, to ensure that reasonable estimates were provided.  Peer review should be considered as a strategy to enhance the quality and credibility of the service design and forecasting process.

TDP Plan Development

Having completed the demand estimating steps, the planners will review the various scenarios in the context of the goal set of the community and the resources available.  This has been an ongoing process through the development and refinement of the alternatives and as the final forecasts are completed the locally preferred scenarios will be used as the basis around which the remainder of the Transit Development Plan is detailed.  Ridership, cost, community needs and resource availability will influence the choice of the final service plan concept.   The planner may cycle back through service design and forecasting if not satisfied with the results.  If the scenarios are satisfactory, the planning process will proceed to Implementation planning and completion of the TDP.   Subsequent and prior sections of this report cover other aspects of the TDP plan development.


Chapter 8 – TDP Financial Plan

Until this point in the TDP process, cost has not been considered as a factor in identifying transit needs.  The TDP Financial Plan affords agencies the opportunity to match needed transit improvements with available financial resources.  In the financial plan, service costs are projected and financial resources are identified for the ten-year planning horizon of the TDP.  Consequently, it is through the development of the TDP financial plan that transit agencies can determine which service improvements can be realistically achieved and when those service improvements should be implemented.

FINANCIAL PLAN TOOL OVERVIEW AND APPROACH

The financial plan tool is intended to provide a standard format in which Florida transit systems can submit their TDP financial plans.  The Financial Plan tool is prepared in Microsoft Excel format and consists of seven components.  Each component is included in the TDP financial plan tool as a separate worksheet.  Not all worksheets require user input.  Several of the financial plan tool components automatically populate based on information and inputs in other tool components.  As such, the spreadsheet is designed to offer a user-friendly methodology that will minimize errors, effort, and time in preparing capital and operating plans.  The financial plan tool components are briefly described below and an illustration of how each component relates to the others is shown in Figure 7-1.

· Inputs - Documents operating and capital cost assumptions to be utilized as part of other financial plan tool components.  

· Service Plan - Includes information for existing services by mode and new alternative services for the current year.  Annual operating costs for vehicle miles and vehicle hours of service are calculated in the Service Plan Element.  

· Implementation Plan - Displays time frames for implementing needs and projects. This component takes the annual operating costs for the current year, applies the inflation rate and projects the cost for implementing new service alternatives and other existing service improvements for future TDP planning years.    

Figure 8-1 Financial Plan Tool Flowchart

[image: image7.emf]
Operating Cost Element - Combines the results of the Implementation Plan and the Service Plan Components.  This worksheet details annual operating costs for maintaining existing services and implementing new alternative services through the TDP planning horizon period.    

· Capital Cost Element - Includes capital cost estimates associated with new service alternatives during the planning period.  These costs includes new, replacement and spare vehicles as well as transit infrastructure costs such as benches, shelters, signage, and software.  Subtotals for each fiscal year are provided.

· Revenue Element - Lists anticipated federal, state, local, and private revenue sources for transit services.  Total operating and capital costs are carried forward to the Revenue Element Section.  Thus, budget surpluses or shortfalls throughout the planning period are displayed in this section.    

· Final Summary - Presents two tables: a Cost Summary table and a Revenue Summary table for the 10-year planning period.  Based on the costs and revenue summaries, funded and/or unfunded needs are also shown in this section of the spreadsheet.  Information for this section is populated based on the detail provided in other components of the financial plan tool.  
Input Components

As shown in Figure 7-1, financial plan components are divided into two major categories, components that require user input and components that require no user input.  This distinction between the financial plan tool components adds to the user-friendliness of the spreadsheet.  As such, of the seven components included in the tool, five require direct user input of data and information.  Those five components include:

· Assumptions

· Service Plan

· Implementation Plan

· Capital Costs

· Revenues

Spreadsheet Color-Coding

To increase the usability of the spreadsheet tool, cells and columns within the spreadsheet have been color-coded.  In this way, the end user can easily recognize cells within each of the four input components that need to be populated.  Color-coding within the financial plan tool is structured as follows:

· Yellow – Directly populated by the user

· White – Selection from a list of categories within a drop-down menu 

· Green – Automatically calculated fields

HOW TO USE THE FINANCIAL PLAN TOOL

The following section includes instructions on using the financial plan tool. Each component is discussed separately.  Those components identified as needing direct input from the end user are noted with an asterisk (*).

Assumptions*

Input into the assumptions worksheet will be applied to develop costs in other components of the financial plan tool.  The assumptions provide a basis for estimating costs by unit and future year costs.  Assumptions for the financial plan consist of three main elements:

· Operating cost assumptions

· Inflation rates 

· TDP Year

The screen capture in Figure 7-2 shows the contents of the Assumptions worksheet.  Cost categories reflected in that worksheet include operating cost per revenue hour and operating cost per revenue mile for different service types and modes.  The determination on what variable to use to project costs for service improvements should be made by the agency preparing the financial plan.

Figure 8-2 Financial Plan Tool Assumptions Worksheet
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Operating and capital cost inflation rates can be based on agency trends or the Consumer Price Index (CPI).  A Notes/Sources column is included in the worksheet for the purpose of documenting the source for each assumption in the worksheet.  The last element of the Assumptions worksheet is identification of the current year and the TDP base year.  The TDP base year differs from the current year in that the development of the TDP document may occur in the year prior to the actual TDP planning horizon; thus, unit costs obtained for the current year need to be inflated in order to accurately reflect future year costs.  

Service Plan*

The service plan component of the financial plan tool includes the 10-Year Service Plan of the TDP and consists of maintenance of existing transit services and planned service expansions and changes.  The service plan details the level of transit service in terms of revenue hours of service, revenue miles of service, days of service, and service frequency.  Accurate cost estimation of transit services requires that each of these cost components be included in the overall cost assessment of each project in the service plan.  Service improvements, changes, and maintenance should be derived directly from the alternatives prepared in the Development and Evaluation of Alternatives phase of the TDP development process.  

The service plan worksheet is divided into two major sections, the Maintenance of Existing Services section, which is found at the top half of the worksheet, and the Service Improvements section, which is found at the bottom half of the worksheet.  The two categories are further divided into two subcategories of improvements to reflect projects in the service plan by mode.  These two subcategories and examples of the service modes to include within each are noted below.

· Fixed Route/Fixed Guideway –Fixed-route bus, commuter rail, trolley 

· Other Services – ADA, vanpool, other mode not falling into the Fixed Route/Fixed Guideway category.

Once the appropriate service alternative and projects have been identified, they can be addressed in the necessary detail in the service plan worksheet.  Steps to complete the service plan component of the financial plan tool are illustrated in Figure 7-3 and listed as follows:


Step 1:
Enter service plan projects under the appropriate sub-category heading. 


Step 2:
Choose a description of the new or existing service alternative from the drop down menu in the description column.  For other service not listed, choose the blank line and enter the appropriate description (See Figure 7-4).  


Step 3:
Revenue miles, hours, headway minutes (if any), and annual days of service are recorded next.  For revenue miles and hours, use daily operational hours.  

Figure 8-3 Service Plan Steps
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Figure 8-4 Service Plan Improvement Description Drop-Down Menu
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Steps to complete the Service Plan component of the financial plan tool are as follows:

1) Enter new or existing service alternatives.

2) Choose a description of the new or existing service alternative from the drop

down menu in the description column. For other service not listed, choose the

blank line and enter the appropriate description.

3) Revenue miles, hours, headway minutes (if any) and annual days of service are

recorded next. For revenue miles and hours, use daily operational hours.

Total annual hours, miles and operating costs are automatically calculated once the

above data is entered into the appropriate cells. Corresponding elements of the

Implementation Plan and the Operating Cost Element are automatically based on
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Service project description types in the drop-down menu include the following:  

· Maintain Existing Fixed-Route Service

· Maintain Existing ADA Paratransit Service

· Increase Frequency

· Increase Hours of Service

· Add New Service

· Eliminate Service

· ADA Service for New/Expanded Service

· Route Realignment

· Other (is indicated by a blank in the drop-down menu)

It is important to remember that expansions to existing routes should be detailed in two parts.  First, the existing service detail should be input into the Maintenance of Existing Services section of the service plan worksheet.  The second part, which would detail the increment of service expansion above the existing service level, should be input into the Service Improvements section of the service plan worksheet.

Total annual hours, miles, and operating costs are automatically calculated once the above data are entered into the appropriate cells.  The total annual cost for each project is automatically calculated based on operating cost assumptions entered into the assumptions worksheet and the service detail in the service plan worksheet.  Corresponding elements of the Implementation Plan and the Operating Cost Element are automatically populated based on information entered into the Service Plan component.  

Implementation Plan*

Projects in the implementation plan worksheet are organized similar to the organization of projects in the service plan worksheet.  There is no need to re-input projects as the project list in the implementation plan is populated automatically based on the information provided in the service plan worksheet.  The TDP base-year annual operating cost is also carried over into the implementation plan worksheet from the service plan worksheet.   

Only one task per project needs to be performed by the user in the implementation plan worksheet.  An implementation year for each corresponding service plan project must be selected from a drop-down menu for (See Figure 7-5).    

Figure 8-5 Implementation Plan Year Drop-Down Menu
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Implementation Plan

Projects in the implementation plan worksheet are organized similar to the organization
of projects in the service plan worksheet. There is no need to re-input projects as the
project list in the implementation plan is populated automatically based on the
information provided in the service plan worksheet. The TDP base year annual
operating cost is also carried over into the implementation plan worksheet from the
service plan worksheet.

Only one task per project needs to be performed by the user in the implementation plan
worksheet. An implementation year for each corresponding service plan project must
be selected from a drop-down menu for (See Figure 7-5).

Figure 7-5
Implementation Plan Year Drop-Down Menu

An effective tool for presenting the 10-year Implementation Plan Element for phasing in
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Once an implementation year is selected, the remainder of the worksheet will populate with a Yes or No in order to indicate the year(s) in which each project will be in operation.  The timeline shown in the implementation plan worksheet consists of only the TDP 10-year planning horizon years.

Operating Cost Element

The operating cost component of the financial plan tool populates automatically based on the information provided in the first three worksheets.  This worksheet calculates the yearly operating costs for each project entered into the 10-year service plan.  Capital and operating cost inflation rates entered into the assumptions worksheet are applied to estimate future year cost beyond the identified base year for each project.

No data are required to be manually entered into the operating cost element worksheet.  As such, the end user should use the operating cost element worksheet as a quality assurance and quality check mechanism.  

Capital Cost Element*

The capital cost element of the financial plan tool allows the user to input capital needs for each project in the service plan.  Capital needs are entered by capital need category by project for each year of the TDP planning horizon.  Capital needs should be based on scheduled improvements and the agency capital needs/improvements plan.

Figure 7-6 is a snapshot of part of the capital cost element worksheet.  Capital needs are organized into two major categories within the worksheet, vehicle requirements and other transit infrastructure.  Sub-categories of vehicle requirements include fixed-route/fixed guideway, other revenue vehicles, and support vehicles.  Table 7-1 includes examples of capital costs to be included within each category and sub-category.

Projects in the capital cost element worksheet are carried over from the operating cost element worksheet.  Capital cost elements to be entered into the capital cost element worksheet are color-coded in yellow and fall into two types of inputs:

· Unit costs

· Number of units

Capital unit costs should reflect current year unit costs for the corresponding capital need.  The number of units should be entered in the column that reflects the appropriate year of purchase or implementation.  Total capital need costs by year are shown at the bottom of the worksheet.

Figure 8-6 Capital Cost Element Worksheet
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Table 8-1 Capital Cost Examples
	Capital Cost Category
	Examples

	Vehicle Requirements

	       Fixed-Route/Fixed Guideway
	Buses

Rail Cars

Trolleys

	        Other Revenue Vehicles
	Vans

Spare Vans

	        Support Vehicles
	Relief Vehicles

Maintenance Vehicles



	Other Transit Infrastructure
	Bus Stop Infrastructure

Vehicle Technology (i.e., APC, AVL)

Miscellaneous Capital


Revenue Element*

As in any financial plan, costs need to be matched to available revenues.  The revenue element worksheet allows the user to perform the following financial plan functions.

· Identify revenue sources available to the agency

· Indicate the amount of revenue available from each revenue source for each service plan project

· Identify any shortfalls in capital and operating revenues for each service plan project    

The revenue element worksheet is organized into three sections, revenue sources list, TDP costs and revenues by source, and the revenue source summary.  User input into the revenue element worksheet is performed in two steps using revenue sources list and the TDP costs and revenues by source worksheet sections.  The third section, revenue source summary, is automatically populated using the entered revenue data from the other two sections.


Step 1: 

Update revenue source list


Step 2:

Enter revenue sources by service plan project

The first step of the revenue element is to update the revenue sources list.  This step is performed in the revenue sources list menu shown at the top of the worksheet (Figure 7-7).  All federal, state, and local revenue sources to be utilized by the transit agency should be included in this list.  Opportunities to specify other revenue sources not listed in the revenue element worksheet are afforded to the user by the inclusion of “Other” revenue source categories in the revenue sources list which can be substituted by another specific revenue source.  

Figure 8-7 Revenue Sources List
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The revenue element worksheet is organized into three sections. Preparation of the
revenue element worksheet involves two steps, each step related to one of the three
revenue element sections.

Step 1: Update revenue source list
Step 2: Enter revenue sources by service plan project

The first step of the revenue element is to update the revenue sources list. This step is
performed in the revenue source list menu shown at the top of the worksheet (Figure 7-
7). The new alternatives are populated from the operating cost element section.
Therefore, the second task to complete is to enter total operating and capital revenue
funds by revenue source for the appropriate years. Third, enter operating and capital
revenues by source to be applied to each service alternative for the appropriate year(s).
This information calculates a revenue surplus or shortfall by year as well as for the 10-
year planning period.

Note: To add a revenue source in the revenue source list or add additional lines in the

table, right click and choose the insert row option. For the revenue source list, you must
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To add a revenue source in the revenue source list or add additional lines in the table, right click and choose the insert row option.  For the revenue source list, you must right click within the yellow area.  Once a new source is added in the source list, it is automatically available in the drop-down menu within the table.

The second step to complete in the revenue element worksheet involves specifying revenue sources and revenue source amounts to each project in the service plan for each TDP planning year.  The table to be populated within the revenue element worksheet with the revenue source and amount information is labeled as Table 4 in the worksheet and a screen shot of part of that table is shown in Figure 7-8. 

Service plan projects are populated directly from the operating cost element worksheet.  Revenue sources for each service plan project are selected using the revenue sources list drop-down menu.  Once a revenue source is selected, the appropriate revenue dollar figures are entered into the appropriate columns, operating and/or capital.  The selection of revenue sources and amounts is identified and entered into the table for each service plan project and each year in the TDP planning horizon.  As shown in Figure 7-8, the revenue element worksheet shows the operating and capital cost for each service plan project to assist the user in matching the appropriate amount of funding for each project.    

