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STRATEGIC REGIONAL TRANSIT NEEDS ASSESSMENT
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As we drive down the interstate we see advertisements for new homes that say, “If you lived in
(this development), you’d be home by now”. Many of us can’t afford to live there, so we keep
driving, farther and farther from where our jobs are... hoping that the traffic isn’t too bad, we
don’t get stuck behind a trailer truck, or that someone on a cell phone doesn’t cause an accident.
As more and more people move to West Central Florida, how can we maintain a quality of life
that allows for transportation choices, affordable housing, protecting environmentally sensitive
lands, and a strong economy?

This white paper explains the purpose and need for the Strategic Regional Transit Needs
Assessment project as well as the Florida Department of Transportation’s role in providing a
balanced transportation system. Included in this document are the conclusions of many months
of study. Technical Memoranda completed over the past 12 to 18 months are attached as
appendices.

Appendices
Appendix A: Technical Memorandum: Existing Transportation and Land Use Plans, General

Trends, and Market
Appendix B: Technical Memorandum: Awareness, Perceptions, and Attitudes Survey
Appendix C: Technical Memorandum: Alternative Transit Mode Characteristics
Appendix D: Technical Memorandum: Land Use Scenarios
Appendix E: Technical Memorandum: Performance Criteria and System Analysis
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The Next Interstate

Fifty years ago, President Eisenhower signed the Federal Aid Highway Act of 1956 which called
for a 41,000 mile national system of interstate highways to improve travel speed, safety, and
accessibility to remote areas. The Interstate Highway System was a bold, visionary step for
transportation in America that allowed cross-country trips

As we look to the future and our  to be made in days, rather than weeks. It also opened

growing travel needs, how will access to new areas for affordable housing, retail, and
we build our transportation employment, creating massive suburbs around center
system to meet those needs? cities. Today, the Interstate system includes almost
What will be our Interstate for 47,000 miles of roadway that serve passenger and freight
the next 50 years? traffic,c, making the United States economically

competitive on a global scale. The fact that the system
accounts for just over 3 percent of total public roadway lane miles in Florida, but carries 30
percent of our total traffic — and 70 percent of our truck traffic, demonstrates its importance to
travel.

In the West Central Florida area, drivers frequently experience congestion on the Interstate
system — with few, if any, reasonable alternatives. With a net increase of over 1,000 people
moving to Florida each day, the region has experienced

explosive growth, resulting in congested arterials and collectors HO}N will West Central
longer commute times that degrade our collective free time and ~ Florida accommodate the
quality of life. expected growth in

population without gridlock
on our transportation

system and weakening our

economic competitiveness?

To improve, or at least maintain our mobility, economic
vitality, and quality of life we will need to look for new ways
to get people and goods to and from work, school, shopping,
and home.

The Cost of Our Growth and Congestion

Over the past 15 years, the population of the region has grown by 30 percent — in that same time,
our total annual delay in travel time has increased by almost 110 percent'. An average commuter
in the West Central Florida area spends an EXTRA 46 hours per year sitting in traffic, costing
the region $865 million annually? — approximately $772 per commuter.

Table 1 shows the historic growth in the region by county — as well as projected growth for the
years 2030 and 2050 (Existing Transportation and Land Use Plans, General Trends, and Market
Technical Memorandum, November 2006). Figure 1 shows how that population would likely be
distributed given our current growth patterns for the years 2000, 2030, and 2050°. The Existing
Transportation and Land Use Plans, General Trends, and Market Technical Memorandum
contains existing and projected population and employment densities for the eight-county region
and is included in Appendix A.

! Texas Transportation Institute, The 2005 Urban Mobility Report, Mobility Data for Tampa-St. Petersburg, FL, May 2005. Data reported for
2003. http://mobility.tamu.edu

22003 dollars.

