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SUBJECT

An ordinance adopting public transportation service reductions in the September 2014, February 2015, June 2015 and September 2015 scheduled service changes.

SUMMARY

Proposed Ordinance 2014-0169, when combined with administrative changes, approves 584,000 hours of transit service reductions over four service changes[footnoteRef:1]: [1:  These figures are updated from those in the May 6, 2014 Staff Report.] 

· September 2014	161,000 hours of service
· February 2015	193,000 hours of service
· June 2015	91,000 hours of service
· September 2015	139,000 hours of service

The service is proposed to be reduced generally based on the following prioritization:
Priority 1:	Stand-alone reductions of service that are below the 25% productivity threshold for a given time period – 161,000 hours in Fall 2014.

Priority 2:  	Restructures of service to achieve a more efficient transit network while achieving a net reduction of 340,000 service hours in February, June, and September 2015, as follows:

· Northeast King County	56,000 hours of service
· Queen Anne, Capitol Hill, Central
and Southeast Seattle	107,000 hours of service
· I-5 South and Kent	30,000 hours of service
· Northeast Seattle	59,000 hours of service
· North-Central Seattle and Magnolia	32,000 hours of service
· West Seattle	56,000 hours of service

Priority 3:	Stand-alone reductions of service that are predominantly between the 25% - 50% productivity threshold for a given time period - 83,000 hours in September 2015.

While a total of 584,000 service hours are proposed to be reduced, this will result in a net reduction of 550,000 hours.  34,000 hours (six percent) are being held in reserve to address the most severe crowding and reliability problems that, based on past experience, are expected to materialize.  As well, the reserve hours will be used to address any differences between planning estimates (of hours) and actual hours once scheduled and operated.

The May 6 Staff Report includes a discussion of the King County Metro Service Guidelines (Guidelines) and how they are used to identify the All Day and Peak Network reflecting productivity, social equity, and geographic value.  The Staff Report also summarizes the performance measures used to evaluate bus routes, which determine if a route is listed in four ranked priorities for service reduction:

1. Reduce service on routes that are below the 25% productivity threshold for a given time period that are duplicative of other routes or routes that are above their target service levels.  Reduce service on peak-only routes that are below the 25% productivity threshold and do not meet one or both of the peak criteria.
2. Restructure service to improve system design and efficiency.
3. Reduce service on routes that are predominantly between the 25-50% productivity threshold for a given time period, reducing services that duplicate or overlap with routes on the All-Day and Peak network or routes on corridors that are at or above their target service levels.  Reduce service on peak-only routes that are predominantly between 0–50% productivity threshold and meet both peak criteria.
4. Reduce services on routes that are below the 25% productivity threshold for a given time period on corridors identified as below their targeted thresholds.

Priority 2 - restructure service, may involve changes to all kinds of routes, including highly productive routes, as well as routes in priorities 1, 3, and 4.  When service is reduced, the goal of a restructure is to end up with a final network of bus routes that is more efficient than would be the case if reductions strictly followed priorities 1, 3, and 4.


ANALYSIS

On May 6, the Committee received an initial briefing on the service reduction’s implication for Productivity, Social Equity, and Geographic Value.  Council staff found that the initial September 2014 service reductions – comprised primarily of Priority 1 routes to be deleted or in some cases revised – represent a reasonable application of Guidelines policy direction.

Today’s staff report takes a closer look at the six restructures, combining Productivity and Geographic Value analysis.  This staff report also reviews the Priority 3 reductions proposed for the September 2015 service change.  Attachment 1 to the staff report is the Transit Division's detailed summaries of each restructure.  These supplement the staff report’s higher level summary of key elements of each restructure.

Definition of a restructure
Pages SG-12 through SG-17 of the Guidelines provide the policy direction direction related to service restructures and the service design principles that have been used to develop the proposed  changes.  The Guidelines (pages SG-12 – SG-13) define service restructures as:

“changes to multiple routes along a corridor or within an area, including serving new corridors, in a manner consistent with service design criteria found in this service guidelines document.”

