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Executive Summary

Continued growth in Albuquerque is a foregone conclusion.  The gradual national population growth, the climate in the Southwest, the current size of the city, the availability of affordable land, and the probable Baby Boomer migration are all factors that are likely to pressure future growth.  Factors that discourage growth are physical constraints created by topography, limited access to water, and the growing congestion of auto and truck traffic.  The last factor has not as yet reached the point where it begins to strangle growth, but it could do so within three to five years.  If Albuquerque is to grow and prosper, a viable, efficient transit system that attracts large numbers of riders will be essential.  

Prior to the Big-I reconstruction, ABQ RIDE averaged approximately 6.0 million riders annually.  After the Big-I was completed, yearly boardings increased to 7.5 million. Given the current huge increases in fuel prices, escalating insurance rates, and growing traffic congestion this is a crucial time for a much greater commitment of resources to and use of the public transit system.  Commitment cannot happen until the system provides the type and frequency of services that invite people to get out of their cars and onto public transit vehicles.  History has shown repeatedly that if transit is truly responsive to residents’ needs, it will sell itself.  Transit vehicles carrying many passengers will attract additional ridership.  

City government now finds itself at a critical decision point.  As City leaders plan for roads, sewers and power, City leaders must also plan and fund transit services from a multi year perspective.  A stable and growing funding base for public transit can and will pay huge dividends in the future.  Only a stable funding source can facilitate the necessary transit system development. 

This Short Range Transit Plan presents the possible paths leading to major growth in the public transit system. It also presents the financial resources required to implement various paths.  Note that any City funding level for transit represents a relatively small percentage of the total City budget: however, the return to the City could greatly improve the quality of life Albuquerque offers to its citizens.  A widely- used and efficient transit system will also be a strong selling point for employers and individuals considering relocating to Albuquerque, further stimulating Albuquerque’s economic growth.
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Transit As A Part Of The Community

Why Have Transit?

There are a number of reasons why transit plays an important role in the everyday life of a large community such as Albuquerque.  

One of the major roles of local government is to provide for the needs of the community’s residents through major public infrastructure investments. Public transportation definitely qualifies as a service that must be not only provided, but also encouraged.  Transit is critical for young people, senior citizens, low-income families, commuters, the physically-handicapped people and those who choose to travel around the city and to events without having to drive.

When transit is used by a large percentage of the population, it removes a substantial number of cars from city streets.  This significantly reduces air pollution, both because of the fewer number of cars as well as the fact that as a direct result, traffic moves more quickly.  A viable transit system makes an urban area far more attractive to potential employers and individuals moving into the area.  It also increases the employment base and enhances the quality of life of for all City residents.

Social Needs and Benefits

Albuquerque, like most Southwest cities, has grown dependent on one mode of transportation: the automobile. The automobile has provided great mobility for the area’s residents.  However, the area has also experienced growing problems associated with automobile and highway dependence.  Congestion, pollution, sprawl, and a diminished quality of life have become common concerns to area residents.

Unfortunately, there is no easy answer to these problems that have developed over the last 50 years.  One part of the answer is to provide more transportation options to area residents.  A major step toward providing travel options is an improved public transit system.  With a good public transit system, mobility is improved for those with limited access to a car, and the system entices those who do own a private vehicle.  Increasingly, the potential transit client base includes a growing number of people: seniors, students, disabled residents, those who cannot afford a car and those who don’t drive for various reasons.  For these people, public transit is often the only access to employment, education, health care or recreational activities.  

Automobile owners benefit from public transit, even if they don’t use it.  For every full commuter bus coming from the fringe of the city to downtown or to another major employment centers, 40 cars are removed from the road. Fewer automobiles result in less congestion, which in turn reduces stress levels for the remaining drivers.  Those who chose to use alternative transportation, often benefit from reduced stress and more usable time.  

Environmental Benefits

A clean, healthy environment has always been one of the major assets of the Southwest.  ABQ RIDE has always been and continues to be committed to maintaining a clean environment. ABQ RIDE has in recent years replaced many of its old diesel engine vehicles with low emissions, alternative-fuel powertrains. ABQ RIDE has a fleet of compressed natural gas (CNG) vehicles.  As part of the Rapid Ride project, ABQ RIDE purchased 12 60’ articulated buses powered by hybrid diesel-electric engines that are more powerful and cleaner running than the CNG buses.  Future bus purchases will almost certainly specify the diesel-electric hybrid powertrain.

Not only does public transit contribute to improved air quality, it also helps conserve fuel and reduce our dependence on foreign oil.  The American Public Transportation Association (APTA) undertook a study in 2002 regarding energy conservation and public transit, entitled “Conserving Energy and Preserving the Air We Breathe” APTA 2002.  Some of the study’s findings are as follows:

· Public Transit saves more than 855 million gallons of gasoline a year, or 45 million barrels of oil. That is equivalent to one month’s oil imports from Saudi Arabia. 

· For every passenger mile traveled, public transit uses about half the fuel of private automobiles, SUVs and light trucks.

· If Americans used public transit at the same rate as Europeans do (for roughly ten percent of their daily travel needs) the United States would reduce its dependence on imported oil by more than 40%, which approaches the amount of oil imported from Saudi Arabia each year.

Energy consumption for electric-powered service is even more dramatic.  The average auto consumes about 6,350 BTUs of energy per passenger mile.  Public transit, as an industry, consumes only 2,740 BTUs per passenger mile.  Light rail vehicles use about 1,150 BTUs per passenger mile, while heavy rail (commuter rail) uses about 900 BTUs.  

Public transit contributes to a clean air environment, is more energy efficient than private forms of transportation, and helps reduce our dependence on imported oil.

Urban and Economic Benefits

The least recognized advantage of public transit is its economic benefit.  Major cities have known for decades that an efficient, well-integrated transit system is well worth the public investment.  Another recent APTA report, “Public Transportation Means Business” APTA 2002, confirms that statement.

· The Commonwealth of Virginia anticipates a 19.2% return on investment on its Metrorail system, including additional taxes in excess of $2.1 billion.

· NJ Transit’s Kearney Connection (commuter rail) raised the values of homes and property near rail stations in towns on the Morris & Essex Lines by $30 million, boosting local tax revenues by nearly $6.7 million.

· Dallas Area Rapid Transit’s light rail starter line generated more than $922M worth of development – more than a dollar-for-dollar return on public investment.  Property values surrounding the light rail stations are up 25% over similar properties not served by rail.

· On average, a typical state/local government could realize a 4-16% gain in revenue due to the increase in income and employment generated by investments in transit.
· Fannie Mae even offers special mortgages for buyers of homes near public transit. 

Business can benefit from public transit.  Transit can bring many more potential customers to their front door without the need for extensive parking spaces or structures.  Businesses can use their valuable property for better things than single occupant vehicle parking spaces. The extra space could be utilized for expansion.  Businesses are more connected with their employees who use public transit.  Employeers are less likely to be late due to traffic conditions and are more prone to report to work in severe weather.  

Individuals benefit economically from public transit.  The cost of parking is one such benefit.  ABQ RIDE has established free park-and-ride lots spread throughout the City at the beginning of several major routes.   Most people don’t use their cars during the day once they park them.  For those who work downtown, there are dozens of places to eat within a ten minute Rapid Ride trip in either direction.  The same APTA report informs us:

· For every dollar earned, the average household spends 18 cents on transportation, 98% of which is for buying, maintaining and operating cars, the largest source of household debt after mortgages.

· Silicon Valley commuters are an excellent example of individuals saving money by using public transit.  Riding Santa Clara Valley TA Commuter Express, the daily 80-mile commute by train saves each commuter $2,500 annually ($2,688 by train compared to $5,282 by car).

The cost of fuel is a major factor in how we choose to commute.  It is true that vehicles have become more efficient in recent years, but the increased cost of gasoline and diesel fuel has mitigated much of that efficiency.  The AAA of New Mexico estimates the annual automobile commute cost in Albuquerque at approximately $7,142 or $19 a day.  This includes gas, maintenance, insurance and depreciation costs. A monthly bus pass costs $28 (full fare).  This represents an annual savings of over $6,800.  

These are only a few examples of how public transit helps the community, business and the individual economically.
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Agency History

Beginnings

Public transportation systems in the United States have been faced with a tremendous evolutionary process over the last hundred years.  In the early 1900s, most public transportation systems were privately owned and operated.  As early as the 1880s, Albuquerque’s first vehicles used for public transportation were horse-drawn wagons.  By the early 20th century, there were horse-drawn streetcars on rails between “Old Town” and “New Town”.  

Widespread use of electricity in the years to follow spurred the development of a modern trolley system.  Midway through the 1920s, trolley firms nationwide struggled to generate revenue and many, including Albuquerque, were forced to go out of business.  On January 1, 1928, a charter was issued to a new Albuquerque Bus Company to provide transit service in the greater downtown area.  The firm brought two 1927 White buses to Albuquerque to start its service.  The drive up east Central Avenue proved difficult, and the four-cylinder engines had to be modified to six-cylinder engines.  By 1933, there were 11 buses operating in the Albuquerque area. The one-way transit fare was ten cents.

In the post-World War II years, Albuquerque’s public transportation system experienced challenges keeping up with the city’s growth.  By the early 1960s, urban transit buses had become a highly efficient means of transportation, but operating costs were climbing steadily.  Post-war economic prosperity and government policies contributed to the rise of automobile purchases by families that could afford them.  Cars quickly overtook the market as the preferred mode of transportation and the use of public transportation declined.  The affordability of the automobile also meant that most families were able to purchase and maintain vehicles. The automobile became the transportation choice for many Albuquerque residents.

Declines in ridership, coupled with local government-imposed regulation of fares, lack of government assistance and taxes, forced many small companies into financial distress and bankruptcy. Urban communities that relied on public transportation began to look to local governments to provide financial assistance for failing businesses. 

In some parts of the country, local governments began to operate transit companies. Most privately-owned businesses were ultimately forced into bankruptcy and still others were forced to lower fares to the point of zero profit generation.  By the mid 1950s, few privately-owned transportation companies remained.  Most transportation services had been absorbed by local and state governments that viewed public transportation services as indispensable to both the public and to businesses in developing urban areas.  The result was the birth of the idea of providing mass transportation as a public service, a government-financed endeavor.

On January 1, 1965, Albuquerque followed suit and accepted federal and local funding to maintain its public transportation system.  The City of Albuquerque acquired the Albuquerque Bus Company and the smaller suburban lines.  In the late 1970s, the fixed route bus service was complemented by a paratransit service for the mobility impaired.  The paratransit service offered in Albuquerque at this time provided curb-to-curb pick up and drop off for persons unable to board and use regular buses.  The service was a highly-progressive idea for the time, preceding the American’s With Disabilities Act by nearly a decade.  As the system expanded, other special services were introduced to complement the regular routes such as service to the New Mexico State Fair, to the Albuquerque International Balloon Fiesta and on the Luminaria Tour.  Albuquerque Transit implemented Job Access service for low-income residents in 2000.

The City of Albuquerque’s Transit Department now faces the challenge of expanding service to meet the needs of an increasing population, to provide transportation to the city’s west and northwestern boundaries, and traffic congestion and air pollution that can be directly traced to the single occupant vehicle.  As the City of Albuquerque moves forward with plans for downtown redevelopment, public transit will become a more viable alternative for a growing number of commuters.  In the summer of 2003, after a citywide contest, the Transit Department adopted a new logo and name changing from the existing Sun Tran to ABQ RIDE.

Albuquerque’s growing population calls for an innovative, high technology public transportation system.  The introduction of RAPID RIDE in December 2004 brought hybrid diesel-electric, articulated buses to Albuquerque and offers residents efficient, effective service from Albuquerque’s west side to the Uptown business district.  ABQ RIDE continues to improve customer information on bus service and paratransit service.  ABQ RIDE has actively sought to educate the community on alternative modes of transportation, such as carpooling, biking, busing and walking.  ABQ RIDE is also looking at longer-term solutions to travel within the region, initiating the Albuquerque Rapid Transit Project (RTP). The RTP will ultimately result in the first light-rail segment of a larger planned system in the Central Avenue Corridor. ABQ RIDE remains dedicated to providing reliable, consistent service to Albuquerque residents and looks forward to the future of all transit services within the City.

Past Plans

2025 Metropolitan Transportation Plan

The 2025 Metropolitan Transportation Plan, produced by the Mid-Region Council of Governments in 2003, details a transportation plan for the Albuquerque metropolitan area over the next 20 years.  The plan projects essentially no change in the transit system for the first fifteen years and fairly minor changes in the following years.  The most significant changes include the following: 1) increasing frequency of service to 10 minutes on Central, 2) adding an Isleta/4th Street route, San Mateo/Jefferson, and Louisiana.  The plan also envisions bus service on Unser and McMahon to the Ventana Ranch area, service to the Sandia Casino area, service on Montano, service on an extension of Ladera to the west of Unser up to Paseo Del Volcan, and service on University to Mesa Del Sol.  The plan assumes stable costs for the first 15 years and a 30% increase beyond that to account for service expansion and increased costs due to increasing congestion.  

Middle Rio Grande Connections

Produced in 2001 for the New Mexico State Highway and Transportation Department, the Mid-Region Council of Governments and ABQ RIDE, the Middle Rio Grande Connections study identified high-capacity auto and transit corridors, with the possibility of implementation in the next 20 years.  High-capacity transit corridors were chosen with potential to support light rail or bus rapid transit service.  The corridors selected after analysis of potential ridership were the following.

· Montgomery/Montano (4th to Eubank)

· 4th Street (Central to Montgomery)

· Louisiana (Montgomery to Gibson)

· Central Avenue (Coors to Louisiana)

· Coors/Coors Bypass/NMSR 528 (Paseo Del Norte to Southern Blvd. in Rio Rancho)

· 4th Street and Paseo Del Norte (Montano to Coors) 

OR

Montano and Coors (4th Street to Paseo Del Norte)

· Yale (Central to Albuquerque International Airport)

OR

University and Gibson (Central to Albuquerque International Airport)

· 4th Street, Bridge, and Isleta Blvd. (Central to Rio Bravo)

OR

Coors (Central to Rio Bravo)

Two noteworthy absences on the list are Coors between Central and Montano and San Mateo.

The report listed major activity centers judged to have the most potential to support high-capacity transit.  These centers were Downtown, UNM/TVI, Uptown, Cottonwood/Intel, Albuquerque International Airport, and Kirtland Air Force Base and Sandia Labs.  The report specifically noted that the North I-25 area, despite its high employment numbers, lacked sufficient density to sustain high capacity transit, although it could be served by local bus connections.  

The report also identified expressways and freeways with potential for high occupancy vehicle (HOV) lanes.  These lanes could benefit transit operations, in addition to encouraging carpooling.  The facilities included I-25, I-40, Coors/NM 528 north of I-40, Paseo Del Norte from Coors to I-25, and Rio Bravo from Coors to I-25.

Albuquerque-Bernalillo County Comprehensive Plan – Centers and Corridors

The Centers and Corridors Study, now integrated into the Albuquerque-Bernalillo County Comprehensive Plan, identified different levels of activity centers throughout the plan area and designated corridors connecting them.  The three categories of corridors are express, enhanced transit, and major transit.  Figure 1 shows the extensive grid of enhanced and major transit corridors established by the Plan.

