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Transportation, Economy and Environment Committee


STAFF REPORT

	Agenda Item:
	10
	Name:
	Paul Carlson

	Proposed No.:
	2015-0350
	Date:
	September 29, 2015



SUBJECT

An ordinance approving public transportation service changes to integrate with the Link light rail extension to Capitol Hill and the University of Washington; changes would take effect in March 2016.

SUMMARY

On September 15, 2015, the Committee heard a briefing on the proposed University Link (U Link) restructure of King County Metro bus routes including: (1) a summary of the proposed changes; and (2) initial Council staff analysis of the potential impacts of the proposal.  Today’s briefing will include:

(1) A presentation by King County Metro staff that describes the proposed changes; and (2) Council staff analysis responding to Councilmembers’ comments and questions.

Proposed Ordinance 2015-0350 (Attachment 1) would approve changes to 31 bus routes effective March 26, 2016. The proposal would create five new bus routes, modify 14 bus routes, and delete 12 bus routes. Administrative changes, not subject to Council approval, would modify another seven routes.  The proposed route changes are the product of a restructure that is designed to coordinate King County Metro bus routes with the two new Link Light Rail stations opening for service in March 2016.

BACKGROUND

The previous staff report discussed the policy basis for a restructure.  The state law establishing Sound Transit is also a guiding factor.  The Findings (RCW 81.112.010) and the ballot submission language (RCW 81.112.030(5)) both mention service integration and avoidance of duplicative transit service:

RCW 81.112.010 Findings — Intent.
The legislature recognizes that existing transportation facilities in the central Puget Sound area are inadequate to address mobility needs of the area. The geography of the region, travel demand growth, and public resistance to new roadways combine to further necessitate the rapid development of alternative modes of travel.
The legislature finds that local governments have been effective in cooperatively planning a multicounty, high capacity transportation system. However, a continued multijurisdictional approach to funding, construction, and operation of a multicounty high capacity transportation system may impair the successful implementation of such a system.
The legislature finds that a single agency will be more effective than several local jurisdictions working collectively at planning, developing, operating, and funding a high capacity transportation system. The single agency's services must be carefully integrated and coordinated with public transportation services currently provided. As the single agency's services are established, any public transportation services currently provided that are duplicative should be eliminated. Further, the single agency must coordinate its activities with other agencies providing local and state roadway services, implementing comprehensive planning, and implementing transportation demand management programs and assist in developing infrastructure to support high capacity systems including but not limited to feeder systems, park and ride facilities, intermodal centers, and related roadway and operational facilities. Coordination can be best achieved through common governance, such as integrated governing boards.
RCW 81.112.030 Formation — Submission of ballot propositions to voters.

(5) The authority is formally constituted at its first meeting and the board shall begin taking steps toward implementation of the system and financing plan adopted by the joint regional policy committee. If the joint regional policy committee fails to adopt a plan by June 30, 1993, the authority shall proceed to do so based on the work completed by that date by the joint regional policy committee. Upon formation of the authority, the joint regional policy committee shall cease to exist. The authority may make minor modifications to the plan as deemed necessary and shall at a minimum review local transit agencies' plans to ensure feeder service/high capacity transit service integration, ensure fare integration, and ensure avoidance of parallel competitive services. The authority shall also conduct a minimum thirty-day public comment period.

Issues analyzed in this staff report include:

· Transfers (Montlake Triangle, Service Guidelines provisions)
· 2009 Central Link
· Crowding and Schedule Reliability
· Systemic Evaluation
· Range of Options
· Fare payments
· Impacts on Seattle CBD

The staff report also includes an updated list of Public Comments, with comments received via the Council’s web site between September 11 and September 24, 2015 (Attachment 2), as well as a petition and several letters from stakeholder organizations (Attachments 3, 4, 5).