The Guidelines list six “triggers” that can result in a restructure:

· Sound Transit or Metro Transit investments (Link Light Rail and the RapidRide bus lines are examples)
· Corridors above or below All-Day and Peak Network frequency
· Services compete for the same riders
· Mismatch between service and ridership
· Major transportation network changes
· Major development or land use changes

Goals of a restructure
All restructures have a goal “to focus service frequency on the highest ridership and productivity segments of restructured services, to create convenient opportunities for transfer connections between services and to match capacity to ridership demand to improve productivity and cost-effectiveness of service.”  Service reduction-related restructures have an added goal of resulting in an overall net reduction of service hours invested.

The Guidelines describe the analysis of restructure impacts that is carried out and the outcomes in terms of rider experience (projected loads no more than 80 percent of established loading guidelines; new transfers should be convenient; most pedestrian access should be within one-quarter mile of a stop).

Immediately following the service restructures section of the Guidelines is the service design section (SG-14 – SG-17).  There are 11 service design guidelines, including qualitative statements such as “#3 - Easy to understand, appropriate service,” and others that contain specific quantitative measures.  For example, “#6 – Bus stop spacing” calls for average distant between stops to be ½ mile on RapidRide lines and ¼ mile on all other services.   

These are the 11 service design guidelines:

1. Network connections
2. Multiple purposes and destinations
3. Easy to understand, appropriate service
4. Route spacing and duplication
5. Route directness
6. Bus stop spacing
7. Route length and neighborhood route segments
8. Operating paths and appropriate vehicles
9. Route terminals
10. Fixed and variable routing
11. Bus stop amenities and bus shelters

The next part of this staff report evaluates each of six proposed restructures in terms of the triggers for the restructure, goals, and details of implementation.

For each restructure, the staff report includes summary information about the affected area and an overview of the restructure impacts.  Attached to the staff report are more detailed Metro reports on the restructure.

For each restructure, Transit Division service planners conducted the following:

· Service Design Guidelines.  A review of the existing route network based on Metro’s service design guidelines identified service design issues that could be addressed through a restructure.
· Spring 2013 Route and Corridor Analysis.  Route performance and corridor assessment data guided the determination of service levels provided in the restructure concept.
· Route segment analysis.  A review of Spring 2013 stop-level data helped to identify high- and low-ridership segments.  

It should be added that all the proposed restructures contribute to the service reduction goal of decreasing service hours by a total net reduction of 340,000 service hours.

February 2015 (three restructures)

Northeast King County (-59,000 hours) – 13 routes are changed (3 deleted, 10 modified)

Geographic Area – Bellevue, Bothell, Duvall, Issaquah, Kenmore, Kirkland, Redmond, Woodinville

Very frequent corridors – 14, 15, 53, 54, 72, 97

Sound Transit corridors – (1) Woodinville-Seattle Central Business District (CBD) via Bothell, Kenmore, Lake Forest Park, NE Seattle (SR 522 corridor, served by Route 522)
(2) Bothell-Bellevue via Totem Lake (served by Route 535)
(3) Redmond-Seattle CBD via Overlake (served by Route 545)
(4) Issaquah-Seattle CBD (served by Route 554)

In 2011, the southern part of this area was restructured as part of the RapidRide B Line startup, including collaboration with the Cities of Bellevue, Kirkland, and Redmond to revise a network of bus routes integrated with the RapidRide B Line and focusing translake service hours on all-day, two-direction routes such as the 255 and 271.  In 2012-2013, individual lower-performing routes in this area were modified.  Proposed for September 2014, in advance of the restructure, is the deletion of lower-performing peak routes 250, 260, 265, and 306X.  Route 935 DART is deleted, and night service on Routes 236 and 238 would end at 7:00 PM.

Restructure Triggers – The Northeast King County area met all six of the potential triggers for restructures in the Guidelines.  This restructure revises routes to preserve some service along most corridors and reduce duplicative service.  Some corridor segments and neighborhoods lose all service.