Figure 1
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The Comprehensive Plan calls for infill development in community and major activity centers and along enhanced and major transit corridors, in part to facilitate the use of alternative transportation including transit.  All three corridor types accommodate transit, but enhanced and major transit corridors are intended to actively support transit service through urban design oriented toward pedestrians and transit.  For example, buildings on these corridors should have entrances facing the street, should have minimal setbacks, and should create moderate residential and/or employment densities.  

Rapid Transit Project

The Transit Department’s Rapid Transit Project is an effort to implement the first of the high-capacity transit systems suggested by the Middle Rio Grande Connections study.  An Alternatives Analysis completed in 2003 focused on the Central Avenue corridor and narrowed the potential routes for further consideration in that corridor.  The analysis eliminated an alternative on Indian School Road, however suggests Lomas Boulevard as an alternative to Central, including a leg on Louisiana Boulevard connecting to the Uptown area.  

ABQ RIDE is currently preparing a Draft Environmental Impact Statement that evaluates these route alternatives as well as alternative transit technologies, primarily bus rapid transit and light rail transit.  The alternative selected through that process will be presented to the Federal Transit Administration for funding consideration (up to half of the construction cost).  If ultimately developed (2008 at the earliest), the system would replace the current Rapid Ride, which would move to a new corridor.

Commuter Rail

After years of planning, commuter rail service will begin in 2006 between Belen and Bernalillo along the Burlington Northern – Santa Fe Railway right of way.  The service will have stations at various points along the alignment, including at Rio Bravo, at the Alvarado Transportation Center in downtown Albuquerque, and near Paseo Del Norte.  ABQ RIDE will be a major factor for the success of this new service by providing passenger collection and distribution services for the several stations.  It is essential that such intermodal service be as seamless as possible in order to maximize the travel experience of the system riders.   

State Transportation Plan

The New Mexico Department of Transportation’s New Mexico 2025 Statewide Multimodal Transportation Plan expresses support for transit operations throughout the state and for the creation of Regional Transit Districts, where appropriate, to facilitate new or expanded transit services.  However, the plan does not provide any specific guidance for the Albuquerque metropolitan area. The Department has historically played a more active role in providing rural transit services due to its position as the primary recipient of those federal funds.  During 2003, almost $9.0B in state funding was provided nationally for public transit.  New Mexico was one of four states that does not provide any direct funding for public transit.

Regional Transit Authority (RTA) Service Plan (1998)

The RTA Service Plan was prepared by Albuquerque Transit Department in coordination with local and regional planning activities.  Its primary purpose was to establish an operational platform for the proposed Regional Transit Authority legislation before the State legislature (1998).  It was also designed to complement existing plans and policies such as the Albuquerque/Bernalillo County Comprehensive Plan.  In addition, the Service Plan was designed as the transit component of the region’s Metropolitan Transportation Plan.  The Service Plan developed service levels using several types of transit products (such as circulators, fixed route deviation, over-the-road and flex routes) to satisfy a regional transit need.  Much of the content of this report is still applicable to the region’s needs today. 

The Agency Today

Organization

The ABQ RIDE FY06 Budget provides for ___ employees; including ___ motor coach operators and ___ maintenance personnel.  Also included are ___administrative personnel.  The organizational structure of ABQ RIDE is shown in Figure 2.

Figure 2
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Assets

Alvarado Transportation Center (ATC)

Transit reached a major milestone when it opened the Alvarado Transportation Center (ATC) for bus service in 2002.  The ATC is the first major facility that ABQ RIDE has constructed, in addition to its operating base on Yale Boulevard. The facility serves as a major transfer center as well as ABQ RIDE’s administrative headquarters.  Built to replicate the old Alvarado Hotel, which occupied the site from 1905 to 1970, the ATC provides covered passenger waiting areas and space for 10 buses to load and unload passengers concurrently.  Twelve bus routes and the Santa Fe-Albuquerque commuter shuttle currently serve the center.  The Central Avenue #66 and the Rapid Ride #766 stop directly in front of the ATC on First Street.  A customer service area serves as a call center and provides personal service to customers.  

The ATC is being developed in phases. Phase I consists of the design and construction of the bus transfer area and the main building containing the administrative offices of ABQ RIDE, located on the second floor.  The first floor houses the customer service call center, an indoor passenger waiting area that opened in 2004, as well as a food concession and retail space that will be developed in the remaining area.  Phase II, which broke ground in early 2005, will expand the facility to the south, providing space for a new Greyhound terminal. The new Greyhound facility will relocate its operations from an older facility directly across from the new facility on First Street.  These integrated facilities will provide easy pedestrian connections between the two transportation services.  The ATC will also serve as the downtown station for the new “Rail Runner” commuter rail service scheduled to begin operation in 2006.  This collocation of all transportation services establishes the ATC as a truly multimodal facility.

 Daytona Maintenance Facility

The Daytona Maintenance Facility is located in the Atrisco Business Park near Unser and I-40.  The facility is being built in multiple phases. When the facility is complete, it will provide a convenient pull-out location for bus routes serving the west side of Albuquerque. In addition, it will provide much-needed additional maintenance facilities and bus storage space that will relieve overcrowding at the Yale facility.  Phase I became operational in August 2004, housing a maintenance facility with 15 bays, a fueling island for diesel vehicles and a vehicle washer.  Phase II which is scheduled for completion in the summer of 2006, will add an administrative building and sheltered bus storage area to the site.

Yale Maintenance Facility

The Yale Maintenance Facility currently provides storage and maintenance service for the majority of the vehicles that service east side routes.  There are two administrative buildings, with offices for the Maintenance, Operations and Paratransit Divisions.  These buildings also contain driver lounges and training facilities.  Since its original development in the late 1940s, the area surrounding the Yale facility has developed substantially.  As the Daytona facility approaches full utilization, a study of the current condition and future use of the Yale facility should be initiated. 

Bus Fleet 2005

A well-functioning fleet of vehicles is the key element in providing reliable, efficient, and comfortable transit service.  Transit has made significant progress toward updating its fleet of buses for fixed-route operations and vans for demand-response service. In addition, ABQ RIDE has made a significant commitment toward building a fleet with lower exhaust emissions by purchasing buses that use alternative fuels. 

The Federal Transit Administration (FTA) considers the normal service life to be 12 years for full-sized, fixed-route buses, 10 years for small (such as 30’ long) fixed-route buses, five years for large Mini Ride vans, and four years for standard-sized vans.  It is important to note, however, that the normal service lives are established as minimums. Vehicles beyond normal service life are likely to remain useful, but operating costs will likely increase significantly once vehicles extend beyond their normal service life.  For that reason, and to maintain a modern fleet, it is ABQ RIDE’s goal to replace vehicles within the guidelines of their expected normal service life. 

The following is a breakdown of how Transit’s fleet compares to FTA’s minimum service life standards.  Of the vehicles in the bus fleet, 60% have more than 2 years of service life remaining and 40% are beyond their minimum service lives.  With recent bus purchases to replace aging vehicles, Transit’s bus fleet now averages 9 years old.  Similar van purchases have lowered the average age of the MINI RIDE fleet to 4 years old.  For MINI RIDE vehicles, 22% of the fleet has more than 2 years of service life remaining, 57% are reaching the end of minimum service life, and 21% are beyond minimum service life.  Table 1 below shows the main vehicle components of the fleet and the ages of those vehicles.

Table 1

	#
	Vehicle
	Use
	Purchase Year 
	Age (yrs)
	Minimum life remaining (yrs)

	35
	32’ CNG buses
	Fixed route
	2001
	4
	6

	1
	35’ Diesel bus
	Fixed route
	2000
	5
	7

	40
	40’ CNG buses
	Fixed route
	1996
	9
	3

	48
	35’ Diesel buses
	Fixed route
	1989
	16
	0

	10
	40’ Diesel buses
	Fixed route
	1989
	16
	0

	12
	60’ Diesel-Electric
	Rapid Ride
	2004
	1
	11

	11
	26’ Diesel vans
	MiniRide
	2003
	2
	3

	28
	Gasoline minivans
	MiniRide
	2000
	5
	0

	10
	CNG vans
	MiniRide
	1996
	9
	0

	30
	20’ Diesel vans
	MiniRide
	2006
	
	Delivery in Jan. 06


ABQ RIDE’s last addition to the fleet occurred in 2004. The agency purchased 12 new low-floor, articulated, hybrid diesel-electric buses for the new Rapid Ride service.  The purchase of hybrid diesel-electric vehicles continues Transit’s commitment to replacing higher polluting, older conventional diesel engines with cleaner-burning alternatives.  In addition to significantly lower emissions (up to 75%), other advantages of these vehicles are quieter operation, faster and smoother acceleration, and greater fuel efficiency.

The new articulated buses will also further Transit’s commitment to purchase only low-floor buses for local service.  The 30’ buses Transit bought in 2001 brought the first low-floor buses into the fleet.  Low floors remove the need for passengers to climb or descend stairs when boarding and alighting.  Which enables   easier and safer boarding and alighting for many passengers, including children, elderly riders, and riders carrying bags.  It also facilitates wheelchairs to get on and off the bus.  Easier boarding for everyone, in turn, reduces the amount of time the bus waits at each stop, making bus service faster.  

Another improvement Transit has made in its new fleet is the addition of automated annunciators,  which make automatic announcements of the vehicle’s location; this assists passengers who are unfamiliar with the area or who are visually impaired.  The annunciator system removes the need for drivers to make verbal announcements, allowing them to concentrate their attention on driving.

Park and Rides

ABQ RIDE currently maintains 16 Park and Ride facilities throughout the city.  As part of the FY06 City-wide goals, Transit Objective 16 requires the evaluation of all current and proposed Park & Ride sites.  The report, scheduled for the end of the second quarter of FY06, will present a detailed plan for Park & Ride facilities within Albuquerque.  The SRTP will be utilized to analyze the required sites and the results of the report will be incorporated into the final version of the SRTP.

Downtown Wayfinding

ABQ RIDE worked with other local agencies to develop an effective way for pedestrians to find major facilities in the downtown area.  The result is a system of clear and easily visible signage that directs pedestrians to those facilities, including to transportation, cultural, and government buildings.  The signs have been installed throughout the downtown area.

Uptown Transit Center

The Uptown Transit Center provides a central transfer site, similar to that of the ATC, for passengers traveling to and through the Uptown area.  The Uptown area is one of the City’s major activity centers, with a high concentration of retail, entertainment, financial, and other businesses.  The Rapid Ride service uses the Uptown Transit Center as its eastern terminus.  In addition, two other major routes serve the area (#8 Menaul and #3 Louisiana), as well as three commuter routes (#34 San Pedro, #12 Constitution and #6 Indian School).  The Uptown Transit Center, located between the Coronado and Winrock Malls, should be well located to provide convenient access to many destinations in the area.  Phase I of development was completed in December 2004.  This phase consists of a large covered waiting area with basic passenger amenities, such as benches, and drinking fountains, and provides parking for 85 park-and-ride vehicles.  In a future phase, Transit will recruit a contractor to build a transit-oriented development on the rest of the site.  

Rapid Ride Stations/Street Furniture

[image: image5.jpg]



There are 21 Rapid Ride stations, and 2750 bus stops, and 150 bus shelters throughout the system.   Each Rapid Ride station is lit and has an electronic annunciator that displays the current time and the arrival time for the next bus.  All bus stops are marked with yellow curb paint and a sign stating which bus route(s) stop there.  Some bus stops have benches. 


Route Structure

Types of Transit Services

Providing effective transit service to Albuquerque’s diverse neighborhoods, development patterns, and population densities represents a substantial challenge.  ABQ RIDE must provide a variety of transit products that meet the needs of the various travel markets and operating environments it serves.  The current types of services offered by ABQ RIDE are as follows.

Rapid Ride  

Limited express or “Rapid Ride” service was introduced in December 2004.  It utilizes 60’ articulated, low- floor buses equipped with low-emission diesel-electric hybrid engines.  This service is currently on Central Avenue, the system’s most heavily utilized transit corridor.  The goal of this service is to decrease travel time through this corridor.  To accomplish this goal, Rapid Ride stations are placed approximately one mile apart.  Buses are equipped with a traffic signal priority system that allows the bus to positively affect upcoming traffic signals.  Rapid Ride operates on 10-minute headways, 6 days a week, from 6am to 8pm.

Commuter Routes 

Commuter service typically operates weekdays in the morning and afternoon peak travel periods (approximately 6am to 9am and 3pm to 6pm) and is primarily geared toward the home to work and the home to school markets.  These routes will travel between the suburban edges of the service area to major employment centers and downtown.  ABQ RIDE operates six commuter routes.

Express Routes

Express service also operates in the morning and afternoon peak travel periods but makes no stops through major portions of the route.  Express routes utilize limited access highways during the “closed-door” portions of the route. Express routes are designed to provide fast service from a few points of origin to a common destination.  ABQ RIDE operates five express routes.

Local Routes 

Local routes provide service throughout the day (from approximately 6am to 9pm, although some routes run  later) and have frequent stops. ABQ RIDE operates 17 local routes. 

Circulator/Demand-Response Services 

Circulators operate in a very limited area using small buses or vans that can then connect to other routes.  Currently, the only circulator service in operation is the Downtown Trolley. Circulators offer a viable service option especially in suburban-style developments with complex street patterns.  Expanding circulator service will be considered in the development of the future service options.  Demand-response or Dial-A-Ride services provide a high degree of personalized service. Such service is usually provided within a limited area or zone that usually have low population density.  At the present time, ABQ Ride has been operating a pilot project demand-response route in the Kirtland Addition neighborhood, located off Gibson Boulevard, east of University Boulevard.  To date, the demand-response service is rarely used. General public access to such service will be seriously considered in the development of future service options.

Paratransit 

Paratransit services use specialized vehicles to provide door-to-door services for riders with physical disabilities.  However, these services are very expensive and are less efficient than fixed schedule service, due in part to federal guidelines which affect their flexibility of operation.  MINI RIDE (formerly Sun Van) provides paratransit service to the ABQ RIDE service area under the Americans with Disabilities Act (ADA). In FY05, MINI RIDE carried 187,660 passengers, or about 663 per average weekday. The total cost for the service was about $4.6 million, which is offset slightly by $330,744 in passenger fares. The remaining costs are covered by general funding from the City of Albuquerque, the Federal Transit Administration, and State of New Mexico grant funds.

Job Access/Reverse Commute

Job Access provides curb-to-curb transportation for qualified low-income residents to get to a job or job-training program in the Albuquerque region.  Since transportation can be a major barrier to employment for low-income residents,  Job Access was developed to overcome transportation obstacles and help people get and keep jobs.  Many people have benefited from using Job Access and have found it beneficial to bridge the transportation gap. 

The Reverse Commute program is a federally funded program that assists commuters whose transportation needs are outside the normal service hours of the transit system.  

Deviated Route Services

Deviated route service, sometimes called Flex Routes, is not currently offered by ABQ Ride.  This type of service usually is most efficient during off-peak periods when the headway exceeds 30 minutes.  Buses follow a fixed route but can deviate from the route to pick up or drop off passengers.  This type of service may be considered in the future.