The last table in the revenue element worksheet, Table 5, includes a summary of all operating and capital revenues by year by revenue source.  This table requires no input from the user.  Values in Table 5 are automatically populated based on revenue inputs in Table 4. 

Financial Plan Summary

The Final Summary worksheet consists of a cost summary table and a revenue summary table.  The tables in the worksheet reflect combined operating and capital costs and revenues.  All TDP service plan projects and identified revenue sources are shown in the appropriate tables within the worksheet.  At the bottom of the revenue summary table, revenues are matched to costs by year and the total TDP shortfall, if any, is reflected for each TDP planning year as total unfunded needs.

Figure 8-8 Revenue Element Worksheet Input Table
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FUNDING SOURCES

The following paragraphs present information on a range of funding sources that may be available for transit and transit-related programs.  Funding sources are organized into federal and state funding sources.

Federal Funding Sources

Urbanized Area Formula Program (49 U.S.C. §5307)

This program makes federal resources available to urbanized areas for transit capital and operating assistance in urbanized areas and for transportation related planning.  For urbanized areas with 200,000 or more in population, funds are apportioned and flow directly to a designated recipient selected locally to apply for and receive federal funds.  For urbanized areas under 200,000 in population, funds normally are apportioned to the governor of each state for distribution.  

Eligible projects include planning, evaluation of transit projects and other technical transportation-related studies, capital investments in bus and bus-related activities such as replacement of buses, overhaul of buses, security equipment and construction of maintenance and passenger facilities.  All preventive maintenance and some ADA complementary paratransit service costs are considered capital costs.  

Metropolitan Planning Program (49.U.S.C. §5303)

State DOTs and metropolitan planning organizations (MPOs) may receive funds for purposes that support the economic vitality of the metropolitan area.  This includes increasing the accessibility and mobility options available to people, enhancing the integration and connectivity of the transportation system, and emphasizing the preservation of the existing transportation system.  

Funds are apportioned to states by formula that includes consideration of each state’s urbanized area population in proportion to the urbanized area population for the entire nation.  These funds are then sub-allocated by states to MPOs according to a formula that considers each MPO’s urbanized area population, its individual planning needs, and a minimum distribution.  

Small Transit Intensive Cities (49 U.S.C. §5336(j)

The Small Transit Intensive Cities program was established by SAFETEA-LU within the Urbanized Area Formula Program.  The program is available to transit intensive urbanized areas with less than 200,000 in population and is funded through a set-aside from the formula program.  Both operating and capital programs that are consistent with the Urbanized Area Formula Program guidelines are eligible projects.  

Formula Grants for Special Needs for Elderly Individuals and Individuals with Disabilities Program (49 U.S.C. §5310)

This program provides formula funding to states for the purpose of assisting private non-profit groups in meeting the transportation needs of the elderly and disabled persons when the transportation service provided is unavailable, insufficient, or inappropriate to meeting these needs.  

In Florida, the Section 5310 funding is administered by FDOT.  FDOT obligates program funds from FTA based on the annual program of projects included in a statewide grant application.  Once an application is approved, funds are available for state administration of its program and for allocation to each FDOT district office to be distributed to individual sub-recipients within those districts.

Bus and Bus Related Facilities Program (49 U.S.C. §5309)

The Bus and Bus Related Facilities Program provides capital assistance to eligible recipients on a discretionary basis.  Transit authorities and other state and local public bodies and agencies are eligible recipients.  

New Starts Program – Major Capital Investment Grants over $75 Million (49 U.S.C. §5309(d))

This Federal Transit Administration (FTA) discretionary program supports locally planned, implemented, and operated transit guideway capital investments.  This includes heavy, light, and commuter rail and bus rapid transit systems.  Capital investments made through this program help to improve mobility, reduce congestion, and improve air quality in service areas as well as foster the development of viable, safer, and more livable communities.

Small Starts Program – Major Capital Investment Grants Under $75 Million (49.U.S.C. §5309(e))

This program provides funding for smaller projects with a federal share of less than $75 million.  Small Starts projects may not total more than $250 million.  Small Starts projects may include streetcar, trolley, and bus rapid transit projects.  

New Freedom Program (49.U.S.C. §5317)

This formula funding program provides funding for services that are developed beyond that required by ADA to assist persons with disabilities.  In Florida, FDOT will apply for and administer this grant program in coordination with the Florida Commission for the Transportation Disadvantaged.  Sixty percent of the apportionment under this program is allocated directly to urbanized areas with populations over 200,000 and forty percent is allocated to states for use in urbanized areas of less than 200,000 population and rural areas.  

Job Access and Reverse Commute Program (JARC) (49 U.S.C. §5316)

This program provides funding to develop transportation services for welfare recipients and low income individuals to and from jobs and to develop transportation services from urban centers to suburban employment opportunities.  These funds are distributed by formula to designated recipients in urbanized areas with over 200,000 in population and to states through an application process.  
State Funding Sources (FDOT)
FDOT Transit Block Grant Program
The Public Transit Block Grant Program provides a source of funding for public transit.  FDOT awards funds to those public transit providers that are eligible to receive funding from the Federal Transit Administration’s Sections 5307 and 5311 programs and to Community Transportation Coordinators.  

Public Transit Block Grant funds may be used for eligible capital and operating costs of providing public transit service.  Funds may also be used for transit service development and transit corridor projects.  Program funds may be used to pay up to 50 percent of eligible operating costs or an amount equal to the total revenue, excluding farebox, charter, and advertising revenue, and federal funds received by the provider for operating costs.  State participation is limited to 50 percent of the non-federal share of capital projects.

Transit Corridor Program

This program provides funding to Community Transportation Coordinators (CTCs) or transit agencies to support new services within specific corridors when the services are designed and expected to help reduce or alleviate congestion or other mobility issues within the corridor.  Transit Corridor funds are discretionary and are distributed based on documented need.  These funds can be used for capital or operating expenses but eligible projects must be identified in a Transit Development Plan (TDP), Congestion Management Plan, or other formal study undertaken by a public agency.  

Priority for funds under this program is for existing projects to meet their adopted goals and objectives.  Any remaining funds are allocated to each FDOT district by formula based on each district’s percentage of the total state urbanized population.  Projects are funded at one-half the non-federal share.  However, projects that are designed to alleviate congestion in a region may receive funding at up to 100 percent.  

Public Transit Service Development Program

The Public Transit Service Development Program provides initial funding for special projects.  The program is selectively applied to determine whether a new or innovative technique or measure can be used to improve or expand public transit services.  Eligible projects include projects involving the use of new services, routes, or vehicle frequencies; the purchase of special transportation services; and other techniques for increasing service to the riding public.  Projects involving the application of new technologies or methods for improving operations, maintenance, and marketing in public transit systems are also eligible for Service Development Program funding.  

New Starts Transit Program (NSTP)

The New Starts Transit Program assists local governments in developing and constructing fixed guideway and bus rapid transit projects to accommodate and manage urban growth and development.  The program also leverages State funds to generate local transportation revenues and secure FTA New Starts Program funding for Florida projects.  

Eligible projects include those capital projects that support the Strategic Intermodal System.  These funds may be used to support final design, right of way acquisition, and construction projects.  Projects eligible under this program should have a dedicated funding commitment and be included in local plans.  A project must also have either a Record of Decision (ROD) from the Federal Transit Administration or a Finding of No Significant Impact (FONSI).  

State participation of transit capital projects may not exceed 50 percent of the nonfederal share of a project.  Other state funds cannot be used as match for NSTP funds.  
Commuter Assistance Program

The Commuter Assistance Program was established to encourage public and private partnerships to provide brokerage services to employers and individuals for carpools, vanpools, buspools, express bus service, subscription transit service, group taxi services, heavy and light rail, and other systems designed to increase vehicle occupancy.  The program encourages the use of transportation demand management strategies.  

Funding is allocated to each FDOT district based on a statewide assessment of commuter assistance program need.  

Park and Ride Lot Program

The statewide Park and Ride Lot Program helps to provide organized, safe parking for vehicles constantly congregating on roadsides.  This program provides for the purchase and/or leasing of private land for the construction of park and ride lots, the promotion of these lots, and the monitoring of their usage.  

Transportation Regional Incentive Program (TRIP)

TRIP was created by Legislature in 2005 to improve regionally significant transportation facilities in “regional transportation areas.”  State funds are available throughout Florida to provide incentives for local governments and the private sector to help pay for critically needed projects that benefit regional travel and commerce.  FDOT will pay for 50 percent of the project costs or up to 50 percent of the non-federal share of project costs for public transportation facility projects.  

This program must be linked to growth management objectives.  Eligible TRIP projects must be identified in appropriate local government capital improvement program(s) or long-term concurrency management system(s) that are in compliance with State comprehensive plan requirements and the Strategic Intermodal System.  Projects must also support facilities that serve national, statewide, or regional functions and function as an integrated transportation system.  

Intermodal Development Program

This program was developed to provide funding for major capital investments in fixed-guideway transportation systems. Eligible projects include major capital investments in public rail and fixed-guideway transportation facilities and systems which provide intermodal access; road, rail, intercity bus service, or fixed-guideway access to from, or between seaports, airports, and other transportation terminals; construction of intermodal or multimodal terminals; development and construction of dedicated bus lanes; and projects that otherwise facilitate the intermodal or multimodal movement of people and goods.  
County Incentive Grant Program

The County Incentive Grant Program’s purpose is to provide grants to counties to improve a transportation facility, including transit, that is located on the State Highway System or that relieves traffic congestion on the State Highway System.  Municipalities are eligible to apply also by submitting their application through the county.  FDOT will cover 50 percent of eligible project costs.  

Eligible projects include those that improve the mobility on the State Highway System; encourage, enhance, or create economic benefits, foster public-private partnerships, maintain or protect the environment, or enhance intermodalism and safety.

In-Kind and Other Soft Match

Local governments and other agencies may, in limited circumstances, use in-kind and/or other contributed services as soft match for projects.  Office space, staff services, contract expenses, and other local operating costs may be allowable as in-kind match to certain grant funded projects.  Real property may also be used toward the local share of certain capital projects.  The use of in-kind match must be approved by the FDOT district financial office.  

Additional information on the Federal and State funding sources listed above as well as other funding sources and transit resources information can be found in the FDOT District One Office of Modal Development Resource Guide for Transit and Transit-Related Programs (November 2005).  

Chapter 9 – Plan Development

Relevance

The objective of plan development is to develop the recommended alternative(s) into a ten-year, phased implementation plan that will serve as a sketch for the design of the desired transit system.  It is expected that the first five years of the plan will contain a higher level of detail than the remaining five years.  The last ten years of the plan should be more generalized and include, as appropriate, vehicle replacement and planning for new facilities.  The implementation plan should be responsive to the unique nature of the service area and its transit needs.  It should also carry out the agency’s vision as established in the early stages of the transit development plan.

As the design for the transit system’s future, this task sets into motion the alternative(s) chosen as best meeting the demand and mobility needs of the community.  In some cases, the alternative(s) may be general in nature, reflecting a general direction for the transit agency and the community.  This task would then include the identification of specific action items or recommendations that support the preferred alternative.  In other cases, selected alternatives may be quite specific, and the focus of this task would then be on prioritization and/or financial implications.

Until this point in the TDP process, cost has not been considered at all in identifying needs and devising strategies.  It is important to note in this task that, while costs are now explicitly addressed, financial considerations should not affect the prioritization of recommendations.  FDOT expects that this task will result in a list of needed actions for which there are either no funding sources or insufficient funding.

Approaches

Once the appropriate service alternatives have been selected, they can be addressed in the necessary detail for the ten-year implementation plan.  The components of this step might include:

$ 
a list of recommended actions;

$ 
maps showing the areas served and the types and levels of the new or improved services provided;

$ 
a ten-year phasing/implementation schedule that ranks recommended actions (keeping in mind the greater detail for the first five years);

$ 
an organizational/management chart of the transit agency;

$ 
a marketing plan for the service alternatives/improvements;

$ 
a monitoring program to track performance of the implemented alternatives;

$    a policy or governance action plan to address items identified in the situation analysis relating to coordination and supportive land use policies;

$ 
a ten-year financial plan consisting of operating expenses, capital expenditures, and revenue sources for operating and capital projects; and

$ 
a list of projects for which funding sources have not been identified

These components can be grouped in several ways to result in a logical arrangement for the TDP.  For example, the first three elements listed above might be grouped under the heading of “operation plan.”  The next three elements could be grouped under the heading of “management plan,” and the final two elements could be grouped under the heading of “funding plan” or “financial plan.”  Organization of the components will depend largely on the specific recommendations for the transit system.

Operation Plan Elements
The role of transit services in the community as a part of the total transportation system should be reviewed.  This discussion reinforces the TDP’s commitment of furthering the agency’s vision, goals, and objectives.  There should be a summation of the transit needs of the community and how the identified alternative(s) and specific recommendations address these needs.

The operation plan should include maps that show the areas served by the recommendations and the types and levels of service proposed.  These maps can be extensions of or additions to existing service maps.  They should highlight the proposed new transit facilities and services so that the additions can be easily distinguished from the existing system.

An effective tool for presenting the ten-year schedule for phasing in the selected alternatives is a time line.  Each recommendation can be listed and the proposed time frame for its implementation shown via a horizontal bar.  Bars of different shading types could be used to represent different phases for the implementation of each alternative.  For example, the solid portion of a bar might represent the planning stage of the alternative, while the hatched portion represents the implementation phase.

The time lines offer a quick-reference visual aid for the phasing/implementation schedule of each alternative.  The duration and timing of planning and implementation phases for any alternative can be easily observed for any point over the ten-year period.

Management Plan Elements
An organizational chart depicting the structure of the public transit agency should be provided.  This may be included in the results of an earlier task, but should also be presented in this section if any organizational changes are proposed.  Roles, responsibilities, and relationships between the various parties should be addressed as appropriate.

There should be a discussion of the marketing plan for the services that will be introduced or affected with the implementation of the alternatives.  Since the plan will not necessarily represent improvements to all users or interested parties, the proposed marketing plan should address the occasions where a decrease in service will result.

Marketing activities are not necessarily confined to new services.  Recommendations addressing a need for marketing and informational programs for the existing transit system can form a major part of the transit development plan.

To achieve the goals established in the early stages of the TDP process, there must be a monitoring program.  Such a program can track performance measures for the recommendations as they are implemented.  Clearly stated and measurable goals and objectives are necessary for an effective monitoring program.  The efficiency and effectiveness measures discussed previously in this Manual are appropriate for monitoring system performance.  Measures based on past performance levels, peer performance levels, or other benchmarks, as appropriate, should be established.  The monitoring program will provide input to annual TDP updates in terms of describing the results of each recommendation that has been implemented.  A monitoring program can be part of an agency’s existing set of service standards or guidelines.

Financial Plan Elements
Once service alternatives have been identified, cost estimates for the alternatives should be formulated.  

Chapter 8 discussed the development of the financial plan.  

