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Adopting the 2025-2029 Transit Development Plan for the Madison Urban Area

WHEREAS, the Transit Development Plan (TDP) for the Madison Urban Area is a strategic plan and
transit improvement and budgeting guide to identify the near-term direction of the transit system, which
is generally updated every five years by the Greater Madison Metropolitan Planning Organization (MPO)
in cooperation with Metro Transit, the operator of the most of the public transit services in the Madison
area; and

WHEREAS, the last TDP was adopted in April 2013 forthe 2013 to 2017 period, and many of its
recommendations have been implemented; and

WHEREAS, the 2017 Cooperative Agreement for Continuing Transportation Planning for the
Madison, WI Metropolitan Area between the State (WisDOT), MPO, and City of Madison (for Metro
Transit) calls for the MPO to be responsible for and considered the lead agency in coordination of the
TDP as well as long-range transit planning; and

WHEREAS, a 2025-2029 Transit Development Plan (TDP) for the Madison Urban Area has been
developed by the MPO in cooperation with Metro Transit and other transit operators within the
framework of the MPQO's long-range regional transportation plan; and

WHEREAS, the many factors which have an impact on transit service design and usage, including
residential and business development, socioeconomic characteristics of the population, changes in travel
and living patterns, service trends and performance, and capital and operating costs and revenues, have
been considered; and

WHEREAS, recent changes to the Metro transit system have included a comprehensive Transit
Network Redesign that was implemented in June 2023 and the launch of Metro Rapid Route A, the
Madison area’s first Bus Rapid Transit (BRT) route, and the opening of a new satellite maintenance
facility; and

WHEREAS, planning for Metro Rapid Route B, a north-south BRT route, is underway and expected
to begin operations in 2028; and

WHEREAS, any significant expansion of Metro transit service is currently limited by the current
transit funding structure and state law restricting the area’s ability to fund and operate regional
transit service; and

WHEREAS, the TDP was prepared based on a service and capital needs assessment and serves as a
guide for prioritizing future service change and facility improvements if additional facility capacity and
operating funds are made available over the next five years; and

WHEREAS, Metro staff did not have the capacity to develop or prioritize recommendations in 2024
due to the launch of Rapid Route A, east-west BRT, Metro and MPO staff will work with stakeholders to
develop recommendations in 2025 to be adopted separately;

NOW, THEREFORE BE IT RESOLVED that the Greater Madison MPO adopts the 2025-2029 Transit
Development Plan for the Madison Urban Area dated November 2024 as a framework to guide transit
system development of the 2025 to 2029 period, subject to the availability of adequate funding
resources for capital equipment and annual operations and annual review of service productivity and
ridership response; and

February 5, 2025
Date Adopted

Mark O(W‘O”/

Mark Opitz, Chair, Greater Madison MPO
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Chapter 1: Executive Summary

Introduction

The Transit Development Plan (TDP) is a short- to me-
dium-range strategic plan infended to identify transit
needs and proposed improvements for a five-year
planning horizon. The Greater Madison Metropolitan
Planning Organization (MPO) is responsible for de-
veloping and maintaining the TDP. The MPO works in
cooperation with the City of Madison — Metro Transit
(Metro) and other transit providers, funding partners,
and jurisdictions in the Madison area. The TDP is de-
veloped within the overall framework of the long-range
regional transportation plan. The TDP recommenda-
tions are approved by the MPO and the City of Madison
as the major transit operator. Metro did not have the
staff capacity to develop recommendations in the fall
of 2024 due to the demands of launching East-West Bus
Rapid Transit, so this TDP does not include recommen-
dations. Recommendations will be developed by the
MPO and Metro based on this TDP and lessons learned
from the launch of BRT in 2025 and adopted separate-
ly. The Three-Party Cooperative Agreement between
the Wisconsin Department of Transportation (WisDOT),
Metro, and the MPO requires the TDP to include:

1. Transit system policies (Chapter 3).

2. An assessment of service demands (Chapters 4 and
5).

3. Planned service improvements (Chapter 5).

4. Transit fares (Chapter 3, page 43 and Chapter 5,
page 87).

5. Transit system capital facility needs (Chapter 5,
page 82)

The following goals were developed to guide prepara-
tion of the 2013-2017 TDP and ongoing service planning,
and are unchanged with this update:

1. Meet people’s daily mobility needs.

2. Increase transit ridership to manage congestion in
constrained travel corridors.

3. Increase transit’s mode share to achieve sustainabil-
ity goals and reduce climate change.

4. Provide cost efficient and effective transit service.

5. Provide reliable transit service that is convenient,
comfortable, and affordable.

6. Provide for the safety and security of transit passen-
gers, operators, and facilities.

7. Maximize connections to other transportation
modes, including intercity rail and bus lines.
8. Provide transportation that is accessible to all.