ANALYSIS 

Transfers (Montlake Triangle, Service Guidelines provisions)

The UW Station adjacent to Husky Stadium will be the northern terminus of Central Link from 2016 through 2021.  On September 15, 2015, Council staff reported to the Committee that Metro staff had estimated that connections to buses on NE Pacific Street and the proposed new stop near Hec Edmundson Pavilion would average two minutes, with the connection to buses on Stevens Way estimated to average five minutes.

Subsequently, Council staff visited the Station and conducted trial walks of the pathways to the various transfer points.  Council staff concluded that the transfer time estimates provided by Metro Transit staff are reasonable estimates between the UW Station Plaza and the bus stops.  The time to cross streets is affected by the wait for the walk signal and may exceed two minutes.  Entering and exiting the Station from the train platform would take another two-three minutes.  Most riders would likely use the escalators between the platform and the surface; an elevator is available and provides quicker access to the pedestrian overpass that riders would take to reach Stevens Way.

New Bus Stop Status. Councilmembers asked about the status of the proposed new bus stop adjacent to Hec Edmundson Pavilion, on the east side of Montlake Boulevard North.  Metro is working with Seattle Department of Transportation (SDOT) and the UW to finalize details of the amenities to be provided at this stop. Metro staff indicate that the stop is expected to be completed in time for the March 2016 service change.

Transfers in the Service Guidelines. Councilmembers asked whether the Service Guidelines have any language on the distance that a customer should have to walk as part of a mid-trip transfer.  The answer is no, according to Transit staff, who note:

“The Service Guidelines address bus stop spacing in general, indicating a target of ¼ mile spacing between stops. The service guidelines do not specifically address the spacing of stops where transfers are possible or encouraged. However, our service design guideline related to network connections indicates that network design should consider locations where transfer opportunities could be provided, and where provision of convenient transfers could improve the efficiency of the transit network. Also, please note that our service design guideline related to route spacing and duplication is based on the principle that riders are generally willing and able to walk up to one-quarter mile to access service. Further, our stop spacing guideline for RapidRide is based on the principle that riders are willing to walk farther to access service that is fast and frequent.”

Questions about bus service on Stevens Way NE in the UW campus were asked, concerning pedestrian-bicycle safety and a possible alternative alignment for some bus trips using an adjacent campus roadway, Mason Road NE.  Attachment 6 is the Metro response to these questions, which notes that there have been no pedestrian or bike incidents with buses on Stevens Way during the last five years and that Mason Road would pose a number of challenges for bus travel. Staff has also requested UW input.

2009 Central Link Service Change

Councilmembers requested more information about the 2009 service change.  This service change was developed in response to the opening of Central Link’s initial segment.  Attachment 7 contains a summary of the Council’s review of the proposed service change including the information provided on transfers at Link Stations.  The second part of Attachment 7 is a Metro Transit analysis of bus ridership at the Link Stations, pre- and post-Central Link.  

Crowding and Schedule Reliability

As discussed on September 15, the proposed restructure would provide more frequent all-day transit service (at least 15-minute frequency) on several corridors in Northeast Seattle, including NE 65th Street, 25th Avenue NE, and 35th Avenue NE.  Councilmembers asked whether the proposed service change would make sufficient investments in crowding and schedule reliability, given the proposed investments in frequent service.

The Service Guidelines’ priorities for service hour investments are: (1) Passenger loads (overcrowding); (2) Schedule reliability (on-time performance); (3) All-Day and Peak Network (adjusting under-served and over-served corridors)[footnoteRef:1]; and (4) Productivity (additional service on productive corridors). [1: The TSP establishes 112 corridors connecting key destinations (Transit Activity Centers), which comprise the All-Day and Peak Network.  Each corridor is assigned a desired target level of service frequency based on productivity (land use) accounting for 50% of the score, social equity with 25% of the score, and geographic value with 25% of the score.  This 50-25-25 ratio was mentioned at the September 15 Committee meeting.  This third priority for service hour reinvestments is intended to show the corridors that need additional service as to reach their target frequencies.
] 


Bus route service hour needs are identified by collecting data in the spring, which is analyzed and provided to Council in the annual Service Guidelines Report, transmitted at the end of October each year.

