
 
 
 
 
 

NVTC EXECUTIVE COMMITTEE 
THURSDAY, FEBRUARY 5, 2004 

 
7:00 P.M. 

 
NVTC SMALL CONFERENCE ROOM 

 
 

AGENDA 
 

 
 

 
NOTE:  Dinner will be provided for Executive Committee Members 

 
 
 
 
 
 

1. Legislative Items. 
 

2. FY 2005 State Aid Applications. 
 

3. WMATA Response to Ed Tennyson’s Letter. 
 

4. New Items. 
 

 
 
 
Committee Members: 
 
 Hon. Bill Euille, Chairman 

Hon. Paul Ferguson 
Hon. Gerry Connolly 

 Hon. Dana Kauffman 
 Hon. Chris Zimmerman 

Hon. Mary Margaret Whipple 
Hon. Elaine McConnell 



 
 
 

 
  NVTC COMMISSION MEETING 
THURSDAY, FEBRUARY 5, 2003 

8:00 P.M. 
 

NVTC CONFERENCE ROOM 
 

AGENDA 
 

1. Minutes of the January 8, 2004 NVTC Meeting. 
 

Recommended Action:  Approval. 
 

2. NVTC FY 2005 State Aid Applications. 
 

NVTC’s applications to DRPT on behalf of WMATA, VRE and the 
commission’s local jurisdictions, together with requests for special 
NVTC projects, have been submitted to meet the February 2nd 
deadline, following a careful review by local staff. 
 
Recommended Action:  Approve Resolution #1002 which endorses 
the applications submitted by staff. 
 

3. NVTC FY 2005 Administrative Budget. 
 

The proposed budget is identical to the preliminary version sent to 
the jurisdictions in September, 2003 and discussed by the 
commission in January, 2004.  Total expenditures and total local 
shares are held constant. 
 
Recommended Action:  Approve the FY 2005 budget. 

 
4. Legislative Items. 

 
A. Briefing on Status of Budget Bills. 
 
B. Transit Education Day. 
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C. Proposal to Create a New Transportation Commission. 

 
D. Other Bills of Interest to NVTC. 

 
E. Federal Legislation. 

 
Recommended Action:  Act on staff recommendations to 
communicate NVTC’s views on pending legislation 

 
 

5. WMATA Items. 
 

A. Metro Board Digest for January, 2004. 
 
B. Response to NVTC Letter. 

 
C. Regional Mobility Initiative. 

 
D. U.S. Route 1 Service Restructuring Plan. 

 
Recommended Action:  Determine whether to follow up on 
WMATA’s response to NVTC’s concerns about bus abandonments 
and snow policy. 

 
6. Regional Transportation Items. 

 
A. Highways and Transit:  Leveling the Playing Field in Federal 

Transportation Policy. 
 
B. BRT in the Dulles Corridor. 

 
 Discussion Item. 
 

7. NVTC Handbook for 2004. 
 

 The 2004 edition is available on NVTC’s website with a 
limited number of printed copies available for the public. 
 
Information Item. 

 
8. NVTC Financial Items for December, 2003. 

 
Information Item. 
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9. VRE Items. 

 
A. Report from the VRE Operations Board (with minutes of the 

January 16, 2004 meeting) and from the VRE Acting Chief 
Operating Officer -- Information Item. 

 
B. Solicitation of Bids and Award of a Contract to Rebuild 10 

VRE Railcar Trucks -- Action Item/Resolution #1003. 
 

C. Approval of FY 2003 VRE Audited Financial Report -- Action 
Item/Resolution #1004. 

 
D. Leased Parking at the VRE Manassas Station --  
     Action Item/Resolution#1005. 
 
E. Funding Agreement for Burke Centre Canopy -- Action 

Item/Resolution #1006. 
 



                                   
AGENDA ITEM # 1 

 
 

MINUTES 
NVTC COMMISSION MEETING – JANUARY 8, 2004 

NVTC CONFERENCE ROOM - ARLINGTON, VIRGINIA 
 
The meeting of the Northern Virginia Transportation Commission was 

called to order by Chairman McConnell at 5:45 P.M. 
 
Members Present 
Sharon Bulova 
Gerald Connolly  
William D. Euille 
Paul Ferguson 
Jay Fisette 
Ludwig Gaines 
Catherine M. Hudgins 
Dana Kauffman 
Elaine McConnell 
William C. Mims 
Karen Rae 
David F. Snyder 
Mick Staton 
Mary Margaret Whipple 
Christopher Zimmerman 
 
 
Members Absent 
David Albo  
Gary A. Reese 
Scott Silverthorne 
 
 
Staff Present 
Rhonda Gilchrest 
Scott Kalkwarf 
Jana Lynott 
Stephen MacIsaac (VRE) 
Adam McGavock 
Mark Roeber (VRE) 
Kala Quintana 
Richard K. Taube 
Dale Zehner (VRE) 
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Oath of Office for New Commissioners 
 
 Chairman McConnell introduced two new commissioners.  Fairfax County 
has appointed Catherine Hudgins and Loudoun County has appointed Mick 
Staton to serve on NVTC. 
 
 Chairman McConnell administered the oath of office to Mrs. Hudgins and 
Mr. Staton.  Commissioners welcomed them to NVTC. 
 
 
Minutes of NVTC’s Meeting of December 4, 2003 
 
 On a motion by Mr. Zimmerman and a second by Mrs. Bulova, the 
commission unanimously approved the minutes.  The vote in favor was cast by 
commissioners Bulova, Euille, Ferguson, Gaines, Hudgins, McConnell, Mims, 
Rae, Snyder, Staton, Whipple and Zimmerman. 
 
 Mr. Kauffman arrived at 5:49 P.M. 
 
 
Election of 2004 Officers 
 
 Chairman McConnell stated that NVTC’s Executive Committee, serving as 
the Nominating Committee, has recommended the following slate of officers for 
2004: 
 
   Chairman:  Bill Euille 
   Vice Chairman:  Paul Ferguson 
   Secretary-Treasurer:  Gerry Connolly 
 
 Mrs. Bulova moved to accept the slate of officers and Mr. Zimmerman 
seconded.  The vote in favor was cast by commissioners Bulova, Euille, 
Ferguson, Gaines, Hudgins, Kauffman, McConnell, Mims, Rae, Snyder, Staton, 
Whipple and Zimmerman. 

 
 Chairman McConnell then administered the oath of office to Mr. Euille and 
Mr. Ferguson.    
 
 Chairman Euille stated that he is honored to serve as NVTC’s chairman 
and provide the commission with leadership during 2004.  He noted that the 
success of NVTC is based on a team effort among commissioners, staff and 
citizens.  On behalf of the commission, Chairman Euille thanked Mrs. McConnell 
for her leadership during 2003 and presented her with a gift of appreciation. 
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 Commissioners Fisette and Connolly arrived at 5:50 P.M. and 5:51 P.M., 
respectively.  Chairman Euille administered the oath of office to Mr. Connolly. 
 
 
Selection of NVTC Representatives to Boards and Committees 
 
 Chairman Euille stated that he has appointed Mr. Connolly to serve as 
chairman of the Legislative Committee.  He also announced the following NVTC 
nominations for the WMATA, VRE and VTA boards, as well as NVTC committee 
assignments: 
 
 

WMATA Board 
 Principals:    Dana Kauffman 
                     Chris Zimmerman 
 
Alternates:    Catherine Hudgins 
                     William Euille 

 VRE Operations Board 
Principals:    Sharon Bulova 
                     Dana Kauffman 
                     Elaine McConnell 
 
Alternate:      Chris Zimmerman 

 
Virginia Transit Association Board of Directors 

Principals:        Sharon  Bulova 
       Chris Zimmerman 

 
Alternates:      David Snyder 

Mary Margaret Whipple 
 Rick Taube 
 
NVTC Legislative Committee 
 
Gerry Connolly, Chairman 
Bill Euille 
Paul Ferguson 
William Mims 
Scott Silverthorne 
Dave Snyder 
Mick Staton 

NVTC Executive Committee 
 
Bill Euille, Chairman 
Paul Ferguson, Vice Chairman 
Gerry Connolly, Secretary-Treasurer 
Dana Kauffman, WMATA Board 
Chris Zimmerman, WMATA Board  
Mary Margaret Whipple, General Assembly 
Elaine McConnell, Immediate Past Chair 
  
 

 
Mr. Snyder moved, with a second by Mr. Gaines, to approve the board 

and committee assignments. The vote in favor was cast by commissioners 
Bulova, Connolly, Euille, Ferguson, Fisette, Gaines, Hudgins, Kauffman, 
McConnell, Mims, Rae, Snyder, Staton, Whipple and Zimmerman. 
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Revise NVTC Signatories and Pension Trustees 
 

Mr. Ferguson moved approval of Resolution #997, which would authorize 
Mr. Connolly, as the new Secretary-Treasurer, to serve as a signatory for NVTC 
documents, including financial transactions, and to serve as a trustee of NVTC’s 
Employees’ Pension Trust.  Mr. Gaines seconded the motion.  The vote in favor 
was cast by commissioners Bulova, Connolly, Euille, Ferguson, Fisette, Gaines, 
Hudgins, Kauffman, McConnell, Mims, Rae, Snyder, Staton, Whipple and 
Zimmerman.   (A copy of Resolution #997 is attached.) 
 
 
Public Hearing on and Approval of NVTC’s 2004 Workprogram 
 
 Mr. Taube asked several members of NVTC’s staff to provide an update 
on some of their projects from the past year and proposed new activities for 
2004.  
 

Kala Quintana reported that NVTC jurisdictional bus and VRE schedules 
were converted into an easy to access format that can be accessed and 
downloaded to Personal Digital Assistants (PDA’s), hand held computers and cell 
phones with Internet access.   NVTC staff also gave a presentation to staff from 
Maryland and the District of Columbia about this technology and they are in the 
process of getting the appropriate approvals to implement the technology.  She 
also reported that staff met with state and federal legislative members to promote 
transit.   NVTC will again co-sponsor VTA’s second annual Transit Education 
Day on January 27, 2004. 
 
 Ms. Quintana stated that throughout the next year, NVTC will be 
celebrating its 40th anniversary.  She also reported that text message technology 
will also be introduced to all NVTC jurisdictions to provide another way for the 
public to get information about transit schedules and other important information. 
NVTC’s website will also be expanded. 
 
 Adam McGavock provided an update of the GEORGE bus service in Falls 
Church, which began operating in January, 2003.  He stated that improvements 
have been made to the system, which resulted in the service running on time and 
customer complaints drastically being reduced.   During 2004, NVTC will initiate 
the evaluation process of the GEORGE bus demonstration project and will assist 
the city of Falls Church in securing funds for the continuation of the service.   In 
response to a question from Mr. Connolly, Mr. Snyder stated that Falls Church is 
looking for funding sources, including federal grants, to continue the service.   
Mrs. Bulova asked if federal funds are now being used for the bus system.  Mr. 
Snyder explained that the original funding included federal grants.  Mr. Connolly 
asked what would happen if funding was not identified to continue the service.  
Mr. Snyder answered that the community wants the service and the city is 
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looking at ways to continue it, including working with WMATA to better link it to 
existing service in Fairfax and Arlington counties.       
 

Mr. McGavock also reported that the ITS evaluation project was 
completed within budget.  The final report, which provides the methodology for 
monitoring performance data and evaluating success for ITS investments, is 
available on NVTC’s website.   
 
 Mr. McGavock stated that during 2004 the 384 SmarTrip compatible 
fareboxes and garage computer systems for the Northern Virginia local transit 
systems will be installed. 
 
 Jana Lynott reported that during the past year she worked with VRE staff 
to identify offsite, temporary emergency overflow parking that could be used by 
VRE’s customers should a major incident such as September 11th cause a surge 
in ridership. Willing property owners have been identified for Woodbridge, 
Brooke, Rolling Road, Broad Run, and possibly Manassas Park, which would 
provide an additional 500 parking spaces.  Milestones remaining to be 
accomplished during 2004 include VRE legal counsel to review the draft and 
finalize; VRE Operations Board to approve the leases; shuttle service 
agreements to be secured; and discussions to be held with VRE staff concerning 
exploration of longer term parking opportunities. 
 
 Ms. Lynott reported that at the urging of jurisdictional staff, NVTC staff 
agreed to host a series of meetings to develop contingency plans for key 
Metrorail station closures in Northern Virginia.  DRPT awarded NVTC a grant of 
$1000 to support this effort.   These plans will outline alternative staging areas for 
buses should the Metrorail station be shut down.   The first meeting was held in 
November, 2003 to review and refine the Pentagon Transit Center Contingency 
Plan.  A draft plan has also been completed for the Rosslyn Metrorail station and 
one is being put together for the King Street Metrorail station this month.  Plans 
for the other stations will continue throughout 2004. 
 
 Mr. Kauffman asked which Metro stations are considered “key” stations.  
Ms. Lynott replied that the Pentagon, Rosslyn, Ballston, West Falls Church, 
Vienna, King Street, Huntington, and Franconia-Springfield Metro stations are 
considered key stations.  In response to a question from Mr. Zimmerman, Ms. 
Lynott stated that the draft Rosslyn Metrorail station plan is being circulated 
among jurisdictional staff and there has been excellent cooperation from county 
staff, Arlington police and WMATA staff.   
 
 Ms. Lynott stated that for 2004, she will be serving as contract manager to 
oversee the consultant contract and budget for the 2020 Plan Update.  Also, 
NVTC will seek a state grant to conduct research that will help local transit 
operators to effectively prepare for the region’s aging population’s mobility needs. 
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 Scott Kalkwarf reported that some of his accomplishments for 2003 
included the determination that the Department of Taxation was incorrectly 
deducting certain fees from the monthly gas tax, which resulted in over $81,000 
in refunds to NVTC jurisdictions.  He also analyzed the detailed monthly 
collection reports from the Department of Taxation and discovered unusual 
accounting activity.  After communicating this to the field representatives, it 
resulted in revenue reallocation among several jurisdictions. 
 
 For 2004, Mr. Kalkwarf plans to work with the Department of Taxation to 
fully develop the newly created MVFST position and to encourage the 
department to quickly fill the position.  Also, he will update the SAM allocation 
model using the most recent available data and provide continual projections of 
available funds to jurisdictional staff. 
 
 Chairman Euille opened the meeting for public comment about NVTC’s 
2004 workprogram. 
 
 Ed Tennyson commended NVTC for its overall excellent work.  He stated 
that enough studies have been done and now it’s time for the Dulles Rail project 
to be implemented.  He also called for more state funding to be routed through 
the Transportation Trust Fund to increase the dollar amount of the 14.7 percent 
devoted to public transportation.  Governors have “borrowed” hundreds of 
millions of dollars from this fund.   He stated that NVTC should be authorized to 
borrow against these diverted funds which the Governor has reportedly promised 
to repay. 
  

Mr. Tennyson also expressed his opinion that highway maintenance 
should take priority over new construction.  The I-66 widening project in Arlington 
should be deferred since it will do little good and there is no funding.  To relieve 
congestion on I-66, he suggested VRE be extended to Haymarket as soon as 
possible.  He stated that VRE is, by far, the most economical means of peak 
movement.   
 
 Mr. Tennyson cautioned the commission against Bus Rapid Transit (BRT) 
since in examples from around the country it attracts only one-third of the riders 
estimated for it.  Instead, he suggested implementing Light Rail parallel to the 
Beltway and from Manassas and Chantilly to Vienna, as included in the 2020 
Plan.  He stated that the HOT Lane for the Beltway proposal will not work 
financially or effectively without unavailable subsidy.  Transit Revenue Bonds and 
Equipment Trust Certificates can finance the local rail transit share, to be repaid 
by savings in the future.   
 
 Mr. Tennyson also stated that NVTC must resist the slogan “no service 
cuts.”  When improved service renders parallel service less useful, economies 
should be taken.  For example, the GEORGE Bus may have rendered Metrobus 
Route 3B obsolete in Falls Church. 
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 Mr. Tennyson also stated that it is important to pay more attention to 
operating economy.  He stated that NVTC should direct WMATA to achieve 12 
passenger-miles per bus-mile and 26 passenger-miles per car-mile as a matter 
of policy.  He also suggested that NVTC should encourage WMATA from raising 
fares faster that the cost-of-living increase.   
 
 Mr. Tennyson offered to provide a copy of his testimony for 
commissioners (attached). 
 
 In response to a question from Mr. Connolly, Mr. Tennyson provided more 
details about BRT.  In Los Angeles, one BRT project estimated ridership would 
be 63,000 but actual ridership was only 4,000.  He stated that BRT just doesn’t 
attract riders.  One successful BRT is on Willshire Boulevard in Los Angeles 
because the system provides free transfers from all other lines and free transfers 
were taken away from the subway.  Mr. Connolly asked Mr. Tennyson to provide 
NVTC with additional data concerning BRT.  Ms. Rae asked staff to provide 
commissioners with a copy of the analysis done on the Dulles BRT service which 
was compared to national standards.   
 
 There were no more citizens wishing to speak and Chairman Euille closed 
the public hearing. 
 
 Mr. Connolly moved, with a second by Mrs. McConnell, to approve the 
workprogram for 2004.  The vote in favor was cast by commissioners Bulova, 
Connolly, Euille, Ferguson, Fisette, Gaines, Hudgins, Kauffman, McConnell, 
Mims, Rae, Snyder, Staton, Whipple and Zimmerman. 
 
 
Legislative Items 
 
 Mr. Taube announced that the Virginia Transit Association will sponsor the 
second annual Transit Education Day in Richmond on January 27th.  A bus is 
expected to be available for commissioners and staff who wish to attend. 
 
 Mr. Taube stated that PRTC is being briefed this evening on a proposal to 
establish a new transportation district that could include current PRTC members 
Stafford County and Fredericksburg and several other jurisdictions such as 
Spotsylvania and Caroline counties.  Delegate Orrock has introduced a bill (HB 
146) that would extend the two percent motor fuels tax currently levied within 
NVTC and PRTC jurisdictions to such new commissions.  While details about the 
proposal are still sketchy, initially it seems that the proposal offers some benefits 
as well as reasons for concern.  
 

Mr. Taube stated that potential benefits include providing a funding 
mechanism to induce more participants to help pay for VRE; providing potential 
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support from the General Assembly leadership for NVTC’s motor fuel user fee 
increase; and it could extend to several additional jurisdictions an institutional 
structure to advocate better transit and more sources of state and federal 
funding.   
 
 Mr. Taube stated that potential problems include that it may require 
renegotiation of the VRE Master Agreement with uncertain results for subsidy 
allocation and voting strength; amendments may lead to unforeseen 
consequences for NVTC’s two percent gas tax statute and the transportation 
district act; and it may lead to more competition for existing state and federal 
transportation funds. 
 
 Mr. Kauffman asked how this legislation would affect the VRE bonds.  Mr. 
MacIsaac replied that this is a question for bond counsel, but that it would no 
doubt cast a shadow on the bonds.  Any changes to the VRE Master Agreement 
would need to be approved by the bondholders.  Mr. Taube stated that staff will 
keep commissioners informed about this legislation.   
 
 Mr. Taube also reported that a draft omnibus bill, which attempts to 
simplify the Virginia Code, includes a section referencing NVTC.  NVTC was 
created and modified over the years in a series of Acts of Assembly that are not 
part of the Code and this bill would codify the language in the acts and provide 
other clarifying changes.  NVTC staff observed that there seem to be substantive 
changes, including adding another General Assembly member from the House of 
Delegates.   Mr. Connolly noted that if another member is added to NVTC, there 
would be a quorum issue, especially during the General Assembly session.    
This issue would need to be addressed. 
 
 Mr. Taube also reported that Senator Whipple has drafted a bill to 
increase NVTC’s gas tax to four percent from two percent.  Senator Whipple 
stated that she will file it next week.  Mr. Taube stated that NVTC sent a letter to 
Delegate Parrish requesting that he include this change in his statewide motor 
fuel user fee proposal. 
 
 
VRE Items 
 
 Report from the VRE Operations Board.  Mrs. Bulova noted the minutes of 
the December 19, 2003 Operations Board meeting.  She also reported that the 
freight derailment just prior to Christmas severely impacted VRE service, but full 
service was reinstated on December 29th.   Ridership continues to grow with a 
record high of 15,900 daily passengers this past Wednesday.   On-time 
performance was at 91 percent this week. 
 
 Mr. Zehner expressed his concern that there won’t be enough capacity to 
carry all the passengers if there is a snowstorm or other incidents that increase 
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ridership.  VRE is at capacity and more railcars won’t be available until the 
summer, which will only add another 800 seats. 
   
 Amtrak Contract Extension.  Mrs. Bulova reported that the current VRE 
operating agreement with Amtrak expires on January 31, 2004.  Resolution #999 
would authorize the contract to be extended through April 2, 2004 in order to 
reach agreement on an access fee for the extension period, with the 
understanding that additional changes may be approved by the commissions in 
the future that would apply retroactively to February 1, 2004. 
 
 Mrs. Bulova moved, with a second by Mr. Connolly, to approve Resolution 
#999.  The vote in favor was cast by commissioners Bulova, Connolly, Euille, 
Ferguson, Fisette, Gaines, Hudgins, Kauffman, McConnell, Mims, Rae, Snyder, 
Staton, Whipple and Zimmerman.   (A copy of the resolution is attached.) 
 
 VRE Budget for FY 2005.  Mrs. Bulova reported that the VRE Operations 
Board recommends approval of Resolution #1000, which would approve VRE’s 
FY 2005 and revised FY 2004 budgets and authorize staff to forward these to the 
local jurisdictions, along with a six-year financial forecast.   She explained that for 
FY 2005, 32 trains would continue to operate with assumed average daily 
ridership of 15,000.  A six percent fare increase is included but no increase in 
total local subsidies. 
 
 Mrs. Bulova moved, with a second by Mr. Zimmerman, to approve 
Resolution #1000 (copy attached). 
 
 Mr. Zimmerman observed the tremendous growth of VRE over the last few 
years and stated that VRE would probably continue to grow at this rate if it had 
additional railcars, a place to store equipment and additional access rights from 
the railroads.  He stated that it is important to work with CSX and gain more 
access.  Mr. Connolly asked that a future meeting devote more time to discuss 
VRE’s capacity issues and what can be done.  Mr. Kauffman reiterated that the 
main challenges are access to the tracks and storage issues.  Mrs. Bulova 
reported that the VRE Operations Board is having a strategic planning session 
on February 6th to discuss many of these issues. 
 
 The commission then voted on the motion and it passed unanimously.  
The vote in favor was cast by commissioners Bulova, Connolly, Euille, Ferguson, 
Fisette, Gaines, Hudgins, Kauffman, McConnell, Mims, Rae, Snyder, Staton, 
Whipple and Zimmerman. 
 
 Commissioners Mims and Staton left at 6:45 P.M. and did not return. 
 
 Elimination of VRE Holiday Service.  Mrs. Bulova reported that the VRE 
Operations Board has recommended approval of Resolution #1001, which would 
authorize staff to cease to operate VRE holiday service on Martin Luther King 
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Day, Presidents’ Day, Columbus Day and Veterans’ Day.  Net savings are 
expected to be more than $75,000 annually. Prior to making this 
recommendation, extensive outreach to VRE customers was made and new 
marketing efforts were used to try to boost ridership on these days. 
 
 On a motion by Mrs. Bulova and a second by Mrs. McConnell, the 
commission unanimously approved Resolution #1001 (copy attached).  The vote 
in favor was cast by commissioners Bulova, Connolly, Euille, Ferguson, Fisette, 
Gaines, Hudgins, Kauffman, McConnell, Rae, Snyder, Whipple and Zimmerman. 
 
 Closed Session.  Mrs. Bulova made, with a second by Mr. Zimmerman, 
the following motion to enter into closed session: 
 

Pursuant to the Virginia Freedom of Information Act (Section 2.2-
3711A.7 of the Code of Virginia), the Northern Virginia 
Transportation Commission authorizes discussion in closed session 
concerning legal matters relating to settlement of a threatened 
lawsuit. 

 
The vote in favor was cast by commissioners Bulova, Connolly, Euille, 

Ferguson, Fisette, Gaines, Hudgins, Kauffman, McConnell, Rae, Snyder, 
Whipple and Zimmerman. 

  
 
The commission entered into closed session at 6:45 P.M. and returned to 

open session at 6:58 P.M. 
 
Mrs. Bulova moved, with a second by Mr. Connolly, to approve the 

following certification: 
 
  The Northern Virginia Transportation Commission certifies 

that, to the best of each member’s knowledge and with no 
individual member dissenting, at the just concluded closed session: 

 
1.  Only public business matters lawfully exempted from open 

meeting requirements under the Freedom of Information Act 
were discussed; and 

 
2. Only such public business matters as were identified in the 

motion by which the closed session was convened were heard, 
discussed or considered. 

 
The vote in favor was cast by commissioners Bulova, Connolly, Euille, 

Ferguson, Fisette, Gaines, Hudgins, Kauffman, McConnell, Rae, Snyder, 
Whipple and Zimmerman. 
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RFP for Consulting Assistance for NVTA’s 2030 Transportation Plan Update and 
Amendments to NVTC’s Section #457 Employee Benefit Plan 
 
 Mrs. Bulova moved, with a second by Mr. Zimmerman, to approve, by 
consent, agenda items #8 and 9 (which includes Resolution #998).  The vote in 
favor was cast by commissioners Bulova, Connolly, Euille, Ferguson, Fisette, 
Gaines, Hudgins, Kauffman, McConnell, Rae, Snyder, Whipple and Zimmerman. 
 
 In response to a question from Mr. Connolly, Mr. Taube stated that the 
work for the NVTA 2030 update will be paid for by federal funds.   
 
 Chairman Euille stated that several commissioners need to leave to go to 
another meeting and he passed the gavel to Vice Chairman Ferguson to 
continue chairing the meeting.  Commissioners Euille, Rae and Zimmerman left 
the meeting at 7:00 P.M. 
 
 
Plans for NVTC’s 40th Anniversary 
 
 Mr. Taube reported that NVTC’s first meeting was held in September, 
1964 and the commission’s 40th anniversary occurs in 2004.  At the request of 
the Executive Committee, staff put together several ideas for a possible 
anniversary celebration, including a short business meeting on April 1, 2004 at 
the Old Town Hall in the city of Fairfax followed by an anniversary celebration.  
The event would be used to help increase awareness about the funding needs of 
transit systems in Northern Virginia.  The total cost would be about $10,000.  
NVTC could try to absorb these costs through anticipated reduced spending 
within the commission’s FY 2004 budget for personnel and other items.  Mr. 
Taube also stated that the commission may wish to consider whether to request 
private sector donations to help defray part of the cost of the event.   
 
 Mr. Taube stated that beyond the event, NVTC could undertake a series 
of outreach activities to mark the 40th anniversary.  For example, NVTC could 
conduct some of its monthly meetings in the member jurisdictions to generate 
local interest in the accomplishments, current funding needs and future 
aspirations of the members’ transit systems.   The expense for these outreach 
sessions would be minimal and covered within NVTC’s marketing budget. 
 
 Vice Chairman Ferguson expressed his opinion that outside financial help 
would be beneficial but questioned if there would be a legal question whether 
NVTC could choose the organizations from which to accept contributions.  Mrs. 
Whipple expressed some reservations about accepting sponsorship money, 
since NVTC is a governmental entity.  Vice Chairman Ferguson suggested 
getting advice from legal counsel on this issue.    
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 Mrs. Whipple observed that NVTC could have a simple celebration rather 
than an extravagant costly event.  Vice Chairman Ferguson suggested asking 
local merchants to donate food and beverages.  Ms. Quintana stated that this 
event is a good opportunity to utilize this milestone to attract media attention and 
to shine a light on this issues the region is facing.   
 
 Mr. Gaines expressed his support for the outreach meetings at the 
different jurisdictions.   Vice Chairman Ferguson directed staff to work with those 
jurisdictions who would like to host a NVTC meeting.  In response to a question 
from Mrs. Bulova, it was noted that the Fairfax Connector Bus system could be 
highlighted at the November joint meeting in Springfield.   
 