Key elements of the restructure:
· Current service levels between Totem Lake and Seattle CBD maintained (Route 255), and service to the Brickyard, Kingsgate, and Woodinville Park-and-Rides is generally maintained.
· Route revisions consolidate the connections between various activity centers, in some cases relying on Sound Transit Regional Express bus service (Totem Lake-downtown Kirkland, Juanita-downtown Kirkland, UW Bothell-Totem Lake, Downtown Kirkland-Rose Hill, Eastgate-Issaquah).
· Five all-day routes have reduced hours of service.
· A new all-day service will connect Kenmore-Totem Lake-Redmond (Revised Route 234).
· Transfers will be necessary for travel between Kenmore-downtown Kirkland and Bothell-Kirkland.
· Woodinville retains service south on revised Route 236.
· Route revisions maintain coverage in many areas – for example, Route 255 coverage north of Totem Lake is deleted and replaced with revised Route 236 along 124th Avenue NE between Totem Lake and the Brickyard Park-and-Ride.
· The deletion of lower-performing Routes 930 and 935 mean that Willows Road NE and most of Juanita Drive NE lose all service; route revisions result in the loss of service on NE 116th Street between 100th Avenue NE and 124th Avenue NE in Kirkland.

This restructure is complicated because it revises many routes to retain service on various segments while consolidating duplicative routes.  Some segments lose all service or have reduced coverage, and some one-seat rides will now require transfers.  Council staff found that the restructure is consistent with the Guidelines.  

Queen Anne-Capitol Hill-Central Seattle-Southeast Seattle (-107,000 hours) – 15 routes are changed (2 deleted, 13 modified)

Geographic Area – Queen Anne, South Lake Union, Capitol Hill, First Hill, International District, Leschi, Rainier Valley, Beacon Hill

Very frequent corridors – 13, 20, 21, 22 23, 59, 60, 64, 66, 77, 78, 79, 84, 86

Sound Transit corridor – (1) SeaTac-Seattle CBD via Rainier Valley (Link Light Rail)
(2) Eastside-Seattle CBD via Mercer Island (Routes 550, 554) serve the I-90 flyer stop at Rainier Avenue South

In 2009, Link Light Rail began revenue service between the Seattle CBD and Tukwila via the Rainier Valley.  At that time a major restructure of routes was undertaken to ensure bus connections to the light rail stations.  Not all parts of the geographic area were affected by the 2009 restructure.  In 2011-2012, lower-performing routes were revised or deleted with some changes raising considerable controversy.  At Council direction, Metro subsequently conducted outreach to Southeast Seattle in an effort to communicate more effectively with the community.  During the 2012 restructure, additional routes were revised or deleted. Proposed for September 2014, in advance of the restructure, is the deletion of lower-performing routes such as the 47 and midday, weekend, and night service on Routes 27 and 30.

Restructure Triggers – The Central and Southeast area of Seattle met all six of the potential triggers for restructures in the Guidelines.  This restructure  consolidates routes on several corridors, splits the Route 8 in response to its schedule problems, and revises routes in the Capitol Hill area to reflect service design criteria.  Revisions in the Rainier Valley maintain service levels on most of Martin Luther King Way and Rainier Avenue South during most time periods. Some corridor segments and neighborhoods lose all service.

Key elements of the change:

· Reduced duplication and shorter waits on many segments, including Seattle CBD-upper Queen Anne, Seattle CBD-East Queen Anne, Seattle CBD-Rainier Beach, Southeast Seattle-Central Area, Seattle CBD-Capitol Hill, Seattle CBD-First Hill.
· The Route 3 is extended north to serve Seattle Pacific University and receives additional service hours from the deleted Route 4.
· Route 8 is split to improve reliability.  The current Route 8 was implemented in September 2009.  Severe congestion on Denny Way due to several factors (SDOT projects Mercer East and Mercer West, South Lake Union growth) has led to very poor reliability. The north segment of Route 8 remains, and other routes provide alternative service on most of the deleted segment. 
· In the Rainier Valley, current service levels on Martin Luther King Jr. Way South between Rainier Beach and 23rd/Jackson are maintained with revised Route 106 replacing Route 8.  Route 7 maintains current frequency except for Saturdays and after midnight. Route 60 continues to provide east-west connectivity between Southwest Seattle, Georgetown, Beacon Hill, and Rainier Valley, though the northern segment is deleted. Route 107 is extended north to the Beacon Hill Link Station to serve the western side of Beacon Hill. 