Seattle Proposition 1 service investments, effective in June and September 2015, address the crowding and schedule reliability needs on Seattle routes (those with 80 percent or more of stops within the Seattle city limits) as identified in the 2014 Service Guidelines Report.  Earlier this year, the Executive announced that administrative action would be taken to invest Metro hours to address crowding and schedule reliability needs identified in the 2014 Service Guidelines Report, but not eligible for Proposition 1 investments.  Routes 316 and 372X would receive service hour investments under this initiative; these routes are part of the U Link restructure but are not Seattle routes under the Proposition 1 definition.

For the U Link restructure, crowding and schedule reliability needs would also be addressed by creating new route schedules that reflect the travel time under current conditions and recovery time (when a bus is at a layover site between trips).  On some routes, reliability would be addressed by splitting or by revising the alignment to avoid areas of congestion. The 8,000 hour reserve is proposed to deal with any immediate problems that arise when the service change goes into effect.

At the end of October, the 2015 Service Guidelines Report will be released and will identify crowding and schedule reliability issues as of March 2015.

The following Metro statement provides more detail on this topic: 

“The City of Seattle’s investments in crowding and reliability fully met the needs identified on Seattle routes as identified in the 2014 Service Guidelines Report. The 2015 Service Guidelines Report was prepared with a dataset spanning from February 14–June 5, well into the U Link restructure planning process. The 2015 analysis has identified routes where crowding and/or reliability has worsened and that need additional investment. 

We expect the changes proposed in relation to the proposed U-Link to address needs identified on the routes noted below. Please note that the lists below do not include routes proposed for deletion. 

· The U-Link restructure is expected to relieve overcrowding on routes 11, 16,[footnoteRef:2] 32, 65, 75, 76, and 316.  [2:  New Route 62 is expected to address Route 16 crowding issues in Green Lake and Wallingford and reliability issues. [Council staff note.]] 

· The U-Link restructures is expected to help improve schedule reliability on routes 10, 11, 12, 16, 26, 28, 31, 32, 44, 48, 49, 64 Express, 65, 70, 73, 74 Express, 75, and 373 Express.

These and the other routes in the restructure are having new trip schedules built to ensure the network functions as intended. These service adjustments, which should help reduce crowding and improve reliability, are included as an integral part of the restructure plan.

The proposed restructure will alter travel patterns and customer choices. The U Link restructure is intended to anticipate these potential problems by shifting resources to routes that are likely to have higher ridership. Metro will be closely monitoring the system following the March 2016 service change to identify performance issues as part of our on-going management of the system. We have set aside a reserve of approximately 8,000 annual hours to address issues that we identify in relation to the U-Link restructure.” 

More information on the methodology for evaluating crowding needs is available in a report to the Council accompanying Proposed Motion 2014-0175, pending in the Regional Transit Committee. The proposed motion would accept the Alternative Passenger Crowding Measure Report, which explains the current methodology and discusses options for changing the methodology to reflect the transition to low-floor buses. The packet for this proposed motion is here:

http://mkcclegisearch.kingcounty.gov/LegislationDetail.aspx?ID=1744139&GUID=6FDA0930-0D85-4077-B9B3-585A54FFA683&Options=Advanced&Search=

Systemic Evaluation

A Councilmember suggested that it would be helpful to have a systemic response to Link expansion.  Future expansion of Link includes Northgate Link in 2021, East Link in 2023, and southward to Kent-Des Moines in 2023 and then Federal Way if funding is approved.  With each of these extensions, the agencies are collaborating on capital infrastructure, transfer opportunities, appropriate restructures, and reinvestments of service.  As Councilmembers and riders have noted, the University District, Roosevelt, and Northgate Link Stations, when open, will offer a wide range of new opportunities for transfers. The same is true at other stations on the East Link alignment, such as Bellevue Transit Center.