NVTC Draft FY 2005 Administrative Budget 
 
 Mr. Taube explained that the commission already discussed the 
preliminary budget in September, 2003 and authorized staff to forward it to 
NVTC’s member jurisdictions to assist in their budget preparations.  The budget 
would hold local contributions the same as in FY 2004.  Total expenditures are 
also virtually unchanged from the previous fiscal year. The budget will be brought 
back at NVTC’s February meeting for action.  There were no questions from 
commissioners. 
 
 
WMATA Items 
 
 Regional Mobility Planning Session.  Mr. Taube reported that WMATA 
intends to conduct a regional mobility planning initiative on January 9, 2004 as 
part of its regional mobility initiative.  NVTC staff will participate and 
commissioners are invited to attend. 
 
 
Regional Transportation Items 
 
 Award for Regional Transit Operators Group.  NVTC is among the 
members of this regional transit operators group that engages in emergency 
response planning.  Certificates of honor are being provided to recognize the 
group for its honorable mention in Montgomery County’s “County Executive’s 
Montgomery’s Best Awards” competition. 
 
 Local Transit System Ridership Trend Line.  NVTC staff has completed a 
timeline that clearly shows the substantial success of Northern Virginia’s local 
bus systems and VRE in attracting riders since the first local system (DASH) 
began operation in 1984.  From 753 average daily boardings in 1984, this set of 
transit operators carries 58,615 as of FY 2002. 
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 Impact of National Economic Slowdown on Public Transportation.  Since 
mid-2001, unfavorable economic conditions have plagued the transportation 
sector and nationwide public transit ridership actually declined during the past 
year after six years of continuous increases.  This survey, conducted by APTA, 
shows that large urban transit systems (30+ million trips per year) were reported 
to have suffered the most.   
 
 Local Transit Benefits People Who Do Not Ride It.  APTA has released 
this series of reports by Paul Weyrich and William Lind of the Free Congress 
Foundation expressing a conservative viewpoint.  The paper focuses on three 
principal reasons for those who don’t use transit to support transit nonetheless:  
1) Transit reduces traffic congestion; 2) Transit is an option in an emergency; and 
3) Transit generates large increases in property values.  The authors promote rail 
transit over bus because in their view rail transit delivers greater and more 
assured benefits in these three areas than does bus. 
 
 
NVTC’s New Web-Based Distribution of Meeting Materials 
 
 Mr. Taube stated that recipients of NVTC’s meeting materials have been 
alerted that they are now available electronically.  Commissioners will continue to 
receive mailed printed copies, but if any commissioners prefer not to receive a 
mailed copy, they should contact staff.  This new procedure could reduce costs 
by almost $3,000 per year. 
 
 
Contract for Regional Vanpool Initiative Data Verification 
 
 Mr. Taube explained that for the second month, WMATA has requested 
that NVTC delay the due date for proposals.  No new date has been set pending 
notice from WMATA. 
 
 
NVTC Financial Reports for November 2003 
 
 The monthly financial reports were provided to commissioners.  There 
were no questions.  
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Other NVTC Business 
 
 Mrs. Whipple requested a report at the next meeting on the Governor’s 
proposed budget.  She stated that Ms. Rae previously agreed to provide that 
report. 
 
  
Adjournment 
 
 On a motion by Mr. Gaines and a second by Mrs. Bulova, the commission 
unanimously agreed to adjourn.  The vote in favor was cast by commissioners 
Bulova, Connolly, Ferguson, Fisette, Gaines, Hudgins, Kauffman, McConnell, 
Snyder and Whipple.  Vice Chairman Ferguson adjourned the meeting at 7:14 
P.M.  
 
 
Approved this fifth day of February, 2004. 
 
 
      __________________________ 
      William D. Euille 

 Chairman 
____________________________ 
Gerald Connolly 
Secretary-Treasurer 



 
 
 
 
 

Northern Virginia Transportation Commission 
 

Thursday, January 8, 2004 
 

MEETING SUMMARY 
 

• Welcomed two new commissioners:  Mick Staton from Loudoun County 
and Catherine Hudgins from Fairfax County. 

 
• Elected new officers: 

 
-- William Euille, Chairman 
-- Paul Ferguson, Vice Chairman 
-- Gerry Connolly, Secetary-Treasurer 

 
• Authorized the new Secretary-Treasurer to serve as a NVTC signatory 

and pension trustee. 
 
• Selected new representatives to the WMATA, VRE and VTA boards: 

 
-- WMATA: 
  Principals    Alternates 
 

  Hon. Dana Kauffman  Hon. Catherine Hudgins 
  Hon. Chris Zimmerman  Hon. Bill Euille 
 
 
 -- VRE: 

  Principals    Alternates 
 
 Hon. Sharon Bulova   Hon. Chris Zimmerman 
 Hon. Dana Kauffman 
 Hon. Elaine McConnell 
 
 
-- VTA: 

Principals    Alternates 
 

  Hon. Sharon Bulova   Hon. David F. Snyder 
  Hon. Chris Zimmerman  Hon. Mary Margaret Whipple 
       Richard K. Taube 
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• Chairman Euille appointed the Honorable Gerry Connolly to chair the 
NVTC Legislative Committee for 2004. 

 
• Conducted a public hearing on NVTC’s draft 2004 workprogram and 

approved the workprogram. 
 

• Authorized staff to procure a consultant using federal funding to assist the 
Northern Virginia Transportation Authority in updating the region’s 2020 
transportation plan to 2030. 

 
• Adopted amendments to NVTC’s Section 457 Employee Benefit Plan as 

required by revised IRS regulations. 
 

• For VRE: 
 

-- Authorized an extension of the current Amtrak agreement through April 2, 
2004; 

 
-- Adopted the FY 2005 VRE capital and operating budget to be forwarded 

to the jurisdictions together with the six-year financial forecast; 
 
-- Approved a resolution eliminating holiday VRE service; and 
 
-- Conducted a closed session on a legal matter pertaining to a lawsuit. 
 

• Discussed NVTC’s draft FY 2005 budget and plans for NVTC’s 40th 
anniversary during calendar 2004. 
 
 
 
 



 
 
 
 
 
 

RESOLUTION #997 
 

 
SUBJECT:  Designation of NVTC Signatories and Pension Trustees. 
 
WHEREAS: The Honorable Gerry Connolly has been elected Secretary-

Treasurer of NVTC for 2004; and 
 
WHEREAS: NVTC desires that the person holding the office of Secretary-

Treasurer be designated as an official signatory as well as a 
pension trustee. 

 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia      

Transportation Commission hereby selects the following persons to 
serve as NVTC signatories (who are eligible to sign individually for 
any transaction of less than $5,000 and with one other signatory for 
transactions of $5,000 or greater) and the same individuals shall 
serve as NVTC employees’ pension trustees. 

 
 Hon. Gerry Connolly   Secretary-Treasurer 
 Richard K. Taube       Executive Director 
 Scott C. Kalkwarf       Director of Finance and Administration 
 Colethia Turner       Assistant Financial Officer 
 
 
 
Approved this 8th day of January, 2004. 
 
 
 
     _______________________________ 
     William Euille 
     Chairman 
      
 
 
 
_________________________________ 
Gerry Connolly 
Secretary-Treasurer 



 
 
 
 
 

RESOLUTION #998 
 

SUBJECT: Amendments to NVTC’s Section 457 Employee Benefit Plan. 
 
WHEREAS: The Northern Virginia Transportation Commission has established 

a Section 457 deferred compensation plan for its employees that 
serves the interest of NVTC by enabling it to provide reasonable 
retirement security for its employees, while permitting increased 
flexibility in managing its overall employee benefits package and 
thereby assisting in attracting and retaining competent personnel; 
and 

 
WHEREAS: Amendments to the Internal Revenue Code have been enacted that 

require changes in the structure of, and allow enhancements to, the 
Section 457 plan. 

 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission hereby amends and restates the Section 457 deferred 
compensation plan in the form of the ICMA Retirement Corporation 
Deferred Compensation Plan and Trust; and 

 
BE IT FURTHER RESOLVED that the assets of the plan shall be held in trust 

with NVTC’s duly designated officers agreeing to serve as trustees 
for the exclusive benefit of the plan participants and their 
beneficiaries.  The assets shall not be diverted to any other 
purpose.  Indicia of the trustees’ beneficial ownership of plan assets 
held in the Vantage Trust shall be held for the exclusive benefit of 
the plan participants and their beneficiaries. 

 
 
Approved this 8th day of January, 2004. 
 
            
       William Euille 

Chairman 
                                               
Gerry Connolly 
Secretary-Treasurer  



 
 
 
 
 
 
 

RESOLUTION #999 
 
 

SUBJECT: Amtrak Contract Extension. 
 
WHEREAS: VRE’s current operating agreement with Amtrak expires January 

31, 2004; and 
 
WHEREAS: VRE and Amtrak are negotiating a new contractual agreement that 

would provide VRE long term access to Washington Union 
Terminal; and 

 
WHEREAS:  In order to permit sufficient time to conclude negotiations on a new 

long term agreement, an extension agreement through June 30, 
2005, has been proposed; and 

 
WHEREAS: Amtrak is seeking increased fees for access during the extension 

period, and VRE and Amtrak have not yet reached agreement on 
those fees;  

 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission hereby authorizes VRE’s Acting Chief Operating 
Officer to execute a short term contract extension through April 2, 
2004, in order to reach agreement on an access fee for the 
extension period, with the understanding that additional changes 
may be approved by the commissions in the future that would apply 
retroactively to February 1, 2004. 

 
 
Approved this 8th day of January, 2004. 
 
            
       William Euille 

Chairman 
                                               
Gerry Connolly 
Secretary-Treasurer  
 
 



 
 
 
 
 
 
 

RESOLUTION #1000 
 

SUBJECT: VRE Budget for FY 2005. 
 
WHEREAS: The VRE Master Agreement requires that the commissions be 

presented with a fiscal year budget for their consideration at their 
respective January meetings prior to the commencement of the 
subject fiscal year; 

 
WHEREAS: The VRE Acting Chief Operating Officer has provided the VRE 

Operations Board with a revised FY 2004 budget and a proposed 
FY 2005 Operating and Capital Budget within the guidelines 
developed in concert with the jurisdictional chief administrative 
officers and the Board has authorized that budget to be forwarded 
to the commissions for approval; and 

 
WHEREAS:  The recommended budget is built on an average daily ridership of 

15,000 and 32 trains with a six percent fare increase and no total 
local subsidy increase. 

 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission hereby adopts the revised FY 2004 and recommended 
FY 2005 VRE Operating and Capital Budget and directs staff to 
forward the FY 2005 budget to the local jurisdictions for inclusion in 
their budgets and appropriations in accordance with the Master 
Agreement; 

 
BE IT FURTHER RESOLVED that NVTC authorizes the executive directors of 

both PRTC and NVTC to submit to the Transportation Planning 
Board of the National Capital Region and to the Federal Transit 
Administration or other federal agencies, the appropriate Transit 
Improvement Program and grant applications for FY 2004 and FY 
2005;  



RES. #1000 
 
 
BE IT FURTHER RESOLVED that NVTC authorizes its executive director to 

submit to the commonwealth the approved budget as part of the FY 
2005 state aid grant applications; and 

 
BE IT FURTHER RESOLVED that NVTC accepts and will forward to its 

jurisdictions the six-year VRE financial forecast that is also a 
requirement of the Master Agreement. 

 
 
 
Approved this 8th day of January, 2004. 
 
            
       William Euille 

Chairman 
                                               
Gerry Connolly 
Secretary-Treasurer  
 
 



 
 
 
 
 

RESOLUTION #1001 
 

SUBJECT: Elimination of VRE Holiday Service. 
 
WHEREAS: At the request of the VRE Finance Committee, the VRE Operations 

Board asked staff to examine ways to generate meaningful cost 
savings; 

 
WHEREAS: Staff suggested new policies that will bring significant benefit and 

cost savings; 
 
WHEREAS:  One of the suggestions was the elimination of VRE holiday service; 
 
WHEREAS: The VRE Operations Board requested customer feedback to 

determine level of usage and customer benefits and staff received 
nearly 1,000 customer responses to-date; 

 
WHEREAS:  Nearly half of all respondents support the elimination of all holiday 

service and an additional 20% of the respondents support 
elimination of holiday service with the exception of the day after 
Thanksgiving; and 

 
WHEREAS:  Projected savings from eliminating all holiday service except the 

day after Thanksgiving total at least $75,000 annually. 
 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission authorizes the VRE Acting Chief Operating Officer to 
eliminate all holiday service, except the day after Thanksgiving, 
beginning immediately. 

 
 
Approved this 8th day of January, 2004. 
 
            
       William Euille 

Chairman 
                                               
Gerry Connolly 
Secretary-Treasurer  
 







        AGENDA ITEM # 2 
 
 
 
 
 
 
 
 
 
 

MEMORANDUM 
 
TO:  Chairman Euille and NVTC Commissioners 
 
FROM: Rick Taube and Scott Kalkwarf 
 
DATE: January 29, 2004 
 
SUBJECT: NVTC FY 2005 State Aid Applications 
             
 
 NVTC’s applications on behalf of WMATA, VRE and the commission’s 
local jurisdictions are due February 2, 2004.  To meet this deadline, NVTC staff 
will submit electronically the attached materials, following a careful review with 
local staff.  The commission is asked to adopt Resolution # 1002, which confirms 
the commission’s support of these applications and is a requirement of the 
Virginia Department of Rail and Public Transportation.  
 
 An attachment compares total eligibility for WMATA and the local bus 
systems for FY 2005 versus 2004.  As can be seen, for NVTC’s jurisdictions and 
WMATA the FY 2005 eligibility is about $15.1 million greater than in FY 2004, 
consisting of $6.8 million more for capital and $8.3 million more for operations.   
 

For VRE, the FY 2005 eligibility is $1.4 million less than in FY 2004, 
consisting of $0.7 million less for capital (as a result of two equipment leases 
repaid) and $0.7 million less for operations (reflecting VRE’s growing passenger 
revenues).   

 
The amount of assistance actually received by NVTC for FY 2005 is likely 

to be much less than the eligible amount of $177.7 million, due to a lack of state 
funds (for FY 2004 this shortfall was over $83 million). 
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 Because of the early February DRPT deadline and the WMATA budget 
process which is not designed to produce an approved budget until June, NVTC 
and jurisdiction staff face a serious dilemma about what to program in NVTC’s 
applications (and local budgets) for WMATA’s currently unfunded capital needs  
(which WMATA staff now estimates to be $17.6 million for FY 2005 for Virginia).  
With the concurrence of local staff NVTC has not requested funding for any of 
the unfunded amounts in WMATA’s CIP.  If WMATA were to provide any official 
guidance within the next few days there may be an opportunity to revise NVTC’s 
grant request accordingly.  Further, if NVTC underspends the approved FY 2004 
grant there may be an opportunity to use those “surplus” funds toward any 
increases in WMATA capital needs that may ultimately be reflected in its 
approved budget. 
 
 Also attached for your consideration are descriptions of two special 
projects for which NVTC is seeking grant funds for FY 2005.  One is a project to 
study appropriate transit system strategies to meet the mobility needs of older 
Northern Virginia citizens, since this is a rapidly growing segment of the 
population.  The amount requested is up to $114,000.  The second special NVTC 
project is a multi-year targeted marketing campaign for segments, such as the 
elderly and non-English speaking individuals who may be missed by traditional 
transit marketing approaches.  The requested amount for the first year is 
$95,000.  Both of these projects are included in NVTC’s workprogram for 2004. 
 
 Finally, two intern grant requests are included.  NVTC is seeking up to 
$24,700 for an intern for one-year to specialize in web-site maintenance among 
other activities.  VRE is also seeking up to $22,800 for an intern. 



NVTC
SUMMARY OF STATE GRANT ASSISTANCE APPLICATIONS
FOR FY 2005

Increase
FY 05 FY 04 (Decrease)

CAPITAL

Local Capital (see schedule A)
Alexandria 1,279,000         94,000            1,185,000      
City of Fairfax 300,000            500,000          (200,000)        
Fairfax County 13,382,000       10,703,869     2,678,131      
Arlington 2,856,137         1,650,000       1,206,137      
Falls Church -                        -                     -                     

Total 17,817,137       12,947,869     4,869,268      
Eligibility amount @95% 16,926,280       12,300,476     4,625,805      

WMATA Capital (see schedule B)
IRP 25,546,640       22,241,600     3,305,040      
SAP 380,600            185,200          195,400         
SEP 526,600            880,500          (353,900)        
ICCA-V -                        836,630          (836,630)        
DEBT 7,412,486         7,412,486       -                     
Unfunded CIP -                        -                     

Total 33,866,326       31,556,416     2,309,910      
Eligibility amount @95% 32,173,010       29,978,595     2,194,415      

Total Capital 51,683,463     44,504,285   7,179,178      
Eligibility amount @95% 49,099,290       42,279,071     6,820,219      

OPERATING FTM/ADMIN (see schedule C)

Eligibility amount @ 95%
WMATA 95,084,232       90,612,593     4,471,639      
Local 17,241,390       13,435,671     3,805,719      
Total operating eligibility 112,325,622   104,048,264 8,277,358      

1/21/04



NVTC
APPLICATION FOR STATE CAPITAL GRANT ASSISTANCE SCHEDULE A
LOCAL CAPITAL
FY 2005

FY 2005
TOTAL NON-
COST FEDERAL FEDERAL

CITY OF ALEXANDRIA
Support Vehicles 15,000            -                   15,000         
Bus Stop Shelters 20,000            20,000         
Purchase Replacement Buses 1,244,000       1,244,000     

-                     -                   -                  
Total 1,279,000       -                   1,279,000     

CITY OF FAIRFAX
Purchase Replacement Buses 216,000          -                   216,000        
Replacement of Automated Stop Annoucement 84,000            -                   84,000         

-                     -                   -                  
Total 300,000          -                   300,000        

FAIRFAX COUNTY 
Purchase Replacement Buses 5,760,000       -                   5,760,000     
Rehabilitation of Bus Related facilities 2,200,000       -                   2,200,000     
Radio Equipment 38,000            -                   38,000         
Debt Service for Bus Equipment or Facilities 690,000          -                   690,000        
Shop Equipment 200,000          -                   200,000        
Fareboxes 50,000            -                   50,000         
Rehabilitation of Bus Related Facilites 800,000          -                   800,000        
Rehabilitate/Rebuild Buses 1,480,000       -                   1,480,000     
Engine Assembly, Spare Parts, ACM 36,000            -                   36,000         
Purchase Expansion Buses 990,000          -                   990,000        
Purchase of Bike Racks, ITS or Misc. Equipment 1,138,000       -                   1,138,000     

-                     -                   -                  
Total 13,382,000     -                   13,382,000   

ARLINGTON 
Purchase Replacement Buses 164,125          -                   164,125        
Construction of Bus Related Facilites 2,500,000       -                   2,500,000     
Fareboxes 42,012            -                   42,012         
Program Manager WMATA Projects 150,000          -                   150,000        

-                     -                   -                  
Total 2,856,137     -                  2,856,137     

CITY OF FALLS CHURCH
-                     -                   -                  

Total -                     -                   -                  

GRAND TOTAL 17,817,137   -                  17,817,137   

1/21/04



NVTC
APPLICATION FOR STATE CAPITAL GRANT ASSISTANCE
WMATA CAPITAL SUBSIDIES
FY 2005

SCHEDULE B

EXCLUDES UNFUNDED "METRO MATTERS" PRIORITY SHORTFALLS

Alexandria Arlington Fairfax City Fairfax County Falls Church Total

IRP (a)
Bus 1,702,281   2,535,076    -                   5,092,257          102,622         9,432,236    
Rail 2,442,062   5,506,118    173,526       7,833,315          159,383         16,114,404  
Total IRP 4,144,343   8,041,194    173,526       12,925,572        262,005         25,546,640  

SAP - (b) 68,700        102,300       -                   205,400             4,200             380,600       

SAP - Reimbursable (c) -                 -                   -                   -                        -                     -                  

SEP 90,600        155,800       2,400           272,200             5,600             526,600       

ICCA-V -                 -                   -                   -                        -                     -                  

Debt Service 1,418,184   2,740,174    46,723         3,168,927          38,478           7,412,486    

Total 5,721,827   11,039,468  222,649     16,572,099      310,283         33,866,326

(a) local share including local flex match.

(b) SAP Bus Enhancements program.

(c) SAP Reimbursable projects - Jurisdictions to include on their respective state capital grant assistance
applications based upon their understanding of the current year budgeted expenditures.

1/21/04



NVTC
FY 2005 WMATA UNFUNDED CIP
From 1/22/04 Metro Matters

NOT INCLUDED IN CAPITAL ASSISTANCE APPLICATION

EXPENDITURE BASIS
City of Fairfax Falls Total System

Alexandria Arlington Fairfax County Church NVTC DC MD Total
1st Priority (IRP) 41,000        70,000        1,000        122,000      3,000        237,000      332,000        331,000        900,000        
2nd Priority (120 Rail Program) 1,655,000   3,734,000   117,000    5,313,000   110,000    10,929,000 13,671,000   13,266,000   37,866,000   
3rd Priorty (Bus Program) 403,000      600,000      -               1,205,000   25,000      2,233,000   3,294,000     3,274,000     8,801,000     
Security Priority 723,000      1,243,000   18,000      2,171,000   45,000      4,200,000   5,886,000     5,864,000     15,950,000   
Total 2,822,000   5,647,000   136,000    8,811,000   183,000    17,599,000 23,183,000   22,735,000   63,517,000   

OBLIGATION BASIS
City of Fairfax Falls Total System

Alexandria Arlington Fairfax County Church NVTC DC MD Total
1st Priority (IRP) 41,000        70,000        1,000        122,000      3,000        237,000      332,000        331,000        900,000        
2nd Priority (120 Rail Program) 19,429,000 43,838,000  1,378,000 62,377,000  1,289,000 128,311,000 160,501,000 155,743,000 444,555,000 
3rd Priorty (Bus Program) 1,021,000   1,521,000   -               3,053,000   62,000      5,657,000   8,347,000     8,298,000     22,302,000   
Security Priority 2,401,000   4,129,000   64,000      7,213,000   148,000    13,955,000 19,557,000   19,488,000   53,000,000   
Total 22,892,000 49,558,000  1,443,000 72,765,000  1,502,000 148,160,000 188,737,000 183,860,000 520,757,000 

1/28/04



NVTC
APPLICATION FOR FTM/ADMIN OPERATING FORMULA ASSISTANCE SCHEDULE C
WMATA AND LOCAL OPERATING
FY 2005

City of City of Fairfax Arlington
Alexandria - Alexandria - City of County - County
Alexandria DOT Fairfax - Fairfax Arlington Falls

Transit Paratransit CUE Bus Connector Transit Church Total NVTC &
Co (DASH) Program System Bus System (& Star) George Jurisdictions WMATA TOTAL

FY 03 total operating expenses (certification)** 6,643,431       848,662         2,062,152 22,597,450   3,429,121  308,000 35,888,816   215,012,004  250,900,820
2.648% 0.338% 0.822% 9.007% 1.367% 0.123% 14.304% 85.696% 100.000%

Total operating expenses 6,643,431        1,050,000        2,552,364  27,009,688     6,674,411  594,000   44,523,894   248,196,257  292,720,151
Administrative expenses 1,039,900        -                       515,448     5,101,267       3,393,782  9,595       10,059,992   69,637,886    79,697,878  
FTM expenses 991,000           -                       522,828     5,887,194       614,288     73,529     8,088,839     30,450,779    38,539,618  
TDM/Ridesharing expenses -                       -                       -                -                      -                 -                    -                     -                  
All other expenses 4,612,531        1,050,000        1,514,088  16,021,227     2,666,341  510,876   26,375,063   148,107,593  174,482,656
Operating revenue 1,850,000        -                       592,800     3,446,742       1,543,634  8,000       7,441,176     136,101,329  143,542,505
State aid from all other programs 140,335           -                       -                7,420,534       -                 146,265   7,707,134     -                     7,707,134    
Federal aid from FTA 5307 -                       -                       -                -                      -                 -                    -                     -                  
Federal aid from FTA 5311 -                       -                       -                -                      -                 -                    -                     -                  
Federal aid from CMAQ -                       -                       -                -                      -                 -                    -                     -                  
Federal aid from FTA Jobs Access -                    -                     -                  
   and Reverse Commute -                       -                       -                -                      -                 -                    -                     -                  
Federal aid from any other -                       -                       -                -                      -                 -                    -                     -                  

Actual total assistance for NVTC -                  
Times operating expense percentage 2.648% 0.338% 0.822% 9.007% 1.367% 0.123% 14.304% 85.696% 100.000%
Actual assistance by system* -                      -                     -              -                    -                -            -                    -                     -                  

*Formula driven by the prior year operating expenses, as NVTC is eligible for more assistance than available using the state formula.

1/21/04



 
 
 
 
 
 

RESOLUTION #1002 
 
 

SUBJECT: Approval of FY 2005 NVTC and VRE State Administrative/FTM, 
Capital, and Related Grant Applications and Authority to Apply for 
Funds from the Commonwealth Transportation Board, Federal 
Transit Administration and other Grant Agencies. 

 
WHEREAS: The Northern Virginia Transportation Commission (NVTC) wishes 

to obtain state and federal grants to help defray NVTC, WMATA, 
local bus systems and Virginia Railway Express (VRE) operating 
and capital costs, to initiate a multi-year targeted marketing 
campaign, to research the mobility needs of elderly transit 
customers and to support NVTC and VRE interns. 

 
NOW, THEREFORE, BE IT RESOLVED that the Northern Virginia 

Transportation Commission's executive director is authorized, for 
and on behalf of NVTC and its members, 1) to execute and file an 
application to the Virginia Department of Rail and Public 
Transportation (DRPT), for grants of public transportation 
assistance for the fiscal year 2005 commencing July 1, 2004 in the 
amount of $112.3 million to defray the public transportation cost of 
NVTC and its members for administration, fuels, tires, lubricants 
and maintenance parts at a  matching ratio of 95%; 2) to accept 
from DRPT grants in such amounts as may be awarded; and 3) to 
furnish DRPT such documents and other information as may be 
required for processing the grant request; 

 
BE IT FURTHER RESOLVED that NVTC's executive director is authorized, for 

and on behalf of NVTC and its members, 1) to execute and file an 
application to DRPT, for grants of public transportation assistance 
for FY 2005 for capital expenses in an amount that will not exceed 
$49.1 million to defray up to 95 percent of the costs borne by NVTC 
and its members for equipment, facilities and the associated 
expenses of any approved capital grant; 2) to revise the capital 
portion of the application to reflect refined estimates by WMATA or 
local governments when they become available; 3) to accept from 
DRPT grants in such amounts as may be awarded; and 4) to 
furnish to DRPT such documents and other information as may be 
required for processing the grant request; 
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BE IT FURTHER RESOLVED that NVTC's executive director is authorized, for 
and on behalf of NVTC and PRTC and their members, 1) to 
execute and file FY 2005 VRE applications to DRPT and to seek up 
to $5,586,794 for FTM and administrative costs and up to 
$10,739,450 for capital; 2) to revise the application to reflect refined 
estimates by VRE; 3) to accept from DRPT grants in such amounts 
as may be awarded; and 4) to furnish to DRPT such documents 
and other information as may be required for processing the grant 
request;  

 
BE IT FURTHER RESOLVED that NVTC's executive director is authorized, for 
  and on behalf of NVTC and its members, 1) to execute and file a 

FY 2005 application to DRPT for a grant of financial assistance in 
the amount of $95,000 to defray up to 95 percent of the costs of a 
project to initiate a multi-year targeted transit marketing campaign; 
2) to accept from DRPT or other agencies designated by DRPT 
grants in such amounts as may be awarded; 3) to furnish DRPT 
such documents and other information as may be required for 
processing the grant request; 4) to provide, if necessary, an in-kind 
contribution of NVTC administrative services for local match; and 5) 
if necessary, to cooperate with DRPT to obtain these funds from 
other sources on similar terms;  

 
BE IT FURTHER RESOLVED that NVTC’s executive director is authorized, for 

and on behalf of NVTC and its members, 1) to execute and file a 
FY 2005 application to DRPT for a grant of financial assistance in 
the amount of $114,000 to defray up to 95 percent of the costs of a 
project to assist transit systems in meeting the mobility needs of 
older Northern Virginia residents; 2) to accept from DRPT grants in 
such amounts as may be awarded; 3) to furnish DRPT such 
documents or other information as may be required for processing 
the grant request; 4) to provide, if necessary, an in-kind 
contribution of NVTC services for local match; and 5) if necessary, 
to cooperate with DRPT to obtain these funds from other sources 
on similar terms; 

 
BE IT FURTHER RESOLVED that NVTC’s executive director is authorized, for 

and on behalf of NVTC and its members, 1) to execute and file an 
application to DRPT for a grant of financial assistance in the 
amount of $24,700 to defray 95 percent of the costs of a NVTC 
intern  for one-year to specialize in web-site maintenance and other 
high-priority activities; 2) to accept from DRPT grants in such 
amounts as may be awarded; 3) to furnish DRPT such documents 
and other information as may be required for processing the grant 
request; and 4) to provide up to a five percent cash match; 
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BE IT FURTHER RESOLVED that NVTC’s executive director is authorized, for 

and on behalf of NVTC and PRTC and their members, 1) to 
execute and file an application to DRPT for a grant of financial 
assistance in the amount of $22,800 to defray 95 percent of the 
costs of a VRE intern; 2) to accept from DRPT grants in such 
amounts as may be awarded; and 3) to furnish DRPT such 
documents and other information as may be required for 
processing the grant request;  

 
BE IT FURTHER RESOLVED that NVTC certifies that the funds for all of the 

above grants will be used in accordance with the requirements of 
Section 58.1 638.A.4 of the Code of Virginia, that NVTC will provide 
matching funds in the ratio required by the Act, that the records of 
receipts of expenditures of funds granted to NVTC may be subject 
to audit by DRPT and by the State Auditor of Public Accounts, and 
that funds granted to NVTC for defraying the public transportation 
expenses of NVTC shall be used only for such purposes as 
authorized in the Code of Virginia; and 

 
BE IT FURTHER RESOLVED that NVTC's executive director is authorized, for 

and on behalf of NVTC and its members, to furnish to TPB, CTB 
and other state and federal funding agencies such documents, 
information, assurances and certifications as may be required for 
pursuing the above grant requests and continuing previously 
awarded grants.    

