Attachment B:  Proposed 2013 Updates to Service Guidelines (with staff-added numbering)
					Attachment 2
	[bookmark: _GoBack]Factor
	Measure
	Threshold
	Points

	Productivity (Land Use)
	Households within ¼ mile of stops per corridor mile
	>3,000 HH/Corridor Mi
	10

	
	
	>2,400 HH/Corridor Mi
	8

	
	
	>1,800 HH/Corridor Mi
	6

	
	
	>1,200 HH/Corridor Mi
	4

	
	
	>600 HH/Corridor Mi
	2

	
	Jobs & student enrollment at universities & colleges within ¼ mile of stops per corridor mile
	>10,250 Jobs & students/Corridor Mi
	10

	
	
	>5,500 Jobs & students/Corridor Mi
	8

	
	
	>3,000 Jobs & students/Corridor Mi
	6

	
	
	>1,400 Jobs & students/Corridor Mi
	4

	
	
	>500 Jobs & students/Corridor Mi
	2

	Social Equity and Geographic Value
	Percent of boardings in low-income census tracts 1
	Above system average
	5

	
	
	Below system average
	0

	
	Percent of boardings in minority census tracts 2
	Above system average
	5

	
	
	Below system average
	0

	1 Low-income tracts are those where a greater percentage of the population than the countywide average has low incomes, based on current American Community Survey data.
2 Minority tracts are defined as tracts where a greater percentage of the population than the Countywide average is minority (all groups except White, non-Hispanic), based on current census data.


B.1)  Replace “Thresholds and points used to set service levels” table Service Guidelines page 6 (SG-5)

B.2)  Replace “Thresholds used to adjust service levels” table (SG-6)
	Factor
	Measure
	Threshold
	Adjustments to warranted frequency

	
	
	
	Service Level adjustment
	Step 1 frequency (Minutes)
	Adjusted frequency (Minutes)

	Cost Recovery
	Estimated cost recovery by time of day – if existing riders were served by step-one service levels
	>100% in any time period
	Adjust two levels
	15 or 30
	<15

	
	
	
	
	> 60
	15

	
	
	Peak >50%
Off-Peak >50%
Night >33%
	Adjust one level
	15
	<15

	
	
	
	
	30
	15

	
	
	
	
	> 60
	30

	
	
	Night >16%
	Add night service
	--
	30

	
	
	Night >8%
	
	--
	> 60

	Load
	Estimated load factor by time of day – if existing riders were served by step-one service levels
	>1.5
	Adjust two levels
	15 or 30
	<15

	
	
	
	
	> 60
	15

	
	
	>0.75
	Adjust one level
	15
	<15

	
	
	
	
	30
	15

	
	
	
	
	> 60
	30

	Service Span
	Connections at night
	Primary connection between regional growth centers
	Add night service
	--
	> 60

	
	
	Frequent peak service
	Add night service
	--
	30


B.3)  Replace “Summary of typical service levels by family” table (SG-8)
	Service family
	Frequency (minutes)
	Days of service
	Hours of service

	
	Peak1
	Off-peak
	Night
	
	

	Very frequent 
	15 or better
	15 or better
	30 or better
	7 days
	16-20 hours

	Frequent
	15 or better
	30
	30
	7 days
	16-20 hours

	Local 
	30
	30 - 60
	--2
	5-7 days
	12-16 hours

	Hourly/ 
Alternative
	60 or worse
	60 or worse
	--
	5 days
	 8-12 hours 

	Peak 
	8 trips/day minimum
	--
	--
	5 days
	Peak


B.4)  Add new paragraph to page SG-8: after peak bullet, before new service adequacy paragraph

Alternative services provide access to local destinations and fixed route transit service in low-density areas or areas that currently cannot be cost-effectively served by fixed route transit.
B.5)  Add new paragraph to page SG-8 in the service families section after peak bullet
Service Adequacy The service guidelines compare the target service levels identified through the corridor analysis with existing levels of service. A corridor is determined to be either ‘below’, ‘at’ or ‘above’ its target service level. This process is called the service adequacy analysis. 
The service adequacy analysis is a factor in both the investment and reduction priorities, as described in the ‘Use and Implementation’ section of the guidelines.
B.6)  Replace fourth paragraph on page SG-9 that begins “Low Performance is defined as…”
Low performance is defined as having productivity that ranks in the bottom 25 percent of routes within a category and time period. High performance is defined as having productivity levels in the top 25 percent of routes within a category and time period. Routes in the bottom 25 percent on both productivitymeasures are identified as the first candidates for potential reduction.
B.7)  Replace first two bullets on page SG-10 that begin with “When a route operates every…”
· When a route operates every 10-minutes or better,or on all RapidRide services, an individual trip should not exceed a load factor of 1.5.
· When a route operates less than every 10 minutes,or is not a RapidRide service, an individual trip should not exceed a load factor of 1.25.
B.8)  Replace the paragraph on page SG-14 after “8.  Operating Paths and Appropriate Vehicles”