Combined Approach for the Ten-Year Implementation Program

This step can be completed in an abridged manner, combining the above elements into a series of tables (and figures, if appropriate).  A time line is one method to depict visually the prioritized recommended implementation schedule.  Then, the ten-year capital and operating budgets and a financial capacity analysis, updated to reflect the proposals, can be presented.  Proposal costs are treated as marginal cost increments in updating current budget projections.  Capital needs, particularly the schedule of vehicle acquisition and replacement, should be presented separately.

Standard Financial Tables
To increase the ease with which the ten-year implementation program is produced, as well as to aid in the review and adoption of the TDP, standard financial tables have been developed that quickly organize the capital and operating financial plans.  The tables, are discussed in detail in Chapter 9 of this Manual.  The purpose of the standard tables is not to constrain the agency as to how it will present its plan, but to allow for a user-friendly, time-saving, and accurate template for the capital and operating budgets.

Issues

Any operating cost, revenue, or capital investment assumption must be clearly noted in the discussion of each recommended action and in footnotes to the tables.  The transit development plan must be updated yearly, and transit demand and mobility needs (as well as many other factors) can change quickly.  Therefore, the level of detail necessary to complete this task will vary with the year being presented.  The first five years should be presented in detail, while the final years can be addressed in more general terms.

The TDP should rank recommendations based on their importance in implementing the selected alternative and improving the transit system.  Trend and peer analyses can be useful in developing a better understanding of the system’s performance and in identifying target areas for additional attention and improvement.  The results of these analyses, though, should be viewed primarily as a starting point for fully understanding the performance of the system.  That is, performance evaluation measures do not comprehensively cover all of the objectives of a transit system.  Additional information should be collected and more subjective evaluations should be conducted to measure the ability of recommendations to meet objectives.

The approach taken to implement the chosen alternative(s) might be driven by a strategy of market penetration.  Markets that exhibit a potential for increased transit services and are more likely to be attracted to transit could be pursued first.  Once alternatives serving these “primary targets” have been implemented, subsequent alternatives representing more challenging markets could be pursued.

TDP Submittal

The TDP rule is very specific and self explanatory regarding submittal of TDPs.  That language says:

(5) Plan Submission and Approval.

(a) To be approved by the Department, a TDP must meet all applicable deadlines and address all requirements of this rule, including a public involvement plan that included opportunities for review and comment by interested agencies, and citizens or passengers during the development of the provider’s mission, goals, and objectives during the development of alternatives and during the development of the ten-year implementation program. 

(b) The Department will accept TDPs for review at any time. Provider adopted TDPs must be submitted to the Department by September 1. Late filed TDPs will be accepted if extenuating circumstances beyond the provider’s control exist and the District Office is able to complete its review and approval process by the last business day of December. Within 60 days of receiving an adopted TDP or annual update the Department will notify the provider as to whether or not the TDP or annual update is in compliance with the requirements of this rule, and, if not in compliance, a list of deficiencies. Within 30 days of any resubmitted TDP or annual update the Department will notify the provider as to whether or not the resubmission is in compliance with the requirements of this rule.

(6) Grant Administration. 

 (e) The Department will award public transit grant funds after July 1 of each state fiscal year, but will not award funds until a provider’s TDP has been found to be in compliance with this rule.

(f) Annual updates and approved TDPs shall be on file at the appropriate District Office by the last business day of December of the state fiscal year for which funding is sought. If a provider’s annual report has not been submitted by the last day of December in the fiscal year for which funding is sought, the provider will not receive any state public transit grant funds in that state fiscal year, and funds previously allocated for the provider will be allocated among the remaining providers. If a provider’s TDP has not been submitted and found in compliance by the last business day of December of the state fiscal year the annual or five-year update was due, the provider will not receive any public transit grant funds in that state fiscal year, and funds previously allocated for the provider will be allocated among the remaining providers.
Resources

$   Results from all previous TDP tasks, including a list of projects or actions to be included in the implementation plan

$   Most current operating and capital budgets for the transit system

$   Most current financial capacity analysis

$   Current marketing plan
$   Cost allocation model or other techniques used by the agency to assess revenue and cost changes resulting from service improvements
$   Standard financial tables 
Chapter 10  Annual Update

Requirements for Annual Updates

Annual updates will take the form of a progress report on the TDP and include the following elements as specified in the rule:
(4) Annual Update. Annual updates shall be in the form of a progress report on the ten-year implementation program, and shall include:

(a) Past year’s accomplishments compared to the original implementation program;

(b) Analysis of any discrepancies between the plan and its implementation for the past year and steps that will be taken to attain original goals and objectives;

(c) Any revisions to the implementation program for the coming year;

(d) Revised implementation program for the tenth year;

(e) Added recommendations for the new tenth year of the updated plan;

(f) A revised financial plan; and

(g) A revised list of projects or services needed to meet the goals and objectives, including projects for which funding may not have been identified.

The transit development plan is a major initiative for transit agency and consumes a significant amount of staff time and resources.  The annual updates are intended to be far more modest an effort - sufficiently intensive to ensure the continued relevance of the plan and maintain the momentum developed during the TDP process, but not as resource demanding as the original TDP development.  The annual update process provides an opportunity to refresh the agency’s goals and action plans in the minds of its stakeholders and provide feedback and discipline to the agency itself.  Recognizing that the agencies staff and policy makers as well as communitywide stakeholders and interest groups are constantly changing, the annual update provides an opportunity to introduce the TDP to new individuals.

Enumerating prior-year accomplishments serves to provide feedback on the original plan as well as providing an opportunity to showcase progress towards the agency's goals.  The presentation of accomplishments can be laid out in tabular graphic format 

building on the original format used in the transit development plan.  

Discrepancies between the plan of accomplishments should be noted along with revisions noting new schedules or modifications to the original plan and the reasons why.  This should include noting any other known changes in the original schedule.

With each new year the 10-year timeframe looking forward is incremented by one additional year.  Thus, the annual update should include a new 10th year.  This 10th year action items and financial conditions should be presented with a level of detail and format consistent with that in the original TDP.  It is recognized that this 10th year action plan did not have the benefit of the comprehensive study carried out in the original TDP development.  Thus, this 10th year plan as well as those in the subsequent four years may well be modified at the next major TDP update.  However, in most mature transit systems the majority of the programs of activity continue with only incremental changes between years. 

The annual update will not require the production of new ridership forecasts, however, if an agency is utilizing TBEST on an ongoing basis to support their planning efforts they may choose to update demand forecasts as well.

As noted in Chapter 2, public participation should be included for the TDP annual update development. The level of outreach may be far more modest and there may be opportunities to integrate it with other ongoing citizen and community participation initiatives in order to economize on resources.  Remembering that one of the benefits of public participation is the opportunity to both receive feedback and build awareness and support among the community, the more comprehensive the public participation process can be for annual updates the more likely the agency is to benefit.

Major Update in Less Than Five Years
Statute requires major updates on a five-year cycle; however, extraordinary circumstances may merit more frequent updates.  A transit agency may find it useful to do a major update as a result of a significant change in governance or funding for the agency.  For example, if a citizen referendum approves a new funding source or if to local agencies are merged into a regional agency, a major update may be appropriate.  Looking ahead, the prospect of considerable uncertainty surrounding issues such as fuel prices and their impact on transit demand, reauthorization of federal transportation funding, or the prospect of new energy or other initiatives associated with climate change impacting the resources available to public transportation or the demands on public transportation, might result in some of the annual updates needing to integrate fairly significant changes in financial and other assumptions.  These dynamic conditions suggest that even routine annual updates will require some careful reflection and appropriate updating of the action plan and financial plan.

Appendix A

Implementation Schedule

	TDP Rule Change Implementation schedule

	2006
	December
	Rule Development Notice Published December 30, 2006

	2007
	January
	

	
	February
	Final Rule Change Adopted 2/20/2007, 

Transit Agencies Notified

	
	March
	

	
	April
	

	
	May
	

	
	June
	

	
	July
	

	
	August
	

	
	September
	

	
	October
	

	
	November
	

	
	December
	Last 3 Year Major TDP received

	2008
	January
	

	
	February
	

	
	March
	

	
	April
	

	
	May
	

	
	June
	

	
	July
	

	
	August
	

	
	September
	First TDP Due in Compliance with New Rules by September 1, 2008

	
	October
	

	
	November
	Compliance notification due to properties

	
	December
	

	2009
	January-August 
	

	
	September
	First TDP Annual Updates Due in Compliance with New Rules, Second Year for New TDP’s
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Florida Administrative Code:  Rule 14-73.001

14-73.001 Public Transit.

(1) Purpose. This rule sets forth requirements for the recipients of the Department’s public transit grant funds.

(2) Definitions.

(a) “Department” means the Florida Department of Transportation.

(b) “District Office” means any of the seven geographically defined districts as set forth in Section 20.23(4)(a), F.S.

(c) “Provider” means a transit agency or a community transportation coordinator as set forth in Section 341.052, F.S.

(3) Transit Development Plans (TDPs). TDPs are required for grant program recipients in Section 341.052, F.S. A TDP shall be the provider’s planning, development, and operational guidance document, based on a ten-year planning horizon and covers the year for which funding is sought and the nine subsequent years. A TDP or an annual update shall be used in developing the Department’s five-year Work Program, the Transportation Improvement Program, and the Department’s Program and Resource Plan. A TDP shall be adopted by a provider’s governing body. Technical assistance in preparing TDPs is available from the Department. TDPs shall be updated every five years and include all elements described below.

(a) Public Involvement Process. The TDP preparation process shall include opportunities for public involvement as outlined in a TDP public involvement plan, approved by the Department, or the local Metropolitan Planning Organization’s (MPO) Public Involvement Plan, approved by both the Federal Transit Administration and the Federal Highway Administration. The provider is authorized to establish time limits for receipt of comments. The TDP shall include a description of the process used and the public involvement activities undertaken. As required by Section 341.052, F.S., comments must be solicited from regional workforce boards established under Chapter 445, F.S. The Department, the regional workforce board, and the MPO shall be advised of all public meetings where the TDP is to be presented or discussed, and shall be given an opportunity to review and comment on the TDP during the development of the mission, goals, objectives, alternatives, and ten-year implementation program.

(b) Situation Appraisal. The TDP is a strategic planning document and will include an appraisal of factors within and outside the provider that affect the provision of transit service. At a minimum the situation appraisal shall include:

1. The effects of land use, state and local transportation plans, other governmental actions and policies, socioeconomic trends, organizational issues, and technology on the transit system.

2. An estimation of the community’s demand for transit service using the planning tools provided by the Department, or a Department approved transit demand estimation technique with supporting demographic, land use, transportation, and transit data. The result of the transit demand estimation process shall be a ten-year annual projection of transit ridership.

3. An assessment of the extent to which the land use and urban design patterns in the provider’s service area support or hinder the efficient provision of transit service, including any efforts being undertaken by the provider or local land use authorities to foster a more transit-friendly operating environment.

(c) Provider’s Mission and Goals. The TDP shall contain the provider’s vision, mission, goals, and objectives, taking into consideration the findings of the situation appraisal. 

(d) Alternative Courses of Action. The TDP shall develop and evaluate alternative strategies and actions for achieving the provider’s goals and objectives, including the benefits and costs of each alternative. Financial alternatives, including options for new or dedicated revenue sources, shall be examined.

(e) Ten-Year Implementation Program. The TDP shall identify policies and strategies for achieving the provider’s goals and objectives and present a ten-year program for their implementation. The ten-year program shall include: maps indicating areas to be served and the type and level of service to be provided, a monitoring program to track performance measures, a ten-year financial plan listing operating and capital expenses, a capital acquisition or construction schedule, and anticipated revenues by source. The implementation program shall include a detailed list of projects or services needed to meet the goals and objectives in the TDP, including projects for which funding may not have been identified. 

(f) Relationship to Other Plans. The TDP shall be consistent with the Florida Transportation Plan, the local government comprehensive plans, the MPO long-range transportation plan, and regional transportation goals and objectives. The TDP shall discuss the relationship between the ten-year implementation program and other local plans.

(4) Annual Update. Annual updates shall be in the form of a progress report on the ten-year implementation program, and shall include:

(a) Past year’s accomplishments compared to the original implementation program;

(b) Analysis of any discrepancies between the plan and its implementation for the past year and steps that will be taken to attain original goals and objectives;

(c) Any revisions to the implementation program for the coming year;

(d) Revised implementation program for the tenth year;

(e) Added recommendations for the new tenth year of the updated plan;

(f) A revised financial plan; and

(g) A revised list of projects or services needed to meet the goals and objectives, including projects for which funding may not have been identified.

(5) Plan Submission and Approval.

(a) To be approved by the Department, a TDP must meet all applicable deadlines and address all requirements of this rule, including a public involvement plan that included opportunities for review and comment by interested agencies, and citizens or passengers during the development of the provider’s mission, goals, and objectives during the development of alternatives and during the development of the ten-year implementation program. 

(b) The Department will accept TDPs for review at any time. Provider adopted TDPs must be submitted to the Department by September 1. Late filed TDPs will be accepted if extenuating circumstances beyond the provider’s control exist and the District Office is able to complete its review and approval process by the last business day of December. Within 60 days of receiving an adopted TDP or annual update the Department will notify the provider as to whether or not the TDP or annual update is in compliance with the requirements of this rule, and, if not in compliance, a list of deficiencies. Within 30 days of any resubmitted TDP or annual update the Department will notify the provider as to whether or not the resubmission is in compliance with the requirements of this rule.

(6) Grant Administration. Public transit funds will be considered on the basis of public transit needs as identified in TDPs. The Department is authorized to fund up to such percentages as are designated for each type of public transportation project by Chapter 341, F.S., for the respective state and federal projects described therein. The Department shall, within statutory parameters, determine the level of funding participation for each project.

(a) State funding participation in public transit projects and services shall require a duly executed agreement, unless otherwise required by law.

(b) Eligibility to receive state public transit grants from the Department is limited to those providers specifically designated by law to receive such grants, and determined by statutory budgeting and programming requirements.

(c) Written requests for appropriated public transit grant funds by a provider are to be addressed to the District Office in which district the provider operates public transit service. The request shall include at a minimum the name and address of the provider, level of funding being requested, type of funding or program participation requested, and use to be made of the requested funds. Where a deadline for applications has been established, applications received after the deadline shall be returned. Deadlines for each program application may be obtained from the District Office.

(d) Federal funds for which the Department is the primary recipient may involve special application procedures or submittal format, imposed by the federal grantor agency as a condition of receiving federal funds. The provider will be notified by the District Office of special application requirements at the time of submission of a written request for funding if the District Office has not previously distributed such information to the provider.

(e) The Department will award public transit grant funds after July 1 of each state fiscal year, but will not award funds until a provider’s TDP has been found to be in compliance with this rule.

(f) Annual updates and approved TDPs shall be on file at the appropriate District Office by the last business day of December of the state fiscal year for which funding is sought. If a provider’s annual report has not been submitted by the last day of December in the fiscal year for which funding is sought, the provider will not receive any state public transit grant funds in that state fiscal year, and funds previously allocated for the provider will be allocated among the remaining providers. If a provider’s TDP has not been submitted and found in compliance by the last business day of December of the state fiscal year the annual or five-year update was due, the provider will not receive any public transit grant funds in that state fiscal year, and funds previously allocated for the provider will be allocated among the remaining providers.