 
 
Approved this 5th day of February, 2004. 
 
 
 
 
                                         
       William D. Euille 
       Chairman 
 
 
 
                                                           
Gerald E. Connolly 
Secretary-Treasurer  
 
 
 



                                                                             AGENDA ITEM # 3 
 
 
 
 
 
 
 
 
 
 

MEMORANDUM 
 
TO:  Chairman Euille and NVTC Commissioners 
 
FROM: Rick Taube and Scott Kalkwarf 
 
DATE: January 29, 2004 
 
SUBJECT: NVTC FY 2005 Administrative Budget 
             
 
 At its September, 2003 meeting the commission discussed the preliminary 
FY 2005 administrative budget and authorized staff to forward it to NVTC’s 
member jurisdictions to assist in their budget preparations.  NVTC discussed its 
budget again in January 2004.  The commission is now asked to approve the 
budget as presented.   
 
 You will recall that the attached budget would hold local contributions to 
the same amount ($310,000) as in FY 2004.  Total expenditures also are virtually 
unchanged from the previous fiscal year.  Each local jurisdiction is required by 
statute to pay a share of the budget that is proportional to the financial assistance 
received from NVTC.  The requested shares are shown on page one of the 
budget. 
 
 



 
 
 
 
 
 
 
 
 

REVISED PRELIMINARY BUDGET 
 

FISCAL YEAR 
2005 

 
(July 1, 2004 – June 30, 2005) 

 
 
 
 
 
 
 

September 4, 2003 
 

 



NORTHERN VIRGINIA TRANSPORTATION COMMISSION
ESTIMATED FISCAL YEAR 2005 REVENUE

Revised Preliminary

FY 2005-2004
Approved Preliminary Budget

FY 2003 Budget Budget Increase Percentage
Actual FY 2004 FY 2005 (Decrease) Change

1     Commonwealth of Virginia 529,500$       654,800$       658,150$       3,350$           0.5%

2          Alexandria 51,885           51,600           49,918           (1,682)            -3.3%
3          Arlington 71,868           75,672           72,236           (3,436)            -4.5%
4          City of Fairfax 5,143             5,973             6,301             328                5.5%
5          Fairfax County 166,789         160,694         166,577         5,883             3.7%
6          Falls Church 2,627             2,563             2,602             39                  1.5%
7          Loudoun 11,688           13,497           12,366           (1,131)            -8.4%

Total Local Jurisdictions 310,000         310,000         310,000         -                     0.0%

8     Total Commonwealth of Virginia 839,500         964,800         968,150         3,350             0.3%
   and Local Jurisdictions (Note 1)

9     Interest Earned 3,731             5,000             5,000             -                     0.0%

10   Project Chargebacks (Note 2) 66,464           100,000         90,000           (10,000)          -10.0%

11   Project Grant Billings 24,468           30,000           15,000           (15,000)          -50.0%

12   Appropriated Surplus (Note 3) 10,856           5,000             20,000           15,000           300.0%

       Total Revenue 945,019$       1,104,800$    1,098,150$    (6,650)$          -0.6%

1



NORTHERN VIRGINIA TRANSPORTATION COMMISSION
SCHEDULE OF FISCAL YEAR 2005 EXPENDITURES

REVISED PRELIMINARY

FY05 - FY04
Approved Preliminary Budget

FY 2003 Budget Budget Increase Percentage 
Actual FY 2004 FY 2005 (Decrease) Change

Personnel Costs
1 Salaries (Note 4) 553,459$      636,400$        625,800$        (10,600)$              -1.7%
2 Temporary Employee Services -                     1,000              1,000              -                           0.0%

       Total Personnel Costs 553,459         637,400          626,800          (10,600)                -1.7%

Benefits
Employer's Contributions

3 FICA 40,796           45,700            44,900            (800)                     -1.8%
4 Group Health Insurance (Note 5) 46,199           69,000            77,000            8,000                   11.6%
5 Retirement (Note 6) 48,221           57,000            52,500            (4,500)                  -7.9%
6 Workmans & Unemployment Compensation 2,441             2,000              2,000              -                           0.0%
7 Life Insurance 3,394             3,300              3,300              -                           0.0%
8 Long Term Disability Insurance 2,521             3,450              3,450              -                           0.0%

       Total Benefit Costs 143,572         180,450          183,150          2,700                   1.5%

Administrative Costs 
9 Commissioners Per Diem (Note 7) 13,250           15,500            15,250            (250)                     -1.6%

Rents: 149,187        157,300         160,000         2,700                  1.7%
10      Office Rent (Note 8) 139,228         145,300          148,500          3,200                   2.2%
11      Parking / Metrochek 9,959             12,000            11,500            (500)                     -4.2%

Insurance: 3,043            3,700             3,850             150                     4.1%
12      Public Official Bonds 1,563             2,000              2,000              -                           0.0%
13      Liability and Property 1,480             1,700              1,850              150                      8.8%

Travel: 15,660          26,500           25,000           (1,500)                 -5.7%
14      Conference Registration (Note 9) 1,860             3,000              3,000              -                           0.0%
15      Conference Travel (Note 9) 2,696             7,000              5,500              (1,500)                  -21.4%
16      Local Meetings & Related Expenses (Note 10) 9,393             12,000            12,000            -                           0.0%
17      Training & Professional Development (Note 11) 1,711             4,500              4,500              -                           0.0%
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NORTHERN VIRGINIA TRANSPORTATION COMMISSION
SCHEDULE OF FISCAL YEAR 2005 EXPENDITURES

REVISED PRELIMINARY

FY05 - FY04
Approved Preliminary Budget

FY 2003 Budget Budget Increase Percentage 
Actual FY 2004 FY 2005 (Decrease) Change

Administrative Costs (continued)
Communication: 11,237          13,950           13,800           (150)                    -1.1%

18      Postage 5,719             7,000              7,000              -                           0.0%
19      Telephone - LD 1,458             1,950              1,800              (150)                     -7.7%
20      Telephone - Local 4,060             5,000              5,000              -                           0.0%

Publications & Supplies 20,739          24,500           24,500           -                          0.0%
21      Office Supplies 4,850             5,300              5,300              -                           0.0%
22      Duplication (Note 12) 12,647           13,200            13,200            -                           0.0%
23      Public Information 3,242             6,000              6,000              -                           0.0%

Operations: 19,543          23,150           23,500           350                     1.5%
24      Furniture and Equipment (Capital) (Note 13) 6,691             8,250              8,000              (250)                     -3.0%
25      Repairs and Maintenance 65                  1,000              1,000              -                           0.0%
26      Computer Operations (Note 14) 12,787           13,900            14,500            600                      4.3%

Other General and Administrative 6,019            6,350             6,300             (50)                      -0.8%
27      Subscriptions 56                  750                 500                 (250)                     -33.3%
28      Memberships 1,915             1,100              1,200              100                      9.1%
29      Fees and Miscellaneous 2,608             2,000              2,300              300                      15.0%
30      Advertising (Personnel/Procurement) (Note 15) 1,440             2,500              2,300              (200)                     -8.0%

       Total Administrative Costs 238,678         270,950          272,200          1,250                   0.5%

Contracting Services
31 Auditing (Note 16) 9,310             14,000            14,000            -                           0.0%
32 Consultants - Technical -                     1,000              1,000              -                           0.0%
33 Legal -                     1,000              1,000              -                           0.0%

       Total Contract Services 9,310             16,000            16,000            -                           0.0%

          Total Operating Program 945,019$      1,104,800$     1,098,150$     (6,650)$                -0.6%
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NORTHERN VIRGINIA TRANSPORTATION COMMISSION 
Explanatory Notes to  

Revised Preliminary Fiscal Year 2005 Budget 
 

 
1.    Commonwealth of Virginia and Local Jurisdictional Contributions 

 
 Each NVTC jurisdiction is assigned a share of the local portion of NVTC’s 
administrative budget based on its share of revenue received by NVTC on behalf of 
jurisdictions from all sources in the previous year.  This procedure is required by state 
statute and results in changes in contributions from one year to another that vary for each 
jurisdiction depending on relative shares of revenue received.  The allocation in this FY 
2005 budget is based on the FY 2004 Subsidy Allocation Model. 
 
2.    Project Chargebacks 
  
 This line consists primarily of charges for NVTC staff support for the VRE 
project and reimbursed from VRE’s budget.  For FY 2003, actual charge backs were well 
below the budgeted level ($165,000), but recoveries for FY 2004 are expected to meet the 
budgeted amount.  Actual recoveries were $165,350 for FY 2001 and $115,175 for FY 
2002. 
 
3.      Appropriated Surplus 
 
 Included as a source of revenue is a projected excess accumulated surplus that is 
available to offset the proposed operating budget expenses.  This surplus is in excess of 
the commission’s anticipated minimum operating requirements.  
 
4.     Salaries 
 
 Salaries for fiscal year 2005 are budgeted to include merit increases for the 
existing staff.    Step increases for merit incentive raises are included up to 5%, but no 
cost of living adjustments are provided.  Each 1% of merit increases costs approximately 
$6,300.  Merit increases within the budget amount are awarded at the discretion of the 
executive director.   The 2005 budget includes nine staff positions, which is one less 
position than the 2004 approved budget. 
 
5.     Group Health Insurance 
 
 Experience over the past several years indicates accelerating cost of as much as 25 
percent annually. 
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6.     Retirement 
 

 Employer pension contributions show a decrease from the FY 04 budget due 
primarily to the reduction of a staff position offset by anticipated salary increases.    The 
calculations for the target benefit plan are based on the salaries projected for FY 2005.  
  
7.   Commissioners’ Per Diem 
 
 The statutory rate is $50 per meeting.  In FY 2003, two meetings were cancelled 
due to inclement weather.  The budgeted amounts for FY 2004 and FY 2005 are based 
upon the regular meeting schedules.    
 
8.     Office Rent 
 
 The administrative office lease was renewed during fiscal year 2001 for the period 
January 2001 through December 2010.  Rent expense is budgeted based upon the fixed 
costs of the lease, with a provision for increases in common area expenses due to rising 
costs. 
 
9.   Conference Registration and Travel 
 
 For conference registration and conference travel, FY 2003 actual amounts were 
well below the averages of the past several years.  The FY 2004 and FY 2005 budgets are 
based upon prior year needs. 
 
10.   Local Meetings and Related Expenses 
 
   NVTC hosts numerous regional meetings for the benefit of member jurisdictions.  
Costs of accommodating numerous meetings are the largest component of this line item, 
which also includes the costs of NVTC staff traveling to meetings elsewhere in the 
region.  FY 2003 actual expenses were well below the $12,000 average of the previous 
two years, and the amounts included in the FY 2004 and FY 2005 budgets approximate 
the actual amounts for FY 2001 and FY 2002.  
 
11.    Training and Professional Development 
 
 Actual expenditures fluctuate with the changing needs of staff.  For FY 2001, 
actual expenditures were $4,800, which is greater than the budgeted amounts for FY 2004 
and 2005. 
 
12.    Duplication  
 

Duplication costs are budgeted based upon a five year fixed price contract entered 
into during FY 2001.  The duplication expense of paper and staples which are not 
included in the contract have been budgeted based upon estimated usage levels.   
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13.   Furniture and Equipment 
 
 This budget category provides for the replacement and acquisition of office 
furniture and equipment, including computer hardware.  It is expected that during FY 
2005, several computers will need to be replaced or undergo major upgrades to support 
the operations of the commission.   
 
14.   Computer Operating Expense 
 
 Computer operating expenses include outside network consulting and services, 
software upgrades and supplies, and web hosting fees.   
 
15.    Advertising (Personnel/Procurement) 
 
 The FY 2005 budget includes a provision for personnel and procurement 
advertising.  An average of prior year costs was used to develop the budgeted amount as 
this category fluctuates from year to year. 
 
16.    Auditing 
 
 The 2005 budget includes auditing fees according to the three-year contract with 
the present auditors plus a contingency for additional services.  
 



NVTC WORK PROGRAM
FY 2005

(percent of employee hours)

1. Policy/Legislation
10%

2. Transit Funding
10%

3. Transit Services
20%

4. Financial Management
15%

5. WMATA & VRE Oversight
15%

6. Regional Coordination
15%

7. Public Information
15%



NVTC
Jurisdictional Contributions

Actual vs. CPI Adjusted
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AGENDA ITEM #4 
 
 
 
 
 
 
 

MEMORANDUM 
 
TO:  Chairman Euille and NVTC Commissioners 
 
FROM: Rick Taube  
 
DATE: January 29, 2004 
 
SUBJECT: Legislative Items 
             
 

A. Briefing on Status of Budget and Tax Restructuring Bills. 
 

Karen Rae has been invited to lead the discusssion of the 
Governor’s budget.  Attached for information is a copy of a NVTC staff 
analysis of Senator Chichester’s proposal (HB 635) for a net increase of 
$725 million in annual transportation revenue.  This analysis was 
distributed in mid-January to commissioners and local staff. 

 
Governor Warner’s tax restructuring proposals are designed to 

stabilize the General Fund and allow $347 million to be returned to the 
TTF.  Transportation projects in Northern Virginia could anticipate an 
additional $400 million over six years, with VRE and WMATA railcars 
among the projects that could receive funding. 

 
B. Transit Education Day. 

 
As shown on the attached flyer, NVTC is co-sponsoring a transit 

rally in Richmond.  Arlington’s mobile commuter store and Alexandria 
DASH’s DASH About bus will be on display.  Speeches by legislators and 
visits to their offices to describe transit’s legislative agenda will be among 
the day’s activities.  The event was rescheduled to February 10, 2004 
from January 27, 2004 due to snow and ice storms. 
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C. Proposal for a New Transportation Commission. 

 
As mentioned in the January 20th legislative alert provided to NVTC 

commissioners by NVTC staff, Delegate Orrock’s HB 146 would allow a 
new commission including Fredericksburg and Stafford County and others 
to collect a two percent motor fuels tax.  There are implications for the 
VRE Master Agreement and for the likelihood of passing NVTC’s own 
request for an increase in its existing two percent motor fuels tax to four 
percent (SB 458).  Staff will lead a discussion to clarify the commission’s 
position on this bill and related issues.  A set of questions is attached that 
has been provided to local advocates for the new commission. 
 

D. Other Bills of Interest to NVTC. 
 

A profile of several bills being actively followed by NVTC staff is attached.  
Among such bills are: 
 
• HB 155 Delegate Van Yahres/Senator Deeds -- 

Prohibits certain devices for signal pre-emption [issue: buses need to 
be exempted.  This and companion bills are being amended to permit 
buses to preempt signals.] 
 

• HB 539 Delegate Joe May -- Several bills would require motorists to 
stop for pedestrians in cross-walks, including SB 101 and SB 451, 
among others.  [Included in NVTC’s legislative agenda.  Issue: 
amendments would require motorists to yield rather than stop.] 

 
• HB 1231 Delegate Morgan Griffith -- Codifies and consolidates Acts of 

Assembly references to NVTC and other boards and commissions 
[Issue: Adds confusing “non-legislative citizen” term to NVTC 
members, restricts new jurisdictions to one member, adds another 
member of the General Assembly.  Local legislative liaisons will 
propose amendments to the Northern Virginia delegation.] 

 
• HJR 21 Delegate Albo -- Constitutional amendment to limit transfers 

from the TTF [Included in NVTC’s legislative agenda.] 
 

• SB 413 Senator Edwards -- Accelerates to July 1, 2004 the creation of 
the Rail Transportation Development Authority [Issue: With no 
dedicated funding source, concern for added competition for VRE.] 

 
• SB 508 Senator Mims -- Increases penalties for HOV violations in 

Planning District 8 [Included in NVTC’s legislative agenda.] 
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• SJR 39 Senator Puller -- Requests study of the feasibility of light rail 
transit in the Route 1 corridor.  [Issue: Funds for the study should not 
come from funds otherwise available to the region for transit.] 

 
E. Federal Legislation. 

 
The bill to reauthorize TEA-21 (H. R. 3550) introduced by House 

Transportation and Infrastructure Committee Chairman Don Young and 
known as TEA-LU, is expected to be marked up in committee on or about 
February 5th and move to the House floor.  This bill is very favorable to 
transit and is included in NVTC’s legislative agenda. 

 
The Senate reauthorization of TEA-21 should be released shortly in 

Senate Finance with the transit portion to follow from the Senate Banking 
Committee.  Debate may occur during the week of February 2. 

 
Unfortunately, efforts continue by Senator Grassley and the Bush 

Administration to eliminate leveraged leases from the arsenal of transit 
system innovative financing techniques.  WMATA alone has received $80 
million in past benefits, has a $20 million deal pending and has 
programmed $13 million in future receipts for CNG buses. 

 
The House has passed the FY 2004 Transportation Appropriations 

Act.  President Bush is expected to sign it.  Details are provided in the 
attachment.  Among the important earmarks for this region are $3 million 
for VRE parking, $3.7 million for Richmond Highway transit improvements 
and $1 million for job access and reverse commute. 

 
 

 



 
 
 
 
 
 
 

MEMORANDUM 
 
 

TO: Chairman Euille and NVTC Commissioners 
cc: NVTC Management Advisory Committee 
 NVTC Legislative Liaisons 
 
FROM: Rick Taube 
 
DATE: January 20, 2004 
 
SUBJECT: Legislative Alerts 
             

    
Senator Chichester’s Tax Proposal 
 
 As explained in the attachments, the effect of this proposal (apparently not 
yet introduced as a bill) are very significant for NVTC.  Basically, if the new 5.5 
percent sales tax on motor fuels is sent to the Transportation Trust Fund, NVTC 
will gain about $12 million annually in transit formula allocations.  If the proceeds 
of that new levy are not sent to the TTF, NVTC would lose $16.8 million annually. 
 
 Senate Finance Committee staff stated that the new sales tax on 
motor fuel will be directed into the TTF.  We need to confirm this when the 
bill is introduced. 
 
HB 1231 “Collegial Bodies: Changes and Conformity of Provisions” 
 
 The so-called “clarifications” introduce several serious issues for NVTC, 
including confusion over the term “nonlegislative citizen members” and adding a 
requirement not currently in any legislation that new jurisdictions should have one 
member.  Also, another member of the House of Delegates would be added, with 
implications for NVTC’s quorum.  Staff of Legislative Services was informed of 
these concerns but they were not corrected. 
 
 Please contact the bill’s patron, Delegate Morgan Griffith, to express 
these concerns. 
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HB 146:  Motor Fuel Tax: Additional Imposition in Certain Transportation Districts 
 
 Delegate Orrock has introduced a bill to permit a two percent motor fuels 
tax if a new transportation district is formed to include current VRE participants 
Stafford County and Fredericksburg as well as others.  Local advocates say that 
Senator Houck will introduce a similar bill and that the bills enjoy the support of 
Speaker Howell and Senator Chichester.  There has been some discussion with 
local advocates of combining authorization for an increase in NVTC’s gas tax 
with this bill.  Senator Whipple intends to introduce a separate bill to increase 
NVTC’s gas tax to 4% from 2%. 
 
 There are two issues that would affect linking the bills: 1) The Orrock bill 
now requires a reduction in the local property tax to reflect the increased 
revenues from the gas tax; and 2) Local advocates suggest that in a combined 
bill, NVTC’s local governments should have to act affirmatively before the gas tax 
increase would occur.   
 
 Please consider the implications of combining NVTC’s gas tax 
request with the Orrock (and Houck) bills.  As discussions continue among 
local legislative liaisons, we will inform you of the positions that emerge.  
 
  



 
 
 
 
 
 
 
 

CHANGES IN NORTHERN VIRGINIA TRANSPORTATION COMMISSION  
TRANSIT REVENUES FROM SENATOR CHICHESTER’S 

VIRGINIA INVESTMENT ACT 
 

-- Millions of 2004 Dollars -- 
 

           Annual Formula Transit Funds       Annual Payments by 
      Proposed Tax                  Received by NVTC         Residents of NVTC  
 

1.  3¢/gallon gas tax  $1.8  $20 
     

2.  5.5%/ex-tax gallon  $28.8/$4.2/0*  $46.6 
     

3.  Existing NVTC 2% on 1&2 $1.3  $1.3 
     

4.  $10 vehicle   registration $0.6  $12.4 
     

5.  2.5% titling tax  $10.9  $125 
     

6.  $356 million removed from TTF -$31.4  0 
     
  ______  ______ 
           Total $12/-12.6/-16.8*         $ 205.3 
     

 
  
    *   The first amount assumes all new funds flow through the Transportation Trust 

Fund (TTF).  The second assumes the current gas tax proportion (14.3%) flows 
through the TTF.  The third assumes none flows through the TTF. 



 
 
 
 
 

CONSEQUENCES FOR NORTHERN VIRGINIA TRANSPORTATION 
COMMISSION TRANSIT REVENUES OF  

SENATOR CHICHESTER’S VIRGINIA INVESTMENT ACT 
 

 
 

-- January 20, 2004 -- 
 

NVTC gains by formula allocation from several of the revenue increases, 
including:  $1.8 million annually from the 3-cent statewide gas tax increase; from 
$4.2 million up to $28.8 million from the 5.5 percent sales tax on the ex-tax price 
of gasoline, depending on what proportion flows to the TTF versus the HMOF; an 
additional $1.3 million per year from increased collection of NVTC’s two percent 
gas tax on the first two levies; about $600,000 from the $10 increased vehicle 
registration fee; and about $10.9 million from the increase to 5.5 percent in the 
motor vehicle titling fee.  The sum is at least $18.8 million and as much as $43.4 
million.   
 

The proposal to exchange the current half-cent sales tax now going to the 
TTF initially would cost NVTC $31.4 million annually.  Thus, under the most 
favorable assumption, NVTC could at most receive an additional $12.0 
million annually from the entire VIA proposal.  Under less favorable 
assumptions, NVTC could lose over $16.8 million annually.  The more net 
revenues channeled through the TTF, the better off NVTC will be.  NVTC 
might also gain from discretionary grants from the net increase in statewide 
transportation funding of $725 million.  
 

1. 3-cents per gallon statewide gas tax increase. 
 

Ignoring the distinction between gasoline and diesel, 14.3 percent 
of the revenues of the current 17.5-cents per gallon gas tax now go into 
the TTF, of which transit gets 14.7 percent.  NVTC typically receives about 
60 percent of the 14.7 percent.  The result is 0.03784 cents per statewide 
gallon ($.03 x .143 x .147 x .6).  NVTC citizens would pay 3 cents per 
gallon more on about 665 million gallons annually, or about $20 million 
more per year.  NVTC would receive 0.03784 cents per gallon for transit 
on about 4,800 million gallons sold statewide (as of 2001), or $1,816,214 
more per year.  NVTC’s jurisdictions also could expect some additional 
funding for highways. 
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2. New 5.5 percent sales tax on ex tax price of gasoline. 
 

Assuming an ex-tax price of $1.28 (current DOE price of $1.64 per 
gallon less federal and state gas taxes of about 36 cents), this new tax 
would yield 7-cents per gallon.  NVTC citizens would pay the 7-cents more 
on about 665 million gallons annually, or about $46.6 million annually.  
Because this tax does not exist now, there is no current proportion to 
assume for the share going to the TTF.  Assuming all would flow into the 
TTF, NVTC would receive 60 percent of transit’s 14.7 percent share, or 
0.6 cents per statewide gallon on about 4,800 million gallons, or $28.8 
million more per year.  If the proceeds of the sales tax flow into the HMOF 
and TTF in the same way as the current statewide gas tax, then NVTC 
would receive 0.08820 cents per gallon ($.07 x .143 x .147 x .6) or about 
$4,233,600 per year more.  Of course, if the proceeds all bypass the TTF, 
NVTC would not receive any more. 

 
3. Effect of 3-cent increase in statewide gas tax and 5.5 percent tax on ex-

tax price of gasoline on NVTC’s two percent gas tax. 
 

NVTC would collect an additional two percent of the 3-cents on 
each gallon plus two percent of the 5.5 percent on each ex-tax gallon, or 
about two percent of 10 cents combined, or about 0.2 cents per gallon.  
On the approximately 665 million gallons sold, this yields about $1.33 
million for NVTC transit, all paid within the NVTC district. 
 

4. Raise vehicle registration fee by $10. 
 

The TTF currently receives $3 of the total $28.50 annually (less 
than 11 percent).  In the same proportion, $1.05 of the increase would flow 
to the TTF, of which transit would receive 14.7 percent and NVTC 60 
percent of that, or 9.3 cents of every $10 paid.  The yield of the new $10 
fee statewide is about $62 million, so NVTC would receive about $600,000 
for transit.  NVTC’s jurisdictions registered 19.5 percent of the 
commonwealth’s 6.7 million vehicles in 2002.  Thus, citizens of this region 
would pay about $12.4 million more.   
 

5. Motor vehicle titling tax increase to 5.5 percent. 
 

The TTF currently receives a third of the 3 percent tax.  If the TTF 
receives a third of the new 2.5 percent fee, then transit would receive 14.7 
percent of that and NVTC 60 percent.  The current yield is about $150 
million per 1 percent, so the new 2.5 percent fee would yield about $375 
million more statewide and NVTC would receive about $10.9 million more 
for transit ($375 million x .33 x .147 x .6).  NVTC’s jurisdictions receive 
about a third of the statewide car tax relief.  Assuming the region pays the 
same third of titling taxes, citizens of Northern Virginia would pay about 
$125 million more.   
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6. Exchange the half-cent sales tax in the TTF for an auto insurance 
premium tax and recordation fee increase. 

 
The net annual loss to the TTF is $356 million.  Transit receives 

14.7 percent and NVTC 60 percent, for a loss to NVTC of $31.4 million 
annually.  Apparently in FY 2007 another $60 million would be added to 
the TTF from higher recordation fees, thereby cutting NVTC’s loss to 
$26.1 million annually. 



 
 

Transit Education Day 2004 
“We are the Faces of Public Transportation” 

 
« Richmond Virginia «February 10, 2004 « 

 
Agenda 

 
7:00 AM -12 NOON Distribution of Donuts and Beverages (between 

7:00 am and 11:00 am) from the Commuter Store 
in Darden Garden, view the City of Alexandria 
DASH About Bus. 