· All-day service is eliminated on several lower-ridership segments, though in many instances, alternative service would be available within one-quarter mile of affected stops for most riders..  Several areas lose direct connections to the Seattle CBD.  With deletion of low-performing Route 27, Leschi loses fixed route service.
This restructure consolidates many routes, applies service design guidelines to the Capitol Hill area, and maintains service on key corridors in Southeast Seattle.  Some areas and route segments lose all service or have reduced coverage.  Many but not all of these areas have alternative service within a quarter mile.  Council staff found that the restructure is consistent with the Guidelines.  

I-5 South and Kent (-30,000 hours) – 17 routes are changed (8 deleted, 9 modified)

Geographic Area – Algona, Auburn, Black Diamond, Burien, Covington, Des Moines, Enumclaw, Federal Way, Kent, Maple Valley, Renton, SeaTac, Tukwila

Very frequent corridors – 3, 17, 18, 19, 32, 37, 51, 83, 84, 86, 99

Sound Transit corridors – (1) Burien-Bellevue via SeaTac, Renton (Route 560)
(2) Auburn-Overlake via Kent, Renton, Bellevue (served by Route 566)
(3) Sea-Tac-Federal Way via I-5 (Route 574)
(4) Federal Way-Seattle CBD via I-5 (Routes 577, 578)
(5) Sea-Tac-Seattle CBD via Rainier Valley (Link Light Rail)
(6) Auburn-Kent-Renton-Tukwila-Seattle CBD (Sounder Commuter Rail)

The startup of Link Light Rail and the RapidRide A Line triggered restructuring in this area in 2009.  In 2012 and 2013, lower-performing routes were deleted or modified and the Route 180 was one of the first routes to see reinvestments.

Restructure Triggers – This area met three criteria for a restructure:  Sound Transit service investments, Metro services competing for the same riders, and mismatch between service and ridership.  This restructure consolidates routes to the Seattle CBD and revises routes to preserve some service along most corridors.  Some corridor segments and neighborhoods lose all service.

Key changes include:

· Federal Way - Consolidation of service to the Seattle CBD.  Routes 177 and 193 would serve the Federal Way Park-and-Ride Lot at S. 320th and the Star Lake Park-and-Ride, connecting to the Seattle CBD.  Routes 152, 178, 179, 190, and 192 would be deleted; the 177 would have added trips to improve its frequency and increase its capacity.  The Route 197 would continue to serve Federal Way and the University District, originating at South Federal Way Park-and-Ride instead of Twin Lakes Park-and-Ride. These changes will reduce service to currently low-used park-and-ride lots and will require some riders to travel longer distances to a park-and-ride.  Crowding on some Route 177 and 193 trips is a possibility.  
· Kent – Consolidation of service to the Seattle CBD.  From Kent East Hill, Route 157 would provide service to the Seattle CBD.  From Auburn and downtown Kent, Sounder Commuter Rail would provide the most reliable and quickest service to the Seattle CBD.  According to Transit staff, Sounder has capacity and runs eight trips in the peak direction daily.  Peak trips would be added to Route 168, serving Kent East Hill and the Kent Transit Center, for riders connecting with Sounder.  Other peak route connections to the Seattle CBD would be deleted:  Routes 158, 159, 161.   
· West Federal Way local service is realigned to reduce duplication and maintain some coverage along some corridors such as South 312th and South 320th, though coverage would be deleted on some segments of the deleted Route 901 DART.    
· Local midday Kent service is revised to maintain service levels along the segments with the higher ridership.  Kent Dial-A-Ride (DART) Route 916 would be deleted while companion Route 914 would be revised to operate only within downtown Kent and no longer serve the Kent East Hill.  
This restructure emphasizes consolidation of routes serving the Seattle CBD and revision of lower-performing local service.  Unfortunately, some segments lose all service or have reduced coverage.  Council staff found that the restructure is consistent with the Guidelines.  