Specific Authority 334.044(2), 341.041(12)(b) FS. Law Implemented 341.041, 341.051, 341.052, 341.071 FS. History–New 9-24-75, Formerly 14-73.01, Amended 12-
Mission & Goals





Public workshops can guide the development of the TDP Mission & Goals.   





Alternatives Analysis





Public workshops should be integrated into any Alternatives Analyses and/or TDP project prioritization processes.  
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Mission & Goals





Formal meetings with the MPO Board and its advisory committees can support TDP Mission & Goals development and the prioritization of transit service improvements.
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Chapter 3 Base Data Relationship





Required TDP Review Agencies





FDOT – The state transportation agency.  Approves all TDP documents.





MPO – Local regional transportation planning agency.  Integrates TDP improvements into the regional long range transportation plan





Regional Workforce Board – Carries out Florida’s workforce policy and programs as established by Florida Statutes.  Ensures local workforce transportation needs are adequately met by local public transportation services.





Situation Appraisal





Feedback gathered from stakeholder interviews should be included as part of all TDP Situation Appraisals.  Such outreach efforts afford a broad understanding of community perceptions on existing transit issues.
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Chapter 4 Existing Service and Performance Evaluation Relationship
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Requesting Approval for an Alternative Method





Should a transit operator want to pursue approval for an alternative method for demand forecasting they should:


Author a letter of request directed to the public transit administrator at the FDOT district office.  


Indicate serious consideration of the approved as well as alternative methods. 


Include a discussion of the proposed alternative method and the reasons why it is being proposed.  


Talk to district personnel in advance of the request.


Expected that District personnel would respond in writing within 30 days.


Provide a copy of the district's letter as an appendix in the submitted TDP.








Considerations in Selecting Demand Forecasting Method





The nature of the service area including size, population, amount of existing and anticipated transit service, growth rate, and interface with adjacent area transit services.


The professional planning capabilities available in-house or through contract.


The magnitude of service change anticipated or possible in a 10-year timeframe being studied.


The presence of existing calibrated and validated forecasting tools for the service area.


The extent to which other studies such as major investment studies, are being carried out in the service area.


The resources available to support the study and the time frame for study completion.


The familiarity of the staff at the various tools being considered.


The availability of data to support various service demand estimating methods under consideration.


Established track record of various methods in TDP application.
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Regional Model





Comparable Market Analysis





Other Methods








Service Elasticity








TBEST





Information Gathering


   Demographic data


   Existing service Performance


   Feedback from Community


      Agency Employees


      Pubic/passengers 


      Community leaders/stakeholders


 





Design Transit Service Scenarios





Policy Considerations





Develop TDP





Refine Forecasts for Factors not Accommodated in Model
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Step 3





Step 1





A drop-down menu arrow will appear whenever a cell in this column is selected.





Timeline





A drop-down menu arrow will appear whenever a cell in the Implementation Year column is selected.





Number of Units





Unit Costs





Revenue sources list drop-down menu





Operating and Capital Revenues menu





Service Plan Project Name
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January 2005

				VOTRAN MONTHLY FIXED ROUTE STATISTICAL REPORT

				PASSENGERS, REVENUE, MILES, AND HOURS BY ROUTE

										JANUARY, 2005

														FY 2005		60%		80%		TDP		FY 2004		FY 2005		FY 2004		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				30,452		$19,643.88		19980.9		1381.63		1.52		0.67		0.89		2.05		1.61		22.04		23.31		10.44		13.92

		3				15,438		$9,762.97		8067.2		593.13		1.91		0.67		0.89		2.05		1.69		26.03		22.54		10.44		13.92

		4				14,847		$8,990.43		8258.2		547.16		1.8		0.67		0.89		1.2		1.84		27.14		27.76		10.44		13.92

		5				5,888		$3,161.22		4611.6		415.92		1.28		0.67		0.89		2.05		1.15		14.16		14.07		10.44		13.92

		6				9,994		$5,498.04		10088.9		688.53		0.99		0.67		0.89		2.05		0.97		14.51		14.16		10.44		13.92

		7				14,847		$7,439.46		9988.8		720.44		1.49		0.67		0.89		1.2		1.32		20.61		17.87		10.44		13.92

		8				5,527		$3,215.35		4659.9		319.77		1.19		0.67		0.89		1.2		1.03		17.28		15.08		10.44		13.92

		9				6,251		$3,267.67		4461		323.82		1.4		0.67		0.89		1.2		1.61		19.3		22.5		10.44		13.92

		10				19,585		$10,999.07		12992		980.99		1.51		0.67		0.89		1		1.53		19.96		20.13		10.44		13.92

		11				10,369		$5,804.66		8153.6		646.17		1.27		0.67		0.89		1.2		1.2		16.05		15.27		10.44		13.92

		12				10,653		$5,769.78		7272.8		513.52		1.46		0.67		0.89		1.2		1.36		20.74		19.28		10.44		13.92

		15				11,564		$6,113.11		4376.1		402.25		2.64		0.67		0.89		2.05		2.54		28.75		27.29		10.44		13.92

		17				20,643		$13,399.76		16382.1		1032.77		1.26		0.67		0.89		1.2		1.47		19.99		23.28		10.44		13.92

		40				3,520		$1,901.52		7037.5		318.5		0.5		0.67		0.89		1		0.47		11.05		10.42		10.44		13.92

		41				3,062		$1,904.44		5659.2		297.57		0.54		0.67		0.89		1		0.48		10.29		9.33		10.44		13.92

		42				2,033		$1,224.71		4260		313.75		0.48		0.67		0.89		1		0.42		6.48		5.75		10.44		13.92

		43				985		$564.45		1950		158.25		0.51		0.67		0.89		1		0.35		6.23		4.31		10.44		13.92

		60				7,812		$4,027.53		6757.5		305.7		1.16		0.67		0.89		1		1.14		25.55		24.68		10.44		13.92

		700				4,020		$2,066.99		3993.9		262.74		1.01		0.67		0.89		2.05		1.2		15.3		18.25		10.44		13.92

		44				774		$466.13		2085		158.76		0.37		0.67		0.89				0.29		4.88		3.79		10.44		13.92

		WESTSIDE ROUTES

		61				5,250		$3,445.65		7369.2		343.26		0.71		0.67		0.89		0.5		0.85		15.29		17.89		10.44		13.92

		20				15,347		$9,349.87		17393.5		959.91		0.88		0.67		0.89		1		0.81		15.99		14.21		10.44		13.92

		22				2,695		$1,744.69		5876.4		330.68		0.46		0.67		0.89		1		0.46		8.15		8.25		10.44		13.92

		24				2,364		$1,359.84		9439.2		374.68		0.25		0.67		0.89		1		0.2		6.31		5.13		10.44		13.92

		21				3,199		$2,002.99		6309.9		342.37		0.51		0.67		0.89				0.43		9.34		7.97		10.44		13.92

		Volusia/Orlando Express

		200						$2,414		3599.82		153.93		0.34		0.67		0.89		n/a		0.34		7.84		8.04		10.44		13.92

		TOTAL EASTSIDE				198,263		$115,221.15		151036.2		10381.37		1.31		0.67		0.89				1.31		19.1		18.99		10.44		13.92

		TOTAL WESTSIDE				28,855		$17,903.04		46388.2		2350.9		0.62		0.67		0.89				0.59		12.27		11.42		10.44		13.92

		TOTAL NIGHT SERVICE				10,298		4,997		12,640		832		1		0.67		0.89				0.7		12.38		10.88		10.44		13.92

		TOTAL EAST,WEST,NIGHT				237,417		$138,120.74		210064.4		13564.34		1.13		0.67		0.89				1.11		17.5		17.18		10.44		13.92

		TOTAL ALL FIXED ROUTE				238,624		$140,534.74		213664.22		13718.27		1.12		0.67		0.89				1.1		17.5		0		10.44		13.92

		HEAD START				688				713		1125

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				9,990		$0.00		1125		72.41		8.88		0.67		0.89				6.21		137.96		0		10.44		13.92

		TOTAL TRANSIT				249,302		$140,534.74		215502.22		13846.83		1.16		0.67		0.89				1.14		18		0		10.44		13.92

		COMMENTS:  No special events in the area. 0ne special movement,  the annual Blue Springs Manatee Festival.  Weather cold for

		a good portion of the month, some rain.

																						MONTH/YEAR						JAN,05		JAN,04

																						AVG REG PASS USAGE						41.75		44.6

																						AVG REDUCED PASS USAGE						39.96		39.36

		MONTH/YEAR						JANUARY, 2005		JANUARY, 2004												WHEELCHAIR BOARDINGS						1012		1167

		DAYS OF RAIN						4		5												BIKE RACK PROGRAM						5606		6682

		TOTAL OPERATING DAYS						30		30												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						21		21												AIRLINE BOARDINGS						23,685		22,029





February 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														February, 2005

														FY 2005		60%		80%		TDP		FY 2004		FY 2005		FY 2004		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				30,353		$20,062.77		19,044		1,316		1.59		0.67		0.89		2.05		1.82		23.06		26.32		10.43		13.9

		3				14,698		$9,865.05		7,576		557		1.94		0.67		0.89		2.05		1.61		26.38		21.65		10.43		13.9

		4				13,630		$8,506.77		7,772		515		1.75		0.67		0.89		1.2		1.81		26.45		27.31		10.43		13.9

		5				5,418		$3,049.13		4,392		360		1.23		0.67		0.89		2.05		1.12		15.05		13.64		10.43		13.9

		6				8,899		$5,192.65		9,678		661		0.92		0.67		0.89		2.05		0.98		13.47		14.4		10.43		13.9

		7				14,833		$8,128.02		9,626		696		1.54		0.67		0.89		1.2		1.44		21.31		19.69		10.43		13.9

		8				4,929		$3,057.82		4,464		306		1.1		0.67		0.89		1.2		1.07		16.09		15.59		10.43		13.9

		9				5,885		$3,108.96		4,167		305		1.41		0.67		0.89		1.2		1.6		19.31		21.96		10.43		13.9

		10				18,569		$10,782.14		12,167		923		1.53		0.67		0.89		1		1.59		20.11		21.05		10.43		13.9

		11				9,757		$5,565.58		7,504		579		1.3		0.67		0.89		1.2		1.2		16.86		15.19		10.43		13.9

		12				10,048		$5,866.38		6,962		492		1.44		0.67		0.89		1.2		1.43		20.43		20.2		10.43		13.9

		15				11,126		$6,137.38		4,051		376		2.75		0.67		0.89		2.05		2.58		29.57		28.16		10.43		13.9

		17				20,248		$13,528.99		15,571		981		1.3		0.67		0.89		1.2		1.39		20.63		22.11		10.43		13.9

		40				3,632		$1,956.97		6,756		306		0.54		0.67		0.89		1		0.51		11.88		11.28		10.43		13.9

		41				2,912		$1,933.46		5,433		286		0.54		0.67		0.89		1		0.51		10.2		9.75		10.43		13.9

		42				1,965		$1,197.62		4,090		301		0.48		0.67		0.89		1		0.46		6.52		6.19		10.43		13.9

		43				713		$421.34		1,872		152		0.38		0.67		0.89		1		0.33		4.69		4.08		10.43		13.9

		60				7,414		$4,006.53		6,570		299		1.13		0.67		0.89		1		1.13		24.77		24.87		10.43

		700				4,236		$3,478.87		5,030		331		0.84		0.67		0.89		2.05		1.09		12.8		16.55		10.43		13.9

		44				521		$314.89		2,002		152		0.26		0.67		0.89		n/a		0.27		3.42				10.43		13.9

		WESTSIDE ROUTES

		61				5,073		$3,523.07		7,346		341		0.69		0.67		0.89		0.5		0.77		14.86		16.36		10.43		13.9

		20				14,594		$9,525.48		16,815		921		0.87		0.67		0.89		1		0.9		15.85		15.83		10.43		13.9

		22				2,862		$1,855.53		5,636		317		0.51		0.67		0.89		1		0.48		9.02		8.52		10.43		13.9

		24				2,407		$1,367.37		9,053		359		0.27		0.67		0.89		1		0.22		6.7		5.44		10.43		13.9

		21				3,205		$2,057.35		6,052		328		0.53		0.67		0.89		n/a		0.42		9.76				10.43		13.9

		Volusia/Orlando Express

		200				1,252		$2,504		3,428		147		0.37						n/a		0.35		8.54		8.05		10.43		13.9

		TOTAL EASTSIDE				189,787		$116,161.32		144,727		9,896		1.31								1.34		19.18		19.51

		TOTAL WESTSIDE				28,141		$18,328.80		44,901		2,267		0.63								0.61		12.41		11.97

		TOTAL NIGHT SERVICE				8,540		$5,890.31		12,104		795		0.71										10.75

		TOTAL EAST,WEST,NIGHT				226,468		$140,380.43		201,731		12,957		1.12								1.14		17.48		17.65

		TOTAL ALL FIXED ROUTE				227,720		$142,884.43		205,160		13,104		1.11								1.13		17.38		17.54

		HEAD START				854				822		67.82

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				30,964		$0.00		9,264		802.15		3.34								1.88		38.6		11.78

		TOTAL TRANSIT				259,538		$142,884.43		215,246		13,974		1.21								1.14		18.57		17.33

		COMMENTS:  Very busy month in Daytona Beach area.  First week-end in month the Rolex 24 race, followed mid-month by 10 days of Speedweek

		Events concluded on Feb. 20 with the "500" race.  Weather varied from cool to cold.