 
 
9:30 – 9:45 AM Assemble in Darden Garden at the Mobile 

Commuter Store (in case of rain -- lobby of the 
General Assembly Building)   

 
10:00 - 11:15 AM  Delegates & Senators will speak in 5th Floor East 

Conference Room  
 
11:15 -11:30 AM   Rally  
 
11:30 – 12:30  Assemble to head to Senate Room B for 

Recognition on Floors of Senate & House.    
 
12:30 – 2:00  Lunch on own/ Observe Session from conference 

rooms.   East side Senate; West side House.   
§ Chickens in Capital Building;  
§ Padows in City Hall; or  
§ General Assembly Building Cafeteria    

 
2:00 -3:30 Meet outside conference room 5 East to get 

materials.  Visit Offices to Distribute Materials 
 
3:30 PM  Re-assemble at for buses home at Darden Bus 

Loop  
 



Greetings fellow public transportation supporters! 
 
Please join your fellow transportation operators, riders, and elected officials as we 
convene with the General Assembly in Richmond, Virginia for our second annual 
transit education day to be held on February 10, 2004.  Attached is the itinerary for 
your review.   
 
We encourage each jurisdiction in the commonwealth to invite their staff, customers, 
local business owners and local elected officials to attend this one-day event.  Now, 
more than ever, we need to work together to educate legislators about the importance 
of transit and ensure that our transportation systems are funded so that we can 
continue to serve our customers, visitors and residents of the commonwealth. 
 
We will be assembling packets of information for distribution to members of the 
General Assembly.  If you would like information about your system included, please 
forward 150 copies (no later than COB February 6, 2004) to:  
 

Kala Quintana, Director of Public Outreach 
Northern Virginia Transportation Commission 

4350 North Fairfax Drive, #720 
Arlington, VA 22203 

 
It’s important that YOU attend!   

 
I have attached copies of the invitation/announcement flyers that  

we will distribute to the General Assembly for this event.   
 

For more information, please contact:  Kala Quintana 703/ 524-3322 ext 104 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
We’ll see you in Richmond, VA on February 10, 2004! 

 

Attendees from Northern Virginia jurisdictions:  A shuttle is available for you!  
Meet at the DASH bus stop to board the DASH About Bus located at the King 
Street Metro no later than 7:25 am on Tuesday February 10, 2004. Shuttle will 
depart promptly at 7:30 am. 
 
The shuttle will also pick up passengers at PRTC’s Omni-Ride lot at 
approximately 8:00 am. Passengers wishing to meet at the PRTC location should 
be there no later than 7:55 am on Tuesday February 10, 2004.  Shuttle will depart 
promptly at 8:00 am. 
 
The shuttle will depart from Richmond no later than 3:30 pm in order to return to 
Northern Virginia by 5:00pm.  Don’t forget to VOTE!!!  
 
We hope that other jurisdictions may also provide transportation to and 
from this event for attendees and constituents from throughout the 
commonwealth. 



























AGENDA ITEM #5 
 
 
 
 
 
 
 
 

MEMORANDUM 
 
TO:  Chairman Euille and NVTC Commissioners 
 
FROM: Rick Taube 
 
DATE: January 29, 2004 
 
SUBJECT: WMATA Items 
             
 

A. Metro Board Digest for January, 2004. 
 

 A copy of the report is attached for your information. 
 

B. Response to NVTC Letter. 
 

     A copy of a December 9, 2003 NVTC letter to WMATA containing 
requests for information is attached.  The WMATA response was received 
January 26, 2004.  Commissioners should review the response to 
determine if it provides sufficient information or if a follow up is needed. 
 

C. Regional Mobility Planning Session. 
  

 WMATA hosted a workshop on January 9, 2004 to discuss how to 
move from planning to implementation.  Panels made presentations on 
effective transportation system management strategies and transportation 
demand management strategies.  WMATA staff is compiling the results of 
the workshop into a proposed scope of work with goals and strategies. 
 
 Among the speakers: 
 

• Dick White, WMATA CEO, spoke of three percent of the region’s 
population currently residing within a half mile of a Metrorail station, 
while 25 percent of the jobs are within that same distance; 

 
• Young Ho Chang, Director of Fairfax County DOT, described 

remarkable growth in bus ridership in the Dulles Corridor.  
Ridership is growing in response to 6-7 minute headways, 
hardened highway shoulders to allow buses to bypass congestion, 
three new Connector stores providing customer service, a new 
canopy at the Herndon-Monroe transportation center, four new  
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park-and-ride lots with 3,500 spaces (now 85 percent full) and a 
huge lot for a non-rail site at Herndon-Monroe (1750 spaces now 
90 percent full).  The county is using $1.4 million to catalogue its 
bus stops using GIS and improving safety, pedestrian access and 
cleanliness at these stops. 
 

• Albert Genetti, Director of Montgomery County DPW, emphasized 
the need for interoperability among technologies used by transit 
operators (e.g. automated vehicle locators); and also called for 
common jurisdictional traffic policies;  

 
• Dan Tangherlini, Director of the D.C. DOT, suggested the need to 

provide better information to customers and let them choose the 
best mobility option (e.g. web-based traffic cameras); 

 
• Several speakers, in discussing improved land use and transit-

oriented development, noted ironically that “people don’t like 
density but they don’t like sprawl, either.” 

 
• Finally, Tom Downs, President of the ENO Transportation 

Foundation, provided some excellent advice (and referred to 
several NVTC-sponsored studies to support his arguments).  
Regarding performance measurement he stated, “If you can’t count 
it, it doesn’t count.”  The best way to see the world through 
customers’ eyes is to ask them (through recurring surveys).  
Emphasize safety since “The first rule of customer service is to not 
kill your customers.”  Make customers love transit since they can 
change the political dynamic.  Don’t fail in the short run to fix the 
small things while pursuing a long-term vision.  Consider coalitions 
of jurisdiction and transit staffs and citizens to form station teams to 
get the most from our rail investments. 

 
D. U.S. Route 1 Corridor Service Restructuring Plan. 

 
The WMATA Board approved on January 22, 2004 a public hearing on 

the attached plan to alter Metrobus Routes 9A and 9E in Arlington, 
Alexandria and Fairfax County.  In response to several studies of the 
corridor, including one sponsored by NVTC, WMATA and Fairfax County 
have developed a phased plan for the Route 1 corridor to support 
revitalization goals and ultimately initiate light rail linking Ft. Belvoir and 
the Huntington Metrorail station. 

 
 Among the initial improvements would be enhanced bus service, 

including express buses and branded routes (like Arlington’s “Pike Ride”) 
as well as pedestrian safety initiatives.  The public hearing will seek public 
comment on plans to alter Routes 9A and 9E as described in the 
attachment, with the changes proposed to be effective in June, 2004.  





















































































































               AGENDA ITEM # 6 
 
 
 
 
 
 
 
 
 
 

MEMORANDUM 
 
TO:  Chairman Euille and NVTC Commissioners 
 
FROM: Rick Taube  
 
DATE: January 29, 2004 
 
SUBJECT: Regional Transportation Items 
             

A. Highways and Transit: Leveling the Playing Field in Federal 
Transportation Policy. 

 
Edward Beimborn and Robert Puentes have co-authored a 

research paper published in December, 2003 by the Brookings Institution 
that documents “unfair competition between highways and transit.”  
According to the authors, “federal rules remain stacked against transit.”  
This results in “an unlevel playing field, distorting good local planning, 
management and decision making.” 
 
 Among the positive changes over the past decade or so are: 
 

• More even matching requirements -- ISTEA shifted many transit 
and highway ratios to 80/20; 

• Funding flexibility -- ISTEA and TEA-21 allowed funds to be 
shifted to transit.  California has in fact shifted a third of its 
federal highway funds to transit.  New York is next with 16.5 
percent, followed by Pennsylvania at six percent and 
Massachusetts and Illinois at 3.3 percent.  All other states are 
less than three percent with 27 states flexing less than one 
percent. 

• Major investment strides -- ISTEA expanded the requirement to 
highways but TEA-21 relaxed it. 
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The authors recommend the following changes in federal policies: 
 
1) Apply the land use requirements of FTA’s new starts guidelines 

to major highway projects; 
2) Establish cost effectiveness procedures for highways like those 

that exist for transit; 
3) Improve performance evaluation and peer comparisons of 

highways; 
4) Correct remaining disparities of matching ratios for transit and 

highway funding programs; 
5) Differentiate between new starts and extensions of existing 

transit systems to streamline transit expansions; 
6) Create a new program for small new transit projects of less than 

$100 million to encourage new BRT, light rail and commuter rail 
projects. 

 
For a copy of the research paper, contact NVTC staff or visit the 
Brookings website at www.brook.edu. 

 
B. BRT in the Dulles Corridor. 
 

At the request of the Virginia Department of Rail and Public 
Transportation, NVTC compiled information from Fairfax County and 
elsewhere to examine the extent to which current bus service in the Dulles 
Corridor would qualify to be called Bus Rapid Transit using the definition 
of the Federal Transit Administration. 

 
As shown on the attachment, the bus service now operating in the 

Dulles Corridor certainly qualifies as BRT.  This fact is often overlooked in 
public debates about whether BRT could serve as an effective substitute 
for the planned Metrorail extension.  Additional material is attached 
describing BRT characteristics. 

http://www.brook.edu/






Dulles Corridor Rapid Transit Project 
 

How Dulles Corridor Bus Service Measures up  
to the FTA Definitions and Concepts of Bus Rapid Transit  

 
 

FTA Definitions &  
BRT Concepts 

Existing Dulles Corridor Service Future Dulles Corridor Service 

Transit priority 
 
• Busways  
• Exclusive or near-exclusive lanes 

on expressways. 
 

Dulles Access/Toll Road is comparable to an 
exclusive right-of-way.  Buses operate at high 
speeds. 
 
Bus only slip ramps   
Allows buses to get on the Dulles Airport 
Access Road quicker and easier.   
 
Queue Jumping  
On the approach to the West Falls Church 
Metrorail Station north side bus bays the 
reinforced shoulder allows buses only to 
bypass stopped vehicles. 
 
 

New Automated slip ramps are currently 
under construction, which will allow buses 
to use the Airport Access Road during more 
hours, on more trips and for a greater 
portion of their trips.   
• The automated slip ramps should be 

fully operational by Fall, 2003.  
 
At the north side bus bays at West Falls 
Church Metro, two new bus bays are under 
construction, which will relieve bus 
congestion during peak periods.   
• Construction will be completed in 

Summer, 2003. 
 

Reduce Waiting/Travel Time 
 
• Reduce the number of stops – 

limited stop service. 
• Greater frequency of buses 
• Limited reliance on schedules due 

to frequency. 
 

Peak period headways are 6 minutes to 7.5 
minutes between West Falls Church and the 
two major Park-and-Ride facilities in the 
corridor (Herndon-Monroe and Reston East)  

• Passengers use this service just as they 
would a rail system – without 
referring to schedules. 

 

Off-peak headways could be improved to 15 
minutes, if funding can be found. 
 

 
 
 
 



FTA Definitions &  
BRT Concepts 

Existing Dulles Corridor Service Future Dulles Corridor Service 

User Friendly Service 
 
• Automatic Vehicle Location 
• Eliminate on-vehicle fare 

purchasing 
• Information real time bus status 

• Fairfax County operates four Connector 
Stores at key facilities in the Corridor to 
provide information and sell fare media.  
The Connector Stores: Springfield Mall, 
Tysons-West*Park Transit Station,Reston 
East at Wiehle Avenue Park & Ride, 
Herndon-Monroe Park & Ride. 

 
• Mobile Commuter Stores 
 
• Electronic schedules available for 

download to cell phones, palm pilots, and 
hand held computers. 

• Canopy construction continues at 
Herndon-Monroe providing weather 
protection for passengers transferring or 
waiting at this major facility. 

 
• Smart Card Fareboxes will be installed 

in all buses by Summer, 2004.  In effect, 
this will be comparable to pre-paid fare 
and will speed boarding times. 

 
• With a grant from VDRPT, Fairfax 

County is conducting a strategic ITS 
plan for its bus system.  This strategic 
plan is the first step to providing real-
time passenger information, another key 
BRT feature. 

 
 
 



Dulles Corridor Rapid Transit Project Comparison 
 

How Dulles Corridor Bus Service Measures up  
to BRT in  Charlotte, NC (CATS); and Miami-Dade, FL (MAX) 

 
 

FTA BRT Concepts  Dulles Rapid Transit Charlotte Area Transit 
System (CATS) 

Miami-Dade MAX 

Transit priority 
• Busways  
• Exclusive or near-

exclusive lanes on 
expressways. 

 

• This Bus Rapid Transit (BRT) 
project is part of a multi-year, 
multi-phased effort to bring 
Metrorail rapid transit to the 
rapidly growing 23-mile Dulles 
corridor 

• Dulles Access/Toll Road is 
comparable to an exclusive right-
of-way.  Buses operate at high 
speeds. 

• Bus only slip ramps - Allows 
buses to get on the Dulles Airport 
Access Road quicker and easier.  

• Queue Jumping - On the approach 
to the West Falls Church Metrorail 
Station north side bus bays the 
reinforced shoulder allows buses 
only to bypass stopped vehicles. 

 

• 2.6-mile two-way express bus-
only facility (without on-line 
stations). 

• A queue jumper at the eastern 
terminus allows buses to 
bypass some of the worst 
congestion in the corridor. 

• Exclusive, two-lane, two-
direction, 8.5-mile, at-
grade transit facility which 
runs from the Dade-land 
South Metrorail station to 
the Cutler Ridge 
neighborhood. 

 
 
 
 
 
 
 
 



 
FTA BRT Concepts  Dulles Rapid Transit Charlotte Area Transit 

System (CATS) 
Miami-Dade MAX 

Reduce Waiting/Travel 
Time 
 
• Reduce the number of 

stops – limited stop 
service. 

• Greater frequency of 
buses 

• Limited reliance on 
schedules due to 
frequency. 

 

• Peak period headways are 6 
minutes to 7.5 minutes between 
West Falls Church and the two 
major Park-and-Ride facilities in 
the corridor (Herndon-Monroe and 
Reston East)  

• Passengers use this service just as 
they would a rail system – without 
referring to schedules. 

• Off-peak headways could be 
improved to 15 minutes, if funding 
can be found. 

 

• In the evening peak, the queue 
jumper provides a 10 to 5 
minute time savings for 
outbound buses.  

• Express lanes save 2 to 4 min. 
in the AM for inbound buses 
(buses are operated in the peak 
period only). 

• 15 on-line stations in each 
direction.  

• The busway corridor is 
within 100 feet of the west 
side of US 1, one of the 
most heavily traveled 
corridors in Dade.  

• Busway service includes 
the busway local, serving 
busway stations only, the 
busway express, which 
makes limited stops on the 
busway during peak 
periods and continues 
further south beyond the 
end of the current busway, 
and several other routes 
which use the busway for a 
portion of their service. 

• Service on the Busway is 
provided seven days a 
week from 5:30 a.m. until 
1:00 a.m., with frequent 
service at the busiest 
stations.  

• In peak periods, up to 20 
buses per hour operate in 
each direction. 

 
 
 
 
 
FTA BRT Concepts  Dulles Rapid Transit Charlotte Area Transit Miami-Dade MAX 



System (CATS) 
User Friendly Service 
 
• Automatic Vehicle 

Location 
• Eliminate on-vehicle 

fare purchasing 
• Information Real time 

bus status 

• Stores at key facilities in the 
Corridor to provide information 
and sell fare media.  The 
Connector Stores: Springfield 
Mall, Tysons-West*Park Transit 
Station,Reston East at Wiehle 
Avenue Park & Ride, Herndon-
Monroe Park & Ride. 

 
• Mobile Commuter Stores 
 
• Electronic schedules available for 

download to cell phones, palm 
pilots, and hand held computers. 

• No reference to these 
technologies/services 
offrered on either the FTA 
or the CATS website. 

The fare is collected as passengers 
board the bus. Boarding is only 
through the front door 
of the bus. A free transfer to 
Metrorail is provided for 
northbound passengers. 
Southbound passengers pay for a 
transfer from Metrorail to the bus.  
 
Low-floor buses provide curb 
level boarding. 
 
An Automatic Vehicle Location 
(AVL) System has been 
implemented within the Metro- 
Dade Transportation Agency. This 
enables the Agency to track the 
vehicles in real time and 
obtain information needed to make 
timely schedule adjustments and 
equipment 
substitutions, when failures occur 
in the fleet. 
 
• A Computer Aided 

Dispatching (CAD) system 
helps the transit dispatchers 
and traffic controllers manage 
the dispatching and the 
performance of the buses 
throughout the County, 
communicating directly with 
drivers 

 
 



 
FAIRFAX COUNTY’S DULLES CORRIDOR EXPRESS BUS SERVICE 

Source: Young Ho Chang – Fairfax County, VA  
 

 Fairfax County’s Dulles Corridor Express Bus Service currently has many features of a Bus Rapid Transit System and will have 
more in the future. 

 
 Transit Priority:   

o By operating within the Dulles Airport Access Road, buses use a facility that is comparable to an exclusive right-of-way.  
Although shared by airport traffic, level of service is very good.  Buses operate at high operating speeds resulting in 
reduced travel times and increased reliability. 
   

o Bus only slip ramps - allow the buses to get on the Dulles Airport Access Road quicker and easier.  New automated slip 
ramps are currently under construction.  Automating the slip ramps will allow buses to use them at all hours, not just peak 
periods. 

 
o Queue Jumping - On the approach to the West Falls Church Metrorail Station north side bus bays, which has regular peak 

period congestion, the shoulder has been strengthened to allow buses to bypass stopped vehicles. 
 
 Reduced Waiting Time: 

o Peak period headways between West Falls Church and the two major Park-and-Ride facilities in the corridor (Herndon-
Monroe and Reston East) are 6 minutes to 7.5 minutes.  Passengers use this service just as they would a rail system – 
without referring to schedules. 
 

 User Friendly Service: 
o Fairfax County operates three Connector Stores at key facilities in the Corridor to provide information and sell fare media.  

The Connector Stores provide better passenger information and make transit easier to use – a key objective of BRT. 
 
 Fairfax Connector Key Statistics: 

o Ridership currently averages more than 14,000 trips per weekday.  This represents a 115% increase from fiscal year 
1999, the year before the service was enhanced.  In May 2003, the average daily ridership surpassed 15,000 a day. 

 
o There are four Park-and-Ride Facilities with nearly 3400 spaces. 

 
o Overall parking utilization is 84%; One facility, Reston East, is at capacity.  

 
o Herndon-Monroe Park-and-Ride, with 1,778 spaces, has over half the spaces in the Fairfax County portion of the 

Corridor.  It is one of the largest non-rail commuter facilities in the Country.  Usage has grown steadily during its first 



four years of operation.  Average use during its first year, FY 00, was 445 cars per day.  Last year, FY 02, the average 
was 1,008 cars per day.  So far in FY 03 average use is 1,421 cars per day and the facility is 82% full. 

 
 Enhancements In Progress: 

o New Automated slip ramps are under construction, which will allow buses to use the Airport Access Road during more 
hours, on more trips and for a greater portion of their trips.  The automated slip ramps should be fully operational by 
Fall 2003.  

 
o Canopy construction continues at Herndon-Monroe providing weather protection for passengers transferring or waiting 

at this major facility. 
 

o The north side bus bays at West Falls Church Metro are under construction, increasing capacity by two bus bays, which 
will relieve bus congestion during peak periods.  Construction will be completed in Summer 2003. 

 
 Future Improvements: 

o Smart Card Fareboxes will be installed in all buses.  In effect, this will be comparable to pre-paid fare and will speed 
boarding times. 

 
o With a grant from VDRPT, Fairfax County is conducting a strategic ITS plan for its bus system.  This strategic plan is 

the first step to providing real-time passenger information, another key BRT feature. 
 

o Off-peak headways could be improved to 15 minutes, if funding can be found. 



FTA Guidelines & Data 
EVALUATION GUIDELINES FOR BUS RAPID TRANSIT DEMONSTRATION PROJECTS  

Author: Schwenk, JC 

Publication Date: February 2002  

Pagination: 90 pages 

Report No: DOT-VNTSC-FTA-02-02, DOT-MA-26-7033-02.1 

Publisher/Corporate Author(s):  

Research and Special Programs Administration  
Volpe National Transportation Systems Center, Kendall Square 
Cambridge, MA 02142 

Federal Transit Administration  
400 7th Street, SW 
Washington, DC 20590 

Abstract:  

The Federal Transit Administration's (FTA) Bus Rapid Transit Demonstration Program is supporting demonstrations of Bus Rapid 
Transit (BRT) in selected cities across the United States. The US BRT Demonstration Program aims to adapt the principles of highly 
successful BRT systems, such as those of Curitiba, Brazil; Lyon, France; and Nagoya, Japan, to U.S. conditions, laws, and institutions. 
A primary goal of the BRT Demonstration Program is to assess the demonstration projects through scientific evaluation. This 
document presents guidelines for planning, implementation, and reporting the findings of an evaluation of a BRT implementation site 
selected for the FTA BRT Demonstration Program. The document will provide a common framework and methodology for 
developing and then executing the evaluation of individual BRT demonstrations.  

Available from:  

National Technical Information Service  
5285 Port Royal Road 
Springfield, VA 22161  
Phone: 703-605-6000; FAX: 703-605-6900 or E-mail: orders@ntis.fedworld.gov 

http://www.fta.dot.gov/cgi-bin/exitpage/go.pl?/cgi-bin/exitpage/go.pl?http://www.rspa.dot.gov
http://www.fta.dot.gov/cgi-bin/exitpage/go.pl?/cgi-bin/exitpage/go.pl?http://www.ntis.gov
mailto:orders@ntis.fedworld.gov


FTA will provide reproduced copies of the report, including the executive summary free-of-charge to organizations and individuals. 
For copies, please contact Charlene Wilder 

FTA Definitions 
 
A busway is a special roadway designed for the exclusive use of buses. A busway can be in its own right-of-way, or in a railway or highway right-
of-way. Short stretches of streets designated for exclusive bus use are sometimes also called busways. A busway can also be built in an active rail 
corridor (example: Pittsburgh's East Busway). Busways usually have on-line stations, constructed so that there is room for overtaking stopping 
buses 
 
Stations  
Busway stations can be designed to have berths for several vehicles to stop simultaneously. A high level of station amenities is generally provided. Stop locations 
for feeder buses (if any) should be designed to minimize walking distance and exposure to the elements. A barrier-free transfer (where the entire station is a paid 
zone, including feeder bus boarding area) reduces the difficulty associated with transferring and speeds boarding, since all fares are prepaid at turnstiles and 
therefore all doors can be used for boarding and there is no time lost to fare collection while boarding.  
 

1.1.1.1 BRT Concepts 
There are several key concepts involved in making ordinary bus service into Bus Rapid Transit. Each concept can be realized by taking advantage 
of one or more BRT features.  

1.1.1.1.1 Reducing Travel Time 
All BRT projects seek to improve service by reducing travel time. The components of travel time include time getting to and from the transit stop, 
time waiting for the transit vehicle, and time in the vehicle. If a transfer is needed, there is also additional walking and waiting time.  

A central concept in BRT planning is to give priority to transit vehicles, since on average they carry many more people than other road vehicles, and the goal 
should be to maximize person-throughput, not necessarily vehicle-throughput. One form of priority is to run service on exclusive rights-of-way such as busways 
and exclusive lanes on expressways. These techniques can greatly reduce in-vehicle travel time.  

Another form of priority is to designate bus lanes on arterial streets. Providing traffic signal priority to transit vehicles can also speed operation on streets. 
Reducing the number of stops, providing limited-stop service, or relocating stops to areas where there is less congestion can also speed service, although 
potentially with the disadvantage of increasing walk time.  

All of these techniques not only reduce in-vehicle time but by improving the reliability of service can reducing waiting time also. Since customers particularly do 
not like to wait for transit, reductions in waiting time can make service much more attractive. Automatic vehicle location systems can be used to manage bus 
service to regularize the intervals between buses, thereby minimizing passenger waiting time.  

Changing fare collection policies to reduce or eliminate on-vehicle fare purchase can speed boarding. Using vehicle designs that feature fewer steps and more or 
wider doors can also reduce dwell time.  

1.1.1.1.2 User Friendly Service 
Although faster travel is a key element in improving service and attracting more transit trips, transit will not be attractive to many potential riders 
unless it is more user-friendly. Better passenger information can make transit service easier to use. Providing real-time bus status information (a 

mailto:charlene.wilder@fta.dot.gov
http://www.fta.dot.gov/brt/guide/busway.html
http://www.fta.dot.gov/brt/guide/xway.html
http://www.fta.dot.gov/brt/guide/buslanes.html
http://www.fta.dot.gov/brt/guide/signal.html
http://www.fta.dot.gov/brt/guide/stops.html
http://www.fta.dot.gov/brt/guide/info.html
http://www.fta.dot.gov/brt/guide/fare.html
http://www.fta.dot.gov/brt/guide/vehicle.html
http://www.fta.dot.gov/brt/guide/info.html


by-product of automatic vehicle location) can reduce customer anxiety while waiting. A unified system design, with colors and images coordinated 
between stops, vehicles, and print materials, can simplify the experience of using public transit.  

Using marketing techniques can make the public aware of service improvements, and also help to improve the public image of buses.  

Making land use policy more oriented to developing and maintaining pedestrian-friendly areas will improve enhance the attractiveness of transit. In the long-run, 
land use policy coordinated with transit investments will help to make transit trips convenient by locating attractors conveniently adjacent to transit corridors and 
stations.  

1.1.1.1.3 BRT Benefits 
Reducing travel time will provide a benefit to all users of transit. In addition, faster service, combined with better information and better marketing 
to improve transit's image, will increase transit ridership. BRT can also help in the effort to promote transit-oriented land development. 
Understanding BRT features provides transportation planners the ability to offer a new transit option to the public which combines the ease-of-use 
of some rail service with the flexibility of bus service. 
 
Traffic signal priority is simply the idea of giving special treatment to transit vehicles at signalized intersections. Since transit vehicles can hold 
many people, giving priority to transit can potentially increase the person throughput of an intersection.  

1.1.1.2 Priority Types 
A passive priority strategy seeks to favor roads with significant transit use in the area-wide traffic signal timing scheme. Timing coordinated signals 
at the average bus speed instead of the average vehicle speed can also favor transit vehicles.  

By contrast, an active priority strategy involves detecting the presence of a transit vehicle and, depending on the system logic and the traffic 
situation then existing, giving the transit vehicle special treatment. The system can give an early green signal or hold a green signal that is already 
displaying. An active system must be able to both detect the presence of a bus and predict its arrival time at the intersection. Near-side stops can 
complicate the prediction of intersection arrival times. Real-time control strategies can consider not only the presence of a bus but the bus 
adherence to schedule and the volume of other traffic. One common strategy is to give priority only to late buses (compared to the scheduled time) 
but not to early buses. This strategy optimizes schedule adherence (and therefore waiting time) rather than running time.  

There are many different options for signal priority logic. Real-time, adaptive systems can incorporate information on traffic flow, flow coordination, 
bus schedule adherence, and prior bus arrival times.  

1.1.1.3 Queue Jumpers 
A queue jump lane is a short stretch of bus lane combined with traffic signal priority. The idea is to enable buses to by-pass waiting queues of 
traffic and to cut out in front by getting an early green signal. A special bus-only signal may be required. The queue jump lane can be a right-turn 
only lane, permitting straight-through movements for buses only. A queue jump lane can also be installed between right-turn and straight-through 
lanes. A similar arrangement can be used to permit a bus to cross traffic lanes to make a left turn immediately after serving a curb-side stop. 
 

1.1.1.4 Low-Floor Vehicles 
Low-floor bus technology has evolved substantially. European fleets adopted low-floor bus technology in the 1980s. Early models had only a 
partial section of low-floor access (with a sloped floor or steps to access the rear of the vehicle). Full section, low-floor vehicle designs are now 
available.  

http://www.fta.dot.gov/brt/guide/info.html
http://www.fta.dot.gov/brt/guide/stops.html
http://www.fta.dot.gov/brt/guide/vehicle.html
http://www.fta.dot.gov/brt/guide/landuse.html


Low-floor buses comply with the requirements of the Americans with Disabilities Act (ADA) of 1990 and concurrently reduce time needed to service persons 
using mobility aids. Access to the vehicle can either be at raised platforms (providing level boarding) or using an on-vehicle ramp which flips down to bridge the 
gap between the step and the curb. In contrast, high-floor buses require lifts which are difficult to maintain under all operating conditions. A curb height of at 
least 150mm (5.85 in) is desirable to permit easy access from curb to the vehicle level.  