Services

Service Supply

ABQ RIDE currently serves the middle Rio Grande metro area, which is approximately 184 square miles.  This area covers the geographical zone from the Sandia Mountains to the east, the escarpment to the west, the Sandoval County line to the north and the South Valley to the south. The majority of transit service is within the City of Albuquerque boundary. The highest population densities and most frequent service are within the City, primarily along the Central Avenue corridor. ABQ RIDE also serves portions of Bernalillo County, in which the City of Albuquerque is located. Most of the county areas are suburban or rural and present a challenge to providing effective transportation service. For financial purposes, geographic miles of service within Bernalillo County are calculated as a percentage of the total miles of each route that operates in Bernalillo County. The county then reimburses the City of Albuquerque for the cost associated with the percentage of service. ABQ RIDE also serves Los Ranchos de Albuquerque, a suburban and rural community between the Rio Grande River and the BNSF railway.

In the past year, fixed route service hours have leveled off after a period of decline since 2001. ABQ RIDE’s highest level of service occurred in April 2000, immediately following the implementation of the City’s Transportation Infrastructure Tax. The Transit Department received 1/5 of the quarter cent tax, resulting in an increase of about $5 million dollars in operating funds. Within one year of the increase, however, the ABQ RIDE general fund budget was reduced, due to a reduction in City revenues. This had the effect of negating the usefulness of the $5 million received from the Transportation Infrastructure Tax. 

The physical environment within the service area consists of steep hills, deep valleys, narrow river crossings and large tracts of inaccessible land, such as government facilities, national forests and pueblos.   In most cases, major arterials are well placed but not always within convenient walking distance for the residential population.  Most of the local streets within the residential developments are typical of post-World War II suburban design and result in circuitous street patterns.  In addition, a large portion of the city has a low population density (2-4 dwelling units per acre).  These factors offer a major challenge to providing appropriate transit services to the many neighborhoods of the City.

ABQ RIDE provides approximately 30,000 trips daily Monday through Friday, 14,000 trips on Saturdays and 5,000 trips on Sundays. Monthly trip averages are estimated at 630,000 for weekday service, with 60,000 trips provided on Saturdays and 23,000 on Sundays. Route 66 Central Avenue and Route 766 Rapid Ride combined provided a total of 304,000 unlinked trips in October 2005.

Ridership
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Ridership, as measured by unlinked passenger trips, has increased 13% since 1996.  This is consistent with the area growth rate for the last census decade (1990-2000) of 1.5% per year.  A reduction in ridership was experienced during 1999-2000.  This was primarily due to major budget reductions and to subsequent reductions in service.  From 2000-2001, the Big-I was under construction.  Major service changes and additions, funded by the Transportation Infrastructure Tax, together with an aggressive public information campaign, diverted many commuters from their cars to mass transit.  In 2001 ridership peaked at over 8 million.  Once the Big-I construction was completed, ridership declined.   However, it stabilized at a level higher than prior to the construction period.  This indicated that many of the commuters who used public transit during the construction continued to ride the bus.  The linear projection in Figure 3 indicates an annual growth in ridership of 1.4%. With the introduction of Rapid Ride service in December 2004, the trend is expected to continue. 

Despite decreasing funding levels over the last several years, ABQ RIDE has not had to reduce service on a dollar-for-dollar basis. The reduction in funding has caused ABQ RIDE to reduce service, especially in the evening and on weekends. However, through innovative planning and scheduling, ABQ RIDE has met some of the reduction requirements by combining routes and reducing non-service periods, thereby making most routes more efficient. However, tightening schedules and combining routes had not met the budget reduction goal, and most routes experienced additional cutbacks in the form of a reduced frequency, less geographical area served, less evening service, or a combination of all three.

System Performance
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Route and System Performance Indicators

In general, there are two types of bus routes, demand-based and coverage- based.  Demand-based routes are productive; they serve the most active corridors and carry the most number of passengers.  Coverage-based routes are not as productive but serve as feeders to the main routes or are in place to meet minimal service standards in the community.  This section will analyze various relationships among nationally-accepted transit criteria.

Service Effectiveness

Passengers/Revenue Hour/Route

The adjacent chart (Figure 4) indicates the average daily passengers per revenue hour for weekday routes in February 2005.  The National Transportation Database indicates that the average for this indicator among agencies of similar fleet size and population is 20 passengers per revenue hour.   Thirteen (41%) of the 32 routes meet or exceed that average.  Almost 66% of the routes exceed 15 passengers per revenue hour.  

This indicates that approximately two-thirds of ABQ RIDE routes are demand-based. The remainder of the routes can be considered coverage-based.  This also indicates that the service has been placed where the demand exists.  This data assists ABQ RIDE planners in adjusting route schedules in order to best balance service and demand.                     


Figure 4
Supply vs Demand

Another method of analyzing the type of a specific route is sometimes called “Supply vs Demand Ratio” or the “Commitment Ratio”.  Simply put, this ratio compares the route’s portion of total ridership (Demand) to its portion of the total Revenue Hours (Supply).  A ratio of two or less and the route is considered demand-based, otherwise it’s coverage-based.  The following chart (Figure 5) calculates this ratio for the same data set used in the previous chart (Figure 4).  This analysis indicates that 75% of the current routes are demand-based.  It also indicates that most of the system is appropriately balanced, that there is an appropriate supply for the demand.
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Figure 5

Passengers/Revenue Mile  
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The National Transportation Database defines passengers per revenue mile as an indicator of service effectiveness. For systems of similar fleet size and population, the ratio averages 1.5 passengers.   ABQ RIDE’s ratio in 2004 was 2.15 passengers.   The trend line indicates a steady increase as route scheduling techniques and software have improved.                                               

Figure 6
Cost Effectiveness

Cost effectiveness is defined as the cost required to provide a unit of transit operating service, either the passenger trip or passenger mile.  Since 1996, the cost of operations and maintenance at ABQ RIDE has risen by almost 30%.  Two thirds of that figure is due to “normal” inflation (Consumer Price Index).  The other 10% can be attributed to several cost elements unique to the Transit Department.  Such items as tires, graffiti removal and farebox maintenance are just a few items not necessarily included in the CPI.   Additional factors causing this cost increase are a spike in diesel fuel, compressed natural gas and lubricant prices within the last two years. 

Operating Cost/Passenger Trip
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The NTD (2003 National Transportation Database) indicates that the average cost per trip for agencies of similar fleet size and population is $2.69.  ABQ RIDE 2004 data indicates a cost per trip of $2.65 (same as 2003).  As indicated in the above chart, when adjusted for inflation (CPI), the cost per trip actually dropped by 4% from the 1996 value.  A desirable ratio goal for a system of the size of ABQ RIDE would be $2.50 per trip.  This can be achieved by reducing operating costs and/or by increasing passenger trips.  
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Operating Cost/Passenger Mile

The second indicator of cost effectiveness is operating cost per passenger mile.  This usually is a function of average trip length.  If an agency operates primarily on commuter routes, passenger miles are higher and the ratio tends to be smaller- usually between $.50 to $.60.  For medium-sized, compact cities like Albuquerque trips are shorter in length, thereby yielding less passenger miles even though ridership is growing.  The average trip length has dropped 21% from 3.3 miles in 1996 to 2.6 miles per trip in 2004.  This is a result of two factors.  First, the customers are using the system for more of their everyday travel, not just rush-hour, home to work commuting.  Second, the system is well designed with a good schedule. This eliminates circuitous routes, cuts down on transfers and minimizes bus runs where there is no demand.  Most of the routes have excess capacity and can absorb additional riders without appreciable increases in operating cost.  

ABQ RIDE can influence both of these indicators. Operating costs must continue to be controlled within the parameters of safety and performance.  Ridership is the other key indicator.  Increased passengers will positively affect both of these indicators.  To aid in increasing ridership, an aggressive marketing plan for 2005-2006 has been developed.  The scope of the plan is addressed in Section VI.

Service Efficiency 

Service efficiency is defined as the cost required to provide a unit of transit operation, measured by the revenue mile or revenue hour.  As was mentioned previously, operating costs have risen by almost 30% since 1996.  
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Operating Cost per Revenue Mile

Adjusted for inflation, the operating cost per revenue mile has risen approximately 11% since 1996.  Between 2000 and 2001, the value of the ratio reduced substantially.  This was the result of two events previously mentioned, the construction of the Big-I and the imposition of the ¼ cent Transportation Tax.  The effect of these two events was to increase service miles due to added routes and major reroutes to avoid the Big-I construction.  As mentioned before, transit operating assistance began to decrease after 2001 due to shrinking city revenues.  This reduced budget caused reductions in service.  Some routes were reduced from all day service to AM/PM Peak commuter routes.  In addition, re-routing and detours caused by the Big-I were canceled, also reducing service miles. Furthermore, some of the mileage reduction was a result of improved route design and scheduling.  

Operating Cost per Revenue Hour
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This ratio is very similar to the cost per mile ratio.  The National Transportation Database establishes these ratios in order to facilitate agencies of all sizes and service types to relate to each other.  In order for an agency to have consistently good ratios in all categories, the system must be balanced.  In other words, the agency must provide the appropriate service, along the right route, at the best time, to the people who need it.   


Operating Funds by Source (in millions)

	
	Fares
	General Fund
	¼ Cent Tax
	Federal
	State
	Other

	1996
	2.6
	13.7
	
	.9
	
	.2

	1997
	2.6
	16.0
	
	.7
	
	.2

	1998
	2.7
	16.0
	
	.2
	
	.1

	1999
	2.5
	16.8
	
	
	
	.4

	2000
	3.8
	17.1
	
	
	
	.1

	2001
	3.6
	21.8
	
	
	
	

	2002
	2.9
	16.5
	4.9
	.3
	
	.1

	2003
	3.2
	15.6
	5.5
	1.0
	
	.1

	2004
	3.2
	16.0
	5.7
	1.7
	
	.1

	2005
	3.4
	16.4
	7.5
	1.0
	
	.3


Table 2

General Fund Support

	
	Passenger Trips (M)
	General Fund Support per

Passenger Trip ($)


	Revenue Hours

(M)
	General Fund Support per

Revenue Hour  ($)

	1996
	6.8
	2.01
	.3
	45.67

	1997
	6.8
	2.35
	.3
	53.33

	1998
	6.8
	2.35
	.3
	53.33

	1999
	6.5
	2.58
	.3
	56.00

	2000
	6.4
	2.67
	.3
	57.00

	2001
	8.4
	2.60
	.4
	54.50

	2002
	7.6
	2.17
	.4
	41.25

	2003
	7.8
	2.00
	.3
	52.00

	2004
	7.8
	2.05
	.4
	40.00

	2005
	7.9
	2.08
	.4
	41.00


Table 3 (based on NTD data through 2005)

Financial State

The FY2006 Transit Department budget is approximately 10% larger than the FY2005 approved budget. The FY2006 budget continues to fund the Rapid Ride service that represents approximately 14% of all ABQ RIDE  service or over 1 million riders per year. The FY2006 budget also continues to fund the support network for Rapid Ride that include an additional 26,000 annualized service hours and acts as feeder routes to the Rapid Ride system. 

The West Side Transit Facility (WSTF) fueling island and bus wash became operational in FY2005. The WSTF was designed to relieve the overcrowded conditions at the South Side (Yale) Facility. ABQ RIDE operates approximately 50 buses from the WSTF, including the 12 articulated buses for the Rapid Ride system. The Maintenance Building became operational in summer of 2005. Routes serving Albuquerque’s west side, some Central Avenue local routes, and Rapid Ride vehicles will be maintained and serviced at the WSTF. 

ABQ RIDE receives 1/5th (approximately $7.2M) of the quarter cent transportation tax.  This amount is included in the FY2006 budget and is earmarked to continue enhanced weekend service and improving the paratransit service for the mobility impaired. ABQ RIDE is expected to generate approximately $3.2 million in bus fares, pass sales and miscellaneous revenues to offset operating costs. To meet the full operational needs of the Department in FY2006, the city’s general fund will provide the remainder in operating support. 

Fares

Passenger fares are a major source of revenue for all transit agencies.  Fare structures vary widely among the various agencies.  In Albuquerque, the fare structure was established by City Council Ordinance O-02-13. A copy of O-02-13 and a tabulation of the various fares are shown in the Appendix.

ABQ RIDE fares were compared with 23 peer cities of similar size fleets and population.  Adult fares were similar to the average of the sample group ($1.00 ABQ RIDE and $1.04 peer group).  Among the peer cities, 22% charged premium fares for special service such as point-to-point commuter routes.  The premium fare ranged between 150-200% of adult fare.  These premium fares are justified since the seating capacity doesn’t turn over as do more active routes such as the #66 Central Avenue or #140 San Mateo Boulevard. Simply, commuter routes are likely to have fewer riders who ride longer distances, limiting fare collection opportunities. Honored (senior) citizen and student fares among the group average 50 to 85% greater than ABQ RIDE fares.

The largest source of fare revenue among all transit agencies is discounted monthly passes.  ABQ RIDE monthly pass rates averaged 62% of the 23 peer city group rates.  Among the sample group, 57% of the agencies have eliminated paper transfers and gone to a day pass format.  The day pass is essentially a round trip ticket with unlimited transfer rights all day.  The price of the day pass is usually twice the regular fare plus $.25 to $.50 surcharge.  The day passes are produced directly from an attachment to the farebox.  The major advantages of this method are more flexibility for the rider and the elimination of the costs of printing, distributing and processing paper transfers.  For ABQ RIDE, the annual cost of printing paper transfers is approximately $35,000 a year.  

At the present time, fare revenue represents 14% of the total transit budget.  Based on the revenues of the transit agency peer group, ABQ RIDE’s farebox recovery rate should be between 18 and 20%.

RECOMMENDATIONS: 

· Keep adult and discount single fares at current levels

· Raise monthly passes by approximately 7%

· Investigate and report on the feasibility of introducing day passes     
General Fund

Currently, the General Fund of the City of Albuquerque is the primary source of funding for transit operations.  The general fund represents approximately 60% of total transit funding.  Among the transit agency peer group, 87% have some level of state support for transit.  The state support among the peer group averages 22% of the agency’s operating budget.  The General Fund receives its resources from the City’s portion of the Gross Receipts Tax.  The availability of resources is highly dependent on many factors including the general economy, economic vitality and the growth of the city.  In addition, the competing needs of other Departments make this source of funds unpredictable at best.  

Transit planning, by the nature of the service, is long term in nature.  In order to provide for the transit needs of a growing and dynamic city, plans must be made three to five years in advance.  The purchase of transit vehicles, right of way acquisition, engineering and design tasks all require substantial funding and time.  In order to justify such expenditures, future operation funds need to be secure.  

RECOMMENDATIONS:

· Establish a predictable source of support funds for transit operations

· Establish an integrated regional approach to transit planning   

¼ Cent Transportation Sales Tax

The ¼ Cent Transportation Tax was enacted in 1999.  It added a quarter of a percent to the Gross Receipts Tax rate.  The proceeds of the tax are earmarked for transportation projects throughout the City.  Twenty percent or 1/5th of the total proceeds is reserved for transit operations.  These transit funds were intended to enhance evening and weekend service and to improve paratransit services. Transit service improvements that were funded by the ¼ cent tax increase were implemented in the spring of 2000.