																												Feb,05		Feb,04

																						AVG REG PASS USAGE						39.94		40.98

																						AVG REDUCED PASS USAGE						25.58		38.32

		MONTH/YEAR						Feb,05		Feb,04												WHEELCHAIR BOARDINGS						1056		1197

		DAYS OF RAIN						7		6												BIKE RACK PROGRAM						5740		5813

		TOTAL OPERATING DAYS						28		29												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						20		20												AIRLINE BOARDINGS						25,168		25,298





March 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														March, 2005

														FY 2005		60%		80%		TDP		FY 2004		FY 2005		FY 2004		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				33,778		$21,722.63		21,257		1,470		1.59		0.65		0.87		2.05		1.59		22.98		22.97		10.24		13.66

		3				20,125		$12,190.90		8,350		617		2.41		0.65		0.87		2.05		1.69		32.62		22.54		10.24		13.66

		4				14,533		$8,699.88		8,657		574		1.68		0.65		0.87		1.2		1.82		25.31		27.41		10.24		13.66

		5				5,644		$3,119.28		5,051		414		1.12		0.65		0.87		2.05		1.09		13.63		13.35		10.24		13.66

		6				9,996		$5,610.72		10,910		744		0.92		0.65		0.87		2.05		0.97		13.44		14.23		10.24		13.66

		7				15,480		$8,462.93		10,737		774		1.44		0.65		0.87		1.2		1.51		19.99		20.59		10.24		13.66

		8				5,426		$3,310.91		5,042		346		1.08		0.65		0.87		1.2		1.14		15.69		16.64		10.24		13.66

		9				6,140		$3,244.38		4,711		344		1.3		0.65		0.87		1.2		1.49		17.85		20.27		10.24		13.66

		10				19,352		$11,007.78		13,698		1,039		1.41		0.65		0.87		1		1.58		18.62		20.86		10.24		13.66

		11				10,791		$5,987.89		8,723		693		1.24		0.65		0.87		1.2		1.13		15.58		14.23		10.24		13.66

		12				10,800		$5,992.01		7,859		555		1.37		0.65		0.87		1.2		1.4		19.46		19.87		10.24		13.66

		15				11,517		$6,216.40		4,409		413		2.61		0.65		0.87		2.05		2.61		27.86		27.92		10.24		13.66

		17				21,647		$14,168.31		17,442		1,099		1.24		0.65		0.87		1.2		1.4		19.7		22.14		10.24		13.66

		40				5,272		$2,595.63		7,601		344		0.69		0.65		0.87		1		0.43		15.33		9.59		10.24		13.66

		41				3,431		$2,191.05		6,111		321		0.56		0.65		0.87		1		0.63		10.67		12.23		10.24		13.66

		42				1,895		$1,106.30		4,601		339		0.41		0.65		0.87		1		0.44		5.59		5.92		10.24		13.66

		43				844		$477.27		2,106		171		0.4		0.65		0.87		1		0.32		4.94		3.92		10.24		13.66

		60				7,936		$4,003.86		7,581		343		1.05		0.65		0.87		1		1.06		23.15		23.47		10.24		13.66

		700				5,492		$4,539.22		5,445		361		1.01		0.65		0.87		2.05		1.23		15.22		18.76		10.24		13.66

		44				621		$363.64		2,252		171		0.28		0.65		0.87		n/a		0.21		3.62				10.24		13.66

		WESTSIDE ROUTES

		61				5,389		$3,706.55		8,276		385		0.65		0.65		0.87		0.5		0.76		14		16.3		10.24		13.66

		20				15,364		$9,606.88		18,956		1,038		0.81		0.65		0.87		1		0.87		14.8		15.28		10.24		13.66

		22				2,823		$1,777.24		6,357		358		0.44		0.65		0.87		1		0.5		7.89		8.92		10.24		13.66

		24				2,544		$1,455.44		10,212		405		0.25		0.65		0.87		1		0.24		6.28		6.13		10.24		13.66

		21				3,482		$2,227.30		6,827		370		0.51		0.65		0.87		n/a		0.45		9.4				10.24		13.66

		Volusia/Orlando Express

		200				1,381		$2,762		3,943		169		0.35		0.65		0.87		n/a		0.38		8.19		8.9		10.24		13.66

		TOTAL EASTSIDE				210,721		$125,010.98		162,542		11,132		1.3		0.65		0.87				1.31		18.93		19.01		10.24		13.66

		TOTAL WESTSIDE				29,602		$18,773.40		50,628		2,557		0.58		0.65		0.87				0.62		11.58		12.01		10.24		13.66

		TOTAL NIGHT SERVICE				10,153		$7,080.48		13,621		894		0.75		0.65		0.87						11.35				10.24		13.66

		TOTAL EAST,WEST,NIGHT				250,476		$150,864.86		226,791		14,583		1.1		0.65		0.87				1.12		17.18		17.35		10.24		13.66

		TOTAL ALL FIXED ROUTE				251,857		$153,626.86		230,733		14,752		1.09		0.65		0.87				1.11		17.07		17.26		10.24		13.66

		HEAD START				816				767		68

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				368		$0.00		199		15.58		1.85		0.65		0.87				4.35		23.62		48.83		10.24		13.66

		TOTAL TRANSIT				253,041		$153,626.86		231,699		14,836		1.09		0.65		0.87				1.12		17.06		17.43		10.24		13.66

		COMMENTS:  Few special movements during March.  Local events included the Annual Bike Week Celebration, and later in the month the start of Spring Break activities.

		Weather was unusually wet with 14 days of rain.

																												Mar,05		Mar,04

																						AVG REG PASS USAGE						45.37		44.31

																						AVG REDUCED PASS USAGE						42.43		41.37

		MONTH/YEAR						March, 2005		March, 2004												WHEELCHAIR BOARDINGS						1013		1298

		DAYS OF RAIN						14		2												BIKE RACK PROGRAM						5807		6742

		TOTAL OPERATING DAYS						31		31												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						23		23												AIRLINE BOARDINGS						n/a		32,457





April 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														April, 2005

														FY 2005		80%		TDP		FY 2004		FY 2005		FY 2004		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				33,639		$21,766.34		20,490		1,417		1.64		0.93		2.05				23.74				10.96		14.62

		3				19,875		$12,648.20		8,080		598		2.46		0.93		2.05				33.26				10.96		14.62

		4				14,087		$8,419.13		8,333		553		1.69		0.93		1.2				25.49				10.96		14.62

		5				5,719		$3,079.34		4,612		378		1.24		0.93		2.05				15.13				10.96		14.62

		6				10,643		$5,763.80		10,456		715		1.02		0.93		2.05				14.88				10.96		14.62

		7				16,626		$7,408.77		10,394		752		1.6		0.93		1.2				22.12				10.96		14.62

		8				7,778		$4,293.34		4,817		331		1.61		0.93		1.2				23.52				10.96		14.62

		9				6,120		$3,225.80		4,744		337		1.29		0.93		1.2				18.14				10.96		14.62

		10				20,011		$11,238.22		13,158		1,001		1.52		0.93		1				19.99				10.96		14.62

		11				10,611		$5,722.51		8,460		669		1.25		0.93		1.2				15.87				10.96		14.62

		12				10,942		$5,952.92		7,552		533		1.45		0.93		1.2				20.52				10.96		14.62

		15				16,022		$7,729.73		4,318		403		3.71		0.93		2.05				39.75				10.96		14.62

		17				20,506		$13,388.95		16,772		1,057		1.22		0.93		1.2				19.41				10.96		14.62

		40				5,013		$2,576.12		7,319		331		0.68		0.93		1				15.13				10.96		14.62

		41				3,663		$2,294.04		5,888		309		0.62		0.93		1				11.84				10.96		14.62

		42				2,107		$1,259.64		4,416		325		0.48		0.93		1				6.47				10.96		14.62

		43				718		$413.74		2,024		164		0.35		0.93		1				4.37				10.96		14.62

		60				7,703		$3,904.21		7,261		328		1.06		0.93		1				23.48				10.96		14.62

		700				4,266		$3,546.97		5,306		351		0.8		0.93		2.05				12.17				10.96		14.62

		44				615		$347.56		2,168		165		0.28		0.93		n/a				3.73				10.96		14.62

		WESTSIDE ROUTES

		61				5,939		$4,098.07		7,942		369		0.75		0.93		0.5				16.11				10.96		14.62

		20				15,176		$9,726.41		18,124		993		0.84		0.93		1				15.28				10.96		14.62

		22				3,436		$2,203.98		6,083		343		0.56		0.93		1				10.03				10.96		14.62

		24				2,666		$1,531.12		9,770		388		0.27		0.93		1				6.87				10.96		14.62

		21				3,991		$2,472.55		6,493		353		0.61		0.93		n/a				11.32				10.96		14.62

		Volusia/Orlando Express

		200				1,159		$2,318		3,600		154		0.32		0.93		n/a				7.53				10.96		14.62

		TOTAL EASTSIDE				216,664		$124,979.33		156,567		10,717		1.38		0.93						20.22				10.96		14.62

		TOTAL WESTSIDE				31,207		$20,032.14		48,412		2,445		0.64		0.93						12.76				10.96		14.62

		TOTAL NIGHT SERVICE				10,066		$6,926.44		13,136		863		0.77		0.93						11.67				10.96		14.62

		TOTAL EAST,WEST,NIGHT				257,937		$151,937.91		218,114		14,024		1.18		0.93						18.39				10.96		14.62

		TOTAL ALL FIXED ROUTE				259,096		$154,255.91		221,714		14,178		1.17		0.93						18.27				10.96		14.62

		HEAD START				606		0		568		46

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				2,332		$0.00		1,265		115.71		1.84		0.93						20.15				10.96		14.62

		TOTAL TRANSIT				262,034		$154,255.91		223,547		14,340		1.17		0.93						18.27				10.96		14.62

		COMMENTS:  No special events in the area during April.  Weather warming, however a large amount of rain for April.

																										April, 2005		April, 2004

																				AVG REG PASS USAGE						46.24		41.35

																				AVG REDUCED PASS USAGE						44.7		38.09

		MONTH/YEAR						April, 2005		April, 2004										WHEELCHAIR BOARDINGS						1148		1351

		DAYS OF RAIN						10		4										BIKE RACK PROGRAM						6788		6508

		TOTAL OPERATING DAYS						30		30										BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						21		22										AIRLINE BOARDINGS						n/a		30,080





May 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														May, 2005

														FY 2005		60%		80%		TDP		FY 2004		FY 2005		FY 2004		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				33,448		$21,820.15		20,301		1,401		1.65		0.65		0.87		2.05		1.51		23.87		21.93		10.17		13.56

		3				16,696		$10,968.42		8,292		610		2.01		0.65		0.87		2.05		1.61		27.35		21.53		10.17		13.56

		4				14,053		$8,624.71		8,529		565		1.65		0.65		0.87		1.2		1.78		24.85		26.82		10.17		13.56

		5				5,508		$3,005.43		4,612		378		1.19		0.65		0.87		2.05		1.09		14.57		13.3		10.17		13.56

		6				10,164		$5,787.96		10,377		707		0.98		0.65		0.87		2.05		0.95		14.38		13.86		10.17		13.56

		7				15,501		$10,092.55		10,322		743		1.5		0.65		0.87		1.2		1.45		20.87		19.8		10.17		13.56

		8				4,867		$3,061.07		4,660		320		1.04		0.65		0.87		1.2		1.12		15.22		16.39		10.17		13.56

		9				6,163		$3,183.45		4,693		338		1.31		0.65		0.87		1.2		1.27		18.23		17.79		10.17		13.56

		10				18,661		$10,752.83		13,246		998		1.41		0.65		0.87		1		1.62		18.69		21.4		10.17		13.56

		11				10,628		$6,131.19		8,349		662		1.27		0.65		0.87		1.2		1.1		16.06		13.93		10.17		13.56

		12				9,863		$5,442.88		7,469		527		1.32		0.65		0.87		1.2		1.34		18.72		18.94		10.17		13.56

		15				12,563		$6,773.81		4,497		414		2.79		0.65		0.87		2.05		2.46		30.31		26.71		10.17		13.56

		17				20,471		$13,540.90		16,673		1,051		1.23		0.65		0.87		1.2		1.33		19.48		21.05		10.17		13.56

		40				3,185		$1,738.04		7,319		331		0.44		0.65		0.87		1		0.49		9.62		10.79		10.17		13.56

		41				3,366		$2,174.63		5,857		309		0.57		0.65		0.87		1		0.59		10.88		11.3		10.17		13.56

		42				1,826		$1,141.28		4,430		326		0.41		0.65		0.87		1		0.42		5.6		5.65		10.17		13.56

		43				788		$472.71		2,030		165		0.39		0.65		0.87		1		0.37		4.79		4.53		10.17		13.56

		60				7,304		$3,698.77		7,009		317		1.04		0.65		0.87		1		0.98		23.05		21.62		10.17		13.56

		700				4,306		$3,678.59		5,489		360		0.78		0.65		0.87		2.05		0.9		11.98		13.72		10.17		13.56

		44				630		$365.56		2,168		165		0.29		0.65		0.87		n/a		0.3		3.81		n/a		10.17		13.56

		WESTSIDE ROUTES

		61				4,905		$3,375.93		7,656		356		0.64		0.65		0.87		0.5		0.74		13.78		15.87		10.17		13.56

		20				14,552		$9,535.45		18,036		994		0.81		0.65		0.87		1		0.8		14.64		14.09		10.17		13.56

		22				3,070		$1,958.06		6,083		343		0.5		0.65		0.87		1		0.5		8.96		8.85		10.17		13.56

		24				2,653		$1,549.48		9,770		388		0.27		0.65		0.87		1		0.22		6.84		5.55		10.17		13.56

		21				3,548		$2,250.91		6,531		355		0.54		0.65		0.87		n/a		0.49		10.01		n/a		10.17		13.56

		Volusia/Orlando Express

		200				1,207		$2,414		3,600		154		0.34		0.65		0.87		n/a		0.37		7.84		8.74		10.17		13.56

		TOTAL EASTSIDE				199,993		$122,454.93		156,321		10,688		1.28		0.65		0.87				1.26		18.71		18.29		10.17		13.56

		TOTAL WESTSIDE				28,728		$18,669.83		48,077		2,435		0.6		0.65		0.87				0.59		11.8		11.4		10.17		13.56

		TOTAL NIGHT SERVICE				9,612		$6,752.29		13,065		859		0.74		0.65		0.87				0.69		11.2		n/a		10.17		13.56

		TOTAL EAST,WEST,NIGHT				238,333		$147,877.05		217,462		13,982		1.1		0.65		0.87				1.08		17.05		16.65		10.17		13.56

		TOTAL ALL FIXED ROUTE				239,540		$150,291.05		221,062		14,136		1.08		0.65		0.87				1.07		16.95		16.57		10.17		13.56

		HEAD START				400		0		387		42

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				102		$0.00		472		49.8		0.22		0.65		0.87				0.56		2.05		7.66		10.17		13.56

		TOTAL TRANSIT				240,042		$150,291.05		221,921		14,228		1.08		0.65		0.87				1.06		16.87		16.48		10.17		13.56

		COMMENTS:  May very quiet month for area, no special events and few special movements.  School out for summer.

		Heavy rain the last two weeks of month.  Summer vacationers just beginning to show up in the Volusia area.