The King County Metro Long Range Plan (LRP) is currently under development and is intended to be coordinated with the Sound Transit Long Range Plan and the comprehensive plans of King County cities.  In 2016, the Transit LRP will be submitted to the County Council and the Regional Transit Committee.

Metro staff comments responding to the systemic evaluation concept are:

· “This is not a small body of work, but it is already underway as part of the long-range plan
· By Summer of 2016 we will have a map that shows what an integrated ST/Metro network looks like after a comprehensive/systematic review
· This map(s) will show what the route network will look like after the completion of ST2 (year 2025) and the proposed ST3 (year 2040)
· We will also be able to say what the cost of this integrated network will be
· The integration will be guided by a planning process that engages cities and other stakeholders
· The integration will build on the Executive’s integration initiative, and we will look for service efficiencies that will allow us to connect more people to more places more often
· A draft of this network will be available first in March of 2016

Metro and Sound Transit are working closely together as we go through our long range planning efforts. We will be looking at how Metro services will connect with and complement the candidate projects identified by the ST board over the fall and into the winter. We will also be doing a focused analysis on the corridors of shared interest, looking at the demand and potential markets on those corridors to identify what service characteristics are the best fit. We will also be looking at the connecting services to get a better idea of the facilities that support intermodal connections.”

The 8,000 hour reserve category is available for adjustments that may be needed to address crowding, schedule issues or other operational or demand characteristics.

Range of Options

Councilmembers asked for a range of alternative options in addition to the transmitted proposal. Potential alternatives could include:

1) No change from present;
2) Phasing of some kind; or
3) Approving all the proposed changes but also retaining some popular routes – the Routes 43 and 71 were mentioned.

No change alternative. A policy decision not to accept any proposed changes would primarily affect ridership.  Some Metro riders would choose to use Link, but the ridership pattern would be different than if the restructure was implemented.  Metro staff has developed a range of estimates for ridership impacts under the two alternatives.  Attachment 8 includes an explanation of how the estimates were developed and a route-by-route breakdown of the estimated impacts.

Metro’s ridership projections for a “no change” alternative range from a loss of 3.9 million riders to a gain of about 500,000 riders. For the restructure, Metro’s projected ridership range is from a loss of 3.2 million riders to a gain of 4.9 million. The estimated net difference is that Metro would gain 700,000 to 4.5 million more riders resulting from the proposed restructure compared to no change. These estimates do not include ridership on Link or Sound Transit buses.

The estimates are the product of a range of assumptions for how many riders would switch to Link, stop riding deleted or revised routes, take trips on added service (both Seattle Proposition 1 investments and Metro service additions), take advantage of reliability improvements, switch to other bus routes, or ride on routes that serve new markets.  The assumptions are detailed in Attachment 8 and summarized in Table 1 below. 



Table 1. Metro Ridership Projections, U Link Connections

	
	low-end
	high-end

	No Changes
	(3,900,000)
	500,000

	Proposed Changes
	(3,200,000)
	4,900,000

	Difference
	700,000
	4,400,000



Under either the “no change” or the restructure scenario, Link is estimated to draw riders from Metro and create Metro-Link transfer trips.  The result is a revenue loss to Metro, which would vary depending on how many trips in each category (Metro-only, Metro-Link, and Link only) take place.

Phasing or Retaining Existing Routes Alternative. Regarding an option that would approve the proposed restructure but retain some existing routes (the Routes 43 and 71 were mentioned at the September 15, 2015, Committee meeting), Metro has provided a detailed response, which is included as Attachment 9.

In summary, Metro notes:

“The current Metro financial program could fund new temporary service hours, however, Metro does not have sufficient buses or bus operators to deliver new significant levels of service beyond the approximately 10% system growth already planned in 2015-16…  

Even with the continued improved financial conditions and potential use of one-time funds to provide a transition or phased change, the operating and fleet limitations prevent Metro’s ability to deliver significant added service levels at this time….