June 2015 (two restructures) 

Northeast Seattle (-59,000 hours) – 14 routes are changed (7 deleted, 7 modified)

Geographic Area – Lake City, University District, Northgate, other neighborhoods

Very frequent corridors – 8, 11, 25, 35, 45, 55, 66, 68, 70, 104, 105, 106

Sound Transit corridors – (1) Woodinville-Seattle CBD via Bothell, Kenmore, Lake Forest Park, NE Seattle (SR 522 corridor, served by Route 522)
(2) Redmond-Seattle CBD via Overlake (served by Route 545)

In 2012, some routes in this area were revised as part of the major restructuring associated with implementation of the RapidRide D Line.  The current service connecting the University District and Seattle CBD was not affected.

Restructure Triggers – The Northeast Seattle area met all six of the potential triggers for restructures in the Guidelines.  A centerpiece of this restructure is consolidation of routes on the corridors that connect Northeast Seattle and the Seattle CBD.  Some corridor segments and neighborhoods lose all service, in part because the current routes have not been revised in some time and therefore do not reflect current service design guidelines for reducing duplicative services, improving productivity, and providing more appropriate route spacing and direct alignments.

Among the most significant aspects of the restructure are:

Consolidation of express service between NE Seattle and the Seattle CBD including deletion of neighborhood coverage.

· Express service between Downtown Seattle and the University District is now provided by Routes 66X, 67, 68, 71, 72, and 73.  Routes 66EX, 67, 68, 71 and portions of Route 72 combined into Route 73, serving downtown Seattle and the University District, terminating at Northgate.  Between the University District and the Seattle CBD, the revised 73 will provide the same service levels as currently provided by the multiple routes.  The consolidation is designed to start and end all trips in the Northgate Regional Growth Center to improve scheduling efficiency and operation.  The multiple tails of the current network have different levels of reliability leading to bus bunching, more over-crowding, and longer waits.
  
· Route 70, serving Eastlake, would have improved service frequency.  With increased employment in South Lake Union, Route 70 has attracted more standing passengers and passed by some intending riders.

· Reduced coverage on all-day routes.  All-day service is eliminated on several lower-ridership segments, though in many instances, peak commuter service is retained. Alternative service would be available within one-quarter mile of affected stops for most riders.   Maple Leaf all-day service would be focused on Roosevelt Way NE with the highest concentration of commercial and multifamily housing.  It is five blocks from both 5th and 15th avenues NE, which would lose all-day service.

· Unique coverage provided by low-performing ridership Route 25 would be lost in Laurelhurst, Roanoke, and Lakeview.  

This restructure reflects a great deal of revisions to reflect service design practice as many of the routes have not been restructured recently.  Council staff found that the restructure is consistent with the Guidelines.  

North-Central Seattle and Magnolia (-32,000 hours) – 11 routes are changed (3 deleted, 8 modified)

Geographic Area – Magnolia, Ballard, Greenwood, Aurora

Very frequent corridors – 5, 8, 9, 19, 11, 12, 34, 35, 38, 69, 94

Sound Transit corridors – none

In 2012, the RapidRide D Line prompted a sweeping restructure in this area.  A number of route revisions were so substantial that new route numbers were assigned to avoid confusing riders.

Restructure Triggers – The North-Central Seattle area met all six potential triggers for restructures in the Guidelines.  In designing the revisions, the Transit Division followed the Guidelines for reducing service, focusing on route consolidation to reduce duplicative services, adjust spacing and alignment of service patterns, and capitalize on Transit Priority Corridor Improvements on Aurora Avenue North and Dexter Avenue North.