																												May, 2005		May, 2004

																						AVG REG PASS USAGE						43.21		42.77

																						AVG REDUCED PASS USAGE						40.34		38.69

		MONTH/YEAR						May, 2005		May, 2004												WHEELCHAIR BOARDINGS						1013		1351

		DAYS OF RAIN						12		4												BIKE RACK PROGRAM						5874		7563

		TOTAL OPERATING DAYS						31		31												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						21		21												AIRLINE BOARDINGS						n/a		28,759





June 2005

				VOTRAN MONTHLY FIXED ROUTE STATISTICAL REPORT

				PASSENGERS, REVENUE, MILES, AND HOURS BY ROUTE

										June, 2005

														FY 2005		60%		80%		TDP		FY 2004		FY 2005		FY 2004		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				31,876		21,275		20585.4		1422.7		1.55		0.61		0.82		2.05		1.62		22.41		23.48		9.57		12.77

		3				15,338		10,139		8081.8		598.92		1.9		0.61		0.82		2.05		1.75		25.61		23.71		9.57		12.77

		4				15,708		9,804		8370.2		554.94		1.88		0.61		0.82		1.2		1.88		28.31		28.31		9.57		12.77

		5				4,945		2,928		4764		396		1.04		0.61		0.82		2.05		0.98		12.49		11.99		9.57		12.77

		6				9,593		5,730		10499.4		716.26		0.91		0.61		0.82		2.05		0.9		13.39		13.23		9.57		12.77

		7				13,443		7,975		9972.8		710.68		1.35		0.61		0.82		1.2		1.17		18.92		16.35		9.57		12.77

		8				4,905		3,152		4846.3		332.86		1.01		0.61		0.82		1.2		1.06		14.74		15.52		9.57		12.77

		9				5,063		2,851		4568.8		332.32		1.11		0.61		0.82		1.2		1.22		15.24		16.63		9.57		12.77

		10				18,420		10,845		13283		1006.22		1.39		0.61		0.82		1		1.4		18.31		18.43		9.57		12.77

		11				8,490		4,994		8458.2		676.48		1		0.61		0.82		1.2		1.21		12.55		15.06		9.57		12.77

		12				8,618		4,975		7566		534.24		1.14		0.61		0.82		1.2		1.21		16.13		17.18		9.57		12.77

						0		0		0		0		0		0		0		0		0		0		0		0		0

		15				10,612		5,770		4330.8		403.78		2.45		0.61		0.82		2.05		2.58		26.28		27.71		9.57		12.77

		17				20,594		14,151		16858.2		1060.32		1.22		0.61		0.82		1.2		1.28		19.42		20.28		9.57		12.77

		40				3,929		2,326		7319		331.24		0.54		0.61		0.82		1		0.7		11.86		15.36		9.57		12.77

		41				2,038		1,394		5885.2		309.5		0.35		0.61		0.82		1		0.21		6.58		3.96		9.57		12.77

		42				1,613		1,035		4430.4		326.3		0.36		0.61		0.82		1		0.37		4.94		4.97		9.57		12.77

		43				705		425		2021.5		164		0.35		0.61		0.82		1		0.37		4.3		4.57		9.57		12.77

		60				6,931		3,561		7283.2		329.49		0.95		0.61		0.82		1		0.97		21.04		21.44		9.57		12.77

		700				4,304		3,619		5455.1		358.72		0.79		0.61		0.82		2.05		0.98		12		14.93		9.57		12.77

		44				528		$337.23		2160.9		165.12		0.24		0.61		0.82				0.26		3.2		3.43		9.57		12.77

		WESTSIDE ROUTES

		61				5,253		3,636		7965.6		370.44		0.66		0.61		0.82		0.5		0.73		14.18		15.67		9.57		12.77

		20				14,174		9,422		18196.8		999.18		0.78		0.61		0.82		1		0.86		14.19		15.18		9.57		12.77

		22				2,580		1,700		6116.8		344.16		0.42		0.61		0.82		1		0.45		7.5		8.06		9.57		12.77

		24				2,651		1,844		9837.4		389.96		0.27		0.61		0.82		1		0.25		6.8		6.28		9.57		12.77

		21				2,858		$1,783.04		6568.2		356.34		0.44		0.61		0.82				0.42		8.02		7.68		9.57		12.77

		Volusia/Orlando Express

		200				1,265		$2,530		3771.24		161.26		0.34		0.61		0.82		n/a		0.41		7.84		9.62		9.57		12.77

		TOTAL EASTSIDE				187,655		$117,286.84		156740.2		10730.09		1.2		0.61		0.82				1.23		17.49		17.89		9.57		12.77

		TOTAL WESTSIDE				27,516		$18,384.98		48684.8		2460.08		0.57		0.61		0.82				0.6		11.18		11.68		9.57		12.77

		TOTAL NIGHT SERVICE				10,368		7,308		13,146		863		1		0.61		0.82				0.76		12.02		11.83		9.57		12.77

		TOTAL EAST,WEST,NIGHT				225,538		$142,979.51		218570.6		14052.79		1.03		0.61		0.82				1.06		16.05		16.45		9.57		12.77

		TOTAL ALL FIXED ROUTE				226,803		$145,509.51		222341.84		14214.05		1.02		0.61		0.82				1.05		16.05		0		9.57		12.77

		HEAD START				228				363		24.24

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				362		$0.00		252		30.05		1.44		0.61		0.82				2.97		12.05		0		9.57		12.77

		TOTAL TRANSIT				227,393		$145,509.51		222956.84		14268.34		1.02		0.61		0.82				1.05		15.94		0		9.57		12.77

		COMMENTS:  No special events in the area.

		Record rain fall amounts and school out for the summer reflect lower ridership for June.

																						MONTH/YEAR						June, 2005		June, 2004

																						AVG REG PASS USAGE						43.16		43.78

																						AVG REDUCED PASS USAGE						41.61		43.16

		MONTH/YEAR						June, 2005		June, 2004												WHEELCHAIR BOARDINGS						1110		1291

		DAYS OF RAIN						21		10												BIKE RACK PROGRAM						6157		6875

		TOTAL OPERATING DAYS						30		30												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						22		22												AIRLINE BOARDINGS						n/a		28,335





July 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														July, 2005

														FY 2005		60%		80%		TDP		FY 2004		FY 2005		FY 2004		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				32,030		$20,930.78		20,272		1,399		1.58		0.62		0.83		2.05		1.51		22.9		21.84		9.69		12.91

		3				15,221		$9,379.67		8,136		606		1.87		0.62		0.83		2.05		1.66		25.1		22.48		9.69		12.91

		4				15,571		$9,297.83		8,492		563		1.83		0.62		0.83		1.2		1.89		27.65		28.5		9.69		12.91

		5				4,713		$2,734.51		4,296		360		1.1		0.62		0.83		2.05		0.94		13.09		11.41		9.69		12.91

		6				9,463		$5,414.53		10,334		706		0.92		0.62		0.83		2.05		0.87		13.41		12.79		9.69		12.91

		7				13,560		$7,923.47		9,915		704		1.37		0.62		0.83		1.2		1.15		19.25		16.16		9.69		12.91

		8				4,983		$3,182.61		4,631		318		1.08		0.62		0.83		1.2		1.06		15.68		15.5		9.69		12.91

		9				5,093		$2,683.82		4,833		342		1.05		0.62		0.83		1.2		1.14		14.9		16.08		9.69		12.91

		10				17,391		$9,656.75		13,158		994		1.32		0.62		0.83		1		1.31		17.49		17.33		9.69		12.91

		11				8,087		$4,612.75		8,311		666		0.97		0.62		0.83		1.2		1.18		12.14		14.65		9.69		12.91

		12				8,134		$4,467.12		7,454		526		1.09		0.62		0.83		1.2		1.1		15.47		15.63		9.69		12.91

		15				10,806		$5,674.30		4,484		414		2.41		0.62		0.83		2.05		2.55		26.11		27.23		9.69		12.91

		17				20,418		$13,318.58		16,711		1,049		1.22		0.62		0.83		1.2		1.24		19.47		19.71		9.69		12.91

		40				4,834		$2,851.25		7,319		331		0.66		0.62		0.83		1		0.62		14.59		13.75		9.69		12.91

		41				1,788		$1,250.42		5,860		309		0.31		0.62		0.83		1		0.19		5.78		3.74		9.69		12.91

		42				1,598		$1,059.16		4,430		326		0.36		0.62		0.83		1		0.36		4.9		4.84		9.69		12.91

		43				766		$479.76		2,024		164		0.38		0.62		0.83		1		0.36		4.67		4.43		9.69		12.91

		60				6,565		$3,213.81		6,976		315		0.94		0.62		0.83		1		1.06		20.84		23.27		9.69		12.91

		700				4,504		$3,609.23		5,473		358		0.82		0.62		0.83		2.05		0.89		12.58		13.53		9.69		12.91

		44				546		$369.06		2,168		165		0.25		0.62		0.83		n/a		0.24		3.3		3.21		9.69		12.91

		WESTSIDE ROUTES

		61				5,544		$3,424.93		7,632		354		0.73		0.62		0.83		0.5		0.77		15.66		16.38		9.69		12.91

		20				15,285		$9,669.06		17,905		988		0.85		0.62		0.83		1		0.85		15.47		14.87		9.69		12.91

		22				2,595		$1,640.96		6,050		341		0.43		0.62		0.83		1		0.41		7.61		7.35		9.69		12.91

		24				2,580		$1,571.83		9,715		386		0.27		0.62		0.83		1		0.39		6.68		9.93		9.69		12.91

		21				2,811		$1,828.24		6,494		353		0.43		0.62		0.83		n/a		0.4		7.96		7.29		9.69		12.91

		Volusia/Orlando Express

		200				1,189		$2,378		3,428		147		0.35		0.62		0.83		n/a		0.04		8.11		8.33		9.69		12.91

		TOTAL EASTSIDE				186,072		$112,109.40		155,276		10,616		1.2		0.62		0.83				1.18		17.53		17.17		9.69		12.91

		TOTAL WESTSIDE				28,815		$18,135.02		47,796		2,422		0.6		0.62		0.83				0.62		11.9		12.03		9.69		12.91

		TOTAL NIGHT SERVICE				11,009		$7,596.42		13,384		882		0.82		0.62		0.83				0.77		12.48		12.07		9.69		12.91

		TOTAL EAST,WEST,NIGHT				225,896		$137,840.85		216,456		13,921		1.04		0.62		0.83				1.03		16.23		15.96		9.69		12.91

		TOTAL ALL FIXED ROUTE				227,085		$140,218.85		219,885		14,067		1.03		0.62		0.83				0.89		16.14		15.96		9.69		12.91

		HEAD START										0		0		0		0

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				5,436		$0.00		2,651		361.2		2.05		0.62		0.83				9.39		15.05		58.97		9.69		12.91

		TOTAL TRANSIT				232,521		$140,218.85		222,536		14,429		1.04		0.62		0.83				1.05		16.12		18.19		9.69		12.91

		COMMENTS:  Weather remained hot and humid for most of the month, rain on many days.

		July 2 was the Annual 400 race at DIS. which involved Votran and increased the special movement totals.

																												July, 2005		July, 2004

																						AVG REG PASS USAGE						41.89		42.34

																						AVG REDUCED PASS USAGE						37.54		44.21

		MONTH/YEAR						July, 2005		July, 2004												WHEELCHAIR BOARDINGS						1304		1218

		DAYS OF RAIN						15		13												BIKE RACK PROGRAM						6491		6949

		TOTAL OPERATING DAYS						31		31												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						20		21												AIRLINE BOARDINGS						n/a		30,377





August 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														August, 2005

														FY 2005		60%		80%		TDP		FY 2004		FY 2005		FY 2004		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				34,990		$22,491.35		21,356		1,476		1.64		0.66		0.88		2.05		1.48		23.71		21.44		10.37		13.82

		3				16,334		$9,959.28		8,318		619		1.96		0.66		0.88		2.05		1.61		26.37		22.1		10.37		13.82

		4				17,195		$10,095.13		8,669		575		1.98		0.66		0.88		1.2		1.85		29.92		27.95		10.37		13.82

		5				5,907		$3,221.42		4,940		414		1.2		0.66		0.88		2.05		0.91		14.27		10.95		10.37		13.82

		6				10,676		$6,107.24		10,910		744		0.98		0.66		0.88		2.05		0.89		14.35		12.98		10.37		13.82

		7				15,694		$9,153.91		10,602		758		1.48		0.66		0.88		1.2		1.28		20.72		18.06		10.37		13.82

		8				6,261		$4,168.31		5,042		346		1.24		0.66		0.88		1.2		1		18.1		14.6		10.37		13.82

		9				6,272		$3,090.53		4,718		344		1.33		0.66		0.88		1.2		1.24		18.22		16.63		10.37		13.82

		10				22,587		$12,236.40		13,770		1,043		1.64		0.66		0.88		1		1.3		21.65		17.25		10.37		13.82

		11				8,727		$4,779.52		8,801		706		0.99		0.66		0.88		1.2		1.19		12.36		14.74		10.37		13.82

		12				9,386		$5,049.36		7,859		555		1.19		0.66		0.88		1.2		1.24		16.91		17.63		10.37		13.82

		15				13,020		$6,510.86		4,471		418		2.91		0.66		0.88		2.05		2.52		31.18		27.45		10.37		13.82

		17				22,529		$14,835.33		17,509		1,100		1.29		0.66		0.88		1.2		1.17		20.49		18.57		10.37		13.82

		40				4,999		$2,814.36		7,601		344		0.66		0.66		0.88		1		0.61		14.53		13.42		10.37		13.82

		41				1,926		$1,329.85		6,112		321		0.32		0.66		0.88		1		0.25		5.99		4.8		10.37		13.82

		42				1,900		$1,122.37		4,584		338		0.41		0.66		0.88		1		0.39		5.62		5.23		10.37		13.82

		43				781		$441.08		2,107		171		0.37		0.66		0.88		1		0.39		4.57		4.76		10.37		13.82

		60				7,454		$3,629.65		7,581		343		0.98		0.66		0.88		1		1.02		21.74		22.39		10.37		13.82

		700				4,703		$3,814.00		5,660		373		0.83		0.66		0.88		2.05		0.78		12.62		11.92		10.37		13.82

		44				523		$312.03		2,252		171		0.23		0.66		0.88		n/a		0.24		3.05		3.11		10.37		13.82

		WESTSIDE ROUTES

		61				6,263		$3,885.07		8,276		385		0.76		0.66		0.88		0.5		0.71		16.27		15.13		10.37		13.82

		20				15,483		$9,450.41		18,938		1,038		0.82		0.66		0.88		1		0.81		14.91		14.2		10.37		13.82

		22				3,062		$1,940.11		6,357		358		0.48		0.66		0.88		1		0.44		8.56		7.78		10.37		13.82

		24				3,113		$1,875.52		10,212		405		0.3		0.66		0.88		1		0.19		7.68		4.69		10.37		13.82

		21				3,456		$2,167.74		6,827		370		0.51		0.66		0.88		n/a		0.43		9.33		7.91		10.37		13.82

		Volusia/Orlando Express

		200				1,376		$2,752		3,943		169		0.35		0.66		0.88		n/a		0.36		8.16		8.39		10.37		13.82

		TOTAL EASTSIDE				211,867		$125,161.98		162,860		11,159		1.3		0.66		0.88				1.18		18.99		17.2		10.37		13.82

		TOTAL WESTSIDE				31,376		$19,318.85		50,610		2,557		0.62		0.66		0.88				0.56		12.27		10.94		10.37		13.82

		TOTAL NIGHT SERVICE				10,752		$7,195.41		13,651		896		0.79		0.66		0.88				0.72		12		11.23		10.37		13.82

		TOTAL EAST,WEST,NIGHT				253,995		$151,676.24		227,121		14,611		1.12		0.66		0.88				1.02		17.38		15.76		10.37		13.82

		TOTAL ALL FIXED ROUTE				255,371		$154,428.24		231,063		14,780		1.11		0.66		0.88				1.01		17.28		15.67		10.37		13.82

		HEAD START				0		0		0		0

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				84		$0.00		158		12.42		0.53		0.66		0.88				4.29		6.76		30.52		10.37		13.82

		TOTAL TRANSIT				255,455		$154,428.24		231,221		14,792		1.1		0.66		0.88				1.01		17.27		15.68		10.37		13.82

		COMMENTS:  No special events in area during August.  School resumed in late month, No storms hit the area however many days of heavy rain.