Buses are large, heavy vehicles and cannot operate safely on all streets. Buses should be routed primarily on arterial streets and freeways, except where routing on local or collector streets is necessary to reach layover areas or needed to ensure that facilities and fleet used in all communities is equivalent in age and quality.  Bus routes should also be designed to avoid places where traffic congestion and delay regularly occur, if it is possible to avoid such areas while continuing to meet riders’ needs.  Bus routes should be routed, where possible, to avoid congested intersections or interchanges unless the alternative would be more time-consuming or would miss an important transfer point or destination.  Services should operate with vehicles that are an appropriate size to permit safe operation while accommodating demand.  Appropriate vehicles should be assigned to routes throughout the county to avoid concentrating older vehicles in one area, to the extent possible given different fleet sizes, technologies and maintenance requirements.  All new vehicles will be equipped with automated stop announcement systems. 

B.9)  Replace the title and paragraph on page SG-14 beginning with “11. Bus shelters”

11.  Bus Stop Amenities and Bus Shelters
Bus stop amenities should be installed based on ridership in order to benefit the largest number of riders.  Bus stop amenities include bus shelters, seating, waste receptacles, lighting, and information sign, maps, and schedules.  Special consideration may be given to areas where high numbers of transfers are expected, where waiting times for riders may be longer, or where stops are close to facilities such as schools, medical centers, or senior centers.  Other considerations include the physical constraints of bus stop sites, preferences of adjacent property owners, and construction costs.  Major infrastructure such as elevators and escalators will be provided where required by local, state, and federal regulations.