Key elements of the North-Central Seattle Restructure outcome include:

· The RapidRide D and E Line frequencies remain the same, and frequent all-day service levels on Dexter Ave N between Fremont and South Lake Union are also maintained. 

· Some segments would lose all service.  The portion of Route 28X north of Holman Road would be deleted, eliminating service along the neighborhood segment of the route, which is down the hill from Greenwood Avenue North served by Route 5 and 355X.

· Consolidation of Routes 5X and 355X peak period service between Shoreline and downtown Seattle (via Greenwood/ and Aurora Avenue North) maintains peak service on this corridor.

· Some one-seat rides would now require transfers; there would be no direct connection between Shoreline/North Seattle and the University District. A direct connection between Green Lake, Wallingford, Fremont and South Lake Union would be maintained.

· Consolidation of local and express Routes 26 (serving Fremont, Wallingford, and Green Lake) and 28 (serving Fremont, Crown Hill and Broadview), maintaining frequent all day and peak service levels.

· Route 16 moves to Dexter Avenue North south of the Fremont Bridge and on 92nd Avenue NE near Northgate, with increased service levels to replace discontinued service on Routes 26 and 28.

This restructure builds on previous restructure efforts to retain service on various corridor segments while further eliminating neighborhood service.  Most (not all) segments retain service, but in many cases frequency is reduced.  Council staff found that the restructure is consistent with the Guidelines.
  


September 2015 (one restructure)

West Seattle (-56,000 hours) – 17 routes are changes (4 deleted, 13 modified)

Geographic Area – West Seattle, Georgetown, White Center, Burien, Sodo

Very frequent corridors – 1, 17, 18, 19, 20, 39, 111

Sound Transit corridors – (1) Burien-Bellevue via SeaTac, Renton (Route 560)
(2) SeaTac-Seattle CBD via Rainier Valley (Link Light Rail)

The southern part of this area saw some restructuring in 2009, reflecting the impacts of the start of Link Light Rail and RapidRide A Line service.  In 2012, the RapidRide C Line prompted a very large restructure in West Seattle and communities to the south.

Restructure Triggers – The West Seattle area restructure triggers are:  Sound Transit and Metro service investments, services compete for the same riders, mismatch between service and ridership, major transportation network changes, and Major development or land use changes.  This restructure builds on the previous one, deleting or revising low-performing routes and revising routes to preserve some service along most corridors.  Some corridor segments and neighborhoods lose all service.

Key elements of the restructure:
· Current service levels are maintained on the RapidRide C Line (Westwood Village-Seattle CBD via Fauntleroy and Alaska Junction) and Route 120 (Burien-Seattle CBD via White Center and Delridge).

· Reduced coverage on all-day routes.  All-day service would be reduced or deleted in some areas where there is lower ridership. In many instances, peak commuter service would be retained; alternative service would be available within one-quarter mile of affected stops for most riders.

· Route 50 would be revised to provide replacement all day service in place of Route 21 along the 35th Ave SW corridor to/from Westwood Village.  Route 128 would be extended from the Admiral District to Alki and revised to operate between South Seattle Community College and Alaska Junction via North Delridge, providing replacement all day service for Route 50.

· Peak-only service would be adjusted to align service levels with anticipated demand, deleting Routes 37 and 57, reducing trips on Route 116, and adding trips on Routes 21X and 56.
This restructure builds on previous restructure efforts to retain service on various corridor segments while continuing to revise or eliminate lower-performing service.   Council staff found that the restructure is consistent with the Guidelines.  

Priority 3 Changes

The September 2015 service change includes 83,000 hours of largely Priority 3 changes not associated with the restructures (including one Priority 1 change, deletion of the Route 99, and deletion of the Route 910 DART based on the end of its grant funding).  This is also the point at which Priority 4 reductions would be implemented, but no stand-alone Priority 4 reductions are proposed.