Low-floor vehicles permit the possibility of level boarding, an effective way of reducing dwell time at stations. A high-level bus with internal steps cannot be 
docked with a raised station platform (see Stop Location, Design and Spacing).  

With low floor buses, one concern is the ability to move the bus close enough to the raised station platform to permit level boarding without damaging the 
vehicle's tires or structure. One solution to this problem is automatic control of vehicles to provide precision docking. In August 1997, New York City Transit 
successfully demonstrated low-floor buses with full automatic control. The buses were equipped with vision and radar sensors to control the bus in both lateral 
and longitudinal directions. Such technology could also be used to steer a bus close to a raised platform (see TCRP Report 41). The use of mechanical systems to 
guide the vehicle, particularly at stations, is also an option.  

Bus manufacturers offering low-floor bus designs for the North American market include: Gillig, Neoplan USA, New Flyer Industries, North American Bus 
Industries, Nova Bus, and Orion Bus Industries.  

1.1.1.5 Number and Width of Doors 
Adding additional and wider doorways facilitates the rapid entry and exit of passengers. A clear width of 32 in (820 mm) is desirable for easy 
access by persons in mobility aids (1).  

Increasing the number of doors from two to three for a 40 foot conventional bus potentially increases the passenger handling capability at stops or stations by 50 
percent. Combining additional doors with level boarding and off-vehicle fare collection can reduce dwell time to a minimum. The number and location of doors, 
however, needs to be carefully integrated with the vehicle's structural support systems to prevent any compromise of crashworthiness.  

Location of the doors is also of concern. Some BRT systems may require left-sided doors to access bus lane or busway stations with central platforms without 
having to engage in complicated and time consuming crossing maneuvers. Two-sided BRT vehicle designs may also be desired to support double loading at side 
platform stations, emulating light or heavy rail operations.  

1.1.1.6 Internal Circulation 
A well-designed internal vehicle can reduce crowding, facilitate rapid passenger boarding and alighting, and can minimize the bypassing of waiting 
passengers because the bus is perceived by the operator to be at full capacity due to poor passenger distribution. Some general factors to 
consider are:  

 The role or function that the BRT system and service plays within the overall transit system (i.e., whether as an express, line-haul system 
connecting major sub areas, or as a downtown distributor).  

 Policies on seating versus standing.  
 Average passenger trip length.  
 Specialized markets served, e.g., connection to the regional airport (where provision for luggage capacity is a requirement), or serving 

markets with a large modal share of bicycle access (where carrying capacity for bicycles, and rapid loading and off-loading of the bicycle is 
a requirement).  
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Passengers tend to congregate around doorways and often do not distribute themselves evenly throughout the vehicle. Increasing the number of 
doors to three for a standard size (40 foot) bus may help to achieve a better distribution of passengers and improve the flow in the. Off-vehicle fare 
collection (including proof-of-payment systems) can also help to alleviate any bottlenecks at the front entryway.  

For an interesting case study of poor internal configuration giving rise to problems which stimulated a search for better alternative configurations, see TCRP 
Report 41, §2.3.3.2, highlighting the STCUM's deployment of low-floor buses in Montreal.  

1.1.1.6.1 Wheelchair Loading 
Wheelchair loading is best facilitated by level loading of the BRT vehicle. If this is not possible, a low-floor bus with ramp extension is the next best 
alternative. In the latter case, boarding and alighting times are roughly 25 percent of boarding and alighting times using lifts (Spiller and Labell, 
1997, Operational Assessment of Paralympics Transit System: Low-Floor Buses, Lift-Equipped Buses, and Signage).  

1.1.1.6.2 Vehicle Size 
BRT vehicle design should permit procurement of alternative vehicle sizes and internal seating configurations to match transit supply parameters 
(i.e., frequency of service or headway, and vehicle size) to current and projected demands for service.  

1.1.1.6.3 Noise and Emissions 
A BRT vehicle should have very low noise and pollutant emissions. It is particularly important that acceleration noise and brake squeal be 
minimized or eliminated. This is consistent with establishing a new "image" for BRT in which a BRT vehicle does not sound and perform as a 
"bus." 
 

1.1.1.6.4 On-Board Diagnostics 
On-board diagnostics that contribute to early detection and correction of vehicular subsystem problems and reduced vehicle downtime, should be 
incorporated into the BRT vehicle design. The BRT vehicle design life should also exceed the 12 years for a conventional bus, possibly on the 
order of 20-25 years, depending on the optimal design life that minimizes life cycle costs.  

1.1.1.6.5 Crashworthiness  
The vehicle design needs to provide adequate passenger occupant protection given the higher operating speeds of BRT service. This also 
includes incorporation of ITS technologies that sense impending hazards and provide a warning to the driver to prevent certain types of crashes.  

1.1.1.6.6 Propulsion 
Recently compressed natural gas (CNG) and hybrid electic-diesel buses have emerged as viable alternatively fueled vehicles. These types of 
power produce very low emissions. At the same time, diesel engines have become much cleaner in response to EPA regulations. New diesels 
emit virtually none of the black smoke that has given buses a bad image in the past. Tighter regulations in place will force even greater reductions 
from bus emissions in future years.  

Another option is the electric trolley bus, powered by catenary (overhead wires). The wires can be considered unsightly, although they are very 
similar to catenary for light rail. Electric trolley buses are proven technology, have no emissions from the tailpipe, and are the quietest transit mode 
of all.  

NOTES 
1. There are no doorway clear width requirements set by ADA for buses, except by implication in that a clear space of 30 in (769 mm) by 48 in (1231 mm) needs to be provided for a securement 
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location sited as close as possible to the entryway. There is, however, a clear width requirement of 32 in for passenger doorways on vehicle sides of rail cars (§1192.53 (a), FR Vol. 56, No. 173, 
Sept. 6, 1991). To the extent that BRT emulates an LRT operation, the use of a 32 in (820 mm) clear width requirement makes sense.  

1.1.1.7 Bus Stop Spacing 
Bus stop spacing has a major impact on transit performance. Stop spacing affects both access time and line-haul time, and therefore affects the 
demand for transit service. In general, there is a tradeoff between: (a) closely spaced, frequent stops and shorter walking distance, but more time 
on the vehicle and (b) stops spaced further apart and longer walking distance, but less time on the vehicle.  

Some of the findings of optimization studies are:  

 As acceleration or deceleration rates increase, optimal stop spacing will narrow (i.e., an intermediate stop imposes a smaller time penalty).  
 As steady running speed attained after acceleration increases, optimal spacing will widen (i.e., an intermediate stop will impose a greater 

time penalty).  
 As the speed of the feeder mode is increased, optimal spacing will widen.  
 As dwell time is reduced, optimal spacing will narrow. 

Although analytical studies to determine optimal stop spacing provide some useful guidelines, stops must ultimately be sited to serve major trip generators and 
attractors in the service area. To the degree that a BRT is emulating a light rail system, a useful benchmark is the actual stop spacing of LRT systems in the U.S. 
(see table). 

 Mean distance between stops 
System m ft. 
Memphis (1) 284 931 
Philadelphia (2) 500 1639 
Denver 566 1856 
Newark 627 2056 
Cleveland 651 2134 
Buffalo 714 2341 
Sacramento 964 3161 
Portland 1052 3449 
Salt Lake City (3) 1142 3744 
San Jose 1181 3872 
Baltimore 1265 4148 
Pittsburgh 1323 4338 
Boston (4) 1488 4879 
Dallas 1523 4993 
St Louis 1526 5003 
San Diego 1664 5456 
Los Angeles 1742 5711 
Source: Janes Urban Transport Systems, 1999-2000 edition. 
Notes: 
1. System serves a downtown distributor function only. 
2. Computed for tunnel section only. 
3. Under construction, based on planned system.



4. Average of subway (Metro) and LRT combined. 
 
Over time there is a tendency for additional stops to be added to bus routes, as requests for service in front of more places are accepted. When 
stops are as frequent as every or every other city block, it may be useful to comprehensively re-examine the location of all stops. In addition to 
reducing the number of stops, citing stops so as to improve service (as discussed below) can be a component of a BRT project.  

Limited-stop service is used frequently on high-demand bus corridors in combination with local service. BRT projects can also involve adding limited-stop 
service, perhaps overlayed over existing service.  

1.1.1.8 Bus Stop Location 
Whether a bus stop should be located at the near side of the intersection, the far side of the intersection, or at mid-block has been a source of 
debate. In general, far-side stops are preferable; however, other types of stops may be justified in certain situations (TCRP). There are 
advantages and disadvantages to each location (see table). Extensive discussion and guidance for determining proper bus stop location for a 
given site context are provided in both Giannopoulos and TCRP.  

For BRT systems which include (a) bus detection and active signal priority or (b) queue jumper lanes, bus stops should be at the far side. This permits effective 
use of these priority measures to clear the bus through the intersection with minimal delay. Otherwise, the added bus dwell time variability from a near side stop 
would complicate, if not preclude, bus detection and green phase extension.  

A near side stop would also prevent effective use of a queue jumper lane (with or without an advanced bus signal) since the adjacent queue of through traffic 
would already be discharging from the stop line by the time the bus was ready to depart from the near side stop. Instead of having a "jump" on the queue of 
traffic in the adjacent through lanes, the bus would have to merge with it. There would be very few gaps of adequate size because of the compressed queue of 
traffic discharging from the intersection at a saturation rate of flow. The bus would experience a delay equal to the time for the queue to clear the intersection, or 
the sum of this clearance time and the cross traffic green time if the bus is forced to wait to the next signal cycle.  

Comparative Analysis of Bus Stop Locations  
Stop 
Type Advantages  Disadvantages

Near 
Side 

 Minimizes interference 
when traffic is heavy on 
the far side of the 
intersection  

 Passengers access buses 
closest to crosswalk  

 Intersection available to 
assist in pulling away 
from curb  

 No double stopping  
 Buses can service 

passengers while stopped 
at a red light  

 Provides driver with 
opportunity to look for 
oncoming traffic 
including other buses 
with potential passengers 

 Conflicts with right 
turning vehicles are 
increased  

 Stopped buses may 
obscure curbside traffic 
control devices and 
crossing pedestrians  

 Sight distance is obscured 
for crossing vehicles 
stopped to the right of 
the bus.  

 The through lane may be 
blocked during peak 
periods by queuing buses 

 Increases sight distance 
problems for crossing 
pedestrians 
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with potential passengers 

Far 
Side 

 Minimizes conflicts 
between right turning 
vehicles and buses  

 Provides additional right 
turn capacity by making 
curb lane available for 
traffic  

 Minimizes sight distance 
problems on approaches 
to intersection  

 Encourages pedestrians 
to cross behind the bus  

 Requires shorter 
deceleration distances for 
buses  

 Gaps in traffic flow are 
created for buses re-
entering the flow of 
traffic at signalized 
intersections  

 Intersections may be 
blocked during peak 
periods by queuing buses 

 Sight distance may be 
obscured for crossing 
vehicles  

 Increases sight distance 
problems for crossing 
pedestrians  

 Stopping far side after 
stopping for a red light 
interferes with bus 
operations and all traffic 
in general  

 May increase number of 
rear-end accidents since 
drivers do not expect 
buses to stop again after 
stopping at a red light 

Mid 
block

 Minimizes sight distance 
problems for vehicles 
and pedestrians  

 Passenger waiting areas 
experience less pedestrian 
congestion 

 Requires additional 
distance for no-parking 
restrictions  

 Encourages patrons to 
cross street at mid block 
(jaywalking)  

 Increases walking 
distance for patrons 
crossing at intersections 

Source: Table A-4, Appendix A, TCRP, original source: K. Fitzpatrick et al., Guidelines 
for Planning, Designing, and Operating Bus-Related Street Improvements. FHWA/TX-90/1225-
2F, Texas Transportation Institute, College Station, TX. August 1990.  

1.1.1.9 Merging Delay 
Buses often experience substantial delays when reentering the traffic stream after a curbside stop in the parking lane or in a bus bay, a paved 
area outside the travel lanes. This type of delay does not occur if the bus travels and stops in a curb lane (where on-street parking is not 
permitted). As far as bus passengers and operators are concerned, it is best to avoid the use of bus bays if possible. If a bus bay is deemed 
necessary, it should have tapered deceleration and acceleration lanes and be located at the far side of the intersection to take advantage of 
interruptions in the traffic stream from the upstream traffic signal.  

One can calculate the bus merge delay upon reentering a traffic stream as a function of both the adjacent lane’s traffic flow and the critical gap length needed by 
the bus operator to merge. The point with significant delay is above 450 vehicles per hour per lane (vphl) (TCRP, p. D-43). For a four mile trip, the cumulative 
delay can be in excess of ten minutes.  
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1.1.1.10 Priority Merge Rule 
One way of substantially reducing the delay to a bus reentering a traffic stream after a parking lane, curbside stop is to adopt a priority merge rule. 
This is a section of the vehicle code that requires all vehicles to yield the right of way, when safe to do so, to buses signalling to reenter the traffic 
stream a stop. This rule is common in Europe, Australia, and Japan. Washington State adopted priority merge in 1993, Oregon in 1997, and 
Florida and British Columbia in 1999. The rule is typically advertised on the rear of buses. Even though not every vehicle will yield with a priority 
merge rule in place, the chance that at least one vehicle will yield can significantly reduce merging delay. The Oregon version of the rule reads as 
follows:  
"(1) The driver of a vehicle shall yield the right of way to a transit vehicle traveling in the same direction that has signalled and is reentering the traffic flow.  
(2) Nothing in this section shall operate to relieve the driver of a transit vehicle from the duty to drive with due regard for the safety of all persons using the roadway."  
The Florida version of this rule applies only to buses stopped at "a specifically designated pullout bay." In British Columbia, the rule applies only on 
roadways with a speed limit of 60 km/h (37 mph) or less and also specifies that a driver must only yield when it is safe to do so. The introduction of 
the rule in May 1999 was accompanied by a "Yield to Bus" public awareness campaign.  

In addition to a reduction in bus merging delay at each stop, other significant benefits of a priority merge rule include: reduced waiting times for passengers at 
bus stops due to reduced irregularity of the service, decreased travel time for passengers, less stress on bus operators, and less impact on bus operations due to 
traffic congestion. A priority merge rule is consistent with providing a Bus Rapid Transit service.  

1.1.1.11 Bus Bulbs 
One option to eliminate merging delay is to restrict parking during peak periods. The curb lane remains the bus stopping lane and there is no re-
entry delay. The curb lane can be designated as a bus lane during peak periods only. In either case the problem is preventing illegal parking or 
standing. Even a few vehicles violating the restrictions can defeat their purpose.  

Bus bulbs are a section of sidewalk that extends from the curb of a parking lane to the edge of the through lane. When used as a bus stop, the buses stop in the 
traffic lane instead of moving into the parking lane.  

Adding a bus bulb permits installing a bus shelter even on a narrow sidewalk.  

 
Advantages of a bus bulb include:  

 Permits more on-street parking  
 Decreases the walking distance (and time) for pedestrians crossing the street  
 Provides better sight lines to bus patrons waiting for the bus  

Provides additional sidewalk area for bus patrons to wait   



 Segregates waiting bus patrons from circulating pedestrian flow on the sidewalk  
 Results in minimal delay to the bus and its on-board passengers by reducing bus merge delay  
 Provides additional space for amenities including bus shelters 

 

With a bus bulb, buses stop in the travel lane and therefore there is no delay in re-entering the traffic stream.  
 
Some disadvantages of a bus bulb are:  

 Can cause traffic to queue behind a stopped bus, thus causing traffic congestion  
 May cause drivers to make unsafe maneuvers when changing lanes in order to avoid a stopped bus  
 Costs more to install compared with curbside stops, particularly for addressing street drainage requirements 

How much delay is there to people in vehicles queued behind a bus stopped at a bus bulb compared to the bus passenger delay avoided by not 
having to merge back into the traffic stream?  

For an indication of the tradeoff between the delay imposed on persons in a queue of vehicles behind a stopped bus versus the person- seconds of delay avoided 
by avoiding a bus merge maneuver, consider the following example. Assume an average passenger vehicle occupancy of 1.1, and a discharge headway of 2.5 
seconds per vehicle. For a traffic flow of 700 vphl, and a critical gap size of 10 seconds, the bus merge delay is 24.2 seconds. Assuming a net departure bus 
occupancy of 30 persons after loading at the bus bulb during a dwell time of 20 seconds, the person-seconds of delay avoided equals (24.2) * (30) = 726 seconds 
or 12.1 minutes. The delay to the queued vehicles is 42.7 person-seconds The net gain or reduction in person delay is therefore (-726)+(42.7) = -683.3 seconds or 
11.4 minutes saved.  

1.1.1.12 Bus Shelter Design 
Bus sh stations—can be usedelters—or  to differentiate and brand BRT service and to provide passenger information and amenities. The shelter 
design should have a common and consistent look across the BRT system, but with allowance for differences to permit stations to harmonize with 
the local urban fabric, perhaps referencing the history of the area. The stations on the Dallas LRT Transitway are an excellent model combining 
simplicity, functionality, integration with the urban fabric, and good design.  

There are several manufacturers who specialize in specialized, modular shelters. Whether adapting a manufactured shelter or using a custom design, some 
general factors to consider include:  

 The use of vandal-resistant and graffiti-resistant materials.  



 The use of environmental design to assure a defensible space by providing good curb-side and street-side surveillance, day and night.  
 Siting of the shelter to prevent interference with pedestrian circulation.  
 Efficient layout of interior spaces, with consideration to inclusion of off-vehicle fare collection technology such as contactless smart card 

readers linked to a gate control system.  
 Designs that permit efficient, orderly and rapid flow of alighting and boarding passengers from the stop to the vehicle.  
 Access to the shelter by persons using mobility aids, with a good spatial connection to the ramp or lift on the bus.  

1.1.1.13 REFERENCES 
Giannopoulos, G., Bus Planning and Operation in Urban Areas: A Practical Guide, 1989.  

TCRP. Transit Cooperative Research Program. Report 19, Guidelines for the Location and Design of Bus Stops. Transportation Research Board. National 
Academy Press. Washington, DC, 1996.  

The time required for on-board fare collection can slow bus operations significantly. The more successful the service is, the greater the problem, 
as additional passengers create delays at every stop. Some fare collection policies put a greater burden on customers, such as the requirement to 
have exact change, whereas others make transit use easy. A BRT system design should consider fare collection policy in terms of its impact on 
both bus dwell time and passenger convenience.  

1.1.1.14 Reducing On-Board Fare Collection Time 
Permitting the driver to make change is convenient for the customer, but slows down operations. North American transit operators have almost 
completely converted to exact change policies, largely out of concern for operator security against the threat of robbery. However, exact change 
policies can be inconvenient to customers, particularly when many coins are needed for the base fare.  

Many transit agencies offer prepaid fare media, such as a season pass, stored value card, or ticket. If a driver is required to inspect passes, boarding can be longer 
than with payment in change. An electronic fare box with a card reader can reduce boarding time for pass holders.  

Fare cards with a microchip, or smart cards, can allow transit agencies to offer a more sophisticated fare policy. Contactless smart cards need only be waved at a 
marked spot, and therefore can reduce payment time.  

1.1.1.14.1 Incentives to pre-pay 
The use of prepaid fare media can be encouraged by fare policy. The cash fare can be higher with sharp discounts offered for purchasing multi-
trip tickets or cards. This strategy has the potential to reduce dwell time. In addition, it is a form of price differentiation which has been successfully 
used to increase both revenue and ridership.  

1.1.1.14.2 Pay on exit 
The pay-as-you-board policy typically used for North American bus operations has its greatest limitations when boarding demand is very heavy, 
such as during the evening rush hour in Central Business Districts or other major employment concentrations. The long dwell times not only delay 
passengers but can use up scarce downtown bus berths, greatly reducing the potential passenger throughput.  

One solution is to use a pay-on-exit policy for outbound trips. Passengers can board using all doors. Speedy bus boardings frees up bus berths. Since passengers 
exit in small batches, the delay per stop is much less. This policy can also be combined with a free-fare zone (see below) and distance-based fares.  
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1.1.1.15 Eliminating On-Board Payment 
Moving all fare collection off the bus offers the greatest potential for reducing dwell time. Not only is fare payment time reduced to 
zero, but all doors of the bus can be used for both loading and unloading.  

1.1.1.15.1 Free-Fare Zone 
A limited way of introducing this idea is the free-fare zone. These are typically used in downtown areas with a high concentration of 
riders in a small area. Because the free-fare area is small, the trips served are inherently short, and tend to be off-peak (such as 
lunch trips and tourist trips). Since these trips do not contribute much to peak-hour demand, they usually cost little or nothing to 
serve. A free-fare policy in these small areas means that these trips do not increase dwell time much.  

1.1.1.15.2 Loading Platforms 
Another way to remove the fare collection process from the vehicle is to create passenger 
loading platforms. The bus tubes in Curitiba, Brazil are the most famous example of this 
strategy. Passengers enter the loading area by paying a fare in a turnstile. The tubes are 

staffed. The tubes not only serve a fare collection function but also provide platforms for level boarding 
(that is, no steps between the boarding area and the vehicle). El Trolé, a trolleybus system in Quito, 
Ecuador, also uses boarding platforms. Free-fare areas are used in Portland, OR and Seattle, WA. Several 
other operators offer free downtown circulators (such as Denver's Mall shuttle and Orlando's Lymmo). 
Unless the loading platforms are staffed, as they are in Curitiba, achieving an acceptably low fare evasion 
rate may be difficult.  

1.1.1.15.3 Terminals 
Paid zones which permit off-vehicle fare payment are more common for bus and rail transfer stations, or, in some cases bus only transfer 
terminals. Passengers arriving at the station by transit are already in the paid zone. All other passengers must pay the fare before entering the 
station area. Typically a fine is payable for those entering illegally (such as through bus ramps).  

In Toronto these types of stations are used to provide barrier-free transfers between bus and rail. Passengers arriving by subway wait inside the station for their 
bus. The bus route number is illuminated at the appropriate berth when a bus arrives. Boarding and alighting passengers are separated by a divider on the 
platform. All alighting passengers exit from the rear door, and all boarding passengers use the front door.  

Similar arrangements can be used for bus to bus transfers. Curitiba, Brazil has constructed transfer terminals at the end of each of the main radial routes. 
Neighborhood and circumferential routes converge on these terminals. Using a timed-transfer system, buses are scheduled to arrive at the same time, facilitating 
transfers from any route to any other. The entire station is a paid area, meaning that transfers are barrier-free.  

1.1.1.15.4 Proof of Payment 
Another option which provides the same benefits is proof-of-payment fare collection. Under this system, passengers must board with either a pass 
or a validated ticket, and can be asked to show proof of payment at any time. Inspectors randomly board buses and give fines to passengers who 
cannot show the required pass or ticket.  

This system has often been called an honor system, but it operates on the honor system in the same way that parking meters do. Fines must be high enough and 
enforcement frequent enough to produce a fare evasion level which is acceptable. The mechanism for paying the fine, or in some cases, a super-fare, must be 
administratively simple. The public must believe that inspections are random, and not prejudicially directed at certain types of people.  
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In Europe, ticket vending machines are often provided wayside, and ticket validation boxes are located near all doors. San Francisco Muni has proposed a 
modified proof of payment system which it intends to test on two of its heaviest-use lines. Passengers paying cash must board at the front door. Their paper 
transfer then becomes their proof of payment. Passengers with a pass may board at any door.  

A major disadvantage of proof of payment is the need for additional staff to perform the inspections. However, the advantage of reduced dwell time may 
outweigh this additional cost, particularly for high-demand routes. Although proof of payment presents public relations and financial challenges, the potential 
benefits are high. For this reason, all new light rail systems in North America which have opened in the 1980s and 1990s use proof of payment. Therefore there 
already is considerable experience with the policy.  

1.1.1.16 Passenger Information 
Providing information to customers is an oft-neglected but crucial aspect of providing high-quality transit service. One aspect is to provide 
information that will attract additional ridership to new or improved service (see discussion of Marketing below). Equally important is informing 
riders about service characteristics: routes, hours of service, and frequency.  

A passenger arriving at a stop should be able to find how to get where she is going and know how long a wait to expect. Therefore stops should 
provide:  

 A stop name.  
 Route names and destinations for all routes serving the stop.  
 Span of service and frequency of service.  
 Service schedule for low-frequency routes.  
 A system map.  

For example, the sign at right, posted at an Orlando Superstop, shows route maps and schedules for all 
routes serving that stop. For low-frequency services it is important to show schedules so that passengers can 
time their arrivals. Of course it is better to provide this information before a passenger arrives at the stop. 
Ottawa provides a telephone number for each bus stop which can be dialed to get schedule information for 
routes serving that stop. Both schedule and real-time information can be disseminated through a variety of 
other media, such as pagers, cable TV, the world wide web, and kiosks.  

Information can be provided on board the vehicle, too. Schematic route maps, combined with stop 
announcements, can assist passengers in knowing when to get off. Stop announcements can be provided 
automatically if combined with an automatic vehicle location system.  

1.1.1.16.1 Real-time Information 
Although schedule information is useful, real-time information is extremely valuable to transit riders. Such 
information requires the deployment of an automatic vehicle location (AVL) system to track bus locations. The 
AVL data can be converted into bus arrival times which can they be displayed at bus stops, on kiosks, or 
transmitted over information networks. Passengers benefit because (1) if there is sufficient time, they may 
decide to leave the bus stop and return closer to the arrival time of there bus and (2) even if they decide to 
wait, knowing when the bus will arrive reduces the anxiety associated with waiting.  

1.1.1.16.2 Other Uses of AVL 



AVL systems can also be used to respond more quickly to emergencies, to re-route buses when there are obstructions, or to more closely manage 
service so as to preserve headways and reduce bus bunching. Because the cost of AVL systems has been dropping rapidly, more and more 
transit operators have installed or are planning to install them. Transit agencies are only just beginning, however, to take advantage of the 
possibilities of using AVL to provide significantly more reliable service and to provide accurate information to the transit rider.  

1.1.1.17 Marketing and Public Image 
Bus operations in mixed traffic in many U.S. cities have an image problem. A BRT system needs to establish an improved, and potentially 
separate, identity from current bus operations to maximize its potential to attract additional riders. In effect, it needs to establish itself as a new and 
distinct transit mode. The two major, visible components are the vehicles and the stops or stations. Both should have a common color scheme and 
logo. Stations, in particular, need to have highly visible identification elements. These need to combine interesting architectural and aesthetic 
statements that complement their site location with high visibility to draw in patronage (by foot or other access mode) and signal where the access 
point is to the BRT system.  

An essential ingredient of a BRT strategy is marketing. It is often useful to create a new identity by establishing a brand and a theme. BRT projects 
that involve a specific route or group of routes can benefit from a marketing name such as Metro Rapid Bus, CityExpress!, the Silver Line, or Best 
Bus Program. A theme can be established by selecting a logo and color scheme which is uniformly applied to vehicles, stops, web sites, and print 
materials.  

The marketing campaign can emphasize the new features of the service, such as faster travel time, real-time information, new vehicle designs, or 
easier fare payment systems. Another option is to create tie-ins with businesses along the route, such as giving out coupons to passengers.  

Transit benefits from maintaining and extending the pre-automobile design of American cities; that is, a mixture of land uses within compact 
corridors easily served by transit lines. Many cities have zoning ordinances and subdivision regulations that do not permit such development to be 
constructed, not even in areas that already are transit-oriented. Modifying land use policies to permit growth that is concentrated around transit 
nodes and corridors will help to maintain and increase transit's base of riders in the future.  

At the metropolitan scale, policies which eliminate barriers to in-fill development and concentrated growth in central areas well-served by transit 
can increase transit use. When major investments such as rail lines or busways are planned, careful attention to station-area land uses can have 
long-term payback. At a finer scale, transit-oriented development consists of land uses which are pedestrian-friendly.  