% Year 2030 data acquired from independent county Metropolitan Planning Organization projections. Year 2050 data was extrapolated using
Bureau of Economic and Business Research data and allocated to county areas
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1990

2000

2030*

Table 1- Existing and Projected Regional Population and Employment

2050**

Ci

TRUS COUNTY

Population

93,515

118,085

223,303

323,501

Employment

23,354

30,466

72,559

106,800

HERNANDO COUNTY

Population

101,115

130,802

301,445

389,441

Employment

22,134

33,256

91,895

116,800

HILLSBOROUGH COUNTY

Population

834,054

998,948

1,640,107

2,072,576

Employment

474,470

672,400

1,182,340

1,430,100

MANATEE COUNTY

Population

211,707

264,002

460,651

657,728

Employment

78,496

137,685

262,122

381,600

PAasco COUNTY

Population

281,131

344,765

705,576

1,008,028

Employment

66,020

95,275

237,424

332,600

PINELLAS COUNTY

Population

851,659

921,495

1,041,477

1,295,538

Employment

376,242

484,821

643,625

803,200

P

OLK COUNTY

Population

405,382

483,924

822,015

1,166,373

Employment

168,531

199,703

319,875

454,900

SARASOTA COUNTY

Population

277,776

325,957

532,011

744,680

Employment

123,739

155,073

286,440

424,400

REGIONAL TOTA

LS

Population

3,056,339

3,587,978

5,726,585

7,657,865

Employment

* Interpolation between current 2025 TBRPM and 2050 WCFRPM

1,393,675

1,685,280

3,023,794

4,050,400

** Extrapolation from "BEBR Florida Population Studies," Vol. 39 Bulletin 144, February 2006; Medium

High Projection Scenario

Source: U.S. Census Bureau: 1990 Census and Census 2000 (Historical Population); WCF Regional
Planning Model (Population and Employment Projections, 2030). Year 2050 Projections derived from
BEBR 2030 data and extrapolated by FDOT.
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Figure 2 was developed by 1000 Friends of Florida; it indicates which lands are developed today
as compared to the lands that are expected to be developed by the year 2060 if we continue our
current growth patterns without additions to our permanent conservation lands.

Figure 3 shows how the expected population growth and development patterns will affect long
term congestion on our roadways. Figure 4 shows the anticipated changes in roadway capacity,
usage, and delay between the year 2000, 2030, and 2050. Even though we’ve planned for a 25
percent increase in roadway lane miles by the Year 2030, the miles we

If waiting one are expected to travel will increase by almost 100 percent - and it will
minute at a traffic  take us 3 times longer to get there (300 percent increase in delay).
light seems long, Sometimes planned projects get postponed due to escalating costs and

how will ten flat revenue growth — but if we can’t afford more than a 25 percent
minutes feel? increase in lane miles by 2050, there will be 10 times more delay than
today.

The problems of congestion and long commute times don’t stop there. The West Central Florida
region’s ability to maintain economic competitiveness, attract new businesses, and attract
economy stimulating events (such as national conventions and international sporting events) is
suffering. Congestion results in increased costs of goods and services. Materials coming into our
region’s ports and airports get stuck in local traffic, costing manufacturers and retailers time and
money, which get passed on to the consumer. In member surveys conducted by the Tampa Bay
Partnership, transportation was named the number one issue affecting the region’s economic
competitiveness.

Workers often make choices about their housing location based on cost, but pay the price in
longer commute times and higher transportation costs. Businesses looking to relocate or expand
in the area assess the labor force available, what fair market wages need to be paid, and whether
or not the business location is accessible to the desired labor force. In the West Central Florida
area, working families spend an average of $10,600 per year or 33 percent of their income on
transportation — making it one of the most expensive transportation areas in the nation®. As our
area grows outward, travel times, costs, and congestion will increase unless we start considering
additional and/or different strategic investments in our transportation system. Rethinking our
future development patterns to encourage transportation friendly development will also slow the
escalation of congestion.

Strategic Transportation Investments

In the 1960’s, 700 acres of rural land were set aside outside of Tampa for a new institution of
higher learning, known now as the University of South Florida (USF). At that time, it was
difficult to imagine the growth that enveloped and overtook the USF
What do we needto  area. Now, residents and businesses contend with congested roads,
be doing today to including 1-275 and 1-75 everyday. The planning for USF began 50
ensure that we have  years ago and now it is an integral part of our community. If we think
what we will need about what the region will be like in 50 years, we can make the right
50 years from now? investments today to save time and money tomorrow.