Analysis of these revisions indicates that they are Priority 3 changes.  In contrast to the September 2014 Priority 1 changes, which are mostly deletions, the September 2015 Priority 3 changes include about twice as many revisions as deletions.  The service hour reductions are achieved by focusing on problem time periods for the revised routes, which may perform adequately in other time periods.

Question/Follow-up Regarding Restructures
At the May 6 TrEE meeting, a question about the timing of the restructures was raised.  It was noted that planning took place at a time when the Alaskan Way Viaduct mitigation funding was in doubt and potentially resulting in June 2014 revisions to transit service chiefly serving the West Seattle vicinity.  The West Seattle restructure was therefore proposed for the final service change in September 2015.  Here is the Transit Division explanation for the other service change timing:

“Given the number of routes/hours affected in the February and June 2015 restructures, it was not feasible to include them all in one phase. To identify the timing of the five restructures across the two service changes, we considered geographic distribution, minimizing disruption to riders, and limiting the number of times an area would be affected by reductions. The three restructures recommended for February 2015 affect routes throughout King County and reflect a balance in the percentage of service hours being reduced from routes that operate to and from downtown Seattle and its surrounding centers or the University District, versus those routes that operate in other areas of King County. For June 2015, we recommended the NE Seattle restructure be implemented when UW is not in session in order to minimize the disruption on riders attending school or working in the U-District. We also recommended pairing the NE Seattle and North-Central Seattle restructures since there is overlap between the affected communities.”

Social Equity
The Council’s interest in requiring an equity analysis of plans for phased reductions in transit service driven by the downturn in transit revenues is consistent with adopted policies.  These Equity and Social Justice Policies are found in the King County Strategic Plan and the Council Strategic Plan, both of which include elements emphasizing the importance of equity and social justice.  With specific regard to transit service, the Council has also approved the Strategic Plan, which includes Strategy 2.1.2: 

“Provide travel opportunities and supporting amenities for historically disadvantaged populations, such as low-income people, students, youth, seniors, people of color, people with disabilities, and others with limited transportation options.”


In earlier materials, staff described the mechanics of the analysis addressing the equity elements of the review process, as well as the results of that review.  In sum, it was noted that, Metro uses its compliance with Title VI of the Civil Rights Act of 1964 as the tool for addressing whether service changes have either disparate impacts on minority populations, or disproportionate burdens on low income populations.  The review utilizes census tract data, and compares the proportion of minority tracts—those over 35.2 % minority—with the proportion of tracts served by Metro that are minority tracts.  That comparison shows that 28% of minority tracts are adversely affected by the proposed reductions cumulatively, compared with the proportion of tracts served by Metro that are minority tracts—44%.  That comparison leads Metro to conclude that there is no disparate impact on minority populations from the proposed reductions.  
Similarly, based on the American Community Survey data, Metro calculates that 26.5% of low income tracts, as defined, are adversely impacted, compared to a 38% share of census tracts served by Metro that are low income—leading to the conclusion that there are no disproportionate impacts on low income populations as the result of these reductions. 

As noted, the formulation described above addresses cumulative impacts—those impacts resulting from all four phases of the proposed reductions.  As the Council considers options for shaping and structuring a final package, it may be useful to look more closely at the equity impacts of each of phased reductions.  It is noted that the second and third phased reductions—those involving restructured routes—are considered an integrated whole, and should be taken together.  For that reason, this summary will address three reduction phases: Phase 1 (fall 2014); Phase 2/3 (Spring/Summer 2015); and Phase 4—(Fall 2015).

The analytical approach described above was utilized for each phase of the reductions—again, based on assumptions that minority census tracts are those greater than 35.2% minority, and low income tracts are those greater than 10.5% low income.  The analysis further establishes, as above, that 44% of census tracts served by Metro are minority, and 38% of census tracts served by metro are low income.  