1.1.1.18 Station-area Development 
There is a tendency to site rail or busway stops in areas that do not have much commercial activity. Former rail rights-of-way are frequently 
located in industrial areas (since industries wanted to have railroad access). However, it is much easier to increase development where there is 
already a solid base. Therefore, selecting an appropriate stop location is important.  

The OC Transpo (Ottawa) has had success in siting Transitway stations in shopping malls. Over time, as more passengers arrive by transit, land 
can be converted from parking use to increased development. Developers can create direct connections from the station to the mall. Even without 
a busway, shopping malls can be ideal focal points for transit stations. The mall is a relatively large concentration of both employment and 
shopping trip attractions. Transit riders can conveniently stop to do shopping on their way to work, or between transfers. The transit operator can 
negotiate use of under-utilized mall parking spaces for transit park and ride.  



 
Orlando's Lynx system has created Superstops at major shopping malls. Buses stop at loading areas close to the mall entrance. Amenities include shelters, system information, bike racks, and a 
guide to mall stores.  

Although Park and Ride lots can be an important method of providing access to transit stations, they sometimes conflict with transit-oriented 
development. Parking structures are expensive. Large surface parking lots can make walking to transit unpleasant.  

1.1.1.19 Design Details 
An environment which is pedestrian-friendly is also transit friendly. Narrow sidewalks next to high-speed travel lanes are not pleasant for walking. 
Walkers prefer slower traffic, on-street parking or street trees, wide and shaded sidewalks, sidewalk furniture such as benches, and shops at the 
ground level. Zoning regulations can be changed to require these amenities in transit corridors. For example, Portland, OR requires shops with 
windows on the ground floor in its downtown area, even if the structure is a parking garage.  

Parking regulations can be modified to encourage location behind buildings and to reduce the total number of spaces required. Minimum parking 
requirements discourage intensification of development and discourage public transit use. Shared parking agreements can help reduce the 
number of vacant lots, which provide barriers for pedestrians and create a less secure environment.  

Street design which not only provides transit priority but is also friendly to pedestrians is important. Traffic calming techniques can be designed 
into new roads or retrofitted into existing ones.  

1.1.1.20 Residential Area Design 
Many new housing districts are difficult to serve by public transportation. Land use regulations could be changed to require the provision of cut-
throughs linking cul-de-sacs so that bicyclists and walkers could have direct access to transit routes. Such areas can also be designed so that 
transit can penetrate within while preventing undesirable cut-through traffic. 
 
The Central Florida Regional Transportation Authority, commonly known as Lynx, started providing service on an improved downtown 
circulator, Lymmo, on August 4, 1997. The service offers the following features: 
• •       exclusive lanes for the entire 2.3 mile route 
• •       signal pre-emption 
• •       stations with large shelters and route information 

http://www.golynx.com/


• •       automatic vehicle location (AVL) 
• •       next bus arrival information at kiosks 
• •       new low-floor compressed natural gas (CNG) buses 
• •       marketing and image development through vehicle graphics, stations, advertisements, and business tie-ins 
• •       free fare, so no fare collection delay 
 

The Lymmo route replaced an earlier downtown loop circulator, Freebee, which also charged no fare. One motivation behind the 
project was to provide a link from the Orange County Courthouse (opened 1997) and the 900 space Administration Parking Garage about 
half a mile away. The garage is the terminus of Lymmo, where buses lay over. The target market is people who drive to downtown Orlando 
and then use Lymmo to get to other locations, such as the Courthouse, restaurants, shopping, etc. The lack of connection to the rest of the 
Lynx system is exemplified by the fact that Lymmo does not stop at the downtown transit station, the destination of most routes in the 
system. 

Lymmo was a substitute for the proposed use of historic trolleys to replace Freebee. The City of Orlando nixed the trolley idea because 
it would have had to contribute $20 million of its own funds. The total capital cost for Lymmo, $21 million, was half or less of what the 
trolley proposal would have cost. 

The exclusive lanes are paved with distinctive pavers. They are separated from general 
traffic lanes either with a raised median or a double row of raised reflective ceramic 
pavement markers embedded in the asphalt (see Figure 1). The route has loop sections at 
each end. In the middle segment, the two directions of Lymmo service are on the same 
street, with one of them being contraflow to the traffic lanes. For example, before 
reconstruction one portion of the route was a three-lane one-way street northbound. After 
reconstruction the street consists of, from right to left, on-street parking, northbound travel 
lane, raised median with bus stations, northbound bus lane, southbound contraflow bus 
lane, and sidewalk with bus stations. There was little or no opposition to establishment of 
bus lanes, perhaps because the affected streets had excess capacity, or adjacent streets could 
handle diverted traffic. On-street parking was eliminated on one side of some streets which 
form the Lymmo route. 

Because Lymmo operates in places and directions 
contrary to other traffic, all bus movements at 
intersections are controlled by special bus signals. To 
prevent confusion, these signal heads use lines instead 
of the standard red, yellow, and green lights (see Figure 
1-2). When a bus approaches an intersection, a loop 

detector in the bus lane triggers the intersection to allow the bus to proceed either in its own signal 
phase (e.g. when making turns not otherwise permitted) or at the same time as other traffic is released 
when no conflicting traffic movements are permitted.  

Figure 1 Lymmo Right-of-Way and Station 
at Turn-Around Area 

Figure 2 Special Lymmo Signal 
Adjacent to Standard Signal 



1.2 Ridership 
In the year following opening, ridership on Lymmo averaged about twice that of Freebee (see Figure 1-1 and Table 1-1).[1] However, 
revenue hours of service supplied were 74% higher for Lymmo compared to Freebee, because service was extended into evenings and 
weekends. [2] The peak frequency of service, every five minutes, was not changed. The 2.3 mile Lymmo route is 25% shorter than the 
Freebee route (this is the round-trip distance, since it is a loop). 
Figure 3 Lymmo Ridership Trend 

 
 
 

Despite exclusive lanes and signal pre-emption, scheduled trip speeds are one-third lower on Lymmo than its predecessor.[3] One 
explanation is that Lymmo buses stop at each station, whether a passenger has signaled a stop or not. Another possibility is that the 
increased ridership has resulted in more dwell time while passengers are boarding, despite the low floor vehicles and the absence of fare 
collection time. In fact, Table 1 also shows that average boardings per trip have increased from 15 to 20, 33%, on a 25% shorter route. 
Table 1 Route Statistics for Lymmo and Rest of System 

                                                 
 
 
 



 
 
 

Waiting time might be lower for Lymmo compared to its predecessor, if dispatchers were to use the AVL 
system to instruct drivers to hold early buses to adjust to the schedule in order to achieve a more even distribution 
of headways. Because bunching may not have been much of a problem with Freebee (given that it was a short 
route with average loads well below capacity), there may not have been much bunching of buses before Lymmo 
service started. The new information kiosks provide information about next bus arrival, reducing the anxiety 
associated with waiting (see Figure 1-4). 

Figure 4 Lymmo 
Station with Next Bus 
LED Display 

1.3 Costs 
Operating costs are primarily a function of total hours of service. Based on this measure, it is estimated that in 1998 
Lymmo cost $1.2 million to operate, 65% more than the Freebee service of 1997. Because of the even greater 
increase in ridership, the average cost per boarding decreased from $1.37 for Freebee to $1.14 for Lymmo. 

The total capital cost of the system was $21 million, of which $3 million was for vehicles, $0.4 million for 
landscaping, and the remainder for street reconstruction, shelters, information kiosks, AVL, traffic signals, banners, 
and other expenses. Assuming a discount rate of 7% and a lifetime of 40 years, the annualized capital costs are $1.6 
million, or $1.43 per trip. 



1.4 Marketing 
Orlando's Downtown Development Board worked with Lynx to market the project. Marketing 
pieces were sent to residents and merchants. When the Lymmo service started, the project was 
featured in a cover story in Downtown Orlando Monthly. Bus stations say "Lymmo" in large 
letters. The 10 new buses are painted with artistic themes, in what Lynx calls a moving museum 
or "Moveum" (see Figure 1-3). Every 6 to 12 months, Lynx expects to repaint its Lymmo bus 
fleet; it is seeking sponsors to pay the $100,000 cost. The initial series was based on "Imperial 
Tombs of China." The paint schemes are complemented by brochures inside the vehicles and 
banners on the road. Lymmo offers "Daily Deal" discounts from downtown merchants for 
riders who have a coupon stamped on board, which also enable riders to enter a raffle. 
Downtown Orlando events (e.g., festivals and concerts) have tie-ins to Lymmo service. 

Figure 5 Lymmo Bus Painted in 
Leonardo DaVinci Theme 

1.5 Conclusions 
Much of the increased ridership of Lymmo compared to Freebee is due to the increased hours of service. However, the implied service 
elasticity of 1.35 (a 74% increase in revenue hours led to a 100% increase in ridership) is much larger than typical elasticities (often in the 
range of 0.3 to 0.7). [4] Another measure of the success of the project in attracting riders is the fact that average boardings per trip 
increased by one third. 

Why did ridership increase? Despite the use of exclusive lanes and signal preemption, vehicle speeds decreased. Average waiting time 
might have been reduced due to the control of headways made possible by the AVL system, but this seems unlikely. The other possible 
sources for increased ridership (other than increased service): 
• •       opening of the new courthouse 
• •       better routing 
• •       more pleasant service (stations and shelters, passenger information) 
• •       aggressive marketing campaign 
 
The Lymmo experience is not well suited to evaluating the potential impacts of exclusive lanes and signal preemption because there was no 
reduction in delay. In addition, the simultaneous implementation of a new route, new vehicles, greater hours of service, bus lanes, signal 
pre-emption, and marketing make it difficult to evaluate the independent effect of each change. 
 
The South Dade Busway is a two-lane bus-only roadway constructed in a former rail right-of-way adjacent to a major arterial, US 1 (see 
Figure 1). The eight mile busway was opened by the Miami-Dade Transit Authority (MDTA) on February 3, 1997. An 11.5 mile extension 
south is planned; this is the project that is part of the Miami BRT. The extension is not discussed in this case study but is the subject of 
MDTA's BRT project.  

                                                 
 

http://www.fta.dot.gov/cgi-bin/exitpage/go.pl?/cgi-bin/exitpage/go.pl?http://www.metro-dade.com/mdta
http://www.fta.dot.gov/brt/projects/miami.html


The busway has 15 stations in each direction from its southern end, SW 200th Street, to its northern 
end, the Dadeland South Metrorail station. The opening of the busway was accompanied by a 
restructuring and increase of transit service in the corridor. The busway was built in the abandoned right-
of-way of the Florida East Coast Railway, purchased by the state in the early 1980s.  

Figure 1 The Busway MAX 
route waits for a green signal 
on the South Dade Busway  

There are several types of service in the busway corridor:  
• Local: Runs on the busway only, and makes every stop at all times (Busway Local).  
• Limited Stop: Runs the length of the busway and beyond, skips stops nearest Metrorail station 

during peak periods (Busway MAX ["MAX" stands for Metro Area Express]).  
• Feeder: Collects passengers in neighborhoods and then enters the busway at a mid point (Coral Reef MAX, Saga Bay MAX).  
• Crosstown: These were pre-existing routes in the corridor that now take advantage of the busway where possible. They enter and 

exit the busway at middle points. They are designed to provide access to many destinations in the region, not just to the center city 
(Routes 1 and 52).  

• Intersecting: Routes in the corridor which intersect with busway routes, 
sometimes stopping at busway stations (Routes 35, 57 and 70).  Figure 2 Minibus waits at Dadeland 

South 
Much of the new service was planned to use 20-seat minibuses (Figure 2). These 

include the feeder routes and the off-peak and weekend service on the Busway MAX, 
Busway Local and Route 1.  

1.5.1.1 Stations 
The busway stations are located at roughly half-mile intervals, about twice the standard 
stop spacing for Miami bus routes. For example, when Route 1 operated on US 1, it had 
19 designated stops southbound and 23 northbound (on the portion of the route using 
US 1). When it was moved to the busway, the same distance was served by only 10 
busway stations. Most stations are on the far side of intersections, except at locations 
where a route turns off the busway, where the stop is placed on the nearside. In two 
locations there are midblock stops to serve major generators (a school and a mall).  

All stations have large shelters designed to protect passengers from sun and rain. 
They have route maps and schedules, telephones, and waste receptacles (see Figure 3). 
By comparison, few bus stops on the rest of the system have shelters and none 
provides schedule information or system maps.  

Figure 3 Typical On-Line Station 



1.5.1.2 Operations 
In the northern portion of the busway, there is very little separation between US 1 

and the busway. At these locations, the traffic signalization was designed so that the 
two intersections would function as one. The signal facing busway traffic is red unless 
a loop detector senses an approaching bus. If a bus is detected and if US 1 has a green 
signal, the busway also gets a green. Right turns (south to west) from US 1 to side 
streets are permitted only on green arrow, to prevent right-turning vehicles from 
colliding with busway traffic (Figure 4).  

Figure 4 Sidestreet traffic faces red signals on 
Busway and US 1  

In the southern portion of the busway (south of SW 160 Street), there is more 
separation between the two parallel roads, and they were originally signalled as 
separate intersections. However, in the initial months of operation there were 14 
collisions between buses and sidestreet traffic. In every case, the private vehicle driver 
had not noticed or had ignored the red signal at the busway. The signalization was 
changed in August 1997 so that the busway signalization was synchronized with US 1. 
From August 1997 to July 1998 there were five collisions, a much lower rate than in 
the first months of operation. Right turns from side streets to US 1 were facilitated by 
installing a right turn lane and right turn signals.  

How much time does the busway save? One way to look at this question is to examine travel times on bus Route 1, which operated on 
US 1 prior to construction of the busway. When the busway opened in February 1997, Route 1 service was divided, with some trips 
operating on US 1 and some on the busway. In April 1998, all Route 1 service was moved from US 1 to the busway. The schedule time 
from Dadeland South to Perrine, where Route 1 leaves the busway/US 1 corridor, was 18 minutes in the peak period for trips operating on 
US 1 in 1997 (see Table 2-1). Trips operating on the busway were scheduled for two minutes less time than the trips on US 1. However, 
when all Route 1 service was moved to the busway in April 1998, the scheduled times were the same, or greater, as they had been when 
Route 1 operated on US 1. Perhaps this adjustment simply reflects a more realistic schedule, rather than any real change in operating 
speeds.  

Table 1 Bus Route 1 Scheduled Travel Time 

 
Source: MDTA 1997 and 1998. 

Although buses routinely travel at the 40 mph busway speed limit, the Route 1 service schedule implies trip speeds of 12 to 14 mph. 
The MAX express services have trip speeds closer to 18 mph, probably due to fewer stops.  



1.5.1.3 Service Changes 
The new and modified routes described above were started in February, 1997, although the full amount of service was not implemented 
until the end of April, 1997. With the new schedule of April, 1998, all Route 1 service was moved from US 1 to the busway. All trips on the 
Busway MAX and Route 1 were changed to full size buses, due to increased demand. Previously off-peak trips had been served by 
minibuses. Minibus operation continued for the Busway Local service and the two new feeder routes.  

Many riders switched from Route 1 (on US 1) to the new busway routes. For those using the many shopping areas along US 1, the 
busway is somewhat less convenient because it is slightly further from the shopping areas and because it makes fewer stops. However, 
busway service might have become more attractive because of the greater frequency of service offered, considering the combined 
frequency of the several routes using the busway (3 to 7 minutes in the peak, 15 minutes or better in the off-peak).  

1.5.1.4 Fare Policy 
Service was free for the first two weeks after the busway opening. Afterwards the standard system fare of $1.25 fare was charged. However, 
for riders transferring at the Metrorail station, the $0.25 transfer fee was only charged in the inbound direction. This policy represents an 
8% discount for riders paying the full cash round-trip fare (busway plus rail round trip of $2.75 instead of $3.00).  

1.5.1.5 Boardings, Revenue Miles, and Operating Cost 
Ridership in the corridor increased 49% on weekdays, 69% on Sundays, and 130% on Saturdays, as of May 1998 (see Table 2). Most of the 
increase in ridership was registered as soon as the new service was completely in place, as of April, 1997 (see Figure 5). A major reason for 
the increase in ridership was the increase in service provided, in terms of new areas served, more frequent service, and a greater span of 
service. Except for Saturdays, revenue miles increased even faster than boardings. Operating costs increased at only half the rate of the 
increase in vehicle revenue miles. This happy result was due to the use of minibuses, which cost the MDTA $31 to $35 per hour to operate, 
significantly less than the $51 to $53 per hour it costs to operate full size buses. The difference in cost is due to fuel and maintenance costs 
and to the lower wages paid to minibus operators, under an agreement between the MDTA and its unions signed in 1996.  

Table 2 Operating Statistics Before and After 

 
Source: MDTA various years. 

Figure 5 South Dade Busway Corridor Boardings 



 
Source: MDTA various years. 

The South Dade Corridor has a lower density of transit demand than does the MDTA system as a whole. Before project 
implementation, transit in South Dade attracted 24 boardings per weekday hour of service, compared to an average of 35 boardings per 
hour for the rest of the system. As of May, 1998, intensity of demand was unchanged for the rest of the system but decreased to 22 
boardings per hour of service for the South Dade Corridor. Given the large increase in service provided, it is not surprising that intensity of 
use decreased. Intensity of use increased on Saturdays (from 18 to 23 boardings per hour) but decreased on Sundays (from 22 to 18).  

1.5.1.6 Capital Costs 
The busway cost $60 million: $17 million for right-of-way acquisition and $43 million for construction (including eight miles of two-lane 
roadway and 15 stations). Although no vehicles were purchased as part of the busway project, 46 minibuses were purchased around the 
time the busway opened, many of them for routes using the busway.  

1.5.1.7 Marketing 
The marketing efforts included brochures, a directory of transit service in the corridor, an opening party, and free fare for the first two 
weeks of operation.  

1.5.1.8 Discussion and Conclusions 
The South Dade busway seems to have provided little or no time savings for transit vehicles. Yet average weekly ridership increased 56%. 
This increase is mostly explained by the 72% increase in weekly revenue miles. The implied elasticity of boardings with respect to service 
(0.78) is high. This suggests that the MDTA did a good job in deploying and implementing service. The high combined frequency of 
busway service, both in the peak and off-peak, may be a central factor leading to this success.  

The increase in service is higher than what it would have been had the MDTA operated full size buses only. Operating costs increased 
only half as much as revenue miles, due to the use of lower-cost minibuses for off-peak and other lightly used service.  

 



1.1 What is Bus Rapid Transit?  
Low-cost investments in infrastructure, equipment, operational improvements, and technology can provide the foundation for Bus Rapid Transit 
systems that substantially upgrade bus system performance. Conceived as an integrated, well-defined system, Bus Rapid Transit would provide 
for significantly faster operating speeds, greater service reliability, and increased convenience, matching the quality of rail transit when 
implemented in appropriate settings. Improved bus service would give priority treatment to buses on urban roadways and would be expected to 
include some or all of the following features:  

 

• Bus lanes: A lane on an urban arterial or city street is reserved for the exclusive or near-exclusive use of buses. 

• Bus streets and busways: A bus street or transit mall can be created in an urban center by dedicating all lanes of a city street to the 
exclusive use of buses.  

• Bus signal preference and preemption: Preferential treatment of buses at intersections can involve the extension of green time or 
actuation of the green light at signalized intersections upon detection of an approaching bus. Intersection priority can be particularly helpful 
when implemented in conjunction with bus lanes or streets, because general-purpose traffic does not intervene between buses and traffic 
signals. 

• Traffic management improvements: Low-cost infrastructure elements that can increase the speed and reliability of bus service include 
bus turnouts, bus boarding islands, and curb realignments. 

• Faster boarding: Conventional on board collection of fares slows the boarding process, particularly when a variety of fares is collected for 
different destinations and/or classes of passengers. An alternative would be the collection of fares upon entering an enclosed bus station 
or shelter area prior to bus arrivals. This system would allow passengers to board through all doors of a stopped bus. A self-service or 
"proof-of-payment" system also would allow for boarding through all doors, but poses significant enforcement challenges. Prepaid "smart" 
cards providing for automated fare collection would speed fare transactions, but would require that boarding remain restricted to the front 
door of the bus. 

 
Changes in bus or platform design that could provide for level boarding through the use of low-floor buses, raised platforms, or some combination 
thereof could make boarding both faster and easier for all passengers.  

• Integration of transit development with land use policy: Bus Rapid Transit and compact, pedestrian-oriented land use development 
are mutually supportive. The clustering of development has the additional benefit of conserving land and promoting the vitality of 
neighborhoods and urban commercial centers. Bus Rapid Transit can be most effective when integrated within a broader planning 
framework encompassing land use policies, zoning regulations, and economic and community development.  

• Improved facilities and amenities: The operational and travel time benefits resulting from the separation of buses from general-purpose 
traffic can be augmented with improved amenities such as bus shelters and stations. These facilities provide protection from the elements 
and can also be equipped to furnish information such as printed routes and schedules or electronically transmitted real time schedule 
data. Space can also be leased to commercial convenience services. 



1.2 Reducing Delay: The Key to Bus Rapid Transit  
Bus operations on a typical urban or suburban arterial are subject to several types of delay that reduce bus operating speed to generally only 60 
percent of that of other vehicles. Figure 1 is from Transit Cooperative Research Program Report 26, Operational Analysis of Bus Lanes on 
Arterials. This figure summarizes and graphically displays the several components of bus travel time such as moving, passenger stops, and traffic 
delay, which consists of traffic signal delay, right turn delay and general congestion delay. Figure 1 also shows how certain types of delay such as 
congestion delay and passenger stop delay are proportionately greater in more congested areas.  

The essence of Bus Rapid Transit is that bus operating speed and reliability on arterial streets can be improved by reducing or eliminating the 
various types of delay. A discussion of each travel time component and methods for reducing delay follows:  

1. Uncongested moving or free flow operating time This component can only be reduced if speed limits are raised.  
2. Delay due to general congestion This component can be reduced if general congestion is reduced and/or if buses are given 

preferential treatment through creation of a reserved lane. Policies requiring general-purpose traffic to yield to buses re-entering the 
traffic stream from bus stops could also reduce delays associated with general congestion.  

3. Delay due to traffic signals Priority treatment of buses at intersections holds the potential to reduce a significant source of delay 
in bus operations. Today’s traffic signal control systems are tightly interconnected, however, in order to provide progression of 
general traffic through urban grid networks. Therefore, bus signal priority treatments would have to be constrained to modest 
variations within the context of maintenance of progression. Bus operating speeds may also improve if traffic signal cycles are 
coordinated to the time required for passenger service, i.e., the red phase occurs during the time needed for passenger boarding and 
fare collection.  

4. Delay due to right turns This type of delay occurs when buses are traveling in the curb lane and a queue of right-turning vehicles 
blocks the bus from moving forward. This delay may be overcome by relocating bus stops to the far side of the intersection so the 
bus may be able to bypass the right turning queue in the lane next to the curb lane. Alternately, right turns may be prohibited as 
they were on Madison Avenue (with two exclusive bus lanes between 45th and 59th Streets) in New York City, significantly 
reducing bus travel times. This solution, however, may not be viable everywhere.  

5. Delay due to passenger stops This includes passenger boarding time, collection of fares, etc. Boarding time can be reduced by 
improvement of the fare collection process, e.g. pre-payment of fares, self-service fare collection (honor system), greater use of 
passes, smart cards, etc. and by easing the boarding process with low-floor buses together with high platforms so that wheelchair-
bound passengers could roll on without lifts. This component can also be reduced if stop spacing is increased and the number of 
stops are reduced. There is a trade-off between stop spacing and convenience to passengers.  

 
 
 
 



     AGENDA ITEM #7 
 
 
 
 
 
 
 

MEMORANDUM 
 
TO:  Chairman Euille and NVTC Commissioners 
 
FROM: Rick Taube and Rhonda Gilchrest 
 
DATE: January 29, 2004 
 
SUBJECT: NVTC Handbook for 2004 
             
 
 The 2004 edition of the annual NVTC Handbook is now available on 
NVTC’s website.  A limited number of printed copies will be made available for 
libraries and for the public on request.  Copies of updated financial tables from 
the Handbook are attached for your information. 









AGENDA ITEM #8 
 
 
 
 
 
 
 
 

MEMORANDUM 
 
TO:  Chairman Euille and NVTC Commissioners 
 
FROM: Scott Kalkwarf and Colethia Turner 
 
DATE: January 29, 2004 
 
SUBJECT: NVTC Financial Reports for December, 2003 
             
 
 The December, 2003 financial reports are attached for your information. 
 