Metro is unable to preserve Routes 71 and 43 as they exist today, on top of the service identified in the Link Connections proposal.  There are a number of interrelated issues and constraints— operational,  fleet and policy —that prevents Metro from delivering the level of service that would be involved in continuing the Routes 71 and 43 in their entirety.”  

Fare Payments

Councilmembers asked a number of questions about fare payments, specifically focusing on the integration of Metro and Sound Transit Link.

As staff noted during the September 15, 2015, briefing, Link Light Rail does not accept paper transfers. As a result, passengers transferring from a Metro bus route must either use an ORCA card to receive an automatic transfer or, if paying cash, must pay twice, once on the bus and once on light rail by purchasing a Link ticket at a Station.  Link charges distance-based fares, with fares from UW Station and Capitol Hill Station shown in Table 2 below.

Table 2. Link Light Rail Fares

	
	UW
	Capitol Hill

	UW
	XXXX
	$2.25

	Capitol Hill
	$2.25
	XXXX

	Westlake
	$2.50
	$2.25

	University Street
	$2.50
	$2.25

	Pioneer Square
	$2.50
	$2.25

	International District
	$2.50
	$2.25

	Stadium
	$2.50
	$2.25

	SODO
	$2.50
	$2.25

	Beacon Hill
	$2.50
	$2.50

	Mount Baker
	$2.50
	$2.50

	Columbia City
	$2.75
	$2.50

	Othello
	$2.75
	$2.50

	Rainier Beach
	$2.75
	$2.75

	Tukwila Intl Blvd (TIBS)
	$3.00
	$3.00

	Sea-Tac Airport
	$3.25
	$3.00



ORCA Usage. Because the only way currently available to receive a free transfer when transferring between Metro bus and Link light rail is to use ORCA, Councilmembers asked about the rate of ORCA usage systemwide.  Throughout the Metro fixed route system, 65 percent of fares are paid via ORCA. That compares with 73 percent of fares paid using ORCA in the U Link restructure area. These figures reflect a continued upward trend: prior figures provided by Metro were 62 percent and 72 percent respectively. Metro does not collect data on cash transfers. 

Fare impacts on low income individuals and those who do not use ORCA. Councilmembers requested more information about fare impacts, particularly with reference to individuals who do not use ORCA cards and low-income individuals.

By way of background, the ORCA card went into service in 2009, at roughly the same time as the Central Link initial operating segment began revenue service. Link accepted Metro transfers for several months, but since 2010 has accepted payment only through ORCA or a Link ticket. In response, since 2010, all regional fare programs – including those for seniors and people with disabilities, youth, and passes provided by local schools and employers – have transitioned to ORCA. In addition, in 2014, the Council approved a new, ORCA-based program for low-income riders called ORCA LIFT (Ordinance 17757) that was launched in March 2015. 

Table 3 below provides of a summary of the total fare that would be paid by different types of riders transferring from a Metro bus to Link light rail. 

Table 3. Fare Comparison for Different Types of Bus/Link Transfers 

	Type of Rider
	One-Way Metro Fare
	One-Way Link Fare
	TOTAL Round Trip 
Fare
	Notes

	Adult Cash Rider 
(Off-peak, short distance)
	$2.50
	$2.25
	$9.50
	Off-peak Metro fare and shortest Link trip in each direction

	Adult Cash Rider
(Two-zone peak, long distance)
	$3.25
	$3.25
	$13.00
	Peak, two-zone Metro fare and longest Link trip in each direction

	Adult Rider with ORCA
(Off-peak, short distance)
	$2.50
	--
	$5.00
	ORCA offers a two-hour transfer credit

	Adult Rider with ORCA
(Two-zone peak, long distance)
	$3.25
	--
	$6.50
	ORCA offers a two-hour transfer credit