Shortly after the enactment of the tax, city revenue projections necessitated some cuts in general fund appropriations.  All departments, including ABQ RIDE, received less funding for operations.  Consequently, all available funds were used to maintain basic service.  Recent budgets have restored much of the service that was reduced during this period.

RECOMMENDATIONS:


· Earmark the ¼ cent proceeds to specific operational elements

· Pursue a higher percent of the total ¼ cent proceeds



Federal Funding

Federal funding is primarily used for capital investments such as the West Side Maintenance Facility and purchases of buses, vans and service vehicles.  Currently there are over $129M in active federal grants.  The development of grant requests requires substantial lead-time and reinforces the need for long range advance planning.  

In addition to capital investment, federal funds support other programs as well.  Transit Demand Management (TDM/Rideshare) is a program designed to inform the public of the advantages of using public transit.  The program also provides services for matching up drivers with other drivers to form carpools.  The Job Access/Reverse Commute program provides low-income workers transportation services for a greatly reduced cost.  The program allows the clients to establish themselves in their jobs without the stress of dealing with transportation issues.  The assistance has several forms; low-income workers can buy reduced rate monthly transit passes. Or, when a client is not near regular transit routes, they can be picked up by one of our Demand Response vans.  If the client needs transportation before or after normal transit service hours, their needs are met using taxi service.

RECOMMENDATIONS:

· Perform a 20-Year Capital needs assessment

Operating Expenses

Operating expenses include four specific sets of functions:

1. Vehicle Operations:

a. Revenue service, layovers and deadheading (non-revenue travel)

b. Moving operators to relief points

c. Dispatching

d. Road supervision

e. Scheduling service

f. Fare collection and audits

g. Security

h. General supervision and support

2. Vehicle Maintenance:

a. Servicing

b. Inspection and maintenance

c. Accident repairs

d. Vandalism repairs

e. General supervision and support

3. Non-vehicle Maintenance:

a. Vehicle movement and control

b. Fare collection and counting equipment

c. Structures, buildings and equipment

d. Passenger stations and bus stops

e. Communications systems

f. Vandalism and accident repair of buildings, grounds and equipment

g. General supervision and support

4. General Administration:

a. Finance, purchasing and real estate management

b. Customer service, promotion and market research

c. Risk management (insurance and safety)

d. Planning and service development

e. Personnel administration (human resources)

f. Information technology (IT/ITS)

g. General Management

Capital Costs

Capital costs are those expenses that support existing transit service in the form of improvements through rehabilitation, reconstruction and replacement.  Capital costs also support new and expanded service through new construction of facilities and purchase of new vehicles, equipment and technology.

Capital activities include:

· Design and engineering

· Purchase of equipment and vehicles

· Land acquisition

· Construction

· Rehabilitation

Capital projects can include the purchase, construction or rehabilitation of:

· Transit centers

· Administration buildings

· Maintenance and storage buildings

· Revenue vehicles (buses and vans)

· Service vehicles (tow trucks, supervisor vans, etc.)

· Fare collection equipment (fareboxes)

· Information systems (IT/ITS, communications)

Other
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Goals and Objectives
A transit system is many things to many people.  It’s a necessity to some, a lifeline to a few, and a choice to many.   

A quality transit system provides services which enhance the quality of life of a community, facilitate economic development and improve the environment, while saving its clients money.

Therefore, the vision of the Transit Department is to design and operate a system of transit services that meets the needs of the residents and succeeds in attracting large numbers of them to its services.

ABQ RIDE 2006-2011 Goals

Goal #1
Capture 8% of the Commute-to-Work trips to major employment and activity centers. 

Objective:  
The objective of Goal #1 is to reduce the number of SOV trips to work and back each day.  In the Albuquerque metro area, 167,200 workers chose to commute to work in a Single Occupancy Vehicle.  This number represents approximately 78% of all commuters.  This goal will offer alternatives to choice commuters, especially those who never need or choose to use their cars during the workday.  

Strategies:
Begin construction of light rail transit by 2008

Expand Rapid Ride service

Expand park & ride facilities

Expand express & commuter service



Develop useable mid-day service from major centers


Develop integrated service with proposed commuter rail



Develop marketing plans for major centers



Implement the transit component of Centers & Corridors Plan

Goal #2
Expand ABQ RIDE’s market share to 8,500,000 riders annually by 2010.

Objective:
Goal #2 has two major objectives. The first is to reduce the number of vehicle miles     traveled (VMT) and the total number of SOV trips within the Albuquerque Metro Area.  The second is to improve service to several previously underserved market segments such as non-driving seniors and young people under driving age.

Strategies:
Identify areas for new and restructured service



Achieve 100% accessible revenue vehicle fleet by 2007



Implement a timed transfer system at major route intersections



Develop marketing plans for underserved segments



Develop community standards for service



Make transit website and route schedules visually-impaired accessible 



Develop West Side Service Plan



Research weekend cultural routes from park & rides



Maintain stable schedules and service

Goal #3
Operate and maintain an efficient, safe, cost effective and accessible public transit system.

Objective:
Goal #3’s objective is to operate ABQ RIDE/Mini Ride as any well run, successful corporation would operate, using its assets efficiently and effectively.  ABQ RIDE will strive to provide a safe environment for its customers and employees.  Through future bus purchases and coordination with the Department of Municipal Development, make all services accessible to all potential clients.

Strategies:
Improve on-time performance to 95% by 2010


Increase farebox recovery rate to 18% by 2010


Establish a safety and accident review committee


Develop an integrated performance data collection system


Provide adequate training to all staff


Plan capital projects that increase efficiency


Implement vehicle locator system (AVL)


Implement automatic passenger counter system


Encourage a permanent funding source for public transit

Goal #4
Participate in the Regional Transit District to coordinate service to outlying communities.

Objective:
The objective Goal #4 is to move ABQ RIDE into the role of regional transit provider.  It is essential to the success of the Regional Transit District that ABQ RIDE takes a leading role in the development and operation of regional transit services.

Strategies:
Analyze possible reverse commute services between neighboring counties

Develop feeder service to support regional commuter rail


Integrate park & ride development with other regional services


Promote transit supportive land-use and road design throughout the region

Investigate region wide dial-a-ride service for low-density areas

Goal #5
Provide premium customer service by attending to the client on an individual basis, earning their patronage and confidence in ABQ RIDE services.

Objective:
The objective of Goal #5 is to retain the customers who utilize ABQ RIDE services by offering superior customer service.  Their level of satisfaction and confidence will motivate others to use ABQ RIDE services.

Strategies:
Conduct an annual customer satisfaction survey


Implement automated trip planning by phone and via the Internet


Empower employees to resolve customer issues


Further promote public involvement in transit planning


Respond promptly to all customer complaints and comments


Improve availability of information about ABQ RIDE services


Promote safety awareness


Improve maintenance of stops, stations and vehicles


Adopt a “pledge to our customers” that will detail basic service that all customers should expect and receive every day of service.

Challenges & Opportunities

Traffic Congestion

Challenge

Increasing traffic congestion consistently tops the list of citizen’s concerns on public opinion surveys. As Albuquerque’s metropolitan area grows, streets and highways are packed with more and more vehicles.  Many of Albuquerque’s major freeways and arterials experience severe congestion during peak travel periods.  Making the commute to work and school increasingly more time consuming.  Existing transit services, which primarily operate in mixed-use traffic, must also compete in the same congested environment as solo drivers, resulting in continued declines in speed and reliability.

ABQ RIDE’s operating costs are also impacted by traffic congestion.  Faced with longer running times and slower speeds, more buses and drivers must be assigned to each route to maintain service frequencies.  Before we begin to spend scarce funds on additional resources to mitigate the impacts of traffic congestion, we should consider solutions that allow transit vehicles to function more effectively in traffic.

Opportunity 

Although congestion is expected to increase as a result of regional growth, ABQ RIDE’s commitment to improved service ensures that measures will be taken to protect transit services from congestion and reducing its competitiveness with the automobile.

By implementing transit priority measures at major congestion points, transit service will bypass the congestion, enabling it to maintain reliable and competitive service.  The following are examples of transit oriented traffic control techniques that can be implemented over the next five years:

Signal Prioritization – Signal priority for transit vehicles shortens a red light or lengthens a green light to allow the uninterrupted flow of an approaching transit vehicle.  Signal prioritization is currently employed effectively on Rapid Ride service.

Queue Jumpers – Queue jumpers provide bus priority through congested intersections by allowing buses to depart from the bus stop or cross traffic lanes prior to the general flow of traffic.  There is a queue jumper at the Rapid Ride station at Lomas and Wyoming, northbound.

High Occupant Vehicle (HOV) and Managed Lanes – As freeway congestion increases, HOV and managed lanes will become more important for helping transit vehicles avoid congestion, maintain schedule reliability, and reduce travel times.  Managed lanes restrict use to buses and carpools with at least two people in the vehicle.

Exclusive Bus Lanes – This concept extends beyond HOV and managed lanes by creating lanes exclusively for bus use.  Bus-only lanes allow bus service to bypass congestion along a major travel corridor.  There is a bus only lane along westbound Central Ave between Girard and University.  Bus only lanes can also be beneficial at freeway access points and at major bus stops. 

Lower Density Development

Challenge

Traffic congestion and dependence on the automobile is largely the result of lower density development.  The city’s growing suburban employment and residential development has increased our dependence on the automobile by reducing access, convenience and effectiveness of transit services.  In addition, low density development results in longer travel times, increased number of trips made and rising levels of congestion duration and intensity.

Opportunity

It is not possible to build our way out of congestion.  The more roads we build, the faster they reach capacity until we can no longer keep up with demand.  Fortunately, the city has made a commitment to smart growth in the form of the Planned Growth Strategy (PGS). PGS represents a new approach to the way we grow our city.  It emphasizes the integration of land use, transportation planning and development.  It seeks to minimize the impact of growth on infrastructure and natural resources.  PGS encourages mixed use and higher density development, where appropriate, to achieve a more urbanized living experience.

ABQ RIDE must be more proactive in the initial planning of future developments.  The types of transit services available are diverse enough to meet the needs of virtually any neighborhood, as long as the planning is done early and in conjunction with other City departments.  Layering transit services on an existing community is possible, but usually very inefficient.

Fiscal Constraints

Challenge
Currently, virtually all operating costs for ABQ RIDE are funded from local sources (98%).  Fare revenues generate 13%, the dedicated transportation tax (20% of ¼ cent GRT) provides 26% while the city’s general fund contributes approximately 57%.  The remainder (4%) comes from advertising revenue and federal grants that fund such programs as Job Access/Reverse Commute and TDM/Rideshare.  Albuquerque has been described as the economic center of the Middle Rio Grande region. As such, a large volume of commerce and many commuters enter and leave the city each day.  Our transportation network, both road and public transit, as well as other city services, are utilized without much offsetting revenue being generated.  The challenge is to develop equitable region wide (or state wide) funding sources for transportation services.

Opportunity

Two major opportunities have recently materialized.  First is the establishment of a Regional Transit District (RTD) in the middle Rio Grande region.  Transit districts are commonplace throughout the country.  Most transit agencies are either regional authorities or part of a larger regional consortium.  ABQ RIDE is in a position to assume a major leadership role in such an organization.  The many decades of experience in operations and maintenance along with a history of direct interaction with the riding public puts ABQ RIDE in a unique position to contribute to the success of the RTD.

The second major opportunity is the cost of energy.  The recent spike in gas prices to over $3.00 a gallon generated a comparable spike in ridership.  Even when the gas prices began to moderate somewhat, ridership maintained its rate of increase.  In a free market environment, consumers will always act in there own self-interest.  Transit riders have informed ABQ RIDE staff that they never thought about the “hidden” costs of driving alone until fuel costs rose so dramatically.

The energy costs issue has stimulated an interest in public transit as a major mitigation factor for transportation costs.  The establishment of the RTD creates a political entity that can generate funding sufficient to develop higher levels of transit service.  

Image of Transit

Challenge

The image of public transit is varied at best.  The perception that transit is only for the transit-dependent is widespread.  People believe buses are dirty and unsafe.  Others believe buses don’t go anywhere of importance.  The challenge is to dispel these perceptions.

Opportunity

The increased fuel costs have helped to overcome this challenge.  As more people ride the transit system, negative perceptions will dissipate.  Satisfied customers are our best marketing tools.  Together with the 2006 Marketing Plan, ABQ RIDE will better inform the public about the transit system, how to use it effectively and communicate its benefits to our citizens.    

One of the most important attributes of a good transit system is predictability or consistency…in other words being on time.  All routes have designed schedules with specific time points.  The time points are the critical places along a route that inform the driver if he/she is late or on-time.  The following section on service standards defines “on-time” as be being within 5 minutes of schedule 95% of the time.  Periodically throughout the year, each route checked for adherence to schedule.  This usually involves employees riding the route and noting the actual times compared to schedule times.  New passenger counting systems can monitor on-time performance using GPS technology.   An integrated Intelligent Transportation System (ITS) is essential to the future progress and success of ABQ RIDE.  ITS will be discussed later in the plan.     

Service Standards

Bus Route Spacing

Residential and employment density are the primary factors affecting transit ridership and the efficient use of ABQ RIDE’s resources.  Relatively dense areas tend to generate more trips than rural areas.  ABQ RIDE can afford to make more service available in areas with greater density by increasing the number of routes that pass through an area, as reflected in the following guidelines describing how close together ABQ RIDE will generally place routes:

	Characteristic
	Fixed Route

	4,000 or more people per square mile in defined areas
	½ mile apart

	Fewer than 4,000 but at least 2,000 people per square mile
	½ - 1 mile apart

	Fewer than 2,000 people per square mile
	1 mile apart


Table 4 


Service Hours

The following table describes the maximum hours of service that ABQ RIDE provides  Decisions to reduce or increase the hours during which service is provided on individual routes are based on the route’s ridership.  Please see the Passengers Per Hour criteria for more information on how ABQ RIDE evaluates routes based on ridership.

	Characteristic
	Fixed Route
	Demand Response

	Monday through Saturday
	6 a.m. to 10 p.m.
	5:30 a.m. to 10 p.m.

	Sunday
	7 a.m. to 7 p.m.
	7 a.m. to 7:30 p.m.


Times indicated represent system parameters; individual route times vary and are based on ridership

Table 5

Maximum Headways

The following table describes the maximum headways (time between one bus and the next on the same route) that ABQ RIDE will schedule for the different route types.  Buses should be scheduled to come at least this frequently to each stop.  