Northern Virginia Transportation 
Commission

Financial Reports
December, 2003
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Percentage of FY 2003 NVTC Administrative Budget Used
December, 2003

(Target 50% or less)

0% 8% 17% 25% 33% 42% 50% 58% 67% 75% 83% 92% 100%

Personnel Costs

Administrative and Allocated
Costs

Contract Services

TOTAL EXPENSES

Note:  Refer to pages 2 and 3 for details



NORTHERN VIRGINIA TRANSPORTATION COMMISSION
G&A BUDGET VARIANCE REPORT

December, 2003

Current Year Annual Balance Balance
Month To Date Budget Available %

Personnel Costs
Salaries 42,428.70$            272,289.80$     636,400.00$     364,110.20$     57.2%
Temporary Employee Services -                         -                   1,000.00           1,000.00           100.0%
       Total Personnel Costs 42,428.70              272,289.80       637,400.00       365,110.20       57.3%

Benefits
Employer's Contributions:
FICA 2,676.13                17,185.67         45,700.00         28,514.33         62.4%
Group Health Insurance 3,633.52                25,023.93         69,000.00         43,976.07         63.7%
Retirement 5,398.00                27,013.00         57,000.00         29,987.00         52.6%
Workmans & Unemployment Compensation 15.74                     680.21              2,000.00           1,319.79           66.0%
Life Insurance 490.60                   1,923.80           3,300.00           1,376.20           41.7%
Long Term Disability Insurance -                         911.80              3,450.00           2,538.20           73.6%
       Total Benefit Costs 12,213.99              72,738.41         180,450.00       107,711.59       59.7%

Administrative Costs 
Commissioners Per Diem 850.00                   5,650.00           15,500.00         9,850.00           63.5%

Rents: 12,677.94             73,948.32        157,300.00      83,351.68        53.0%
     Office Rent 11,570.44              69,731.97         145,300.00       75,568.03         52.0%
     Parking 1,107.50                4,216.35           12,000.00         7,783.65           64.9%

Insurance: 1,344.70               1,938.20          3,700.00          1,761.80          47.6%
     Public Official Bonds 463.00                   713.00              2,000.00           1,287.00           64.4%
     Liability and Property 881.70                   1,225.20           1,700.00           474.80              27.9%

Travel: 1,107.45               6,779.49          26,500.00        19,720.51        74.4%
     Conference Registration -                         -                   3,000.00           3,000.00           100.0%
     Conference Travel -                         875.36              7,000.00           6,124.64           87.5%
     Local Meetings & Related Expenses 960.95                   4,993.69           12,000.00         7,006.31           58.4%
     Training & Professional Development 146.50                   910.44              4,500.00           3,589.56           79.8%

Communication: 384.71                  4,355.16          13,950.00        9,594.84          68.8%
     Postage (6.81)                      2,103.02           7,000.00           4,896.98           70.0%
     Telephone - LD 68.49                     283.97              1,950.00           1,666.03           85.4%
     Telephone - Local 323.03                   1,968.17           5,000.00           3,031.83           60.6%

Publications & Supplies 1,819.22               9,180.86          24,500.00        15,319.14        62.5%
     Office Supplies 226.10                   1,088.39           5,300.00           4,211.61           79.5%
     Duplication 993.12                   6,574.07           13,200.00         6,625.93           50.2%
     Public Information 600.00                   1,518.40           6,000.00           4,481.60           74.7%
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NORTHERN VIRGINIA TRANSPORTATION COMMISSION
G&A BUDGET VARIANCE REPORT

December, 2003

Current Year Annual Balance Balance
Month To Date Budget Available %

Operations: 1,268.75               6,949.04          23,150.00        16,200.96        70.0%
     Furniture and Equipment 1,268.75                2,828.75           8,250.00           5,421.25           65.7%
     Repairs and Maintenance -                         214.70              1,000.00           785.30              78.5%
     Computers -                         3,905.59           13,900.00         9,994.41           71.9%

Other General and Administrative 307.21                  2,009.96          6,350.00          4,340.04          68.3%
     Subscriptions -                         48.00                750.00              702.00              93.6%
     Memberships -                         674.00              1,100.00           426.00              38.7%
     Fees and Miscellaneous 201.21                   1,181.96           2,000.00           818.04              40.9%
     Advertising (Personnel/Procurement) 106.00                   106.00              2,500.00           2,394.00           95.8%

       Total Administrative Costs 19,759.98              110,811.03       270,950.00       160,138.97       59.1%

Contracting Services
Auditing -                         7,495.00           14,000.00         6,505.00           46.5%
Consultants - Technical -                         -                   1,000.00           1,000.00           100.0%
Legal -                         -                   1,000.00           1,000.00           100.0%
       Total Contract Services -                         7,495.00           16,000.00         8,505.00           53.2%

          Total Gross G&A Expenses 74,402.67$            463,334.24$     1,104,800.00$  641,465.76$     58.1%
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NVTC
RECEIPTS and DISBURSEMENTS
December 2003

Payer/ Wachovia Wachovia VA VA
Date Payee  Purpose (Checking) (Savings) LGIP SNAP

RECEIPTS
3 City of Falls Church George marketing advance refund 1,162.55$               
3 Staff Expense reimbursement 19.09                      
5 DRPT Code Red grant receipt 13,521.00               
5 DRPT SmarTrip grant receipt 324.00                    
9 PRTC Joint meeting reimbursement 785.90                    
9 VRE Reimbursement for staff support 10,071.58               
15 Dept. of Taxation Motor Vehicle Fuels Sales Tax 1,712,670.08          
16 FTA SmarTrip grant receipt 3,060.00                 
17 DRPT FTM/Admin grant receipt 4,267,394.00          
22 VRE Reimbursement for staff support 23,729.29               
22 Staff Expense reimbursement 44.55                      
29 Fairfax County G&A contribution 80,347.00               
31 City of Alexandria G&A contribution 12,900.00               
31 Banks December interest income 15.67                      49,213.81               2.29                      

-                        129,075.63             6,046,182.89          2.29                      

DISBURSEMENTS
1-31 Various NVTC project and administration (86,235.31)            
9 BMI Code Red consulting (13,521.47)            
12 IBI SmarTrip consulting (3,824.44)              
15 George Hoyt Bus Data consulting (8,795.09)              
15 Transystem ITS Consulting (19,187.10)            
31 Banks December service fees (63.68)                   

(131,627.09)          -                          -                          -                       

TRANSFERS  and Adjustments
4 Transfer From LGIP to checking 13,521.00              (13,521.00)              
12 Transfer From LGIP to checking 67,982.00              (67,982.00)              
23 Transfer From LGIP to checking 45,000.00              (45,000.00)              

126,503.00            -                          (126,503.00)            -                       

NET INCREASE (DECREASE) FOR MONTH (5,124.09)$            129,075.63$           5,919,679.89$        2.29$                    
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NVTC
INVESTMENT REPORT

December 2003

Balance Increase Balance NVTC Jurisdictions Loudoun
Type Rate 11/30/03 (Decrease) 12/31/03 G & A Trust Fund County

Cash Deposits

1st Union:  NVTC Checking    N/A 42,457.32$         (5,124.09)$                37,333.23$         37,333.23$           -$                           -$                       

1st Union:  NVTC Savings 0.18% 77,650.04           129,075.63                206,725.67         206,725.67           -                             -                         
  

Investments - State Pool

Nations Bank - LGIP 1.89% 50,261,614.20    5,919,679.89             56,181,294.09    394,262.61           40,209,121.40           15,577,910.08        

Investments  --
CTB Bond Proceeds

VA State Non-Arbitrage Program
       MCIP - 2001A Series 1.04% 2,508.02             2.29                           2,510.31             -                        2,510.31                    -                         

50,384,229.58$ 6,043,633.72$          56,427,863.30$ 638,321.51$        40,211,631.71$        15,577,910.08$     
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NVTC MONTHLY GAS TAX REVENUE
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NVTC MONTHLY GAS TAX REVENUE
FAIRFAX COUNTY
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NVTC MONTHLY GAS TAX REVENUE
CITY OF ALEXANDRIA
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NVTC MONTHLY GAS TAX REVENUE
ARLINGTON COUNTY
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NVTC MONTHLY GAS TAX REVENUE
CITY OF FAIRFAX
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NVTC MONTHLY GAS TAX REVENUE
CITY OF FALLS CHURCH
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NVTC MONTHLY GAS TAX REVENUE
LOUDOUN COUNTY
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  AGENDA ITEM #9 
 

 
 
 
 
 
 
 
 
 

MEMORANDUM 
 
TO:  Chairman Euille and NVTC Commissioners 
 
FROM: Rick Taube 
 
DATE: January 29, 2004 
 
SUBJECT: VRE Items 
             
 

A. Report from the VRE Operations Board (with minutes of the January 16, 2004 
meeting) and from the Acting Chief Operating Officer -- Information Item. 

 
B. Solicitation of Bids and Award of a Contract to Rebuild 10 VRE Railcar Trucks -- 

Action Item/Resolution # 1003. 
 

C. Approval of Distribution of 2003 VRE Audited Financial Report -- Action 
Item/Resolution #1004. 

 
D. Leased Parking at the VRE Manassas Station -- Action Item/Resolution #1005.  

 
E. Funding Agreement for Burke Centre Canopy -- Action Item/Resolution #1006. 

 



 
 

 
Item #9A 

 
 
 
Report from the VRE Operations Board and Acting Chief Operating Officer 
 
 Minutes are attached from the Board meeting of January 16, 2004.  Also 
attached are the report of the VRE Acting Chief Operating Officer and ridership 
results.   
 

The VRE Operations Board has selected its officers for 2004.  They are: 
 

• Hon. John Jenkins, Chairman 
• Hon. Elaine McConnell, Vice-Chairman 
• Hon. Dana Kauffman, Treasurer 
• Hon  John Grzejka, Secretary 

 
Members of the VRE Board’s new Executive Committee are: 
 

• Hon. John Jenkins 
• Hon. Elaine McConnell 
• Hon. Dana Kauffman 
• Hon. John Grzejka 
• Hon. Sharon Bulova (Immediate Past Chairman) 

 
Members of the VRE Board’s Finance Committee are: 
 

• Hon. John Jenkins 
• Hon. Dana Kauffman 
• Hon. John Grzejka 
• Hon. Sharon Bulova  

 



                                             
 

 
 
VIRGINIA RAILWAY 

EXPRESS 
 
 

 
 
OPERATIONS BOARD 

MEMBERS 
 

JOHN D. JENKINS 
CHAIRMAN 

 
ELAINE MCCONNELL 

VICE CHAIRMAN 
 

JOHN GRZEJKA 
SECRETARY 

 
DANA KAUFFMAN 

TREASURER 
 

HILDA BARG 
 

SHARON BULOVA 
 

MAUREEN S. 
CADDIGAN 

 
ROBERT GIBBONS 

 
WILLIAM GREENUP 

 
KAREN RAE 

 
CHRISTOPHER 
ZIMMERMAN 

 
 
 

DALE ZEHNER 
ACTING CHIEF 

OPERATING OFFICER 
 

 
 

1500 King Street, Suite 202 
Alexandria, VA 22314-2730 

(703) 684 – 1001 
FAX: (703) 684 – 1313 

Web Site: http://www.vre.org 

MM    II    NN    UU    TT    EE    SS  
  

VRE OPERATIONS BOARD MEETING 
PRTC HEADQUARTERS – ALEXANDRIA, VIRGINIA 

January 16, 2004 
 

 
 
MEMBERS PRESENT JURISDICTION 
Sharon Bulova (NVTC) Fairfax County 
George Conner VDRPT 
Robert Gibbons (PRTC) Stafford County 
John Grzejka (PRTC) City of Manassas 
John D. Jenkins (PRTC) Prince William County 
Elaine McConnell (NVTC) Fairfax County 

 
MEMBERS ABSENT JURISDICTION 
Dana Kauffman (NVTC) Fairfax County 

 
ALTERNATES PRESENT JURISDICTION 
Hilda Barg (PRTC) Prince William County 
William Greenup (PRTC)* City of Fredericksburg/VHSRDC 
Christopher Zimmerman (NVTC)* Arlington County 

 
 
ALTERNATES ABSENT JURISDICTION 
Maureen Caddigan (PRTC) Prince William County 

 
 
 
STAFF AND GENERAL PUBLIC  
Tamara Ashby – VRE 
George Billmyer – citizen 
Don Chism – VRE 
E.B. Easter – VRE 
Steve Edwards – Sup. McConnell’s 
                             Office 
Anna Gotthardt – VRE 
Alfred Harf – PRTC staff 
Ann King - VRE 
Mike Lake – Fairfax County DOT 
Bob Liebbrandt – Prince William County 
Wendy Lemieux - VRE 

Jana Lynott – NVTC staff 
Steve MacIsaac – Attorney for Arlington 

County and VRE  
Stephen Manster – FAMPO 
Betsy Massie – PRTC staff 
Sirel Mouchantaf – VRE 
Dick Peacock – citizen 
Dave Snyder – VRE 
Jennifer Straub – VRE 
Rick Taube – NVTC staff  
John Tuohy – VRE 
Dale Zehner – VRE 

 
 
**Delineates arrival following the commencement of the Board meeting.  Notation of 
exact arrival time is included in the body of the minutes.  
 
  
 

http://www.vre.org/


Chairman Bulova called the meeting to order at 9:34 A.M.  Following the Pledge of 
Allegiance, roll call was taken.    
 
 
Agenda 
 
Mr. Gibbons asked that the agenda include a discussion about the second platform at 
the Quantico station and VRE service to Virginia Beach on the weekends.    
  
On a motion by Mr. Grzejka, and a second by Ms. Barg, the Board unanimously 
approved the agenda as amended.  The vote in favor was cast by Board Members 
Bulova, Conner, Gibbons, Grzejka, Jenkins and McConnell. 
 
 
Minutes of the December 19, 2003, VRE Operations Board Meeting 
 
Ms Barg moved, with a second by Mr. Grzejka, to approve the minutes.  The vote in 
favor was cast by Board Members Bulova, Conner, Gibbons, Grzejka, Jenkins and 
McConnell.   
 
 
Chairman’s Report 
 
Chairman Bulova stated that this has been a challenging year, but also a good year 
because the Board and staff worked extremely well together during some difficult times.  
She thanked Mr. Zehner for doing a terrific job as Acting Chief Operating Officer.  
Challenges for the next year include dealing with VRE’s serious growing pains.  She 
remembered a time when Board Members wondered if VRE would ever take off and 
grow. 
 
Chairman Bulova asked Mr. Grzejka, in his role as chairman of the Nominating 
Committee, if he would like to move the nominations for 2004.  Mr. Grzejka moved, with 
a second by Ms. Barg, the following slate of officers: 
 

Chairman:  John Jenkins 
Vice Chairman:  Elaine McConnell 
Secretary:  John Grzejka 
Treasurer:  Dana Kauffman 

 
There were no further nominations and the Board unanimously approved the slate of 
officers.  The vote in favor was cast by Board Members Bulova, Conner, Gibbons, 
Grzejka, Jenkins and McConnell.   
 
Mrs. Bulova congratulated Chairman Jenkins and passed the gavel to him.  Chairman 
Jenkins thanked Mrs. Bulova for the tremendous job she did as chairman during the 
past year.   
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Chairman Jenkins stated that he has appointed the following Board Members to join him 
on the Finance Committee for 2004:  Mr. Grzejka, Mr. Kauffman and Ms. Bulova.  Ms. 
Barg moved, with a second by Ms. McConnell, to approve these appointments.  The 
vote in favor was cast by Board Members Bulova, Conner, Gibbons, Grzejka, Jenkins 
and McConnell.   
 
Chairman Jenkins also stated that a draft resolution has been prepared that would 
create an Executive Committee.  The Executive Committee would consist of the officers 
of the Operations Board and the immediate past chairman. A quorum would consist of 
two-thirds of the members of the committee and there would be 100 percent 
representation of the member commissions.  Resolution #10J-01-2004 would authorize 
the creation of a VRE Executive Committee. 
 
Mr. Gibbons moved to approve the resolution.  Ms. Barg seconded.  The Board then 
voted on the motion and it passed.  The vote in favor was cast by Board Members 
Bulova, Conner, Gibbons, Grzejka, Jenkins and McConnell.   
 
 
Chief Operating Officer’s Report – 8 
 
Mr. Zehner reported that VRE is back to running full service after the CSX derailment on 
December 18, 2003.  Average ridership since January 1st has been 15,300 and there 
were two days that ridership set a record high of 15,800.  Mr. Zehner stated that in his 
opinion 16,000 daily riders is considered at capacity, which will happen soon.  Most 
peak trains already have standees. 
 
Board Members were shown pictures of the first three Gallery railcars VRE received 
from Metra in Chicago.  Mr. Zehner reported that the railcars are in great shape and 
should be able to be put into service within two weeks.  Currently, three more Gallery 
railcars are being shipped and four are being prepared for shipment.   Ms. Bulova 
suggested that if the walk-over (reversible) seats need to be bolted into a permanent 
position, they should all be facing the same direction.  Mr. Zehner stated that he is not 
aware of anything that would require the seats to be bolted and it’s VRE’s intent to put 
the railcars into service without any modifications.  In response to a question from 
Chairman Jenkins, Mr. Zehner stated that it has not been determined where the new 
railcars will be placed in the consists, but they will be on the Fredericksburg Line.  In 
response to a question from Mr. Gibbons, Mr. Zehner stated that the number of railcars 
a train consist has depends on the power of the locomotive. VRE has locomotives that 
can haul up to eight railcars.  Chairman Jenkins asked for a follow-up report at the next 
meeting about the status of the Gallery railcars. 
 
Mr. Zehner reported that VRE collected 2,600 toys and over $6,500 for Toys for Tots.  
Additionally, CSXT made a donation of $15,000.  This was VRE’s most successful year 
with this program. 
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VRE Riders’ Comments – 9 
 
George Billmyer stated that many passengers don’t like the reversible seats that face 
one another, although it seems that passengers on New Jersey Transit favor this type of 
seating.  He also observed that some transit systems are promoting Internet ticket sales 
and often provide some type of discount when tickets are purchased over the Internet.  
It saves money on ticket windows and machines. 
 
[Mr. Greenup arrived at 9:52 A.M.]   
 
Dick Peacock stated that he is pleased to see that the Northern Virginia Transportation 
Commission has come up with ideas to raise some money.  He thanked Ms. McConnell 
for her involvement with this.  He stated that it is important to raise user fees and the 
motor fuels tax.   He was excited to see that NVTC will provide transportation to the 
Transit Education Day in Richmond on January 27th.  He also suggested that VRE 
implement a system where a passenger can keep their credit card number on file at 
VRE and have monthly tickets mailed to them automatically and billed to their credit 
card. Chairman Jenkins stated that this is a good idea and directed staff to look into it.  
Ms. Lemieux stated that this service already exists through Commuter Direct.  Although 
information about this is included in VRE’s printed materials, it will be highlighted in an 
upcoming commuter weekly. 
 
Ms. Bulova stated that she recently received an e-mail from a gentleman that was upset 
that VRE did not provide bus service during the derailment.  
 
 
Authorization to Solicit Bids for Construction of a New Bridge Over Quantico Creek – 
10A 
 
Mr. Zehner reported that bridge design has been completed and the drawings will be 
sent to CSX and VDRPT for signature.  Within a month, VRE staff will be ready to solicit 
bids for construction.  Funds for the construction phase is made up of FY 2001, 2002 
and 2003 federal grants, with the local match being provided by VDRPT.  Resolution 
#10A-01-2004 would authorize the Acting Chief Operating Officer to solicit bids to 
construct a new double mainline track bridge over Quantico Creek. 
 
On a motion by Ms. Barg, and a second by Ms. McConnell, the Board unanimously 
approved the resolution.  The vote in favor was cast by Board Members Bulova, 
Conner, Gibbons, Grzejka, Jenkins and McConnell.   
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Authorization to Issue a Request for Proposals (RFP) for Marketing and Advertising 
Services – 10B 
 
Mr. Zehner explained that the current contract for marketing and advertising services is 
with Laughlin, Marinaccio and Owens (LM&O).  The contract was issued in July 1997 
for three years, with options for two separate two-year options.  To-date, both of these 
options have been exercised.  The contract will expire on July 1, 2004.  Resolution 
#10B-01-2004 would authorize the Acting Chief Operating Officer to issue a RFP for 
marketing and advertising services.  It would be a thee-year contract with two separate 
two-year extensions, which could be exercised by VRE.  Funding is including in VRE’s 
FY 2005 Operating Budget. 
 
On a motion by Ms. Barg and a second by Ms. Bulova, the Board unanimously 
approved the resolution.  The vote in favor was cast by Board Members Bulova, 
Conner, Gibbons, Grzejka, Jenkins and McConnell.  
 
  
Authorization to Issue a RFP for the Procurement of a Financial and Accounting System 
– 10C 
 
Mr. Zehner stated that VRE’s finance system has been in use since 1992 and has 
exceeded its anticipated useful life.  A new system would add functional capabilities in 
grant and project management, procurement, budgeting and fixed assets to the existing 
accounting capabilities.  These financial functions were identified by VRE’s auditors as 
areas that needed improvement.  Funding for this is available in VRE’s CIP as part of 
the accounting software project.  Resolution #10C-01-2004 would accomplish this. 
 
Mr. Gibbons expressed his surprise that there’s not a system available at the state or 
federal level that matches this requirement.   Chairman Jenkins stated that it seems to 
be a small application and a specific use of a computer system.  In response to a 
question from Chairman Jenkins, Mr. Zehner stated that the estimated cost would be 
between $200,000 - $300,000.  Chairman Jenkins stated that the letter VRE received 
from its auditors called for specific improvements that need to be made.  A financial 
system will help staff manage these financial applications.  A new financial and 
accounting system would address the problems pointed out by the auditors.  Mr. 
Gibbons stated that VRE is not the only commuter rail system that does grant 
management and he would like to see this researched to make sure that another 
agency doesn’t already have a similar system that VRE could use.  Mr. Zehner stated 
that staff could contact other similarly sized commuter rail system and check.   
 
Ms. McConnell moved, with a second by Ms. Barg, to approve the resolution.  The vote 
in favor was cast by Board Members Bulova, Conner, Grzejka, Jenkins and McConnell.  
Mr. Gibbons voted no. 
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Authorization to Examine and Recommend Changes to Current VRE Fare Structure – 
10D 
 
Mr. Zehner stated that the VRE Operations Board is being asked to authorize the Acting 
Chief Operating Officer to pursue a full examination of the current fare structure and 
recommend changes that would reduce overall operating costs, provide additional fare 
revenue and improve rider interface with the fare system and structure.  Resolution 
#10D-01-2004 would accomplish this. 
 
Mr. Zehner explained that during the FY 2005 budget review by the CAO Task Force, 
as well as the staff review and investigation into SmarTrip integration, a number of 
changes were recommended to the current VRE fare structure and policy.  Areas that 
have been identified for examination include review of the fare discount structure, 
implementation of a regional SmarTrip, introduction of a weekly pass, step-up or 
separate fares for use of Amtrak trains, and utilization of fare equipment.  Mr. Zehner 
explained that any recommendations would be brought back to the Board for discussion 
and approval. 
 
On a motion by Mr. Grzejka and a second by Ms. Barg, the Board unanimously 
approved Resolution #10D-0-1-2004.  The vote in favor was cast by Board Members 
Bulova, Conner, Gibbons, Grzejka, Jenkins and McConnell.   
 
 
Authorization to Pursue the Sale and/or Lease of 28 Mafersa Coaches – 10F 
 
Mr. Zehner stated that VRE currently owns a total of 38 Mafersa railcars.  With the 
successful acquisition of 35 Gallery high capacity railcars from Metra, VRE can begin 
removing Mafersa cars from service in favor of the Gallery cars, which would maximize 
the seating capacity of the VRE fleet.  Since VRE cannot use the Mafersa coaches for 
additional service due to limited mid-day storage space and railroad capacity limitations, 
VRE must look at storage or sale/lease of these coaches.  VRE does not have the 
storage capacity to store this equipment.  Staff recommends selling or leasing the 
Mafersa coaches. Resolution #10E-01-2004 would authorize the Acting Chief Operating 
Officer to pursue the sale and/or lease of 28 Mafersa coaches and then report back to 
the Board with any reasonable offers for consideration. 
 
Ms. Bulova moved the resolution and Ms. Barg seconded. 
 
Mr. Gibbons observed that these coaches could be used for the Main Street proposal in 
Richmond.  Mr. Snyder observed that with the Amtrak situation, states will need to fund 
more of the Amtrak services.  One suggestion would be for VDRPT to purchase the 
coaches.  Mr. Zehner reminded the Board that if VRE leased the coaches, VRE would 
still maintain ownership of them. 
 
The Board then voted on the motion and it passed.  The vote in favor was cast by Board 
Members Bulova, Conner, Gibbons, Grzejka, Jenkins and McConnell.   
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Authorization to Solicit Prices and Award a Contract to Rebuild Ten Railcar Trucks 
Currently on the “NRC” Gallery Cars – 10F 
 
Mr. Zehner explained that in June 2001, VRE acquired five NRC Gallery railcars.  In an 
effort to minimize the capital costs of placing these cars into service in 2001, the trucks 
were qualified rather than rebuilt.  These railcars were built in 1955-1956 and the 
original trucks are still on the units.  A “truck” is the assembly of steel wheels, axles, 
springs, shock absorbers, bushings, wear plates, pivot points, and associated frames 
that are under each end of every railcar.  It is the desire of VRE staff to utilize these cars 
through 2010.  Therefore, these trucks cannot continue in service without being rebuilt.  
Resolution #10F-01-2004 would give the Acting Chief Operating Officer the authority to 
solicit and award a contract to rebuild the ten trucks of all five of the NRC Gallery 
railcars, in an amount not to exceed $325,000, which includes a 10 percent 
contingency.  
 
[Mr. Zimmerman arrived at 10:14 A.M.] 
 
On a motion by Mr. Gibbons, and a second by Ms. Barg, the Board unanimously 
approved the resolution.  The vote in favor was cast by Board Members Bulova, 
Conner, Gibbons, Grzejka, Jenkins, McConnell and Zimmerman.   
 
 
Authorization to Solicit Public Comment on Proposed Elimination of Subsidy for DASH 
and Arlington Transit Service – 10G 
 
Mr. Zehner reported that since 1994, VRE has provides subsidization of both DASH and 
ART buses, which are the only two bus systems used by VRE riders that either charge 
VRE or charge the customer for the service.  All other bus systems provide free 
transfers for VRE riders.  Staff believes that the elimination of this subsidy would not 
adversely affect the operations or budgets of DASH or ART because most riders would 
continue to utilize the service as out-of-pocket expenses.  This subsidy costs VRE about 
$81,000 annually for 272 passengers.  Resolution #10G-01-2004 would authorize the 
Acting Chief Operating Officer to initiate a public comment period on the proposed 
elimination of VRE’s subsidy to DASH and Arlington Transit.  The comment period 
would run from January 19th through February 13, 2004.  Results of the comments and 
a recommendation would be provided to the Board at its February meeting.  
 
On a motion by Mr. Zimmerman, and a second by Ms. McConnell, the Board 
unanimously approved the resolution.  The vote in favor was cast by Board Members 
Bulova, Conner, Gibbons, Jenkins, McConnell and Zimmerman.   Mr. Grzejka was out 
of the room and did not participate in the vote, but returned immediately thereafter.  
 
Ms. McConnell reported that in regards to the Springfield Mixing Bowl project, the PRTC 
subsidy for the bus service was in jeopardy, but she is happy to report that this funding 
was preserved.  VRE service will be even more important in this corridor because traffic 
is increasing daily. 
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Approval of Job Position Descriptions for the Recruitment of the Chief Operating Officer 
– 10H 
 
Mr. Taube reported that the VRE Operations Board is being asked to approve the job 
and position descriptions for the recruitment of the Chief Operating Officer. Board 
Members were provided with copies of a recruitment plan, job description and the 
advertising announcement.  Mr. Harf stated that the job announcement and job 
description would also be posted on the NVTC, PRTC and VRE websites.  In response 
to a question from Ms. Bulova, Mr. Harf stated that the Board may wish to recommend a 
cap of up to $15,000 for advertising. 
 
Mr. Zimmerman moved to approve Resolution #10H-01-2004, which would approve the 
job and position descriptions for the recruitment of the Chief Operating Officer.  He 
added to the motion that a cap of $15,000 be established for advertising.  Ms. Barg 
seconded the motion. 
 
In response to a question from Chairman Jenkins, Mr. Harf explained that the 
applications will be sent directly to NVTC or PRTC.  He stated that there would be a 
screening process that would lead to a preliminary round of interviews by the search 
team.  Once the finalists have been designated, another round of interviews would 
occur with the full Operations Board in April.  Chairman Jenkins observed that 
applications are due by March 1, 2004.   He asked whether it would be logical to set up 
an orientation where applicants could come and visit VRE.  Mr. Taube stated that 
previously that had been done but only for those who passed the first screening.  
Chairman Jenkins stated that it is important to do this for the finalists, as well as any 
other applicants that want to have the opportunity. 
 
Chairman Jenkins asked how many applicants will be brought before the Board for 
interviews.  Board members talked about this and decided on three to five (but not more 
than five) at the discretion of the search committee. Ms. McConnell expressed her 
concern that VRE protects the applicants’ identities among the other applicants.   
 
Mr. Harf stated that a progress report will be made at the March Operations Board 
meeting.  He also stated that the intention is to have those candidates who make it 
through the initial screening meet with VRE senior management staff.  This would give 
the Operations Board a chance to get VRE staff’s perceptions of the candidates.   
Chairman Jenkins stated that this solicitation is open to everybody, including VRE staff. 
 
In response to a comment made by Mr. Greenup, Board members agreed to revise the 
advertising cap amount to not exceed $20,000.  Mr. Zimmerman agreed to amend his 
motion to include this.  Ms. Barg, as the seconder of the motion, also agreed.   
 
Mr. MacIsaac suggested that the job description have the word “legal” removed from the 
responsibilities for management.  Mr. Harf explained that the word was included to 
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reflect the interaction between the Chief Operating Officer and VRE’s legal counsel.  
Under the direction of the Chief Operating Officer, staff needs to bring legal issues to 
the attention of legal counsel.  Mr. Zimmerman stated that Mr. MacIsaac has a point and 
it is a question of how one views the relationship between legal counsel and the 
organization.  In Arlington County, the Board appoints the county attorney and the 
attorney reports to the Board.  It’s an intentional separation of legal counsel from 
management.  Mc. McConnell agreed and stated that Fairfax County does it the same 
way.  Mr. MacIsaac stated that throughout the Commonwealth, cities and counties 
deliberately separate the accountability of the attorney from the function of the chief 
executive officer.   
 
Mr. Zimmerman asked for unanimous consent to strike the word “legal” from the job 
description.  There were no objections.   
 
The Board then voted on the amended motion and it was passed.  The vote in favor 
was cast by Board Members Bulova, Conner, Gibbons, Grzejka, Jenkins, McConnell 
and Zimmerman.   
 
 
Authorization to Enter Into an Agreement to Lease Parking at the Manassas VRE 
Station – 10I 
 
Mr. Zehner reported that Resolution #10I-01-2004 would recommend to the 
Commissions that they authorize the Acting Chief Operating Officer to enter into an 
agreement between VRE and ABC Photo of Manassas, Virginia for a five-year lease of 
approximately 82 parking spaces adjacent to the Manassas VRE station.    
 
Mr. Zehner stated that the estimated cost of leasing these spaces would be $50 per 
space, per month, which is market value.   This is consistent with what VRE is paying 
for parking in other parts of its system. 
 
On a motion by Ms. McConnell and a second by Mr. Grzejka, the Board unanimously 
approved the resolution.  The vote in favor was cast by Board Members Bulova, 
Conner, Gibbons, Grzejka, Jenkins, McConnell and Zimmerman.   
 