		Storm in the Gulf caused price of gas to near $3.00 per gallon.  Watching for increased ridership in certain areas.

																												August, 2005		August, 2004

																						AVG REG PASS USAGE						46.95		39.14

																						AVG REDUCED PASS USAGE						43.48		40.51

		MONTH/YEAR						August, 2005		August, 2004												WHEELCHAIR BOARDINGS						1494		914

		DAYS OF RAIN						15		27												BIKE RACK PROGRAM						6989		6421

		TOTAL OPERATING DAYS						31		31												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						23		22												AIRLINE BOARDINGS						n/a		27,004





September 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														September, 2005

														FY 2005		60%		80%		TDP		FY 2004		FY 2005		FY 2004		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				35,158		$23,101.86		20,135		1,390		1.75		0.69		0.91		2.05		1.31		25.3		18.94		10.66		14.21

		3				16,565		$10,375.87		7,992		603		2.07		0.69		0.91		2.05		1.64		27.46		21.76		10.66		14.21

		4				16,037		$9,586.35		8,342		553		1.92		0.69		0.91		1.2		1.84		28.98		27.73		10.66		14.21

		5				5,012		$2,725.05		4,511		416		1.11		0.69		0.91		2.05		0.92		12.05		11.18		10.66		14.21

		6				10,876		$6,366.92		10,377		707		1.05		0.69		0.91		2.05		0.82		15.39		11.98		10.66		14.21

		7				15,820		$9,116.10		10,213		731		1.55		0.69		0.91		1.2		1.2		21.64		16.74		10.66		14.21

		8				5,656		$3,560.52		4,660		320		1.21		0.69		0.91		1.2		1.08		17.69		15.78		10.66		14.21

		9				6,106		$3,189.18		4,693		338		1.3		0.69		0.91		1.2		1.19		18.06		16.2		10.66		14.21

		10				20,489		$11,419.94		13,050		987		1.57		0.69		0.91		1		1.24		20.76		16.27		10.66		14.21

		11				9,757		$5,492.45		8,339		663		1.17		0.69		0.91		1.2		1.02		14.72		12.87		10.66		14.21

		12				10,268		$5,678.59		7,469		527		1.37		0.69		0.91		1.2		1.23		19.48		17.39		10.66		14.21

		15				12,206		$6,422.47		4,312		402		2.83		0.69		0.91		2.05		2.51		30.34		26.27		10.66		14.21

		17				21,607		$14,995.09		16,512		1,039		1.31		0.69		0.91		1.2		1.05		20.79		16.7		10.66		14.21

		40				4,610		$2,667.33		7,319		331		0.63		0.69		0.91		1		0.41		13.92		9.02		10.66		14.21

		41				2,113		$1,427.16		5,857		309		0.36		0.69		0.91		1		0.41		6.83		7.85		10.66		14.21

		42				1,769		$1,100.56		4,432		326		0.4		0.69		0.91		1		0.32		5.42		4.37		10.66		14.21

		43				675		$397.33		2,072		165		0.33		0.69		0.91		1		0.38		4.1		4.7		10.66		14.21

		60				7,279		$3,882.28		7,009		317		1.04		0.69		0.91		1		1		22.97		22.13		10.66		14.21

		700				629		$514.50		864		55		0.73		0.69		0.91		2.05		0.48		11.38		7.33		10.66		14.21

		44				567		$333.71		2,206		165		0.26		0.69		0.91		n/a		0.26		3.43		3.39		10.66		14.21

		WESTSIDE ROUTES

		61				5,360		$3,514.32		7,656		356		0.7		0.69		0.91		0.5		0.61		15.06		12.99		10.66		14.21

		20				15,056		$9,605.23		17,314		994		0.87		0.69		0.91		1		0.76		15.14		13.35		10.66		14.21

		22				3,041		$1,986.02		6,083		341		0.5		0.69		0.91		1		0.43		8.91		7.58		10.66		14.21

		24				3,114		$1,828.85		9,770		388		0.32		0.69		0.91		1		0.28		8.02		7		10.66		14.21

		21				3,411		$2,226.60		6,531		351		0.52		0.69		0.91		n/a		0.42		9.71		7.69		10.66		14.21

		Volusia/Orlando Express

		200				1,488		$2,976		3,600		154		0.41		0.69		0.91		n/a		0.31		9.67		7.25		10.66		14.21

		TOTAL EASTSIDE				203,199		$122,353.27		150,362		10,345		1.35		0.69		0.91				1.11		19.64		16.18		10.66		14.21

		TOTAL WESTSIDE				29,982		$19,161.01		47,355		2,431		0.63		0.69		0.91				0.55		12.33		10.63		10.66		14.21

		TOTAL NIGHT SERVICE				10,442		$6,774.41		13,366		868		0.78		0.69		0.91				0.59		12.03		8.84		10.66		14.21

		TOTAL EAST,WEST,NIGHT				243,622		$148,288.70		211,083		13,645		1.15		0.69		0.91				0.95		17.85		14.74		10.66		14.21

		TOTAL ALL FIXED ROUTE				245,110		$151,264.70		214,683		13,799		1.14		0.69		0.91				0.94		17.76		14.65		10.66		14.21

		HEAD START				966				1,281		111

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				722		$0.00		680		51.74		1.06		0.69		0.91				1.91		13.95		15.93		10.66		14.21

		TOTAL TRANSIT				246,798		$151,264.70		216,644		13,961		1.14		0.69		0.91				0.94		17.68		14.66		10.66		14.21

		COMMENTS:  September was a very quiet month, no special events.  Weather was rainy with one threat of a tropical storm that did not

		appear and did not require any evacuation.  When comparing with last year remember there were two hurricanes with service losses of 1/2 Saturday,

		one Monday, two Sundays and one Saturday night.  Also, for this year were very high gas prices and some  threats of gas shortages due to two																										Sept,05		Sept,04

		hurricanes along the Gulf coast																				AVG REG PASS USAGE						45.02		34.57

																						AVG REDUCED PASS USAGE						41.36		32.01

		MONTH/YEAR						Sept,05		Sept,04												WHEELCHAIR BOARDINGS						1285		845

		DAYS OF RAIN						10		7												BIKE RACK PROGRAM						6635		5600

		TOTAL OPERATING DAYS						30		30												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						21		21												AIRLINE BOARDINGS						n/a		16,396





October 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														October, 2005

														FY 2006		60%		80%		TDP		FY 2005		FY 2006		FY 2005		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				33,755		$21,672.40		20,722		1,433		1.63		0.69		0.92		2.05		1.55		23.55		22.42		10.76		14.34

		3				16,231		$9,785.47		8,221		616		1.97		0.69		0.92		2.05		2.02		26.33		27.12		10.76		14.34

		4				16,948		$9,831.59		8,520		565		1.99		0.69		0.92		1.2		2.03		30.02		30.56		10.76		14.34

		5				4,993		$2,709.61		4,511		378		1.11		0.69		0.92		2.05		1.2		13.21		14.63		10.76		14.34

		6				10,602		$5,990.10		10,456		715		1.01		0.69		0.92		2.05		1.04		14.83		15.14		10.76		14.34

		7				15,902		$9,155.11		10,208		734		1.56		0.69		0.92		1.2		1.48		21.68		20.62		10.76		14.34

		8				5,731		$3,437.59		4,822		331		1.19		0.69		0.92		1.2		1.2		17.31		17.42		10.76		14.34

		9				6,536		$3,332.83		4,738		337		1.38		0.69		0.92		1.2		1.37		19.4		19.06		10.76		14.34

		10				22,651		$12,081.62		13,392		1,015		1.69		0.69		0.92		1		1.58		22.31		20.79		10.76		14.34

		11				9,526		$5,285.30		8,430		669		1.13		0.69		0.92		1.2		1.25		14.25		15.85		10.76		14.34

		12				9,949		$5,167.43		7,552		533		1.32		0.69		0.92		1.2		1.47		18.66		20.76		10.76		14.34

		15				12,187		$6,341.63		4,504		415		2.71		0.69		0.92		2.05		2.91		29.34		31.54		10.76		14.34

		17				25,286		$15,826.47		16,980		1,070		1.49		0.69		0.92		1.2		1.34		23.64		21.27		10.76		14.34

		40				4,872		$2,743.42		7,319		331		0.67		0.69		0.92		1		0.46		14.71		10.26		10.76		14.34

		41				2,357		$1,556.24		5,888		309		0.4		0.69		0.92		1		0.61		7.62		11.55		10.76		14.34

		42				1,873		$1,047.06		4,430		326		0.42		0.69		0.92		1		0.44		5.74		6		10.76		14.34

		43				664		$364.05		2,094		165		0.32		0.69		0.92		1		0.38		4.03		4.7		10.76		14.34

		60				8,173		$4,158.82		7,261		328		1.13		0.69		0.92		1		1.2		24.91		26.38		10.76		14.34

		700				0		$0.00		0		0		0		0.69		0.92		2.05		0		0		0		10.76		14.34

		44				467		$259.36		2,232		165		0.21		0.69		0.92		n/a		0.24		2.83		3.19		10.76		14.34

		WESTSIDE ROUTES

		61				4,841		$3,013.71		7,942		369		0.61		0.69		0.92		0.5		0.68		13.14		14.26		10.76		14.34

		20				14,803		$8,776.80		17,271		995		0.86		0.69		0.92		1		0.88		14.88		15.57		10.76		14.34

		22				3,296		$2,084.71		6,074		340		0.54		0.69		0.92		1		0.5		9.68		8.89		10.76		14.34

		24				2,949		$1,763.97		9,770		388		0.3		0.69		0.92		1		0.29		7.6		7.22		10.76		14.34

		21				3,457		$2,067.45		6,531		351		0.53		0.69		0.92		n/a		0.52		9.85		9.66		10.76		14.34

		Volusia/Orlando Express

		200				1,291		$2,582		3,600		154		0.36		0.69		0.92		n/a		0.37		8.39		8.55		10.76		14.34

		TOTAL EASTSIDE				208,701		$120,746.10		152,279		10,436		1.37		0.69		0.92				1.36		20		19.83		10.76		14.34

		TOTAL WESTSIDE				29,346		$17,706.62		47,589		2,443		0.62		0.69		0.92				0.63		12.01		12.21		10.76		14.34

		TOTAL NIGHT SERVICE				10,017		$6,390.08		13,489		874		0.74		0.69		0.92				1		11.46		9.93		10.76		14.34

		TOTAL EAST,WEST,NIGHT				248,063		$144,842.80		213,357		13,752		1.16		0.69		0.92				1.16		18.04		17.86		10.76		14.34

		TOTAL ALL FIXED ROUTE				249,354		$147,424.80		216,957		13,906		1.15		0.69		0.92				1.14		17.93		17.86		10.76		14.34

		HEAD START				260		0		318		30										45.6

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				704		$0.00		846		69.47		0.83		0.69		0.92				1.16		10.13		10.26		10.76		14.34

		TOTAL TRANSIT				250,318		$147,424.80		218,121		14,006		1.15		0.69		0.92				1.14		17.87		17.62		10.76		14.34

		COMMENTS:  Few special events in the area:  Biketober fest for a long week-end, Embry-Riddle air show and Port Orange Family Days.

		Weather mild with more rain days, one threat:  Hurricane Wilma shut down area schools, etc. for one day, however it passed the Daytona area.

																												Oct,05		Oct,04

																						AVG REG PASS USAGE						44.82		44.67

																						AVG REDUCED PASS USAGE						40.66		43.54

		MONTH/YEAR						October, 2005		October, 2004												WHEELCHAIR BOARDINGS						1212		1203		<-----Current period totaled from Daily Report of Operations

		DAYS OF RAIN						12		5												BIKE RACK PROGRAM						6727		7838

		TOTAL OPERATING DAYS						31		31												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						21		21												AIRLINE BOARDINGS						21,508		25,158		<----- From Airline Report





November 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														November, 2005

														FY 2006		60%		80%		TDP		FY 2005		FY 2006		FY 2005		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				32,591		$20,250.60		19,815		1,370		1.64		0.71		0.94		2.05		1.57		23.78		22.69		11.01		14.67

		3				15,225		$8,805.95		7,769		585		1.96		0.71		0.94		2.05		1.96		26.05		26.21		11.01		14.67

		4				17,210		$9,516.85		8,071		535		2.13		0.71		0.94		1.2		1.92		32.16		28.91		11.01		14.67

		5				4,815		$2,496.37		4,511		378		1.07		0.71		0.94		2.05		1.18		12.74		14.44		11.01		14.67

		6				10,544		$5,789.49		10,089		689		1.05		0.71		0.94		2.05		0.98		15.31		14.35		11.01		14.67

		7				15,548		$8,422.14		9,837		706		1.58		0.71		0.94		1.2		1.41		22.01		19.67		11.01		14.67

		8				6,024		$3,511.83		4,660		320		1.29		0.71		0.94		1.2		1.33		18.84		19.36		11.01		14.67

		9				6,338		$3,039.61		4,420		320		1.43		0.71		0.94		1.2		1.39		19.79		19.1		11.01		14.67

		10				20,768		$10,754.27		12,791		970		1.62		0.71		0.94		1		1.51		21.42		19.88		11.01		14.67

		11				9,942		$5,096.90		8,113		645		1.23		0.71		0.94		1.2		1.25		15.42		15.77		11.01		14.67

		12				10,231		$5,049.87		7,273		514		1.41		0.71		0.94		1.2		1.46		19.92		20.66		11.01		14.67

		15				11,991		$5,882.24		4,191		390		2.86		0.71		0.94		2.05		2.63		30.74		28.23		11.01		14.67

		17				25,338		$15,091.58		16,208		1,021		1.56		0.71		0.94		1.2		1.31		24.82		20.76		11.01		14.67

		40				5,008		$2,566.04		7,038		319		0.71		0.71		0.94		1		0.45		15.72		9.88		11.01		14.67

		41				2,450		$1,622.25		5,659		297		0.43		0.71		0.94		1		0.61		8.24		11.66		11.01		14.67

		42				1,866		$1,069.48		4,260		314		0.44		0.71		0.94		1		0.39		5.95		5.31		11.01		14.67

		43				863		$489.86		2,005		158		0.43		0.71		0.94		1		0.36		5.45		4.38		11.01		14.67

		60				7,863		$3,772.76		7,009		317		1.12		0.71		0.94		1		1.26		24.81		27.72		11.01		14.67