	1. Minority Census Tracts—Proportion Adversely Affected v Proportion of the Whole

	Reductions Phase
	Percent of Census Tract Adversely Affected-Minority
	Minority Census Tracts as a Proportion of Census Tracts Served

	Phase 1
	15%
	44%

	Phase 2/3
	24-28%
	44%

	Phase 4
	26%
	44%


 
According to Metro’s analysis, for minority populations, the proportion of adversely affected minority census tracts is substantially less than the share of minority census tracts as a part of the whole—for each of the three separable phases referenced above. In no phase does the percent of adversely affected minority tracts get to less than 12% of the share of minority tracts as a proportion of the whole. 

	2. Low Income Census Tracts—Proportion Adversely Affected v Proportion of the Whole

	Reductions Phase
	Percent of Census Tract Adversely Affected-Low Income
	Low Income Census Tracts as a Proportion of Census Tracts Served

	Phase 1
	12%
	38%

	Phase 2/3
	27-29%
	38%

	Phase 4
	26%
	38%



The same outcome prevails for low-income populations depicted above.  As illustrated in Table 2, in none of the phases does the percent of adversely affected low income tracts come within more than nine percentage points of the share of low income tracts as a proportion of the whole—which translates to “no disproportionate burden” for each of the three separable phases. 

Examined from the perspective of a direct comparison between minority and non-minority tracts for each of the three separable phases, the analysis reveals the following: 
  
	3. Minority Census Tracts Adversely Affected v Non-Minority Census Tracts Adversely Affected

	Reductions Phase
	Percent of minority Census Tracts Adversely Affected
	Percent of non-minority Census Tracts Adversely Affected

	Phase 1
	15%
	85%

	Phase 2/3
	24-28%
	72-76%

	Phase 4
	26%
	74%



For low income census tracts, a similar low-income to non-low-income comparison is offered below.

	4. Low Income Census Tracts Adversely Affected v Non-Low Income Census Tracts Adversely Affected

	Reductions Phase
	Percent of low-income Census Tracts Adversely Affected
	Percent of non-low-income Census Tracts Adversely Affected

	Phase 1
	12%
	88%

	Phase 2/3
	27-29%
	71-73%

	Phase 4
	26%
	74%



It will be seen that the proposed reductions, for each of the three separable phases, result in adversely affected non-low income tracts in significantly higher proportions than for low income tracts.  

This analysis supports Metro’s conclusion that the proposed service reductions result in no disproportionate burden for low income census tracts at each of the three separable phases.  It also supports the conclusion that the reductions result in no disparate impact for minority census tracts at each of the separable phases.  


NEXT STEPS

From a policy and technical perspective, Council staff have found the proposed services reductions are consistent with the Strategic Plan for Public Transportation and the Metro Guidelines, and have concluded our broad legislative analysis regarding the service reductions contained within Proposed Ordinance 2014-0169.  Staff, however, continues to work with members on specific analysis needs.

Two of three meetings for public input to the committee have been held (May 13th and May 15th) and a third is scheduled for May 20th at 6:00 pm at the Renton Pavilion Events Center.  

The schedule also includes a special committee meeting on May 28th at 9:30 with an anticipated agenda and deliberation focused on moving Proposed Ordinance 2014-0169 out of committee and onto the Council.  The Council has an advertised public hearing scheduled on May 29th at 1:30 pm and anticipates consideration at the June 9th Council Meeting.  This schedule is consistent with Transit Division needs for implementation of the Fall 2014 service reductions.


ATTACHMENTS

1. Transit Division detailed summary of restructures


LINKS

1. Proposed Ordinance 2014-0169 and its attachments:
http://mkcclegisearch.kingcounty.gov/LegislationDetail.aspx?ID=1737963&GUID=17F53501-C0B1-4ECD-9AA8-21D2C8E84FD1&Options=ID|Text|&Search=2014-0169

2. Strategic Plan for Public Transportation, 2011-2021:
http://metro.kingcounty.gov/planning/pdf/KCMTStratPlan_2013_Update_LR.pdf

3. King County Metro Service Guidelines:
http://metro.kingcounty.gov/planning/pdf/Metro_ServiceGuidelines_2013.pdf
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