4 Working families are defined as those earning $20,000-$50,000 per year. Center for Housing Policy, A Heavy Load, October 2006. The city
with the lowest percentage of income going to transportation is New York City at 24% ($7880).
http://www.nhc.org/pdf/pub_heavy load_10 06.pdf
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Public dollars spent on transportation investments help our local economy by creating new jobs,
giving us access to education, employment opportunities, affordable housing, and medical
facilities as well as the ability to distribute goods to retail centers. As a result, every $1 spent on
transportation in Florida creates $5.60 in user and economic benefits®.

There is no question that investing in the capacity of our transportation system is needed. With
the increase in costs for asphalt, concrete, and steel, and skyrocketing right-of-way costs, we are
not able to build all of the roadways we need. In fact, even though our needs grow every year,
the number of new roadways that can be built with our current level of funding decreases. By the
time the Department is finished building a new lane of highway, it is likely to be congested the
day it opens for service.

Whether we build roads, bus lanes, rail systems, bicycle pathways,

A_re there any real or sidewalks to help us get where we need to go, part of the answer
options for us? What |l need to include increased funding for our transportation system.
types of investmentsare  Knowing what transportation investments are needed at a regional

going to give us the and state-wide level, where they will be best used, how much they
biggest returns? cost, and what should be built first is a primary mission of the
FDOT.

Defining the FDOT Role

The FDOT’s mission is to provide a safe transportation system that ensures the movement of
people and goods, enhances economic prosperity, and preserves the quality of the environment
and communities. Through adoption of the Strategic Intermodal System (SIS) Plan the
Department recognizes that transportation projects around the state must be prioritized in a way
that balances transportation modes, geographic areas and what’s needed now with what will be
needed in the future. To date, the SIS plan has not included significant transit elements in the
West Central Florida region.

While the FDOT plans and implements programs for the maintenance and expansion of the
highway system, there is no single regional organization that is authorized to plan, design, build,
operate, and maintain a cohesive transit network across the West Central Florida region. To date,
transit planning in the area has been primarily local in nature, focusing on one county, or in some
cases, one city. With a new state funding program for major transit investments, the FDOT saw
the opportunity to solidify the role of transit in the West Central Florida region and the FDOT’s
role in supporting an effective regional and integrated transit system.

The FDOT Commitment — and Why Transit Now?

The FDOT, in cooperation with its partners, is committed to providing long-term transportation
solutions — including all modes — airports, seaports, roads, transit, bicycle, and pedestrian.
Regionally, the FDOT has already made a commitment to improving highways — with plans for 6
to 8 lanes on interstates and 6 lanes on arterials. After those commitments are fulfilled, it will be
difficult to add more roadway capacity on the existing corridors.

® FDOT, Macroeconomic Impacts of the Florida Department of Transportation Work Program, August 20086,
http://www.dot.state.fl.us/planning/policy/pdfs/macro.pdf
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In a 50 year vision, there is NO QUESTION that the region’s transportation system will need
BOTH roads and transit, what transportation experts call a balanced transportation system.

Why is transit so Thert_a are major indicatiqns to a mom_Jnting sense of urgency fqr the
important right creation and implementation of a regional transit system. First is the
now? public and business community desire to invest in transit. Organizations
such as the Tampa Bay Partnership are taking bold steps to demonstrate
a commitment to the long-term vitality of the region by focusing strategic efforts on the
advancement of our transportation system. Secondly, the gap between the cost of roadways and
transit solutions is narrowing — transit is an increasingly a cost-effective way to add significant
capacity to the overall transportation system in the region. Moving toward implementation of a
transit system that serves a regional travel market will not only stimulate business and
community investment, strategic planning opens the opportunity to leverage development
priorities.

The FDOT commissioned an independent survey in the summer of 2006 to gauge the public’s
interest in major transit investments. Figures 5 through 7 show a sample of the questions asked
during the random telephone survey (Awareness, Perceptions, and Attitudes Survey Technical
Memorandum, September 2006). Not only were respondents generally supportive of transit as a
solution, a majority of respondents felt that it was a worthwhile expenditure of public dollars®.