	ORCA LIFT Rider
	$1.50
	--
	$3.00
	ORCA LIFT offers a $1.50 fare on any Metro bus or Link light rail, with a two-hour transfer credit

	Regional Reduced Fare Permit (RFFP) ORCA Riders 
	$1.00
	--
	$2.00
	Seniors and people with disabilities who qualify for an RRFP (which is offered as an ORCA card) receive a $1.00 fare with a transfer credit

	Youth (6-18) Cash Rider
	$1.50
	$1.50
	$6.00
	With proof of age

	Youth (6-18) with Youth ORCA
	$1.50
	--
	$3.00
	Youth ORCA provides a two-hour transfer credit

	Youth (6-18) with Seattle Public Schools-issued ORCA pass
	--
	--
	--
	Seattle Public Schools offers ORCA passes to students who use public transit to travel to school

	Child (0-5) with paying adult passenger
	--
	--
	--
	Children 5 and younger travel free on transit with a paying companion



Frequent riders using an ORCA card may purchase a regional pass on that card that allows unlimited rides, and which is valid for the fare value of the pass on all transit agencies. Infrequent riders may choose to add any amount of cash to the card as an “E-purse.” ORCA cards can be loaded with a pass or E-purse online, at Link stations, or at retail locations (such as drug stores, grocery stores, and convenience stores) around the county. Attachment 10 contains a list of retail locations in King County at which transit riders can purchase an ORCA card or add money to an existing ORCA card. 

ORCA LIFT offers low-income riders who are at or below 200 percent of the Federal Poverty Level (adjusted for household size) a $1.50 fare on Metro and Link light rail.  Sound Transit is considering a proposal to have its Regional Express buses honor the ORCA LIFT $1.50 fare, with a Sound Transit Board decision possibly at the November Board meeting.

ORCA LIFT registration is available at 49 sites around King County (at Public Health locations and eight human service agencies). In addition, Metro operates mobile ORCA-to-Go units that sell ORCA cards and offer enrollment for the ORCA LIFT program. ORCA LIFT users can purchase a $54 monthly pass that allows unlimited rides, or can load the card with cash toward the $1.50 fare at any of the locations listed in Attachment 10. Metro reports that there are currently more than 17,000 ORCA LIFT customers who make more than 70,000 trips each week.

For seniors aged 65 and up, and people with disabilities who can use the regular transit system for some or all transit trips, the Regional Reduced Fare Permit (RRFP) is now only available as an ORCA card. (ORCA card RRFPs replaced old-style RRFPs when ORCA was rolled out in 2009.)  These individuals must present the RRFP card to qualify for the reduced fare.  They can load cash (E-purse) on the RRFP ORCA card, or use the card as a permit to qualify for the reduced fare and pay cash (although in that case, paper transfers issued by Metro are not accepted on any Sound Transit bus or rail service, the Seattle Streetcar, or the King County Water Taxi).

Youth ages 6 to 18 also qualify for a reduced fare. They may pay a cash fare on the bus, or purchase a youth ORCA card with proof of age. As with other ORCA card use, the youth ORCA card provides a two-hour transfer credit to and from Sound Transit and other agencies. Five public school districts in King County, including Seattle Schools, purchase ORCA cards with passes for some of their students as part of their student transportation program.

When a fare is paid with an ORCA card, a transfer is honored for up to two hours from the time that the initial fare is paid. If the second trip costs more than the first trip, the ORCA user must pay the difference. If the higher fare is paid using the ORCA card, the transfer credit reflects that higher fare and the two-hour transfer window is reset.

Cost of cash system integration. Councilmembers asked about the revenue impacts of allowing riders to use Metro cash transfers on Sound Transit and to use Link tickets as transfers to Metro buses. Metro responded that Metro and Sound Transit have not conducted a revenue analysis of this topic, which would require many assumptions about unknowns.  These include estimates of the impact of this change on cash fare payments by people who transfer, assumptions about the value of Metro transfer slips on Link and Link tickets on Metro, and whether additional cash payments would be required if the rider transferred to a more expensive trip. 