	Characteristic
	Fixed Route

	Locals
	

	Weekday Peak
	30 minutes

	Weekday Off-peak
	60 minutes

	Saturday – Sunday
	60 minutes

	Limited
	

	Weekday Peak
	30 minutes

	Weekday Off-Peak
	60 minutes

	Saturday – Sunday
	60 minutes

	Rapid
	

	Weekday Peak
	10 minutes

	Weekday Off-Peak
	10 minutes

	Saturday – Sunday
	No service

	Express
	

	Weekday Peak
	60 minutes

	Weekday Off-Peak
	No service

	Saturday – Sunday
	No service


Table 6

Maximum Loading Factors

This guideline helps ABQ RIDE determine when to add more resources to a particular route.  For example, if buses on a local route frequently are filled so that more than one third of the passengers have to stand (i.e. the bus is over 150% of its seating capacity), then ABQ RIDE would add resources to that route by adding another bus (i.e. increasing the frequency of service) or add another route on a nearby, parallel street. 

	Characteristic
	Fixed Route
	Demand Response

	Local/Limited/Rapid Routes
	150% seated capacity
	100% seated capacity

	Express
	100% seated capacity
	N/A

	Shuttle
	200% seated capacity
	N/A


Table 7

Passengers Per Hour

This set of guidelines for how “productive” each route should be – in other words, how many passengers per hour of service the route should carry – will help ABQ RIDE use its resources as efficiently as possible.  The following table describes minimum standards.  For a route that does not meet these guidelines, ABQ RIDE might change the route, schedule, or both – or eliminate the route entirely – in an attempt to improve the productivity.  

This criterion is calculated based on the total ridership on the route divided by the number of “revenue hours” of service provided during that time period.  For example, if three buses operating for one hour along one route pick up a total of 90 passengers, the productivity for that route for that time period would be 30 passengers per revenue hour.  Please note that this is an efficiency measure rather than a total output measure.  A more efficient route might carry fewer total passengers than a less efficient route.  This may be caused by fewer service hours or larger passenger loadings.   

Passengers per Hour

	Characteristic
	Fixed Route

	Local
	AM Peak
	Midday
	PM

Peak
	Evening

	Probation Route 

(1-2 years)
	20
	20
	20
	5

	Mature Route

(2+ years)
	30
	30
	30
	10

	
	
	
	
	

	Limited
	
	
	
	

	Probation Route 

(1-2 years)
	20
	20
	20
	5

	Mature Route 

(2+ years)
	30
	30
	30
	10

	
	
	
	
	

	Rapid
	
	
	
	

	Probation Route 

(1-2 years)
	40
	35
	40
	15

	Mature Route 

(2+ years)
	60
	55
	60
	25

	
	
	
	
	

	Express
	
	
	
	

	Probation Route 

(1-2 years)
	15
	No service
	15
	No service



	Mature Route 

(2+ years)
	25
	No service
	25
	No service


Table 8

Bus Stop Spacing 

Stop spacing can have significant positive and negative effects on transit ridership and requires a delicate balance.  Having frequent stops along a route reduces the distance that riders will have to walk before and after they ride the bus, thereby reducing one of the impediments to people using transit.  On the other hand, frequent stops increase travel time along the route, thereby increasing a different inconvenience to riders.  Stopping to pick up even one passenger can add up to 30 seconds of travel time on the route, due to the need to decelerate, wait for the passenger to board, and accelerate again.  The following table presents ABQ RIDE’s policy on how closely to space bus stops:

	Characteristics
	Fixed Route

	
	

	Major Activity Centers
	400 – 660 feet

	Local Service
	

	· High density: More than 4,000 people   per square mile
	660 feet

	· Medium density: 2,000 to 4,000 people per square mile
	1,320 feet

	· Low density: Fewer than 2,000 people per square mile
	Major collector points

	Limited Service
	½ mile

	Rapid Service
	1 mile

	Express Service
	Stops at major collector points


Table 9

Farebox Recovery Ratio

Farebox recovery ratio is the percentage of total operating expenses taken in by fares collected on the bus or purchased as passes or tokens. 

	Characteristics
	Fixed Route

	System Average
	25%

	Limited Service
	25%

	Rapid Service
	25%

	Express Service
	25%


Table 10

Safety and Maintenance

Providing safe and reliable service is one of ABQ RIDE’s primary goals, and it is essential to contributing positively to Albuquerque’s quality of life.  For obvious reasons, safety and adequate maintenance are closely related; adequately maintained vehicles contribute to reliable, on-time performance.  The following criteria require ABQ RIDE’s maintenance activities and capital spending program to keep vehicles well maintained and up-to-date.  In some cases, they may also affect route design.  For example, ABQ RIDE avoids routes that require buses to cross traffic on major streets at intersections where there are no traffic signals.

	Characteristic
	Fixed Route
	Demand Response

	Major incidents 
	1 per 4,000,000 miles
	1 per 150,000 miles

	Non-major incidents
	1 per 100,000 miles
	1 per 9,000 miles

	Miles between road calls
	
	

	Buses
	3,500 miles
	N/A

	Mini-buses
	11,000 miles
	11,000 miles

	Change in operating costs per unit
	Equal to Bureau of Labor Statistics transportation index
	Equal to Bureau of Labor Statistics transportation index

	Maintenance
	
	

	Percent of preventative maintenance done within 500 miles of schedule
	99%
	99%

	Vehicle replacement
	12 years or 500,000 miles
	5 to 7 years or 125,000 to 150,000 miles


Table 11

Performance Criteria

The following criteria provide guidance to both service scheduling and operations managers.  Timeliness of actual service relative to scheduled service is a critical issue for riders.  Riders tend to object much more to waiting for a vehicle that is late, than when they are simply waiting for a vehicle that is not scheduled to arrive yet.  The on-time performance issues covered below can result from operational problems, like traffic congestion, driver errors, or from unrealistic schedules.  ABQ RIDE’s goal is to provide highly reliable service.

	Characteristic
	Fixed Route
	Demand Response

	On-time performance
	95% within 5 minutes after scheduled arrival
	95% before or after 15 minutes of scheduled arrival

	Missed trips
	0% of all trips
	0%

	Early arrivals
	0%
	0%

	Average length of travel time
	N/A
	No longer than the longest fixed route total trip length in minutes



	Response time to Call-When-Ready
	N/A
	Less than or equal to 60 minutes


Table 12
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Data Collection

Current Demographics

ABQ RIDE currently serves the Albuquerque metro area, and the majority of the target market resides within these boundries. There is a small segment of the market that commutes from smaller surrounding communities and then transfer to fixed route service. ABQ RIDE currently recognizes potential customers as those who live within 1/4 mile of an existing transit route. The current service area for ABQ RIDE extends from the Sandia foothills on the east side to the escarpment on the west side, and from the Valencia County border on the south side to the Sandoval County border on the north.  This currently covers about 184 square miles and the total targeted population is estimated to be 450,000. The most utilized routes are located along the Central Avenue Corridor, Lomas and San Mateo Boulevards. The average monthly ridership in August 2005 for each route is 269,367; 46,014 and 66,318 respectively.
Socio-economic Characteristics

Albuquerque has a population of approximately 450,000 residents (2000 U.S. Census) spread over an area covering 184 square miles,  that translates into a relatively light population density.  The city is definitely a typical urban area, but with some distinguishing features.  The northeast quadrant of the city, which houses a large portion of the population, is generally laid out in a typical grid system. In stark contrast, the northwest quadrant, where most of the growth has taken place in the last decade, has a system of streets which are almost totally unsuited to handle either auto traffic or transit in an efficient manner.

The U.S. 2000 Census shows that 12% of Albuquerque’s population is over age 65, 13.5 % is below the poverty level, and 18% are disabled.  Although some of these statistics partially overlap, this general category can be considered to be transit-dependent.  ABQ RIDE planning staff uses several socio-economic factors to determine if a particular route may be successful. 

During the SRTP planning process, ABQ RIDE examined the following characteristics:  current transit use, carpool use, vehicle availability, income and poverty, presence of students, presence of people with disabilities, and presence of people of non-driving age.

Current Transit Use

The 2000 Census provides information on how many people use transit as their primary means of commuting to work.  In Bernalillo County, 1.5% of workers reported using public transit (including taxis) to get to work.  (The rate within Albuquerque City limits was 1.7%.  Since some ABQ RIDE services extend into the County, the County average was used.)  

Figure 11 shows rates of transit use for commuting, compared to the area’s average rate.  Most of the census tracts with the highest rates of transit use were within a ¼ mile of the Central Avenue corridor.  ABQ RIDE’s Central Avenue routes have the highest ridership in the system and provide the highest levels of service.  Not surprisingly, the corridor also has many demographic features indicating a strong transit market. 

Carpool Use

High carpool rates may indicate a market receptive to transit.  The striking trend evident in Figure 12 depicts a relatively high rate of carpool use in the City’s southwestern quadrant, south of I-40 and west of the Rio Grande river.  

Vehicle Availability

Figure 13 shows which areas have more households with no available vehicles, shown as a percent of all households.  The highest rates of zero vehicle households occur in the UNM area and along Central Avenue between UNM and downtown.  Other concentrations occur along the rest of Central Avenue, in the southern Uptown area, in the South Valley and in pockets along Montgomery Boulevard.  Households with no private vehicle access form a core constituency for transit service.

People of driving age in households with fewer vehicles than drivers form a similar constituency.  Figure 14 shows the percent of residents (as opposed to households in Figure 13) who are 16 years or older who do not have full-time access to vehicle because there are fewer vehicles than driving age residents in their households.  

The map shows that generally people living south of I-40 on both sides of the river are less likely to have full-time access to a vehicle than people to the north.  The greater downtown, UNM, and Central Avenue and Wyoming Boulevard intersection, Louisiana Boulevard, and San Mateo Boulevard areas have particularly high levels of residents without full-time vehicle availability.
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Figure 11
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Figure 12
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Figure 14

Income

Lower income households tend to be located in the central city, as shown in Figure 15. The map depicts median household income (i.e. half of households earn more, half less than the median).  Lower income households are concentrated south of Lomas Boulevard between San Mateo Boulevard and Wyoming Boulevard.  The northeast and northwest regions of the city tend to have higher incomes.  Poverty rates follow a similar pattern as shown in Figure 16.  

Age

Figure 17 shows the density (people per square mile) of people under 18 or over 74. These age ranges are most likely to be unable to drive and more likely to rely on public transportation.  The map shows a widely distributed population but somewhat clustered near or in the upper part of the Near Northeast Heights.

College Students

Because of the low supply and high cost of parking at UNM, college students are another market for transit.  Many college students live near UNM and TVI.  The density of college students per square mile is shown in Figure 18 to account for the varying size of census tracts.  (Higher densities of trip origins are more practical for transit service.)  The map shows relative concentrations of students in the immediate vicinity of UNM and TVI, east along the Central Avenue corridor, and in a band along northern Carlisle Boulevard, and east along and north of Montgomery Boulevard, then extending south along Juan Tabo Boulevard.  

People with Disabilities

People with disabilities are, in general, a potential transit market due to the increased likelihood that they are unable to drive.  Figure 19 shows higher densities of people with disabilities living in the Central Avenue corridor, as well as in varying densities across the Northeast.  
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Figure 16
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Figure 15
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Figure 17
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Figure 18
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Figure 19

Urban characteristics

Throughout the city, high walls encircle many subdivisions. These walls have few street outlets.  These walls typically have no pedestrian outlets, forcing pedestrians to walk long, circuitous routes to reach a bus stop that may be only a few feet from an individual’s residence.  Albuquerque’s street layouts generally hinder effective transit services.  Many of the streets are circuitous, non-contiguous and are not useable by transit vehicles. 

Finally, there is the long-time problem of insufficient river crossings.  Currently there are only six (6) crossings available to vehicles: Alameda, Paseo del Norte, Montano, I-40, Central and Rio Bravo. ABQ RIDE only utilizes half of the crossings.

Residential Population Density

Residential population density is a significant factor for transit service.  When more people live within walking distance of transit, more people are likely to use transit.  Transit generally considers 4,000 people per square mile to be a threshold for a viable transit market.  Service to areas with lower densities may be desirable if significant commercial destinations are served.  Figure 20 shows population density in the Albuquerque area by data analysis serial zones (similar to census tracts).

Generally residential density in the Albuquerque area has been higher on the east side of the Rio Grande River. The areas of highest density have been in the greater downtown area, southern UNM area, Central and Louisiana to Wyoming area, and Montgomery and Carlisle to San Mateo area.  By 2010 projections, residential density is likely to be more evenly distributed.  

Areas projected to be more densely populated are mostly on the west side of Albuquerque.  Specifically, the southwest mesa, south of Central and west of Coors, is an area of particular interest.  Others forecasted to grow are in the area around Unser and Ladera and in a large portion of  the far northwest (north of Paseo Del Norte and west of Golf Course).  These areas are likely candidates for new or increased transit service.

Employment Density

Like residential density, employment density is a critical factor for transit because people are more likely to use transit to commute to work.  More jobs in an area served by transit results in more people who can potentially use transit.  Nationally, transit trips by “choice” riders are heavily weighted toward work trips, since those trips are most likely to involve travel to/from highly congested areas, where parking may not be free.  These trips are also more likely to be routine (i.e. same pattern every day) and unlike shopping trips, do not involve carrying unwieldy bags, etc.  

Employment Centers

In the Albuquerque area, employment densities are highest in several centers or corridors and are not heavily weighted in one central business district.  In general, employment density tends to be concentrated along I-25, with a few notable exceptions.  Downtown, the UNM/TVI area, Uptown, North I-25/Jefferson corridor, Cottonwood Mall area, and Intel area of Rio Rancho have the greatest employment concentrations with growth projected in all of the areas by 2010.  Kirtland Air Force Base is another area of large employment, although its facilities are somewhat dispersed (see Figure 21).

Development Patterns

Development patterns play a crucial role in framing possibilities for transit, and the Albuquerque area presents several challenges for providing transit service.  These challenges include the density of both residential and employment development, an inadequate arterial grid on the West Side, and difficult pedestrian environments in many parts of the city.  

Density of development, as mentioned above, is one such issue.  Park-and-rides can compensate somewhat for low-density residential development, but they will have difficulty compensating for both low-density residential development and low-density employment areas.  Like a large carpool, transit relies on multiple people traveling similar paths at similar times, a pattern that develops with a concentration of origins, destinations, or both. 

Albuquerque does not possess strong employment centers.  Transit is most likely to be successful for work trips bound for highly concentrated, large employment centers. Albuquerque’s downtown currently has a high vacancy rate and is not a large center compared to downtown areas of other cities.  Uptown, the UNM area, and the Jefferson corridor have higher employment numbers, however they are not highly concentrated and are not very pedestrian friendly. The centers also have large amounts of free parking for employees- the exception being UNM.  The lack of high employment densities results in fewer people going to the same area and longer walking distances once they get there.  It also is a product of an auto-oriented development style, where ample free parking is provided and walking distances are long and may be unpleasant.

Pedestrian Environment

Transit depends on people being willing to walk on at least one end of their trip.  Many newer residential subdivisions in the Albuquerque area cause two problems for pedestrians.  The first is the prevalence of cul-de-sacs and extensive walls in newer developments. Pedestrians have to walk significantly further to get to surrounding arterials – or even collectors – where transit service is most likely to be provided.  Street networks in these areas provide few options for people to drive through their own neighborhoods and relies on funneling all traffic onto arterials. The arterials carry large volumes of high-speed traffic.  The result is an unpleasant environment for people walking and waiting for transit service.  