While the FDOT has made policy decisions to reserve right-of-way for multi-modal corridors on
the interstate medians in anticipation for transit needs, the skyrocketing cost of right-of-way has
forced the Department to take a strong look at preserving other corridors sooner rather than later.
Figures 8 through 11 demonstrate what the cost to build and operate different types of
transportation services operating at comparable capacities (Alternative Transit Mode
Characteristics, January 2007). The thresholds are based on the maximum number of people that
could travel on one lane mile of interstate highway. Transit capacities are based on the number of
seats available on each vehicle type without standees. Roadway costs are based on average per
mile 2006 long range estimates for an interstate project. Transit costs are based on current
national construction and operations unit costs averaged by mile for a 30-mile half at-grade/half
elevated system with station/stops every 2-3 miles.

A summary of the capacity and cost information is shown in Figure 12 which demonstrates that
the current cost of roadways is generally lower than transit when making small modifications and
adding a few lanes; but when our need for capacity is great, transit can be a cost-effective long-
term solution. Figure 12 also shows that when the cost for individuals to own and operate
private vehicles is included’, the gap between the cost of roadways and transit narrows even
further.

® FDOT District Seven Strategic Regional Transit Needs Assessment, Awareness, Perceptions, Attitudes Survey Technical Memorandum,
September 2006
" American Automobile Association, Your Driving Costs 2006. The average annual operating costs, financing, depreciation, insurance, licensing

and registration for vehicle owner driving 15,000 miles per year is $7834.
http://www.aaapublicaffairs.com/Assets/Files/2006328123200.Y ourDrivingCosts2006.pdf
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Defining the “Interstate of Transit”

The FDOT began the Strategic Regional Transit Needs Assessment (SRTNA) project to
objectively identify key regional travel patterns, and transit operations and infrastructure
opportunities in the West Central Florida region for the next 50 years. After many months of
technical work and communication with local decision makers, the FDOT has identified
currently met, unmet, and emerging regional transit infrastructure and service improvements
required for an effective regional and integrated transit system in Hillsborough, Pinellas, Pasco,
Hernando, Citrus, Polk, Sarasota, and Manatee counties. The FDOT analyzed large-scale
connections that provide regional benefits over different time horizons and multiple land use
patterns (Land Use Scenarios Technical Memorandum, January 2007).

The result of this effort is a network of regional transit connections, the NEW “Interstate of
Transit” for the West Central Florida region, which links activity and economic centers to
thriving suburban residential areas. As an “Interstate of Transit”, this proposed regional transit
system is the BIG PICTURE for transit. It must support, and be supported by, a sub-regional and
local system of transit arterials and collectors. As the spine of a greater system some of the
regional transit system connections validate and extend projects from previous local plans to a
50-year view of projected needs. In all cases, it improves connections between suburban cities
and counties to more urbanized areas and employment centers. The system includes both key
connections that experience serious congestion problems today, as well as opportunity areas
where, if no investment is made, high growth and congestion is anticipated in the future
(Performance Criteria and System Analysis Technical Memorandum, January 2007). Although
each connection has particular challenges and opportunities, the five key connections (shown in
Figure 13) identified to serve the greatest regional needs include:

e East - St. Petersburg to Westshore, Tampa, Lakeland, and points east

e South - St. Petersburg to Bradenton and Sarasota

e North (East) - Tampa to USF, East Pasco County, and Brooksville

e North (Central) — Westshore to NW Hillsborough, Central Pasco, and Brooksville

e North (West) - Pinellas Core (St. Petersburg/Gateway) to North Pinellas and New Port
Richey

Creating Long-Term Success through Partnerships

In the short term, the FDOT will start the process toward the implementation of some initial
corridors, which may include alignment alternatives analysis, environmental clearance, right-of-
way preservation, and preliminary design. As part of this process, the FDOT will prioritize key
connections and financially support the development of the key regional connections, corridors,
and, eventually, construction projects. As the development of these corridors is designed to
improve mobility and economic vitality, the FDOT will develop policies to continue its financial
support of regional transit investments, regardless of which agency or organization bears the
ultimate responsibility of constructing and operating the proposed system.
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The success of the regional transit system will be dependent not only on the regional transit
connections, but the entire network of transit service (like the one shown in Figure 14),
including local bus networks and sub-regional premium transit services. The network must also
be enhanced by land use policies that promote transportation supportive type, scale and density
of development around the station/stops, with comprehensively designed multi-modal access.
While local jurisdictions adjust their plans to take advantage of the planned regional system, the
FDOT will support the business community and local transportation planning organizations’
efforts to formalize comprehensive long-term visions and implement funding options for the
construction, operations, and maintenance of the entire transit system.