Metro also notes that increased cash payments could have the effect of slowing service because cash payments take longer than ORCA payments. The Metro response provides information on the history of regional fare coordination, which led to the multi-agency agreement to develop the ORCA card as a seamless transfer system with a process for sharing revenue generated from multi-agency trips.

Attachment 11 includes the full Metro response on the potential issues related to a cash system integration.



Seattle CBD

Councilmembers requested information on the impacts on traffic within the Seattle CBD of the U Link Restructure and of a “no action” alternative preserving the current network.

The Metro response is that in Spring 2016, the U Link restructure would result in 20 fewer buses (10 on surface streets, 10 in the Tunnel) than not proceeding with U Link integration.  See Table 4.

Table 4. Impacts on Seattle CBD

	Estimated Bus Volumes in the Peak Hour (4:30-5:30 PM)

	
	Fall 2015
	Spring 2016
(with U-Link integration)
	Spring 2016
(without U-Link integration)

	Downtown Surface Streets
(1st, 2nd, 3rd, 4th, and 5th)
	425
	445
	455

	Tunnel
	90
	80
	90

	Total
	515
	525
	545



During the same time of day, approximately 20 Link Light Rail trains would use the Tunnel, 10 in each direction.  In Fall 2015, the northernmost stop would be at Westlake Station; in Spring 2016, the northernmost stop would be UW Station.

Future challenges to traffic management include the impact of closing the D2 accessway to the Tunnel from I-90 when East Link construction requires it. A possible expansion of the Convention Center could affect bus operations at the north end of the Tunnel and on the adjacent surface streets. Metro has not provided detailed information on these impacts. However, the Downtown Seattle Transit Coordination Group is an organized effort among the agencies to focus on integrating our respective planning around downtown Seattle. Participants include the City of Seattle, Metro, Sound Transit, Community Transit and WSDOT.

Additional Issues

Council staff is available to work on questions about individual route changes, constituent comments, in addition to broader policy issues.

LINKS

Documents including background information for this proposed service change are available in electronic form at the links listed below:


[bookmark: _GoBack]
County Council Legistar Website – Proposed Ordinance 2015-0350 and Attachments:
http://mkcclegisearch.kingcounty.gov/LegislationDetail.aspx?ID=2445926&GUID=AD4E4566-858F-4670-A37A-C7F758459A24&Options=ID|Text|&Search=2015-0350

County Council Service Change Summary Page (includes link to Comment Page):
http://kingcounty.gov/council/issues/2016-transit-service-change.aspx

County Council Comment Page – direct link to submit comments:
http://kingcounty.gov/council/testimony/testimony-backup2.aspx

King County Metro Website - Link Connections:
www.kingcounty.gov/metro/LinkConnections

King County Metro Website – Strategic Plan for Public Transportation 2011-2021:
http://metro.kingcounty.gov/planning/strategic-plan/index.html


ATTACHMENTS

1. Proposed Ordinance 2015-0350, including attachments
2. Public Comments submitted to Council September 11-September 24, 2015
3. Petition from residents of University House
4. Sound Transit Letter
5. Madison Park Community Council Letter
6. Metro Transit response on UW campus alignment alternatives and Stevens Way safety
7. Summary of 2009 Central Link Service Change
8. Metro Explanation of ULink Ridership Estimates
9. Metro Response on Budget for New Service Hours
10. ORCA retail locations
11. Metro Response on Potential Impacts of Cash System Integration

INVITED

· Kevin Desmond, General Manager, King County Metro Transit Division
· Victor Obeso, Deputy General Manager for Service Development, King County Metro Transit Division
· Jeremy Fichter, Planner, King County Metro Transit Division
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