		700				0		$0.00		0		0		0		0.71		0.94		2.05		0		0		0		11.01		14.67

		44				696		$385.30		2,136		159		0.33		0.71		0.94		n/a		0.33		4.38		4.33		11.01		14.67

		WESTSIDE ROUTES

		61				4,687		$2,864.28		7,656		356		0.61		0.71		0.94		0.5		0.74		13.17		15.71		11.01		14.67

		20				14,816		$8,506.04		16,687		961		0.89		0.71		0.94		1		0.88		15.42		15.57		11.01		14.67

		22				3,184		$1,961.98		5,876		329		0.54		0.71		0.94		1		0.46		9.67		8.2		11.01		14.67

		24				2,606		$1,520.02		9,439		375		0.28		0.71		0.94		1		0.29		6.96		7.24		11.01		14.67

		21				4,119		$2,476.98		6,310		339		0.65		0.71		0.94		n/a		0.54		12.16		9.95		11.01		14.67

		Volusia/Orlando Express

		200				1,331		$2,662		3,600		154		0.37		0.71		0.94		n/a		0.33		8.65		7.61		11.01		14.67

		TOTAL EASTSIDE				205,312		$113,613.39		145,853		10,006		1.41		0.71		0.94				1.33		20.52		19.37		11.01		14.67

		TOTAL WESTSIDE				29,412		$17,329.29		45,968		2,359		0.64		0.71		0.94				0.63		12.47		12.36		11.01		14.67

		TOTAL NIGHT SERVICE				8,974		$5,655.87		12,965		840		0.69		0.71		0.94				0.65		10.68		9.85		11.01		14.67

		TOTAL EAST,WEST,NIGHT				243,697		$136,598.55		204,787		13,205		1.19		0.71		0.94				1.13		18.45		17.52		11.01		14.67

		TOTAL ALL FIXED ROUTE				245,028		$139,260.55		208,387		13,359		1.18		0.71		0.94				1.12		18.34		17.41		11.01		14.67

		HEAD START				204				109		17

		CONTRACT SERVICE																				2.46

		SPECIAL MOVEMENTS				1,652		$0.00		623		85.01		2.65		0.71		0.94						19.43		22.06		11.01		14.67

		TOTAL TRANSIT				246,884		$139,260.55		209,119		13,461		1.18		0.71		0.94				1.12		18.34		17.4		11.01		14.67

		COMMENTS:  Few special movements, no large special events.  Weather clear and cool, with normal rain fall for November.

																												Nov,05		Nov,04

																						AVG REG PASS USAGE						42.26		44.14

																						AVG REDUCED PASS USAGE						40.54		38.23

		MONTH/YEAR						November, 2005		November, 2004												WHEELCHAIR BOARDINGS						1330		1172

		DAYS OF RAIN						6		5												BIKE RACK PROGRAM						8410		6090

		TOTAL OPERATING DAYS						29		29												BASE FARE						$1.00		$1.00

		WEEKDAY OPERATING DAYS						21		21												AIRLINE BOARDINGS						20,958		25,438





December 2005

		

		VOTRAN MONTHLY STATISTICAL REPORT

		PASSENGERS,REVENUE,MILES AND HOURS BY ROUTE

														December, 2005

														FY 2006		60%		0.8		TDP		FY 2005		FY 2006		FY 2005		60%		80%

		ROUTES				TOTAL		TOTAL		TOTAL		TOTAL		PASS.		PASS.		PASS.		PASS/MILE		PASS.		PASS.		PASS		PASS		PASS

						PASS.		REV.		MILES		HOURS		/MILE		/MILE		/MILE		GOAL		/MILE		/HOUR		/HOUR		/Hour		/Hour

		EASTSIDE ROUTES

		1				34136		18207.7085156689		21160.5		1462.6		1.6131943952		0.6621554124		0.8828738832		2.05		1.62		23.3392588541		23.44		10.3280769279		13.7707692372

		3				16093		8733.3944252209		8107.2		614.31		1.9850256562		0.6621554124		0.8828738832		2.05		1.95		26.1968712865		26.03		10.3280769279		13.7707692372

		4				16256		8152.2244277913		8445		560.36		1.9249259917		0.6621554124		0.8828738832		1.2		2.02		29.0099221929		30.52		10.3280769279		13.7707692372

		5				4979		2406.5142569327		4725.6		396		1.0536228204		0.6621554124		0.8828738832		2.05		1.02		12.5732323232		12.4		10.3280769279		13.7707692372

		6				10620		5858.5094770245		10866.5		742.81		0.977315603		0.6621554124		0.8828738832		2.05		1		14.2970611597		14.75		10.3280769279		13.7707692372

		7				16316		8301.0676768229		10474.5		751.99		1.5576877178		0.6621554124		0.8828738832		1.2		1.41		21.6970970359		19.74		10.3280769279		13.7707692372

		8				6382		3437.3191099195		5012.7		344.08		1.273166158		0.6621554124		0.8828738832		1.2		1.35		18.5480120902		19.64		10.3280769279		13.7707692372

		9				6172		2707.2363755311		4892.6		349.4		1.2614969546		0.6621554124		0.8828738832		1.2		1.48		17.6645678306		19.72		10.3280769279		13.7707692372

		10				20305		9847.9184823136		13493.5		1029.28		1.5047986067		0.6621554124		0.8828738832		1		1.55		19.7273822478		20.45		10.3280769279		13.7707692372

		11				10056		5142.4247529166		8755.9		695.03		1.1484827374		0.6621554124		0.8828738832		1.2		1.25		14.4684402112		15.78		10.3280769279		13.7707692372

		12				10880		5301.6582213771		7835.3		553.26		1.3885875461		0.6621554124		0.8828738832		1.2		1.43		19.6652568413		20.23		10.3280769279		13.7707692372

		15				11459		5407.5969325039		4262.9		403.8		2.6880761923		0.6621554124		0.8828738832		2.05		2.65		28.3779098564		28.51		10.3280769279		13.7707692372

		17				21710		12513.7084197775		17255.2		1085.6		1.2581714498		0.6621554124		0.8828738832		1.2		1.34		19.9981577008		21.19		10.3280769279		13.7707692372

		40				5245		2317.7500773812		7600.5		343.98		0.6900861785		0.6621554124		0.8828738832		1		0.46		15.2479795337		10.1		10.3280769279		13.7707692372

		41				2619		1425.1478604475		6049.5		321.26		0.4329283412		0.6621554124		0.8828738832		1		0.56		8.1522754156		10.64		10.3280769279		13.7707692372

		42				1721		944.2428530003		4600.8		338.85		0.3740653799		0.6621554124		0.8828738832		1		0.39		5.0789434853		5.32		10.3280769279		13.7707692372

		43				1366		524.275336489		2172		170.91		0.6289134438		0.6621554124		0.8828738832		1		0.48		7.9925106781		5.94		10.3280769279		13.7707692372

		60				8058		4014.1788488858		7547.1		341.02		1.0676948762		0.6621554124		0.8828738832		1		1.31		23.629112662		28.93		10.3280769279		13.7707692372

		700				0		0		0		0		0		0.6621554124		0.8828738832		2.05		0		0		0		10.3280769279		13.7707692372

		44				870		319.8229531477		2315.8		171.5		0.3756801105		0.6621554124		0.8828738832		n/a		0.33		5.0728862974		4.31		10.3280769279		13.7707692372

		WESTSIDE ROUTES

		61				4581.54		3092.3768974067		8252		383.08		0.555203587		0.6621554124		0.8828738832		0.5		0.65		11.9597473113		13.82		10.3280769279		13.7707692372

		20				15731.96		8736.9922687389		17931.3		1033.91		0.8773463162		0.6621554124		0.8828738832		1		0.85		15.2159859175		15.01		10.3280769279		13.7707692372

		22				3993.6		2297.7174047912		6323.8		354.52		0.6315190234		0.6621554124		0.8828738832		1		0.48		11.2648087555		8.6		10.3280769279		13.7707692372

		24				2708.18		1509.9090494775		10156.8		403.41		0.2666371298		0.6621554124		0.8828738832		1		0.26		6.7132198012		6.48		10.3280769279		13.7707692372

		21				3854.12		2037.5359570831		6789.6		364.85		0.5676505243		0.6621554124		0.8828738832		n/a		0.51		10.5635740715		9.49		10.3280769279		13.7707692372

		Volusia/Orlando Express

		200				932		1864		3771.24		161.26		0.2471335688		0.6621554124		0.8828738832		n/a		0.29		5.7794865435		6.86		10.3280769279		13.7707692372

		TOTAL EASTSIDE				205243		105562.699003152		155573.1		10676.04		1.3192704908		0.6621554124		0.8828738832				1.35		19.2246375997		19.65		10.3280769279		13.7707692372

		TOTAL WESTSIDE				30869.4		17674.5315774975		49453.5		2539.77		0.6242106221		0.6621554124		0.8828738832				0.6		12.1544076826		11.75		10.3280769279		13.7707692372

		TOTAL NIGHT SERVICE				8841.98		5621.1987707661		14007.6		907.47		0.6312273337		0.6621554124		0.8828738832				0.68		9.743550751		10.25		10.3280769279		13.7707692372

		TOTAL EAST,WEST,NIGHT				244954.38		128858.429351415		219034.2		14123.28		1.118338506		0.6621554124		0.8828738832				1.14		17.344014988		17.65		10.3280769279		13.7707692372

		TOTAL ALL FIXED ROUTE				245886.38		130722.429351415		222805.44		14284.54		1.1035923539		0.6621554124		0.8828738832				1.13		17.2134615465		17.52		10.3280769279		13.7707692372

		HEAD START				712		0		722.5		56.03

		CONTRACT SERVICE

		SPECIAL MOVEMENTS				1924		0		1111		86.23		1.7317731773		0.6621554124		0.8828738832				2.24		22.3124202714		24.6		10.3280769279		13.7707692372

		TOTAL TRANSIT				248522.38		130722.429351415		224638.94		14426.8		1.1063192339		0.6621554124		0.8828738832				1.13		17.2264382954		17.57		10.3280769279		13.7707692372

		COMMENTS:  No special events in the Daytona Beach Area this month.  Votran special movements included the annual Holiday Light

		tour.  Also, during December Votran offers ten cent rides for each weekend.  Some rain and cool weather for the month.

																												Dec,05		Dec,04

																						AVG REG PASS USAGE						40.96		41.61

																						AVG REDUCED PASS USAGE						37.67		39.18

		MONTH/YEAR						December, 2005		December, 2004												WHEELCHAIR BOARDINGS						1234		1135

		DAYS OF RAIN						9		3												BIKE RACK PROGRAM						6404		5967

		TOTAL OPERATING DAYS						30		30												BASE FARE						1		1

		WEEKDAY OPERATING DAYS						22		23												AIRLINE BOARDINGS						20453		24849





2005 Annualized Totals

				ROUTES NUMBERS/NAMES		TOTAL PASSENGERS		TOTAL REVENUE		TOTAL MILES		TOTAL HOURS		PASSENGERS/TOTAL MILES		PASSENGERS/TOTAL HOURS		RANKING BASED ON PASS./HR.

				EASTSIDE ROUTES

				1A - AIA NORTH/1B - GRANADA		396,206		$252,945		245,119		16,939		1.62		23.39		4

				3 - N. RIDGEWOOD		197,839		$122,614		96,990		7,217		2.04		27.41		3

				4 - S. RIDGEWOOD		186,075		$109,525		100,458		6,660		1.85		27.94		2

				5 - CENTER STREET		63,541		$34,636		55,537		4,684		1.14		13.57		16

				6 - N. NOVA		122,070		$69,110		125,042		8,536		0.98		14.30		13

				7 - S. NOVA		183,570		$101,579		122,290		8,781		1.50		20.91		6

				8 - HALIFAX		68,469		$41,389		57,317		3,935		1.19		17.40		11

				9 - INTN'L SPEEDWAY		72,139		$36,924		55,639		4,011		1.30		17.99		10

				10 - MEDICAL CENTER		238,789		$131,622		158,199		11,986		1.51		19.92		8

				11 - MASON AVE.		116,741		$64,615		100,398		7,970		1.16		14.65		12

				12 - CLYDE MORRIS		119,772		$64,713		90,123		6,363		1.33		18.82		9

				15 - ORANGE AVE.		145,073		$74,980		52,207		4,855		2.78		29.88		1

				17A - S. ATLANTIC/17B - DUNLAWTON		260,997		$168,759		200,874		12,646		1.30		20.64		7

				40 - PORT ORANGE		54,119		$29,054		87,548		3,962		0.62		13.66		15

				41 - EDGEWATER		31,725		$20,503		70,259		3,698		0.45		8.58		17

				42 - NEW SMYRNA BEACH SHUTTLE		22,166		$13,307		52,964		3,900		0.42		5.68		18

				43 - NEW SMYRNA BEACH MAINLAND		9,868		$5,471		24,478		1,968		0.40		5.01		19

				44 - NEW SMYRNA BEACH MAINLAND		7,358		$4,174		26,146		1,973		0.28		3.73		20

				60 - EAST/WEST CONNECTOR		90,492		45,873		85,845		3,883		1.05		23.30		5

				700 - BEACH TROLLEY		43,110		$32,235		48,861		3,072		0.88		14.03		14
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						VOTRAN ROUTE FREQUENCY

								Frequency

						ROUTE NUMBER & NAME		Weekday / Saturday		Night		Sunday

						1A - A1A North		:60		:60		:60

						1B - Granada		:60		:60		:60

						3 - N. RIDGEWOOD		:60		:60		:60

						4 - S. RIDGEWOOD		:60		:60		:60

						5 - CENTER STREET		:60		---		---

						6 - N. NOVA		:60		---		---

						7 - S. NOVA		:60		---		---

						8 - HALIFAX		:60		---		---

						9 - INTN'L SPEEDWAY		:60		---		---

						10 - MEDICAL CENTER		:30		:60		:60

						11 - MASON AVE.		:60		---		---

						12 - CLYDE MORRIS		:60		---		---

						15 - ORANGE AVE.		:30		:60		:60

						17A - SOUTH ATLANTIC		:60		:60		:60

						17B - DUNLAWTON		:60		:60		:60

						40 - PORT ORANGE		:60		---		---

						41 - EDGEWATER		:60		---		---

						42 - NEW SMYRNA BEACH SHUTTLE		:60		---		---

						43 - NEW SMYRNA BEACH MAINLAND		1:20		---		---

						44 - NEW SMYRNA BEACH MAINLAND		1:20		---		---

						60 - EAST/WEST CONNECTOR		:60		---		---

						20 - DELTONA/DELAND		:60		---		---

						21 - ORANGE CITY		1:20		---		---

						22 - DELTONA		1:20		---		---

						24 - PIERSON/SEVILLE		1:20		---		---

						200 - ORLANDO I-4 EXPRESS		3 - a.m @ :30.           3 - p.m. @ :45		---		---

						700 - BEACH TROLLEY		:45 12 Noon to 7:00 pm  Jan to Labor Day		---		---
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