This is a big step toward ensuring a healthy, vibrant community for ourselves and our children —
and it doesn’t happen overnight. A system of this magnitude — with miles of regional spines
supported by county and local systems — will take decades to build. Strong partnerships are
critical to the success of the study, and ultimate implementation, of a regional transit system. It
will be necessary to have key business community support from local and regional groups, like
the Tampa Bay Partnership, in addition to local government support. Collectively, we will have
to commit to construct, operate, maintain, and further the plans of an effective and dynamic
regional system, one piece at a time, starting today.
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Strategic Regional Transit Needs Assessment

The Interstate of Transit

Year 2000 Year 2030 Year 2050

Figure 1
<1 | 7-16

1-3 I 16-25
- 3-7 - > 25 Source: Cambridge Systematcis, P I - - d
September 2006 opulation Density Years 2000, 2030, and 2050




Strategic Regional Transit Needs Assessment

The Interstate of Transit

Year 2000 Year 2060

Figure 2
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Strategic Regional Transit Needs Assessment

The Interstate of Transit

Year 2000 Year 2030 Year 2050

Source: Gannett Fleming, September 2006 A
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Figure 4 — Comparative Growth of Lane Miles, Vehicle Miles Traveled, and
Roadway Delay for the West Central Florida Region
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Figure 5

Question: How important do you think public transit is as part of the West Central Florida area’s
overall transportation system?

Respondents agreed that public transit is an extremely (60%) or somewhat (30%b)
important part of the region’s overall transportation system.

70%

B Total
60% Urban/ Suburban
= .
Kbk CBD/CBD Fringe
g 40%
@
& 30%
20%
10%
Extremely important ~ Somewhat important Neit Somewhat unimportant  Not at all important
Figure 6

Question: Do you think that over the next 5 to10 years the area’s need for bus/rail service and
other types of mass transportation will... (increase or decrease)?

Two-thirds (2/3) of respondents agreed that the need for public transit will increase greatly
in the next 5-10 years.

Increase
slightly
21%
greatly same
66% 12%
Decrease/
Decrease
Slightly
1%
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Figure 7

Question: If you had to decide today, would you be likely or unlikely to support some
type of tax increase to ensure that public transit in the region has adequate funding?

A majority of residents in both the urban/suburban and CBD/CBD fringe areas generally
support some form of tax increase to fund public transit in the Greater West Central

Florida region. 57% said they would be very likely or somewhat likely to support such an
increase.

Support Tax Increase for Public Transportation
45%
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Strategic Regional Transit Needs Assessment

The Interstate of Transit

Mode

Description

Peak
Hour
Person
Trips

Capital Costs ($ Millions) per Mile

Operating Cost Per

Vehicle Cost

Construction
Cost

Right-of-Way
Cost

System
Capital Cost
Total

Person
Trip

Peak Hour
at Capacity

One lane of highway in
each direction, each lane
carrying 2100 cars

(Vehicle ccupancy is 1.1
passengers per vehicle)

4,620

Personal
to Driver

$13.90

$16.86

$30.76

$144,262 ®

Road Maintenance Annually

$4.75 @

$21,935

$9.50 ®

$43,870

6 BRT vehicles in both
directions carrying 70
passengers each
(Every 5 minutes)

5,040

$2.31

$20.08

$16.86

$39.25

$2.80 @

$14,112

2 LRT trains with 4
passenger cars, each car
carrying 110 passengers
in both directions

(Every 10 minutes)

5,280

$2.75

$38.55

$22.48

$63.79

$1.80®

$9,504

2 Commuter trains with 4
passenger cars, each car
carrying 150 passengers
in both directions

(Every 15 minutes)

4,800

$1.99

$35.32

$22.48

$59.79

$8.60 ®

$41,280

2 Heavy Rail train with 4

passenger cars, each car
carrying 150 passengers
in both directions

(Every 15 minutes)

4,800

$1.77

$82.50

$16.86

$101.12

$2.60 ®

$12,480

Cost estimates are based on generalized national data. Design of individual transit elements and defined systems would require detailed cost analyses.