 
VRE Audit 
 
Mr. Grzejka moved, with a second made by Ms. Barg, to authorize staff to forward the 
VRE audit report to the two Commissions. 
 
Chairman Jenkins stated that he would forward the audit management letter to the VRE 
Finance Committee to look at ways to improve VRE accounting processes. 
 
The Board then voted on the motion and it passed.  The vote in favor was cast by Board 
Members Bulova, Conner, Gibbons, Grzejka, Jenkins, McConnell and Zimmerman.   
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Quantico 
 
Mr. Gibbons asked staff to do a title search on the property at Quantico, since no one 
has claimed ownership to the other side of the track at the Quantico Station.  He asked 
that staff make recommendations for rehabilitation of a possible second platform at the 
Quantico station as well as a cost estimate.  Chairman Jenkins asked if VRE had funds 
in its budget for the rehabilitation.  Mr. Gibbons stated that it is not in the budget, but 
VRE should have funds to do the title search.   Chairman Jenkins directed staff to 
proceed with the title search and come back to the Board with a cost estimate for 
rehabilitation. 
 
 
Virginia Beach 
 
Mr. Gibbons asked that for the next Board meeting staff draft a request to the federal 
government to do an impact study on the feasibility and costs of rail service to Virginia 
Beach on the weekends.  In response to a question from Ms. McConnell, Mr. Zehner 
stated that it’s about 185 miles from D.C. to Virginia Beach.  Mr. Conner indicated that 
VDRPT is already doing a 464 corridor study to see if service is feasible and how much 
it would cost to fix the tracks from Richmond to Norfolk.  The study won’t be completed 
for another 12-15 months.  Chairman Jenkins observed that a federal impact study 
wouldn’t be needed.  Mr. Gibbons asked VDRPT to send a copy of this 464 corridor 
study to FAMPO. 
 
Chairman Jenkins proposed moving Agenda Item #11A to the end of the agenda.  
There were no objections. 
 
 
Implementation Plan for Changes to VRE Fleet Composition – 11B 
 
Mr. Zehner stated staff has outlined the integration plan for introduction of the Metra 
Gallery coaches into the VRE fleet.  As the Gallery coaches are put into service, the 
Mafersa coaches will be taken out of service, which will replace single level with bi-level 
railcars.  Sounder coaches will also be replaced by Gallery coaches.  Hopefully by the 
end of June 2004, all Sounder equipment will be returned to Chicago and by August 
2004, all Gallery coaches will be in service.  In response to a question from Mr. 
Gibbons, VRE will have 80 active coaches in service by then.  Mr. Gibbons stated that 
the Gallery coaches need to be included in the fleet management plan. 
 
 
VRE Emergency Generator Project Update – 11C 
 
Mr. Zehner reported that an Invitation for Bids for the VRE Emergency Generators 
project was issued on November 12, 2003.  Although several potential bidders attended 
the pre-bid meeting, no bids were received.  Staff is re-evaluating the solicitation 
package and requested feedback from the potential bidders to determine why no bids 
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were submitted.   Some of the potential bidders thought the requirements were very stiff 
so staff is working to revise some of the requirements.  The revised solicitation is 
scheduled for release by March 2004.   Chairman Jenkins suggested that VRE staff talk 
to the staff at the design and construction office of the Fairfax County School system, 
since they have a lot of experience with generators. 
 
 
Proposed Third Transportation Commission – 11A 
 
Mr. Gibbons introduced Stephen Manster, Executive Director of the Rappahannock 
Area Development Commission (RADCO). Mr. Gibbons provided an overview of 
RADCO, the Fredericksburg Area Metropolitan Planning Organization (FAMPO), the 
Fredericksburg regional transit system and other transit ridership data for that region.   
 
Mr. Gibbons stated that the Code of Virginia (Section 15.2-4500 et. seq.) allows 
localities to form transportation districts through the adoption of an ordinance.  The 
proposed new district, the Rappahannock Regional Transportation District, would be 
closely connected to FAMPO and the Air Quality Committee utilizing RADCO staff for 
support.  Members of the district would be the City of Fredericksburg and Spotsylvania, 
Stafford, King George and Caroline counties.   The main purposes of the district would 
be for mass transit activities, transportation planning for the entire district, and air quality 
implementation.   
 
Mr. Gibbons showed Board members what the potential reduction in subsidy for each 
VRE participant would be due to full participation of VRE by the new district.  He stated 
that the new district would request equal representation (three members) of the 
Rappahannock Regional Transportation District on the VRE Operations Board with 
PRTC and NVTC representatives. 
 
Ms. Barg stated that she has seen this presentation twice now and not once has there 
been any representation from Spotsylvania or Caroline counties promoting this.  Mr. 
Gibbons stated that this was just an information item and when the formal proposal is 
presented there will be more representation. 
 
Ms. Barg also asked if forming this district commission could in any way open the VRE 
Master Agreement.  Mr. MacIsaac responded that adding the new district into VRE 
would require amendments to the Master Agreement.  In response to a question from 
Ms. Barg, Mr. Gibbons stated that it would not affect the gas tax agreement.  Chairman 
Jenkins expressed his concern with opening up the Master Agreement.  Mr. MacIsaac 
explained that to amend the Master Agreement would require the consent of the 
Operations Board, NVTC, PRTC, each of the signatory jurisdictions, and the bond 
holders.  Implications fall into two principal areas: governance and finance.    
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Other Business 
 
Ms. McConnell observed that slug lines are very popular.  She stated that she doesn’t 
understand why jurisdictions can’t have permission to rent a small number of parking 
spaces from commercial parking lots to provide slug lines.  It would solve many 
problems.  Mr. Harf responded that the experience has shown that there really needs to 
be a large number of parking spaces for slugs to congregate to form carpools. 
 
 
Adjournment  
 
On a motion by Ms. Bulova, and a second by Mr. Grzejka, the Board unanimously 
agreed to adjourn.  The vote in favor was cast by Board Members Bulova, Conner, 
Gibbons, Grzejka, Jenkins, McConnell and Zimmerman.  Chairman Jenkins adjourned 
the meeting at 11:22 A.M. 
  
 
Approved this 20th day of February, 2004. 
 
 
 
_____________________________ 
John Jenkins 
Chairman 
 
 
 
_____________________________ 
John Grzejka                      
Secretary 
 
 
 

CERTIFICATION 
 
This certification hereby acknowledges that the minutes for the January 16, 2004, 
Virginia Railway Express Operations Board Meeting have been recorded to the best of 
my ability. 
                           

                                                                      
                                                                                              Rhonda Gilchrest 
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Item #9B 
 

 
 
 
Solicitation of Bids and Award of a Contract to Rebuild 10 VRE Railcar Trucks 
 
 
 The VRE Operations Board recommends approval of Resolution #1003.  
This provides authorization to solicit bids and award a contract for rebuilding 10 
railcar trucks on five VRE Gallery railcars.  Contract award will require approval 
of legal counsel.  “Trucks” are the assembly of steel wheels, axles, springs, 
shock absorbers, bushings, wear plates, pivot points and associated frames that 
are under each end of every railcar. 
 
 The cost is not to exceed $325,000 which includes a 10 percent 
contingency.  Federal funds, with state and local match, are available. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 
 
 
 
 

RESOLUTION #1003 
 
 
 

SUBJECT: Bids and Contract Award for Rebuilding 10 Railcar Trucks. 
 
WHEREAS: VRE staff has determined that it is necessary to rebuild the existing 

trucks on each end of the five NRC Gallery railcars so that they can 
remain in service; 

 
WHEREAS: VRE has developed engineering estimates for the cost of rebuilding 

the trucks; and 
 
WHEREAS: Time constraints require that VRE staff be permitted to solicit the 

bids and make the contract award without further commission 
approval. 

 
 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission does hereby authorize the Acting Chief Operating 
Officer to solicit bids and award a contract for the rebuild of the 10 
railcar trucks that are currently under each end of VRE’s five NRC 
Gallery railcars in an amount not to exceed $325,000, which 
includes a 10% contingency.  The contract would be awarded to the 
lowest priced, qualified bidder, subject to the approval of legal 
counsel. 

 
 
Approved this 5th day of February, 2004. 
 
            
       William D. Euille 

Chairman 
                                               
Gerald E. Connolly 
Secretary-Treasurer  
 
 
 
 
 







          Item 9C 
 
 
 
Approval of Distribution of FY 2003 VRE Audited Financial Report 
 
 VRE’s auditors, PBGH LLP, completed the audit of VRE’s FY 2003 
financial report and provided an unqualified (clean) opinion.  Accordingly, NVTC 
is asked to approve, at the recommendation of the VRE Operations Board, the 
attached Resolution #1004.  The resolution accepts the audit report and 
authorizes staff to provide copies to the distribution list of financial and regulatory 
agencies, bondholders, local and state jurisdictions and others. 
 
 The audit firm has provided two management letters that will be discussed 
by VRE’s Finance Committee before the VRE Operations Board and then the 
commissions are asked to respond. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 
 
 
 
 

RESOLUTION #1004 
 
 
 

SUBJECT: Approval of Distribution of FY 2003 VRE Audited Financial Report. 
 
WHEREAS: PBGH, LLP has completed its audit of VRE’s FY 2003 financial 

report; and  
 
WHEREAS: The audit firm has provided an unqualified (clean) opinion. 
 
 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission authorizes staff to provide copies of the FY 2003 audit 
report to the distribution list of agencies and bondholders. 

 
 
Approved this 5th day of February, 2004. 
 
            
       William D. Euille 

Chairman 
                                               
Gerald E. Connolly 
Secretary-Treasurer  
 
 
 
 

































































 Item #9D 
 
 
 
Leased Parking at the VRE Manassas Station 
 
 The VRE Operations Board recommends approval of Resolution #1005.  
This resolution provides authorization for VRE staff to execute an agreement with 
ABC Photo of Manassas for a five-year lease of 82 parking spaces adjacent to 
the Manassas VRE station.  Funding is available from Governor Warner’s 
Congestion Relief Program.  A ceiling for the price to be negotiated is set at 
$250,000, which would provide a per space per month fee for five years that is 
consistent with such fees paid by VRE for parking leases in Fredericksburg.  The 
final agreement is subject to approval by VRE’s legal counsel.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 
 
 
 
 

RESOLUTION #1005 
 
 
 

SUBJECT: Leased Parking at the VRE Manassas Station. 
 
WHEREAS: VRE received funding from Governor Warner’s Congestion Relief 

Program for additional parking capacity at Broad Run and 
Manassas; and 

 
WHEREAS: An opportunity exists to lease approximately 82 spaces for 

commuter parking adjacent to VRE’s existing lot D in Manassas. 
 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission authorizes the Acting VRE Chief Operating Officer to 
enter into an agreement with ABC Photo of Manassas, Virginia for 
the lease of approximately 82 parking spaces adjacent to the 
Manassas VRE station for a five-year term at a cost not to exceed 
$250,000 and with approval of VRE’s legal counsel required. 

 
 
Approved this 5th day of February, 2004. 
 
            
       William D. Euille 

Chairman 
                                               
Gerald E. Connolly 
Secretary-Treasurer  
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Jana Lynott, Proposed Project Manager 



Meeting the Mobility Needs of Older Northern Virginia Residents  
Draft Work Plan 
 
NVTC is submitting this proposal for state transit grant funding for a one-year applied 
research project that will use survey and focus group research, emissions analysis, census 
data and ArcView mapping tools, to analyze the implications of a rapidly aging 
population for Northern Virginia transit service. National demographic and travel trends 
suggest declining traditional transit ridership; more costly door-to-door service 
requirements; increasing energy use and emissions; traffic congestion; accidents; and 
social isolation as elderly persons increasingly reside in lower density suburbs and rely 
more intensely on private automobile travel. The research will document the trends 
specific to Northern Virginia and propose solutions that will guide transit systems in their 
strategic planning as they mobilize to serve transit markets of the future.  
 
Mobility for the nation’s aging population is becoming a pivotal transportation policy 
issue. Nationally, the number of older Americans is expected to double over the next 25 
years.  At the same time, the use of transit among persons aged 65 and older has been 
dropping rapidly for decades. Taken together these two trends could have a profound 
effect on the region’s transportation system, air quality, and manner in which resources 
are programmed to serve this growing segment of our population. 
 
This research project will explore the degree to which our regional transportation system 
is prepared to meet the needs of our aging population and will ultimately propose policy 
and programmatic changes that can increase the mobility of older Northern Virginia 
residents. Project recommendations will be grounded in the understanding that our region 
suffers from ever-increasing traffic congestion, poor air quality, and scarce transportation 
dollars. As such, proposals should be relatively affordable and encourage reduced 
reliance on solo driving.  
 
This research proposal is spurred by recent national studies that clearly document the 
travel trends of older Americans and sound the alarm about the travel patterns of this 
growing segment of the population. Presented below is a synopsis of demographic and 
travel trends taken from a recent Brookings Institution publication.1 
 
National demographic trends of older Americans: 

• The number of older people aged 65 and older is increasing both in absolute 
numbers and relative to the total population. By 2030, more than 20% of the total 
US population will be over age 65. Those individuals over age 85 will have nearly 
doubled since 1970.  

• Almost ¾ of the older population live within metropolitan areas, and over ¾ of 
those live in the suburbs.  

• The number of older people living in suburbs is increasing due to the aging-in-
place phenomenon as most seniors do not move after retirement. In fact the 

                                                 
1 Rosenbloom, Sandra. The Mobility Needs of Older Americans: Implications for Transportation 
Reauthorization. Center on Urban and Metropolitan Policy, The Brookings Institution. July 2003.  
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suburbs aged more rapidly in the 1990s than the nation as a whole. Those aged 
35–54 accounted for 31 percent of the total suburban population and most will 
likely remain in the suburbs as they grow older.  

• Older women will continue to substantially outnumber older men. Older 
Americans will also become more diverse; people of color are one of the fastest-
growing groups among those over age 65. In 1995, roughly one in seven 
American seniors was from a racial or ethnic minority, and this number will more 
than double in the next few decades.  

• Women, particularly women of color, will, as a group, face the most serious 
mobility constraints as they age and their disability increases. Most elderly men 
have a spouse for assistance when health fails, most elderly women do not. Most 
older women will have no relatives or family members to provide support or 
assistance, given that the 85-and-older cohorts in the upcoming two decades will 
have had fewer children than any previous cohorts of the elderly.  

• In addition, people of color, and especially women of color, are less likely to have 
the resources to buy assistance or the services and goods they need as they face 
mobility problems. In 1997, older women had a poverty rate almost 50 percent 
higher than older men, and those who lived alone had the highest poverty rate of 
all. Over half of older Hispanic women who lived alone or with non-relatives had 
incomes below the poverty line. In 2000, almost 22 percent of older blacks and 
Hispanics were poor compared with fewer than 9 percent of elderly whites.   

 
National transportation patterns of older Americans: 

• Contrary to common myth, people do not increase their transit use as they age. In 
fact, transit use among persons aged 65 and older has been dropping for decades. 
In 1995, transit use for non-work trips among the elderly was, for the first time, 
below that of younger people. In 1995, the elderly made 2.2 percent of all trips by 
transit. As low as that was, transit use by older people fell by almost 50% between 
1995 and 2001, when only 1.3% of all trips made by persons 65 and older were 
made by transit. As such, most older Americans are extremely dependent on the 
private car, either as a passenger or a driver, and increasingly the latter. Unless 
something can be done to reverse this trend, transit will lose a significant market 
segment.  

• Increased use of the private car can be expected in the coming years as most 
seniors will have been automobile drivers all their lives. More older women will 
be licensed to drive than in the past given that 94% of women aged 45-49 are 
currently licensed to drive. Those over 65 make roughly 90 percent of all their 
trips in a car; over 45% as the driver of a SOV.  

• Clearly linked to suburban living is the growth in the number of trips and the 
mileage traveled by private car. This is true regardless of age. Planners may 
underestimate the level of driving by seniors in coming decades. In 2030, if all 
older drivers only drove as much as did comparable individuals in 1995, the total 
number of vehicle miles among the elderly would more than double, simply 
because the population of older drivers would have increased substantially. If, 
however, as current trends suggest, older people increase the miles they drive to 
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resemble the travel patterns of the cohort just 10 years younger in 1995, the total 
number of miles driven annually would more than triple in the next three decades.  

• Older drivers typically make shorter trips of less than 10 miles. These cold-start 
trips release high levels of emissions compared with the portion of a trip once the 
vehicle engine is warm.  

• Older drivers tend to make the bulk of their trips between 9:00 AM and 1 PM, 
periods of moderate to heavy traffic.  

• Older drivers tend to avoid freeway travel, thus disproportionately affecting 
arterial congestion.  

 
Project Goals: 

• Show the demographic trends of Northern Virginia’s aging population. 
• Determine Northern Virginia’s aging population’s travel needs and preferences. 
• Document the impact of an aging population and its travel patterns on the region’s 

transportation network, air quality, and other social and economic indicators. 
• Document the measures transit operators have put in place to attract and retain 

aging riders to the transit system.  
• Identify potential improvements to our transportation system, in particular transit 

services, to ensure its accessibility to an aging population. Success can be 
measured, in part, by the extent to which public transit agencies can retain and 
increase the number of older persons using the transit system.  

• Identify the types of ITS investments that will serve elderly customers today and 
tomorrow taking into account known preferences for customer oriented services, 
and ailments that are common among this group’s members, such as diminished 
eyesight and arthritic fingers. For instance, computer assisted scheduling and 
dispatching systems could support a rideshare program directed to seniors. Transit 
information relayed through text messaging on small handhelds may be difficult 
to read, even for a computer savvy older generation.  

• Identify measures to reduce the need for SOV travel through pedestrian oriented 
design and transit oriented development that specifically considers the unique 
needs of an aging population.  

 
Task A:  Literature Review and Agency Interviews   

Transportation Research Board, APTA, and American Planning Association databases, 
among others, will be searched to obtain relevant publications on the subject of 
demographic change and its implications on mobility. In addition, the subject of transit 
service provision for the elderly will be reviewed. The Transit Cooperative Research 
Program’s (TCRP Report 82) that NVTC’s Adam McGavock co-authored provides an 
excellent foundation in this area. In addition, an understanding of the federal 
government’s United We Ride initiative aimed at achieving a coordinated human service 
transportation system will provide context to the analysis and may offer a useful 
foundation for some programmatic recommendations.  
 
Representatives from WMATA and local transit operators will be interviewed to 
understand their current programs targeted to this demographic group, as well as their 
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future plans. Representatives from local agencies on aging will also be interviewed to 
understand their plans to serve their clients’ transportation needs. Regional data will be 
obtained from various entities to understand the current elderly market. For instance, 
WMATA performs a market segmentation analysis, VRE performs customer service 
survey crosstabs by age, and MWCOG conducts a personal travel survey, also with 
crosstabs by age.  
 
 
Task A Deliverables:   

• An annotated bibliography relevant to the research. 
• Completed interview forms.   

 
Task B:  Data Collection and Analysis to Support Hypothesis Formation  
Step 1:  Determine whether the demographics in Northern Virginia track national trends. 
How is our population aging (in both total numbers and as a percent of the total 
population)? 1990 and 2000 census data will be analyzed. Population projections will 
also be obtained for 2015 and 2025. Analysis will be done at the county/city and census 
tract levels so as to be able to draw conclusions by jurisdiction and major corridor. 
Concentrations of elderly residents will be mapped in ArcView and overlayed by major 
transportation corridors.  
 
Population projections by income, sex, and race will also be examined. According to the 
Brookings Institution paper cited above, there are important differences by race and 
ethnicity in the travel patterns of otherwise comparable elderly. For instance, even when 
controlling for income and residential location, minority elderly make fewer and shorter 
trips than white elderly, and generally less often in a car. It is important to ascertain 
whether these differences in travel patterns exist in Northern Virginia and if so, to 
understand why. By doing so, we may glean insights into how to better market transit 
services or identify needed service changes that better meet the needs of our customers.  
 
Demographic analysis will be performed using Excel and ArcView software. The results 
of the analysis will be summarized through text and a series of maps that clearly 
communicate trends and challenges.  
 
Step 2:  Project the travel trends of the elderly cohorts. 
At this point in the research it is assumed that elderly persons in Northern Virginia share 
similar travel patterns as elderly persons in the larger Metropolitan area and the nation. 
The results of MWCOG’s Household Travel Survey will be compared with the 
Brookings Institution paper and other research from Task A. The travel trends of older 
Northern Virginia residents will be inferred. These inferences will later be tested by a 
survey of Northern Virginia residents.  
 
Task B Deliverables: 

• Demographic trends analysis.  
• Preliminary inferences of the travel patterns of older Northern Virginia residents. 

 

 4



Task C:  Survey Research  
A combination of a telephone survey and focus group research will be done to determine 
travel patterns and preferences among Northern Virginia’s aging population. A telephone 
survey will be conducted to test the hypotheses generated in the previous task. The 
survey will test travel patterns (mode, frequency, origin and destination, mileage, time of 
day, etc.), transit use, needs and preferences, and reasons for using or not using public 
transportation. The telephone survey will be stratified into three sub-groups: persons aged 
85 and older, persons aged 65-84, and persons aged 45-64. These subgroups represents 
the very old who are most likely to have significant mobility constraints, the young old 
who may have some mobility constraints but who compose a likely market of fixed route 
transit riders, and the next elderly cohort. By understanding their travel patterns and 
preferences, we can more appropriately perform outreach to them and attract them to 
transit before they become old. The sample drawn will be large enough to return 
statistically significant results for these three subgroups.  The telephone survey will also 
seek to identify individuals willing to serve on a focus group.  
 
Focus group research will primarily test the perceived usefulness of potential 
improvements to the transportation system, including changes to existing fixed-route 
transit services and alternative transport options. For instance, the survey could test the 
market reaction to community circulator service that would be specifically routed to serve 
the origins and destinations of most interest to older people. Facilitated rideshare 
programs specifically targeted to older residents and for-profit taxi or jitney-type services 
could be explored. Innovative ideas such as Fairfax County and VRE’s new EZ bus 
subscription service could be examined to understand its potential marketability to 
neighborhoods with elderly concentrations. Focus group participants will be identified 
through the telephone survey and assistance by area agencies on aging and senior citizens 
centers. Results will also be reported by sub-group.  
 
A survey research firm will be hired to assist in the final design and development of a 
sampling plan and questionnaire, to perform the interviews, and to prepare tabulated 
results in an Excel-compatible format. NVTC staff will participate in the focus groups 
alongside the consultant.  
 
Task D:  Assess the Societal Travel Challenges of Aging 
An important part of this research will be to quantify the potential impacts of elderly 
travel. In addition, an understanding of the impact the structure of our existing 
transportation infrastructure and urban development patterns may have on elderly travel 
will be sought.  
 
From data gathered in the telephone survey and demographic analysis, it will be possible 
to estimate the vehicle miles of travel older residents will make in future years, the time 
of day most of these trips will occur, the mode by which they occur, and the concomitant 
congestion, energy use, and emissions. The research team will also estimate the cost of 
higher accident rates due to an increased number of drivers, many of whom are over 85—
the age at which accident rates spike upward.  
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In addition to understanding the potential impact older drivers may have on all cohorts of 
the population, it is important to understand the potential mobility problems future 
generations may face. The suburban aging-in-place phenomenon will lead to a more 
dispersed older population that is more difficult to serve with public transportation. Older 
suburban residents may have fewer mobility choices resulting in an increased pressure on 
them to drive or find relatives or friends to drive them. Women, especially women of 
color, may be particularly vulnerable given the greater likelihood that they will live alone 
and in poverty. Not only will there be higher accident rates because of the sheer amount 
of additional driving, older persons who choose to walk to transit will put themselves at 
risk. In 2000, the pedestrian death rate for both men and women over age 70 was the 
highest of any age group. Suburban development patterns, characterized by a separation 
of land uses and wide roads with fast-moving traffic are particular dangerous for less 
able-bodied individuals.  
 
Transit systems are required to provide door-to-door service to persons with disabilities. 
In this region, WMATA’s Metro Access paratransit program already experiences 
substantial and accelerating costs. If the aging population results in more persons with 
disabilities, an even greater financial and service burden may be placed on the costly 
paratransit systems of traditional transit providers.  
 
Task E:  Develop Final Research Recommendations 
Task E will provide recommendations that transit and other planners can use in 
designing, marketing, and operating a future transportation system that will serve an 
aging population efficiently and affordably. Through the literature review and interviews 
with transit operators and representatives from agencies on aging, NVTC will identify 
potential service improvements and new programs. The perceived usefulness of these 
measures will be tested through telephone interviews with potential customers. 
Improvements may include changes in routes, frequencies, and hours of operation of 
traditional transit services, as well as targeted rideshare programs, community buses, and 
specialized taxi services. Final recommendations may also include measures that could 
reduce the need for SOV travel by building upon the natural synergy between the transit 
and urban design communities through transit oriented development. Attention to the 
specific needs of the elderly will be considered in conjunction with community design 
improvements that mix land uses and create more pedestrian-friendly streets, making it 
possible for those with mobility limitations to independently access transit and other 
services they need.  
 
 
The Research Team 
NVTC, with the assistance of an advisory team composed of representatives of the local 
NVTC jurisdictions, WMATA, MWCOG, and the Commonwealth, will accomplish the 
above tasks. NVTC will seek the assistance of a consulting firm for approximately 70% 
of this work. The consultant would help with all areas of the research, in particular the 
survey research.  
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Project Milestones 
Project milestones occur simultaneously with the completion of deliverables for each 
task; namely: 

• Completion of the literature review and agency interviews 
• Completion of data collection and analysis 
• Completion of the survey and focus group research 
• Documentation of societal travel challenges 
• Completion of final recommendations and report.  

 
Cost  
The cost is estimated at $120,000.  
Discretionary state transit Demonstration Assistance at a 95% match is sought. 
 
Total Project Cost $120,000 

Consultant Budget 
-Labor 
-Telephone Survey 

$85,000 
- $75,000 
- $10,000 

NVTC Budget 
-Labor 
-Other direct expenses 

$35,000 
- $32,000 
-   $3,000 

 
Monitoring 
NVTC’s project managers have demonstrated a strong track record in effectively 
managing state grants. Jana Lynott, the proposed project manager, will ensure that NVTC 
makes appropriate use of the grant funds and will track expenditures against the project 
tasks, budget and goals. She will also work with NVTC’s accounting department to 
ensure a timely project close-out.  
 



  Item #9E 
 
 
Funding Agreement for Burke Centre Canopy 
 
 The commission is asked to approve Resolution #1006.  Fairfax County 
has asked NVTC to serve as the project sponsor to facilitate the flow of federal 
enhancement funds from VDOT to VRE.  The project includes $20,000 for 
preliminary engineering and $180,000 for construction to total $200,000, of which 
$160,000 will be federal STP funds and $40,000 will be local match provided by 
Fairfax County. 
 
 VRE staff will manage the work and NVTC staff will provide financial 
oversight to be certain that the federal and state terms of the grant agreement 
are met. 



 
 
 
 
 

RESOLUTION #1006 
 

SUBJECT: Funding Agreement for Burke Centre Canopy. 
 
WHEREAS: Fairfax County wishes to have a canopy built for the Burke Centre 

VRE station and is providing local funds to match a federal grant; 
 
WHEREAS:  Fairfax County has asked NVTC to serve as the project sponsor to 

facilitate the flow of federal enhancement funds from VDOT,  
 
WHEREAS: VRE staff will manage the construction project; and 
 
WHEREAS: NVTC’s responsibilities will be limited to financial oversight and 

monitoring compliance with the federal and state terms contained in 
the grant agreement with VDOT. 

 
 
NOW, THEREFORE BE IT RESOLVED that the Northern Virginia Transportation 

Commission authorizes its executive director to execute a grant 
agreement with VDOT, at the request of Fairfax County, providing 
$160,000 of federal funds for preliminary engineering and 
construction of a canopy at the Burke Centre VRE station, with the 
$40,000 match to be provided by Fairfax County. 

 
 
Approved this 5th day of February, 2004. 
 
            
       William D. Euille 

Chairman 
                                               
Gerald E. Connolly 
Secretary-Treasurer  
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