Older parts of Albuquerque are likely to have a different set of challenges.  Many older areas do not have continuous sidewalks or have poorly maintained or inadequately sized sidewalks.  Arterials in older parts of the city also carry high volumes of traffic that are traveling at speeds over 35 mph.  Sidewalks on these arterials are usually immediately adjacent to the street (no landscape buffer) and are often bordered on the other side by parking lots.  The result is an intimidating environment for people walking to transit or waiting at a bus stop.  

General Traffic Patterns

The most notable traffic pattern in the metro area is the large volume of traffic that crosses the Rio Grande river during peak hours.  The west side has relatively fewer employment centers, so most west side residents commute east across the Rio Grande to reach their jobs.  Congestion related to this pattern is greatest on I-40 across the river, at I-40 and Coors, and at both ends of the Montano Bridge corridor.  

Future Outlook

Population growth is expected to continue at a moderate pace from 2000 to 2010.  Total population for Albuquerque and the surrounding region (Bernalillo, Sandoval, southern Santa Fe, Torrance, and Valencia counties) in 2010 is projected to be about 880,000 people, up from about 740,000 in 2000.  This represents an almost 20% increase in population or 140,000 people.  About half of the growth is projected in the central portion of Bernalillo County – roughly between Paseo Del Volcan and the Sandia mountains.  The greatest concentration of growth outside that region is projected to occur in Rio Rancho (about 35-40% of the remaining growth), especially at its northern boundary along U.S. Hwy 550.  The rest of the growth will be widely dispersed throughout the region.

Significant development is anticipated as far west as the current Ventana Ranch area in the far northwest, 98th Street in the I-40 area north of Central Avenue, and 114th Street south of Central.  Projections include a slight decrease in population in many established parts of the city, primarily due to a nationwide trend toward smaller household sizes.

Employment Growth

Employment growth is forecasted primarily in established employment centers.  An increase of approximately 52,000 jobs is projected for the central portion of Bernalillo County between 2000 and 2010.  The most pronounced concentrations of forecasted growth in this area are in the central city core, the north I-25/Jefferson area, and the Cottonwood Mall area.  Other significant areas of employment gains are forecasted in the Double Eagle Airport area and in pueblo lands around Albuquerque where casino development has already increased employment in the first half of the decade.  
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Figure 20
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Figure 21

The Needs Of The Community

Transit services must be based on customer needs that are not always easy to determine.  Surveys of both current riders and potential riders can make services far more responsive to the various needs of a community such as Albuquerque. One simple, yet effective approach involves surveys that are distributed by large and mid-size employers to their employees. The resulting empirical data can be used to populate an origin-destination database.  

Another means for gathering data involves the use of meetings with neighborhood associations and coalitions.  Albuquerque is one of a handful of cities where such a system of community input is available and well established; its potential should be utilized to the fullest extent possible.

The types of transit riders in most urban areas fall into five defined categories.  In Albuquerque, the categories are transit dependent, choice commuters, UNM/TVI population, K-12 students and tourist/visitors.

Transit Dependent
Members of this group generally rely on ABQ RIDE or other means to provide transportation for their daily activities. The Transit Dependent market segment comprises about 15% of the potential ABQ RIDE passenger market in Albuquerque. People in this market segment can be transit dependent for various reasons and for varying lengths of time. Income, availability of an automobile in their household, physical disability or a recent automobile accident can render anyone transit dependent.

Choice Commuters

By far, this group is the largest segment with almost 60% of the total Albuquerque potential transit market. There are three distinct subsets to this group. The point-to-point commuter which is usually employed by a large business or government agency.  This commuter usually travels during “normal” AM/PM peak hours and prefers express or limited stop service.  The off-peak commuter is likely to be employed by small to mid-sized businesses. This group is also one of the hardest to provide service for because their work hours might not fit into typical commute patterns (swing, graveyard shift, etc). The choice commuter group also includes seniors who may have access to an automobile but prefer not to drive.

Elementary/Middle and High School Students

Students represent 16% of the overall Albuquerque transportation market. Mostly transit dependent, this group utilizes service that is non-traditional - commuter service is convenient in the morning, but pm rush hour service is too late for them. Better coordination and information is needed to tailor service to increase ridership within this segment.

UNM/TVI

The UNM/TVI population comprises only 9% of the total market. The University of New Mexico and the Albuquerque Technological and Vocational Institute present unique market opportunities. They cover 600 acres with a target population of approximately 50,000.  This group is important because students can become early adaptors to alternative transportation, and may continue after graduation.  They can also relieve congestion and parking woes on campus. The UNM activity center generates over 100,000 trips daily (including faculty and staff). The current marketing plan proposes a "universal pass" for students of  both UNM and later TVI that would allow all students to travel on any ABQ RIDE bus, at any time for a small fee with each semester's tuition. Universal passes would not only encourage commuter students to take an ABQ RIDE bus to school, but would also facilitate the possibility of students using alternative transportation (like Rapid Ride) to events and entertainment venues.  This group is a major user of the new wireless internet accessibility aboard the Rapid Ride service.  The “choice commuter” group also finds this service extremely attractive and a major reason for their riding the bus.

Tourists / Visitors

Approximately 9% of the travel market in Albuquerque define themselves as tourists or visitors. This group may reside outside the Albuquerque area or out of state. Providing services to this group is important because of the implications of how the City is perceived. Great cities have good transportation systems that allow travelers to visit their attractions, stimulating economic development and increasing tourism related businesses profits.

These five types of customers, or riders, in part define the type of overall system that Albuquerque requires now and in the future.

Transit’s Capabilities and Potential

Currently there are eight clearly defined destinations in Albuquerque, each of which is considered a specific market.  These are: “The Base”, Downtown, UNM/TVI, Uptown, Jefferson Corridor, the 3 Malls, The “String of Pearls”, and the Medical centers  

“The Base”:

Kirtland AFB, Sandia National Laboratories and The Department of Energy

Kirtland AFB is one of the largest employers in the Albuquerque metropolitan area.  The Base houses 150 separate tenants ranging in size from Sandia National Laboratory with over 11,000 employees and contractors to entities with only one or two employees.  The Base as a whole has over 22,000 employees.  The two other major employers are the U.S. Department of Energy and the U.S. Air Force Research Laboratories.

There is potential for a very large ridership yield in serving the Base. To do so effectively is likely to require a number of express routes from various parts of the City.  Clearly, it is a major opportunity for intergovernmental agency cooperation.  Express service to serve a particular location would require shared funding for the service provided. The benefits of providing a series of successful express routes to the Base are the removal of hundreds of cars from rush-hour traffic along with substantial reductions in pollution and fuel consumption.

Downtown

The Downtown area has always benefited from a large concentration of employers and employees. In recent years, downtown’s residential population has increased dramatically.  The use of a more urban style of development with mixed uses will provide excellent transit opportunities. The development plans proposed for beyond the core city like EDO (East Downtown) Redevelopment Plan and the proposed development in the Broadway-Central area will also enhance the opportunity.  In addition to being a major employment and residential destination, Downtown is quickly re-establishing itself as a cultural and entertainment destination.  Downtown is quickly becoming a 24-hour, 7 days a week destination.  

The downtown area is generally well served in terms of the number of transit routes.  As the area grows, additional trips and service may be justified, especially on weekend, evenings and late-nights as cultural and entertainment activities in the area increase.  As an example, a pilot project that began in the summer of 2005 using Rapid Ride buses nicknamed “RAD” (Rapid After Dark) increased its ridership over 150% in its first four weekends of service. The project extended Rapid Ride service until 3 a.m. on Friday and Saturday nights.

University of New Mexico/Technical Vocational Institute

The main campuses of the University of New Mexico (UNM) and the Technical Vocational Institute (TVI) can be considered one market due to their close proximity.  Many of UNM’s approximate 25,000 students reside on or near campus; but many others as well as UNM employees and faculty live throughout the metropolitan area and are also potential transit users.  TVI employees, faculty and students fall into the same category.  Many students take late afternoon/evening classes and bus service hours would have to be extended in order to meet their transit needs.

UNM has an ongoing problem with parking that continues to intensify with growing enrollment. The University might consider partially funding some transit services in an effort to substantially reduce the number of parking spaces required.  This particular problem is also seen in the new TVI North Campus located on Universe Blvd. north of Irving Blvd. in the far northwest part of the city. Implementation of a “universal pass” for all UNM/TVI students, staff and faculty would reduce congestion and parking issues on the various campuses.

Uptown Area

The Uptown area extends from Menaul on the north to I-40 on the south; from Pennsylvania on the east to San Pedro on the west.  Coronado and Winrock Malls, the Marriot and Sheraton Hotels, a number of restaurants, some large office buildings, including the Albuquerque Public Schools Operations Center, and many small businesses are housed in the area.  The two malls are undergoing major renovations and additions. The property just north of Winrock along Louisiana Boulevard is currently being developed with mixed-use construction.

The Uptown Transit Center, Rapid Ride, and 5 local and commuter bus routes serve the area.  A circulator connecting the various parts of the Uptown area could be highly advantageous, serving both transit riders connecting to main routes as well as others who wish to move around the area, especially at lunchtime.  The Uptown area will also serve as the eastern terminus of the proposed light rail / modern streetcar system.

Jefferson Corridor

Jefferson Avenue begins at Montgomery Boulevard and extends north to Alameda Blvd.  The area has become known as the Jefferson Corridor, and is home to a number of mid-size and small employers.  In total, it represents a meaningful potential market, but it does have one impediment for effective transit service.  North of the I-25 interchange, many of the businesses are set back from Jefferson, many at a considerable distance. Providing transit service to this area may prove to be problematic and of lower yield than expected.  Nevertheless, the potential market is considerable enough to warrant a targeted marketing effort.  The type of service (fixed-route, hub & spoke, route deviation) will be critical to the success of any new service proposed for the area.  Service initiated from the west side using the Montano/Montgomery river crossing may induce more ridership. 

Three Regional Shopping Malls: Coronado, Cottonwood and Winrock 

Three major malls, Coronado and Winrock on the east side in the Uptown area, and Cottonwood on the northwest side.  The malls represent a specific and specialized market and may have to be considered separately.  During weekdays, the malls generate only small crowds but still have a considerable number of employees.  On weekends the number of employees increases, as does customer attendance.  Many of the people going to the malls are teenagers, which are prime targets for bus ridership.  Bus hours on certain routes would have to coincide with the mall operating hours to be truly successful.  

“The String Of Pearls”: Old Town, the Museums, the Zoo and the Bio Park

These four specific destinations are far enough apart that transit services should be considered.  One possibility is a circulator that connects with the Rapid Ride/Route 66 in Old Town and serves all four areas.  A second possibility is a service that originates at the ATC and operates non-stop to these same areas.

Medical Centers

The City has three major medical centers: Presbyterian, University of New Mexico Hospital, and Sandia Lovelace/Veteran’s Administration Hospital.  There are several other smaller hospitals and medical service centers located through out the city.  All three medical centers have very large numbers of both outpatients and visitors arriving and departing daily.  This group, in addition to hospital employees and medical staff is another substantial potential target market.

It is clear that each of these potential major market segments has unique transit needs and requires equally unique transit solutions.  The development of the system alternatives will address many of the situations described above.  In addition, the 2005-2006 Marketing Plan (see Section VIII) has developed very focused campaigns directed toward the same specific market segments.
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Evaluation Methodology

The Formulation Process

In the summer of 2003, a series of meetings were held to gather information about the needs, aspirations and perceptions of the public relative to the Albuquerque Transit Department (ABQ RIDE). . In addition, several similar efforts by other Transit Agencies were also studied.  From these meetings, Goals and Service Standards were established.

Planning Meeting  

The first meeting was to plan and organize the work effort.  It involved individuals and groups directly connected to Transit.  The Transit Advisory Board, major developers, Transit Advocacy groups and ABQ RIDE staff participated.  Three things were asked of the attendees, to determine ABQ RIDE’s strengths, areas that need improvement and opportunities to set “the Bar” higher.  The top 5 suggestions in each category are indicated in the table below.

	Strengths
	Needs Improvement
	Opportunities

	Federal Funding
	Transfer Process
	Regional Transit District

	Centers & Corridors
	Permanent Funding
	Learn the Market

	Focus on Rapid Transit
	Expansion of Routes
	Dedicated Funding

	Excess Capacity
	Service Hours
	Service Standards

	Mayoral Support
	Better Information
	Technology


Improving existing bus service (28%); providing better Customer Service (23%) and the future expansion of the system into new areas (19%) represent 70% of all the comments, suggestions and concerns presented at the Planning meeting.  Details of the information discussed at the meeting are available in the Appendix.











Demand Response Focus Group

This meeting was similar in scope to the initial planning meeting.  The participants were those individuals and groups that used MINI RIDE Paratransit service.  They were also charged to develop a list of strengths and areas for improvement.  The top 5 results are tabulated below.

	What works well NOW
	Recommended  for Improvement

	Customer liaison
	Customer Service

	7 Day advanced scheduling
	Notification procedures

	Reservation staff at 6:00AM
	Increased Accessibility

	Call when ready
	Reservation system

	Drivers are the saving grace
	Customer education


Two thirds of the comments offered at this meeting were critical in nature.  They covered four general categories.  Almost half of all the comments involved Customer Service and over half of those comments were critical.  The next strongest concern of the participants was the existing service and again, over half of the comments were critical. These data along with the data from the initial Planning meeting served as the basis for the development of preliminary goals and strategies to be presented at the next series of  meetings.

Fixed Route and Demand Response Joint Planning Meeting

The participants in the first two meetings were invited to attend this final planning meeting.  Subsequent to the previous two meetings, 5 Goals and 9 Service Standards were drafted.  These Goals and Standards were developed from the suggestions and comments offered at the initial meetings.  The charge to the joint planning group was to critique the Goals and formulate general strategies for the fulfillment of each. The Service Standards are common within the Transit industry.  The group was asked to review each service criteria and comment.  The comments were considered in the final value of the service criteria level.

 Public Meetings

Following the joint planning meeting, a series of public meetings (4) were held in the four quadrants of the City.  The various Goals and Standards were presented and the members of public were encouraged write their comments and suggestions directly on the chart depicting each Goal or Standard.  Members of Transit staff and participants in the first three planning meetings were present to answer any questions.  The atmosphere of the meetings were very informal and fostered discussion rather than debate.  As a result, over 400 individual comments and suggestions were offered.

The planning group analyzed the comments from the public meetings.  Each Goal was finalized and specific strategies were designed to fulfill the Goal objective within the plan period.  Each Service Standard was also reviewed and public comments were incorporated.   

It should be noted that these meetings were held in the summer of 2003.  At that time, many of the current service improvements had not yet been made.  While most of the constructive comments are still viable, many of the critical comments have been dealt with.  

Route and Service Analysis

Subsequent to the public meetings and the finalization of the Goals and Standards, an in-depth analysis of all existing routes and all possible new or expanded routes was undertaken.  All  relevant demographic, socio-economic and other necessary data was gathered and plotted (see Section III).  The existing system was superimposed on these various plots.  Of primary interest was residential and employment density.  The growth of the city in recent years has created new areas to be served and increased the service needs of some existing areas.    