@Cost for annual maintenance, spot repair, and annualized resurfacing costs.

@ Person Trip cost for automobiles determined by average cost per vehicle
operated for 15,000 miles per year (AAA) - 10 Mile Trip

Acronyms: BRT = Bus Rapid Transit, LRT = Light Rail Transit

operated for 15,000 miles per year (AAA) - 20 Mile Trip
@ Federal Transit Administration, National Transit Database (2005 data).

Source: Carter & Burgess, Inc. (2006), National Transit Database (2006), American Automobile Association (2006) and FDOT District Seven (2006),
Federal Transit Administration Annual New Starts Report (February 2007).

@ Person Trip cost for automobiles determined by average cost per vehicle

Figure 8

Peak Hour Capacity
4,600 Person Trips




Strategic Regional Transit Needs Assessment

The Interstate of Transit

Mode

Description

Head
way

Peak
Hour
Person
Trips

Capital Costs ($ Millions) per Mile

Operating Cost Per

Vehicle Cost

Construction
Cost

Right-of-Way
Cost

System
Capital Cost
Total

Person
Trip

Peak Hour
at Capacity

Two lanes of highway in
each direction, each lane
carrying 2100 cars

(Vehicle ccupancy is 1.1
passengers per vehicle)

9,240

Personal
to Driver

$27.80

$33.72

$61.52

$304,633 ®

Road Maintenance Annually

$4.75 @

$43,870

$9.50 ®

$87,741

12 BRT vehicles in both
directions carrying 70
passengers each
(Every 5 minutes)

10,080

$4.62

$21.32

$16.86

$42.80

$2.800

$28,224

4 LRT trains with 4
passenger cars, each car
carrying 110 passengers
in both directions

(Every 10 minutes)

10,560

$5.51

$41.69

$22.48

$69.68

$1.800%

$19,008

2 Commuter trains with 8
passenger cars, each car
carrying 150 passengers
in both directions

(Every 15 minutes)

9,600

$3.81

$36.58

$22.48

$62.87

$8.600

$82,560

2 Heavy Rail train with 8

passenger cars, each car
carrying 150 passengers
in both directions

(Every 15 minutes)

9,600

$3.40

$84.02

$16.86

$104.28

$2.60®

$24,960

Cost estimates are based on generalized national data. Design of individual transit elements and defined systems would require detailed cost analyses.

@Cost for annual maintenance, spot repair, and annualized resurfacing costs.

@ Person Trip cost for automobiles determined by average cost per vehicle
operated for 15,000 miles per year (AAA) - 10 Mile Trip

Acronyms: BRT = Bus Rapid Transit, LRT = Light Rail Transit

operated for 15,000 miles per year (AAA) - 20 Mile Trip
@ Federal Transit Administration, National Transit Database (2005 data).

Source: Carter & Burgess, Inc. (2006), National Transit Database (2006), American Automobile Association (2006) and FDOT District Seven (2006),
Federal Transit Administration Annual New Starts Report (February 2007).

@ Person Trip cost for automobiles determined by average cost per vehicle

Figure 9

Peak Hour Capacity
9,200 Person Trips




Strategic Regional Transit Needs Assessment

The Interstate of Transit

Peak Capital Costs ($ Millions) per Mile Operating Cost Per
o Head | Hour
Mode Description way | Person | venicle cost | Construction | Right-of-Way CaS)iltztleg;st Person Peak Hour
Tri Cost Cost P Trip at Capacity
rips Total
Three lanes of highway in $450,603 ®
each direction, each lane i
! ' Personal Road Maintenance Annually
carrying 2100 cars N/A | 13,860 : $41.70 $50.58 $92.28
(Vehicle ccupancy is 1.1 to Driver 34759 $65,806
passengers per vehicle) $950 ® $1 31 ,61 1

passengers each
(Every 5 minutes) 30

18 BRT vehicles in both 0
directions carrying 70 “ 15120 | $6.93 | $2257 | $16.86 | $46.36 | $2.800 | $42,336

6 LRT trains with 4

passenger cars, each car Lo

carrying 110 passengers 45015 15,840 $8.26 $45.51 $22.48 $76.25 $1 8003 $28,512
in both directions