B.10)  Replace first paragraph of the “All-Day and Peak Network” section on page SG-16which begins, “Metro next uses the All-Day and Peak Network guidelines…”
Metro next uses the All-Day and Peak Network guidelines and the service adequacy analysis (as described on p. SG-8) to determine if  corridors are below their target levels, meaning a corridor in which the all-day Service Family assignment (see SG-9) is a higher level of service than the corridor currently has. If a corridor is below the target service level it is an investment priority.  Investments in corridors below their target service levels are prioritized primarily using the geographic value score. Investments are ordered for implementation on the basis of geographic value score, followed by the land use score, then the social equity score. Other constraints or considerations such as fleet availability or restructuring processes could be used to suggest order of implementation.
When planning improvements to corridors that are below their target service levels and operate in low-density areas or that perform in the bottom 25%, Metro will consider the use of alternative services.  These alternative services will be used to replace or to supplement the fixed route service in the corridor and cost-effectively maintain or enhance the access to transit for those who live in the corridor.
As development or transit use increase in corridors with alternative services, Metro will consider converting alternative service into fixed route service.  Conversion of alternative service to fixed route service will be guided by alternative service performance thresholds and the cost effectiveness of the alternative service compared to that of fixed route. 
Metro will measure the cost per rider for alternative service as one of the measures that can be compared to fixed route service.  Other alternative service performance measures and thresholds will be developed as Metro evaluates the demonstrations called for in the five-year plan.  Metro recognizes that each alternative service has the potential to require an adapted performance measure or threshold.  Appropriate measures will be used to evaluate each alternative service and will be included as part of the service guideline report.
B.11)  Replace “Reducing Service”section on page SG-16 and SG-17 beginning with the first paragraph through bullet number 4.
Metro identifies service to be reduced by using the guidelines for productivity and service adequacy on the All-Day and Peak Network. Routes that are below one or both productivity measures and operate on corridors that are above their target service levels have a higher potential for reduction than routes on corridors that are at or below their target service level. Metro also considers restructures when making large reductions, to identify areas where restructuring can lead to more efficient service. Reduction of service can range from reduction of a single trip to elimination of an entire route. While no route or area is exempt from change during large-scale system reductions, Metro will seek to maintain service at All-Day and Peak Network levels, and to avoid reducing service on corridors already identified as below their target service levels. 
Service restructuring allows Metro to serve trip needs at a reduced cost by consolidating and focusing service in corridors such as those in the All-Day and Peak Network.  Restructuring allows Metro to make reductions while minimizing impacts to riders. Metro strives to eliminate duplication, and match service to demand during large-scale reductions. As a result of service consolidation some routes may increase in frequency to accommodate projected loads, even while the result of the restructure is a reduction in service hours.
Metro serves some urbanized areas of east and south King County adjacent to or surrounded by rural land. Elimination of all service in these areas would result in significant reduction in the coverage that Metro provides. To ensure that Metro continues to address mobility needs, ensure social equity and provide geographic value to people throughout King County, connections to these areas would be preserved when making service reductions, regardless of productivity.
During service reductions Metro will consider the use of alternative services that can reduce costs on corridors with low productivity or low-productivity corridors that are currently below their target service level.  In this way, alternative services help maintain public mobility in a cost-effective manner. These alternative services will be evaluated according to the measures and performance thresholds developed through the evaluation of the demonstrations called for in the five-year plan.
Priorities for reduction are listed below. Within all of the priorities, Metro ensures that social equity is a primary consideration in any reduction proposal, complying with all state and federal regulations.
1. Reduce service on routes that are below the 25 percent productivity threshold for a given time period, with first consideration going to those routes that are below the 25 percent productivity threshold on both productivity measures, in the following order:
· All-day routes that duplicate or overlap with other routes on corridors on the All-Day and Peak Network.
· Peak routes failing one or both of the criteria. 
· All-day routes that operate on corridors that are above their target service level, meaning corridors in which the all-day service family assignment (see SG-9) is a lower level of service than the corridor currently has.
· All-day routes that operate on corridors which are at their target service levels. This worsens the deficiency between existing service and the All-Day and Peak Network service levels.
2. Restructure service to improve efficiency of service
3. Reduce service on routes that are above the 25 percent productivity threshold for a given time period with first consideration going to those routes that are between 25 and 50 percent of the productivity threshold on both productivity measures:
· All-day routes that duplicate or overlap with routes on the All-Day and Peak Network.
· Peak routes that fail one or both peak criteria.
· All-day routes that operate on corridors that are above their target service level.
· Peak routes that meet both peak criteria.
· All-day routes that operate on corridors which are at their target service levels. This worsens the deficiency between existing service and the All-Day and Peak Network service levels. 
4. Reduce services on routes that are below the 25% productivity threshold for a given time period on corridors identified as below their target service level with first consideration going to those routes that are below the 25 percent productivity threshold on both productivity measures. This worsens the deficiency between existing service and the service levels determined through the All-Day and Peak Network analysis.
B.12)  Add paragraphs and third order headings on page SG-17 in the “Implementation” after last bullet which states “Any changes in route numbers.”

Adverse Effect of a Major Service Change
An adverse effect of a major service change is defined as a reduction of 25 percent or more of the transit trips serving a census tract, or 25 percent or more of the service hours on a route.
Disparate Impact Threshold
A disparate impact occurs when a major service change results in adverse effects that are significantly greater for minority populations than for non-minority populations.  Metro’s threshold for determining whether adverse effects are significantly greater for minority compared with non-minority populations is ten percent.  Should Metro find a disparate impact, Metro will consider modifying the proposed changes in order to avoid, minimize or mitigate the disparate impacts of the proposed changes.  
Metro will measure disparate impacts by comparing changes in the number of trips serving minority or non-minority census tracts, or by comparing changes in the number of service hours on minority or non-minority routes.  Metro defines a minority census tract as one in which the percentage of minority population is greater than that of the county as a whole.  For regular fixed route service, Metro defines a minority route as one for which the percentage of inbound weekday boardings in minority census tracts is greater than the average percentage of inbound weekday boardings in minority census tracts for all Metro routes.  
Disproportionate Burden Threshold
A disproportionate burden occurs when a major service change results in adverse effects that are significantly greater for low-income populations than for non-low-income populations.  Metro’s threshold for determining whether adverse effects are significantly greater for low-income compared with non-low-income populations is ten percent.  Should Metro find a disproportionate burden, Metro will consider modifying the proposed changes in order to avoid, minimize or mitigate the disproportionate burden of the proposed changes.  
Metro will measure disproportionate burden by comparing changes in the number of trips serving low-income or non-low-income census tracts, or by comparing changes in the number of service hours on low-income or non-low-income routes.  Metro defines a low-income census tract as one in which the percentage of low-income population is greater than that of the county as a whole.  For regular fixed route service, Metro defines a low-income route as one for which the percentage of inbound weekday boardings in low-income census tracts is greater than the average percentage of inbound weekday boardings in low-income census tracts for all Metro routes.  
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