Each existing route was reviewed for ridership and possible increased potential.  The review indicated that several of the routes would benefit from an extension of service and/or modification of route.  Extensions of service could include frequency, length and/or hours of service.  Where the analysis indicated that a need had developed (new growth) and service was lacking, new routes were proposed.  In creating these modified and/or new routes, some basic objectives were employed.  First, that underserved areas, primarily the west side, would receive priority consideration.  Second, that the Rio Grande must be eliminated as a transit barrier by utilizing all the river crossings to the fullest.  Thirdly, that the type of service proposed be the appropriate service for the situation.

Each route was mapped and simulated in the field to determine running conditions, timing and distance.  The field data was entered into the Hastus scheduling software to determine preliminary costs.  Finally, the route data will be analyzed using the Parsons, Brinkerhoff transit model to determine probable ridership. 

Neighborhood Workshops 

During August 2005, nine neighborhood workshops (one in each Council district) were held.  A Powerpoint presentation was made describing the work leading up to that point.  The demographic maps, a map of the proposed routes and an enlarged map of their specific neighborhood area were presented.  The participants were very forthcoming with their comments.  Many of the comments led to adjustments to the proposed routes.  In order to establish service priorities from the participants, each person was asked one question; “If you had a virtually unlimited source of funds, what transit projects or service would you spend it on?”  The answers were very focused and extremely practical.  In addition, two meetings were held with transit drivers and supervisors at both the Yale and Daytona facilities.  They were given the same presentation and asked the same question.  Again the responses were right to the point and very helpful.

The results of all the previous activities have allowed the Short Range Transit Plan to be completed.  The report contains all necessary technical references but was written in a more informal, narrative form.  This style was chosen to help convey the maximum amount of information to the most amounts of people.
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System Alternatives: 2006-2011

While it is difficult to accurately predict the future growth of Albuquerque in the next five (5) years, it is absolutely necessary to create a plan that will allow ABQ RIDE to meet the future transit service needs of the city.  Within the Short Range Transit Plan (SRTP), there are three separate and distinct system options to be considered.  It is assumed that the details in any of these plans may change as actual events and conditions may require.

The “No Build” Scenario

The “No Build” scenario maintains all current levels of service with no provisions for new or expanded service.  While theoretically having the same cost as current service levels, such economic factors as inflation, increased labor costs and the unpredictability of fuel prices could necessitate additional funds to maintain current service levels. 

The “City” Scenario

The City scenario addresses two specific needs.  One is the continuing growth of the city, and the other is the improvement of overall system services.  All routes have been reviewed and adjusted as necessary to meet the service standards.  As new residential subdivisions and commercial/industrial areas are added and the City expands beyond the current boundaries, existing bus service would need to be reanalyzed and modified as required. 
With the launch of commuter rail service in early 2006, the SRTP includes services determined to be necessary to serve riders to and from commuter rail stations in Albuquerque.  While the ridership potential of services depends almost entirely on the success of commuter rail, even relatively light loads on the commuter trains could translate into substantial weekday ridership.

Several objectives guided the preparation of the City scenario.  The first objective was to provide appropriate service to areas of the city that are currently underserved.  This includes the majority of the west side of Albuquerque.  The second objective was to utilize all river crossings and to develop new transit travel patterns to and from centers of employment, service or entertainment.  The primary purpose of this strategy is to eliminate the Rio Grande River as a barrier to transit service. Third, all existing routes were analyzed to determine what adjustment to service was necessary.  As part of the third objective, ABQ RIDE planning staff took a close look at new and planned developments, both residential and commercial, with respect to anticipated transit need in the near future.

Over the last several months, nine public workshops and two internal ABQ RIDE workshops were held.  The comments and discussions generated from these meetings established a focus that provided direction for the technical analysis of routes and services.

Population density was mapped and superimposed on the existing transit system.  In areas where service did not meet system standards, existing routes were extended/expanded or new routes were proposed. 

Similarly, employment density was mapped and superimposed on the existing system.  It was apparent that the North I-25/Jefferson corridor could be better served by utilizing all the northern river crossings to better advantage.  Cross-river routes linking the northeast heights and the northwest mesa were proposed.  The new routes would then connect to north/south routes that serve the I-25/Jefferson Corridor.

Based on the comments received at the public workshops, most existing routes were reviewed and service adjustments were proposed.  The majority of the workshop attendees requested earlier morning and later evening service. Some previously combined routes were recommended to be restored to separate routes.  

Finally, all proposed new residential and commercial development was analyzed to determine potential for transit usage and need.  This potential for future service needs was considered in the extensions of existing routes and the placement of new routes.     

The Service Levels under the City scenario are shown in Table __.

The City scenario would have an overall goal of a 20% increase in ridership within 18 months.  

The strategies used to accomplish this goal could include:
· Increased route frequencies to meet system service standards

· Extension of existing or creating new routes to match city growth (northwest and southwest mesas)

· Expanded park & ride and transit center programs (capital improvement program)

· Direct bus services to high-density employment destinations (SNL, KAFB, etc.)

· Expanded commuter routes to/from developing new communities

· Expanded Rapid Ride service (Coors, San Mateo, etc.)

· Circulator and demand response service within appropriate areas

· Utilization of innovative service delivery alternatives

· Weekend service to the three regional malls from park & ride facilities

· Replacement of older transit vehicles with low-floor diesel hybrid vehicles

· Initiation of a seven day a week shuttle from the airport to the Alvarado Transportation Center

· Service to Double Eagle Airport industrial area

In order to accomplish the goals and strategies of the City scenario, the service plan must be flexible and utilize a transit delivery system that is most appropriate to the specific area of the City and its built environment.  At this time, two transit delivery methods are being considered for the expanding sections of Albuquerque.

The first method will approach the solution utilizing a more traditional fixed-route method.  Together with the strategic placement of park & ride facilities and transit centers, new and extended fixed routes will be augmented by peak-hour commuter and express service.

The second method will approach the solution using a more innovative method known as the “hub & spoke” or “spider web” method.  Most of the new developments on the west side have a built form that is not conducive to traditional bus route system planning.  The main arterials are far from the residential centers and the residential centers have circuitous and non-contiguous street patterns.  With the hub & spoke method, a hub or “mini transit center” is placed in or near the edge of a major residential development.  A large percentage of the population would be within a 10-minute walk of the hub.  In addition, small vans would travel further into the development (the spokes) to collect those who wish to board service to / from the hub.  The smaller vans can more easily negotiate the unique street patterns within the developments.  From the hub, the larger fixed route service would proceed to the nearest arterial and to the ultimate destination with limited stops.

The Regional Scenario

The Regional scenario is designed to meet all of the goals of the City scenario, as well as two additional goals. The first is to expand and extend transit service to and from major centers of employment and residence outside the city limits.  The second is to establish ABQ RIDE’s role as the major provider of transit services in the region. 

With the establishment of the Regional Transit District (RTD), the regional transportation model will shift.  Development of intra-regional transit services will be essential.  With the introduction of commuter rail, the regional aspect of transportation has become even more evident. A high degree of communication between transportation providers in the area will be necessary in order to provide seamless travel opportunities for area residents. During the development of the City scenario, the routes that terminated on or near the current service area boundary were analyzed for possible extensions into adjacent areas.   

The service levels and projected costs for the Regional scenario are shown in Table ___.

Cost Options for All Three Scenarios

The projected cost for all three scenarios described in the SRTP is based on current prices in 2005.  While it is clearly recognized that in the next five years there will be some rate of inflation, accurately predicting such a rate could be misleading.

The calculated costs for each scenario is based on actual routes, frequencies, running times, etc.  They constitute a realistic forecast of the cost of each level of service. 

Operating Budget Funding

Annual funding for any transit system is subject to the fluctuations of available revenue. The more stable and predictable a funding source is, the more predictable the transit system will operate from year to year.  Most transit agencies have transitioned to multi-year budgets and funding partners have attempted to stabilize revenue flow.

The following are possible funding sources available for operating expenses:

1. Fare box revenue (at present these funds are returned to the City’s General Fund)

2. Increased General Fund subsidy

3. Altering the percentage of the transportation tax revenue that ABQ RIDE receives (currently 20% of total ¼ cent tax)

4. Funding from other participating jurisdictions receiving service.

5. State funding, which is currently 0.0% of the yearly ABQ RIDE operating budget.

6. Federal funding, which is currently at 0.0% of the yearly ABQ RIDE operating budget.

Operating Budget Recommendations

· Farebox revenue should be credited directly to the Transit Department’s operating account.  

· ABQ RIDE strongly believes it is time to reassess the fare structure.  A new fare structure has been included as part of the SRTP.

· The yearly amount budgeted by the City should be at or above a base line amount agreed to by the City Council and the Administration and indexed annually for inflation and/or energy costs.  The amount budgeted could never sink below the base line amount.

· Funding by participating municipalities would be directly tied to actual operating costs attributable to that service provided.

· New Mexico is one of only four states that do not contribute operating funds to transit.  It is recommended that legislation be introduced that would cause the state to fund not less than 10^% of the operating budgets of all transit properties in the state and that this amount be indexed to inflation and/or energy costs.

· Federal funding for operations is minimal, and the future of such funding is unknown.

Fare Structure Recommendation

Express routes collect riders at one end of the route and deliver them at the other end, with no stops in between.  Thus, less total riders are collected on a single trip.  Express routes also provide a higher level of service and thus merit a higher fare.  It is proposed that express route fares be no less than 150% and no greater than 200% of regular fares.  

Capital Funding

The following are sources of capital funding:

· Federal grant funding

· Funding from partner agencies and entities.

· Municipal bonds issued by the City, County, or State to fund capital acquisitions.   

Capital funds are secured through the Transportation Improvement Plan (TIP).  Application procedures have been established to request funds from the appropriate funding agency.  Strict timetables are associated with these requests.  The operations plan described in this document will also require a capital needs assessment extending for at least 15 years.  The assessment will act as the basis for the development of the TIP. 

 Because of the large expansion of services that are the centerpiece of this plan, equipment acquisition is an important requirement.  Due to the long lead times involved in capital funding requests and approvals, as well as bidding and fabricating, it becomes a necessity for capital needs to be defined and approved long before new or additional services can be initiated.  Some of the major capital outlays that must be included in a long-range assessment are:

· New buses and service vehicles

· Renovation of the Yale facility

· Redesign of IT/ITS syetems

As part of the long-term solution, ABQ RIDE will internally set up a minimum 3-year cycle for both operating and capital budgets, revised and extended each year.  The one-year revision is consistent with the city’s budget cycle and the 3-year window is consistent with the TIP cycle. 

	City Scenario
	
	
	
	
	
	
	
	

	
	
	
	
	
	
	
	
	
	

	
	Route #
	Name
	Annual $(M)
	# of Buses
	FY07
	FY08
	FY09
	FY10
	FY11

	
	10
	No. 4th to Sandia
	1.14
	3
	1.16
	1.19
	1.22
	1.25
	1.28

	
	11
	No. 4th Shortline
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	16
	Bway-Edith GE to Vista del Norte
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	18
	Gibson
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	27/28
	12th-Comanche
	1.36
	3.5
	1.40
	1.43
	1.47
	1.50
	1.54

	
	36
	Rio Grande to Montano
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	53
	Isleta Blvd to Pueblo
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	56/57
	Combined Bridge Routes
	1.17
	3
	1.20
	1.23
	1.26
	1.29
	1.32

	
	59
	So. 4th-Trumbull
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	66
	Central-current service
	3.88
	10
	3.98
	4.08
	4.18
	4.29
	4.39

	
	766
	Rapid Ride
	3.88
	10
	3.98
	4.08
	4.18
	4.29
	4.39

	
	105
	Juan Tabo
	1.06
	4
	1.09
	1.12
	1.15
	1.17
	1.20

	
	106
	Juan Tabo to Four Hills
	0.19
	4
	0.20
	0.20
	0.21
	0.21
	0.22

	
	108
	Eubank to Research
	0.39
	2
	0.40
	0.41
	0.42
	0.44
	0.45

	
	109
	Eubank to KAFB
	0.73
	5
	0.75
	0.77
	0.78
	0.80
	0.82

	
	124
	Wyoming Local
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	324
	Wyoming-Alameda Limited
	0.39
	4
	0.40
	0.41
	0.42
	0.44
	0.45

	
	126
	Louisiana
	0.97
	4
	0.99
	1.02
	1.04
	1.07
	1.10

	
	127
	Louisiana to KAFB
	0.59
	4
	0.60
	0.62
	0.63
	0.65
	0.66

	
	139
	San Pedro to Eagle Rock
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	145
	Jefferson-Carlisle
	1.55
	4
	1.59
	1.63
	1.67
	1.71
	1.76

	
	148
	University-Alexander
	1.16
	3
	1.19
	1.22
	1.25
	1.28
	1.31

	
	151
	Atrisco-Rainbow
	1.16
	3
	1.19
	1.22
	1.25
	1.28
	1.31

	
	155/158
	Coors and Coors/Golf Course
	1.94
	5
	1.98
	2.03
	2.08
	2.14
	2.19

	
	161
	Unser Peak
	0.59
	4
	0.60
	0.62
	0.63
	0.65
	0.66

	
	161
	Unser Off-Peak
	0.49
	2
	0.50
	0.51
	0.53
	0.54
	0.55

	
	163
	98th Street
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	222
	Rio Bravo
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	230
	Menaul
	2.33
	6
	2.39
	2.45
	2.51
	2.57
	2.64

	
	233
	Candelaria Crosstown
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	333
	Candelaria Limited
	0.36
	3
	0.37
	0.38
	0.39
	0.40
	0.41

	
	262
	Montgomery-Montano
	1.16
	3
	1.19
	1.22
	1.25
	1.28
	1.31

	
	268
	Academy-Osuna
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	278
	Irving-Alameda Shortline
	1.16
	3
	1.19
	1.22
	1.25
	1.28
	1.31

	
	281
	McMahon
	0.38
	1
	0.39
	0.40
	0.41
	0.42
	0.43

	
	375
	Paseo del Norte-Peak
	0.29
	2
	0.29
	0.30
	0.31
	0.32
	0.32

	
	375
	Paseo del Norte-Off Peak
	0.24
	1
	0.24
	0.25
	0.26
	0.26
	0.27

	
	400
	Downtown Loop-Peak
	0.29
	3
	0.29
	0.30
	0.31
	0.32
	0.32

	
	400
	Downtown Loop-Off Peak
	0.59
	2
	0.60
	0.62
	0.63
	0.65
	0.66

	
	412
	Constitution-Indian Sch. (clockwise)
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	412
	Constitution-Indian Sch. (counterclockwise)
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	526
	I-25-Louisana
	0.19
	2
	0.20
	0.20
	0.21
	0.21
	0.22

	
	528
	I-25-Ventura
	0.19
	2
	0.20
	0.20
	0.21
	0.21
	0.22

	
	529
	I-25-Academy
	0.19
	2
	0.20
	0.20
	0.21
	0.21
	0.22

	
	542
	I-40-Taylor Ranch
	0.29
	3
	0.29
	0.30
	0.31
	0.32
	0.32

	
	543
	I-40-Unser
	0.29
	3
	0.29
	0.30
	0.31
	0.32
	0.32

	
	544
	I-40/I-25 Crosstown
	0.29
	3
	0.29
	0.30
	0.31
	0.32
	0.32

	
	75
	Lomas
	1.94
	5
	1.98
	2.03
	2.08
	2.14
	2.19

	
	70
	Yale
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	141
	San Mateo
	3.23
	8
	3.31
	3.39
	3.47
	3.56
	3.65

	
	