(Every 10 minutes)

4 Commuter trains with 6

e 150 paseangon G\ 14,400 | $5.62 $37.58 | $22.48 | $65.95 | $8.60® | $123,840

in both directions
(Every 15 minutes)

E 4 Heavy Rail train with 6 o

passenger cars, each car N

carrying 150 passengers G 14,400 $5.03 $85.54 $16.86 $107.43 $2.60® $37,440
in both directions

(Every 15 minutes)

Cost estimates are based on generalized national data. Design of individual transit elements and defined systems would require detailed cost analyses. F | g u re 10
@Cost for annual maintenance, spot repair, and annualized resurfacing costs. @ Person Trip cost for automobiles determined by average cost per vehicle

(@ Person Trip cost for automobiles determined by average cost per vehicle operated for 15,000 miles per year (AAA) - 20 Mile Trip
operated for 15,000 miles per year (AAA) - 10 Mile Trip @ Federal Transit Administration, National Transit Database (2005 data).

Acronyms: BRT = Bus Rapid Transit, LRT = Light Rail Transit Peak H Ou r Capacity

Source: Carter & Burgess, Inc. (2006), National Transit Database (2006), American Automobile Association (2006) and FDOT District Seven (2006), H
Federal Transit Administration Annual New Starts Report (February 2007). 13 y 800 Pe I"SO n T rl pS




Strategic Regional Transit Needs Assessment

The Interstate of Transit

Peak Capital Costs ($ Millions) per Mile Operating Cost Per
o Head | Hour
Mode Description way | Person | venicis cost | Construction | Right-of-Way Casli’t:ea | Person Peak Hour
Trips Cost Cost pTotaI Trip at Capacity
Four lanes of highway in
each direction, each lane Road 35%6’574? .
N/A | 18,480 $55.60 $67.44 $123.04

(Vehicle ccupancy is 1.1 to Driver $4.75 ©) $87,741
passengers per vehicle) $9.50 ® $175,482

22 BRT vehicles in both 0

passengers sach 0 18,480 | $8.47 | $23.20 | $16.86 | $48.62 | $2.800 | $51,744

(Every 5 minutes) 30

7 LRT trains with 4

. B passenger cars, each car o

&, carrying 110 passengers G 18,480 | $9.64 | $47.76 | $22.48 | $79.88 | $1.80® | $33,264
- in both directions

(Every 10 minutes)

D

4 Commuter trains with 8

in both directions
(Every 15 minutes)

passenger cars, each car 2o
oAbl G 19200 | $7.43 $39.12 | $22.48 | $69.03 | $8.60® | $165,120

E 4 Heavy Rail train with 8

passenger cars, each car 3
carrying 150 passengers G 19,200 $6.66 $87.06 $16.86 $110.58 $2.60® $49,920

in both directions
(Every 15 minutes)

Cost estimates are based on generalized national data. Design of individual transit elements and defined systems would require detailed cost analyses. F | g u re 1 1
@Cost for annual maintenance, spot repair, and annualized resurfacing costs. @ Person Trip cost for automobiles determined by average cost per vehicle
(@ Person Trip cost for automobiles determined by average cost per vehicle operated for 15,000 miles per year (AAA) - 20 Mile Trip

operated for 15,000 miles per year (AAA) - 10 Mile Trip @ Federal Transit Administration, National Transit Database (2005 data).

Acronyms: BRT = Bus Rapid Transit, LRT = Light Rail Transit Peak H Ou r Capacity

Source: Carter & Burgess, Inc. (2006), National Transit Database (2006), American Automobile Association (2006) and FDOT District Seven (2006), H
Federal Transit Administration Annual New Starts Report (February 2007). 18 ,400 Pe I"SO n T rl pS
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4,600 Person Trips 9,200 Person Trips 13,800 Person Trips 18,400 Person Trips
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Figure 12

Roadway to Rail

Source: Carter & Burgess, Inc. (2006), National Transit Database (2006), American Automobile Association (2006) and FDOT District Seven (2006) COSt Com paFISOn