	Route Total
	47.68
	159.50
	48.87
	50.09
	51.35
	52.63
	53.95

	Costs
	
	Holiday-Special Event Service
	1.20
	
	1.23
	1.26
	1.29
	1.32
	1.36

	
	
	Weekend Service
	8.00
	
	8.20
	8.41
	8.62
	8.83
	9.05

	
	
	Scenario Total
	56.88
	160
	58.30
	59.76
	61.25
	62.79
	64.36

	
	
	
	
	
	
	
	
	
	

	
	
	
	
	
	
	
	
	
	

	Revenues
	
	COA General Fund Support
	19.58
	Float
	19.72
	19.74
	19.63
	19.37
	18.93

	
	
	1/4 Cent Transportation Tax
	7.70
	10%
	8.47
	9.32
	10.25
	11.27
	12.40

	
	
	Fares
	3.20
	15%
	3.68
	4.23
	4.87
	5.60
	6.44

	
	
	Misc
	1.40
	2.50%
	1.44
	1.47
	1.51
	1.55
	1.58

	
	
	NM Support
	
	
	
	
	
	
	

	
	
	Dedicated Funding Source
	
	
	
	
	
	
	

	
	
	Total Revenues
	31.88
	
	33.30
	34.76
	36.25
	37.79
	39.36

	
	
	To Be Funded
	25.00
	Constant 
	25.00
	25.00
	25.00
	25.00
	25.00

	
	
	
	
	
	
	
	
	
	

	
	
	Calculations based on $75 per hour
	
	
	
	
	
	
	

	
	
	
	
	
	
	
	
	
	

	Regional Scenario
	
	
	
	
	
	
	
	

	
	
	
	
	
	
	
	
	
	

	
	Route #
	Name
	Annual $(M)
	# of Buses
	FY07
	FY08
	FY09
	FY10
	FY11

	
	10
	No. 4th to Sandia
	1.17
	3
	1.20
	1.23
	1.26
	1.29
	1.32

	
	11
	No. 4th Shortline
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	12
	No. 4th to Bernalillo
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	15
	Bway-Edith Pueblo to Vista del Norte
	1.55
	4
	1.59
	1.63
	1.67
	1.71
	1.76

	
	17
	Bway-Edith Belen to ATC
	1.17
	3
	1.20
	1.23
	1.26
	1.29
	1.32

	
	18
	Gibson
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	27/28
	12th-Comanche
	1.36
	3.5
	1.40
	1.43
	1.47
	1.50
	1.54

	
	35
	Rio Grande to Corrales
	1.55
	4
	1.59
	1.63
	1.67
	1.71
	1.76

	
	52/53
	Isleta Blvd to Bacaville
	1.55
	4
	1.59
	1.63
	1.67
	1.71
	1.76

	
	56/57
	Combined Bridge Routes
	1.17
	3
	1.20
	1.23
	1.26
	1.29
	1.32

	
	59
	So. 4th-Trumbull
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	66
	Central-current service
	3.88
	10
	3.98
	4.08
	4.18
	4.29
	4.39

	
	67
	Central-Tempurpedic Factory
	0.87
	6
	0.89
	0.92
	0.94
	0.96
	0.99

	
	766
	Rapid Ride
	3.88
	10
	3.98
	4.08
	4.18
	4.29
	4.39

	
	105
	Juan Tabo
	1.06
	4
	1.09
	1.12
	1.15
	1.17
	1.20

	
	106
	Juan Tabo to Four Hills
	0.19
	4
	0.20
	0.20
	0.21
	0.21
	0.22

	
	108
	Eubank to Research
	0.39
	2
	0.40
	0.41
	0.42
	0.44
	0.45

	
	109
	Eubank to KAFB
	0.73
	5
	0.75
	0.77
	0.78
	0.80
	0.82

	
	124
	Wyoming Local
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	324
	Wyoming-Alameda Limited
	0.39
	4
	0.40
	0.41
	0.42
	0.44
	0.45

	
	126
	Louisiana
	0.97
	4
	0.99
	1.02
	1.04
	1.07
	1.10

	
	127
	Louisiana to KAFB
	0.59
	4
	0.60
	0.62
	0.63
	0.65
	0.66

	
	138
	San Pedro to Sandia Casino
	1.17
	3
	1.20
	1.23
	1.26
	1.29
	1.32

	
	145
	Jefferson-Carlisle
	1.55
	4
	1.59
	1.63
	1.67
	1.71
	1.76

	
	148
	University-Alexander
	1.16
	3
	1.19
	1.22
	1.25
	1.28
	1.31

	
	150
	Atrisco-Rainbow to Rio Rancho
	1.55
	4
	1.59
	1.63
	1.67
	1.71
	1.76

	
	155/158
	Coors and Coors/Golf Course
	1.94
	5
	1.98
	2.03
	2.08
	2.14
	2.19

	
	156
	Coors to Santa Ana
	1.55
	4
	1.59
	1.63
	1.67
	1.71
	1.76

	
	159
	Golf Course to Rio Rancho
	1.17
	3
	1.20
	1.23
	1.26
	1.29
	1.32

	
	160
	Unser to Rio Rancho
	1.17
	3
	1.20
	1.23
	1.26
	1.29
	1.32

	
	161
	Unser Off-Peak
	0.49
	2
	0.50
	0.51
	0.53
	0.54
	0.55

	
	163
	98th Street
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	222
	Rio Bravo
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	230
	Menaul
	2.33
	6
	2.39
	2.45
	2.51
	2.57
	2.64

	
	233
	Candelaria Crosstown
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	333
	Candelaria Limited
	0.36
	3
	0.37
	0.38
	0.39
	0.40
	0.41

	
	262
	Montgomery-Montano
	1.16
	3
	1.19
	1.22
	1.25
	1.28
	1.31

	
	268
	Academy-Osuna
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	279
	Irving-Alameda - Tramway to Black Ranch
	1.55
	4
	1.59
	1.63
	1.67
	1.71
	1.76

	
	280
	McMahon to Corrales
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	375
	Paseo del Norte-Peak-to Double Eagle
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	375
	Paseo del Norte-Off Peak
	0.24
	1
	0.24
	0.25
	0.26
	0.26
	0.27

	
	400
	Downtown Loop-Peak
	0.29
	3
	0.29
	0.30
	0.31
	0.32
	0.32

	
	400
	Downtown Loop-Off Peak
	0.59
	2
	0.60
	0.62
	0.63
	0.65
	0.66

	
	412
	Constitution-Indian Sch. (clockwise)
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	412
	Constitution-Indian Sch. (counterclockwise)
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	526
	I-25-Louisana
	0.19
	2
	0.20
	0.20
	0.21
	0.21
	0.22

	
	528
	I-25-Ventura
	0.19
	2
	0.20
	0.20
	0.21
	0.21
	0.22

	
	529
	I-25-Academy
	0.19
	2
	0.20
	0.20
	0.21
	0.21
	0.22

	
	542
	I-40-Taylor Ranch
	0.29
	3
	0.29
	0.30
	0.31
	0.32
	0.32

	
	543
	I-40-Unser
	0.29
	3
	0.29
	0.30
	0.31
	0.32
	0.32

	
	544
	I-40/I-25 Crosstown
	0.29
	3
	0.29
	0.30
	0.31
	0.32
	0.32

	
	75
	Lomas
	1.94
	5
	1.98
	2.03
	2.08
	2.14
	2.19

	
	70
	Yale
	0.78
	2
	0.80
	0.82
	0.84
	0.86
	0.88

	
	141
	San Mateo
	3.23
	8
	3.31
	3.39
	3.47
	3.56
	3.65

	
	
	Route Total
	58.24
	186.50
	59.70
	61.19
	62.72
	64.29
	65.90

	Costs
	
	Holiday-Special Event Service
	1.20
	
	1.23
	1.26
	1.29
	1.32
	1.36

	
	
	Weekend Service
	9.75
	
	9.99
	10.24
	10.50
	10.76
	11.03

	
	
	Scenario Total
	69.19
	187
	70.92
	72.70
	74.51
	76.38
	78.29

	
	
	
	
	
	
	
	
	
	

	
	
	
	
	
	
	
	
	
	

	Revenues
	
	COA General Fund Support
	16.80
	Float
	16.53
	16.75
	16.83
	16.74
	16.46

	
	
	1/4 Cent Transportation Tax
	7.70
	10%
	8.47
	9.32
	10.25
	11.27
	12.40

	
	
	Fares
	3.90
	15%
	4.49
	5.16
	5.93
	6.82
	7.84

	
	
	Misc
	1.40
	2.50%
	1.44
	1.47
	1.51
	1.55
	1.58

	
	
	NM Support
	
	
	
	
	
	
	

	
	
	Dedicated Funding Source
	
	
	
	
	
	
	

	
	
	Total Revenues
	29.80
	
	30.92
	32.70
	34.51
	36.38
	38.29

	
	
	To Be Funded-State
	25.00
	Constant 
	25.00
	25.00
	25.00
	25.00
	25.00

	
	
	To Be Funded-Region
	15.00
	Constant 
	15.00
	15.00
	15.00
	15.00
	15.00

	
	
	
	
	
	
	
	
	
	

	
	
	Costs Calculated at $75 per hour
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How to Sell Transit

In 1995, ABQ RIDE developed a marketing group to promote alternative transportation. During the major reconstruction of the Interstate 40 and Interstate 25 interchange, the marketing specialists developed the ACT Now program (Alternative Commute Transportation). This grant funded program aimed to establish partnerships with area large businesses to promote alternative transportation as a means of reducing traffic congestion during the construction of the interchange. The majority of the partnerships formed during this time have been sustained and many new partnerships have been formed. The marketing section has been focused on disseminating information about alternative transportation choices, encouraging both employers and employees to consider alternative transportation as a viable alternative to driving alone and educating the public about the services and programs offered by ABQ RIDE. 

Though the success of ACT Now has been well documented, a number of factors warrant the necessity for changes to the program. A new effort, the Business Partnership Program (BPP) has spurred outreach to smaller businesses along the Rapid Ride corridor. The program has signed over 200 businesses in its first six months of existence. Establishing close relationships to the businesses, employees, clients and customers along the Rapid Ride line is key to convincing them to use ABQ RIDE service. The cooperative BPP agreement gives ABQ RIDE marketing specialists access to the business’ employee and customer base.

 The Need for Ongoing Marketing

Transportation needs continue to grow in the Albuquerque metro area. Population totals continue to increase (especially on the West Side of Albuquerque) and VMTs (vehicle miles traveled) per person continue to increase faster than the population growth rate. The majority of pollution and housing growth will occur on the West Side over the next 20 years, while most current major employers are on the East Side. This separation of home and work causes the average Albuquerquean to drive much longer than they would prefer. Construction on major highway interchanges and clogged bridge crossings only exacerbate the problem. That in mind, most of ABQ RIDE's market segments are growing. Most commuters would love to have an alternative (even once a week) to driving their private automobile and navigating through the issues and problems described earlier. Through careful market research and carefully planned targeted promotions, ABQ RIDE's marketing section intends to address those needs.

The Keys to Success – Market Strategies

Image improvement (Branding) - ABQ RIDE, throughout all of its services, needs to market and promote alternative transportation as a way to travel from point A to point B efficiently and quickly, outside of the stereotypical reasons that people patronize the transit system.

The branding process includes reaching more people about how ABQ RIDE system, including Rapid Ride, works; incorporating more businesses into the Business Partnership Program; being more accessible to public inquiry; improving visibility of services

Marketing will focus more on the benefits of alternative transportation; motivating people to use the ABQ RIDE services, not for just home to work trips, but to include classes at UNM, a concert at the Kimo or  dinner in Nob Hill. Incentives have been developed to encourage people to try the service even just once and break down some of the preconceived ideas.

Marketing and promoting ABQ RIDE services in a manner that the results are measurable and quantifiable.

Implementation of the Marketing Plan

ABQ RIDE's over-arching strategy is to emphasize its presence and services available. Our strength is in promoting alternative transportation including Rapid Ride, bus and trolley services, carpool, biking and walking to businesses and individuals in the Albuquerque metro area. Using established business contacts through the former ACT Now program and developing new relationships through the Business Partnership Program, the Marketing Section will expand the reach and breadth of promoting alternative transportation.

All of the marketing section's objectives are related to increasing ridership. Those objectives include raising ridership on Rapid Ride and other market segments; establishing a formal plan to implement a universal pass for the University of New Mexico and TVI; and developing a process for planning, measuring and evaluating the success of projects and events.

All of our target markets will be reached by implementing tactics to support our strategies. Those tactics include the establishment of the Business Partnership Program. This program will establish solid one-on-one interaction among area businesses, employees and students. It will develop media outreach through television, radio, internet and print; marketing to potential customers identified in this plan; promoting goodwill within the community and improving ABQ RIDE's image. Proven, effective programs from the past that support the marketing section's strategies will be used again; new programs that effectiveness is more easily measured will be developed.

The main focus of ABQ RIDE's Marketing section is to emphasize ABQ Ride’s presence and services available to existing and potential markets. The Marketing section has existed for over ten years, and many of the tactics used are similar year after year. The improvement this year is the development of new programs to support the tactics along with structure and accountability derived from the plan.

The most important tactic for the Marketing section is to maintain existing and establish new solid one-on-one interactions and relationships with area businesses, employees and students. The Business Partnership Program will provide an easy-to-participate, mutually beneficial mechanism to facilitate building important relationships within the community. Establishing a relationship with a marketing specialist will attach a friendly face to ABQ RIDE and will allow the marketing specialist to convey alternative transportation information directly to their employees and clients.

Another tactic that the Marketing section uses is media outreach. ABQ RIDE employs a full time graphic artist to develop designs for bus boards, newspaper and magazine advertisements, on-board signage, and direct mail pieces and contest entry forms. ABQ RIDE Marketing section staff also writes copy for radio and television commercials to engage and encourage the general public to use alternative transportation.

This marketing plan for the first time has identified and defined six market segments. Marketing to identified potential customers, who they are and what their needs are increases the possibility of ultimately convincing them to try ABQ RIDE's services. Programs that directly appeal to certain target market sections like the Senior Game and our educational programs (KIM/TIM) address the needs of that market.

Promoting goodwill within the community and improving ABQ RIDE's image is another strategy of this plan. Bus service in general is thought to be somewhat invisible and the choice of last resort. By improving ABQ RIDE's image through charitable promotions and implementing the "Pledge To Our Customers", potential customers are more likely to try alternative transportation.

Finally, data collection and analysis will be a key component of the objectives set forth by the marketing plan. All programs will have measurements of effectiveness. It is important that we develop a reliable method of collecting and storing the data so that it can be analyzed in the future.
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Short Range Transit Plan


for 2006 to 2011


City of Albuquerque


Albuquerque Transit Department
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