9. Support land use development that maximizes the
safety and efficiency of the transportation system.

Madison Metro Transit’s ridership increased an aver-
age of 4.5% per year, or 30% overall (from 11,476,000
trips to 14,924,000 trips) between 2005 and 2011, while
annual service hours increased only 0.8% per year, or
5% overall, from 364,500 to 383,100. This ridership in-
crease was a positive development; however, overload-
ing and crowded buses became substantial problems
during peak periods and occasionally at other times.
Ridership peaked in 2014 with 15,224,000 total passen-
gers served during 403,600 service hours, but by 2017,
ridership had fallen to 12,817,000 passengers during
404,400 service hours. Between 2011 and 2017, rider-
ship fell 14% while service hours increased by 5%. The
two-year period from 2015 to 2017 saw ridership decline
by nearly 16% while service hours held steady with an
increase of 0.1%. In 2018, ridership grew to 13,231,000,

a 3.2% increase over 2017 ridership. Although concerns
regarding the sustainability of ridership growth were
expressed in the 2013-17 TDP, it is clear that the dra-
matic decline in ridership experienced after 2014 was
not considered a possibility when that plan was drafted
and adopted. Transit ridership declined by nearly 64% in
2020 due to the COVID-19 pandemic, but notably, rider-
ship declined much less in areas with transit-dependent
populations than in areas with choice riders. Metro ad-
justed its service fo eliminate much of the capacity that
had been used to serve office workers while retaining
service to areas with concentrations of lower-income
and minority residents, ensuring that essential employ-
ees were able to get to work while not wasting capacity
on routes whose former riders were now teleworking.
Metro’s 2023 ridership was 72.6% of 2019 pre-pandemic
ridership, positioning the system as one of the margin-
ally better-recovering systems in the nation compared
to the performance of other mid-sized urban area
transit systems. Metro Transit’s operations, bus stor-



age, and maintenance facility is located on a centrally
located 10.4-acre site in the 1100 block of East Wash-
ington Avenue (1 South Ingersoll). The facility includes

a bus rehabilitation and maintenance areaq, storage
space for buses, and space for maintenance equipment
and spare parts inventory. The facility conversion from
a WWI munitions factory to a bus maintenance facility
was completed in two phases in the early 1980s and has
had numerous interior and exterior modifications since
then to address facility inadequacies. It was originally
designed to accommodate 160 40-foot buses; by the
early 2020s it housed as many as 219 40-foot buses

and was beyond capacity. A six-year capital improve-
ment plan to address shortcomings of the facility was
initiated in 2019, and a new satellite facility on Hanson
Rd is currently being remodeled to support electric bus
storage, charging, and maintenance.

Another continuing challenge is the need to provide
new service or faster, more effective service to growing
peripheral employment centers and neighborhoods
and suburban communities. Funding is a major chal-
lenge, given the lack of a dedicated funding source for
transit, reduced state operating assistance, reduced
federal capital funding, and tight local budgets. Many
of the potential improvements discussed in this TDP
will not be possible without a new funding source and/
or the state covering the share of operating costs it

did in the 1990s. The TDP examines these issues and
other service and capital needs in order to continue fo
maintain, improve, and expand transit in the Madison
region.

In addition to the five components required by the
Cooperative Agreement, other key TDP study areas
include:

 Transit Network Redesign impacts.
e Bus Rapid Transit.

e Equity.

e First- and last-mile connections.

e Emerging trends and technologies.

There are several other ongoing and recently complet-
ed studies related to public transportation. The TDP
references these studies and to the extent possible in-
corporates their findings and recommendations. These

include the Metro Maintenance Facility study, Bus
Rapid Transit (BRT) East-West (under construction) and
North-South (in planning), Metro Bus Size study, and
an update to the Coordinated Public Transit - Human
Services Transportation Plan for Dane County. The Wis-
DOT 2017 and 2022 Management Performance Reviews
(MPR) and a variety of Metro rider surveys shed addi-
tional light on system performance.

Summary of Current Transit Services

The City of Madison acquired the transit system from
the privately owned Madison Bus Company in 1970, and
Metro operators and other staff are city employees.
The transit system operates under the oversight of the
mayor of Madison, the Common Council, and the city’s
Transportation Commission (TC).

Local funding is generally provided through the City of
Madison budgeting process. For service that extends
beyond the City of Madison’s boundaries, Metro con-
tracts with the municipalities or other entities. These
funding partners include the cities of Middleton, Fitch-
burg, Sun Prairie, and Verona, and the Village of Shore-
wood Hills. The University of Wisconsin, UW Health,
Madison College, and the Madison Metropolitan School
District (MMSD) also contract with Metro Transit to
fund service. Monona and Stoughton provide transit or
shared-ride taxi service, respectively, available to the
general public. Monona plans to terminate their inde-
pendent transit services and become a Metro service
partner in 2025.

Metro Transit Fixed-Route

In 2024, Metro operates 32 regular fixed-route bus
routes — 25 full-tfime, three weekday peak only, and
four campus circulators. In addition, it provides sup-
plemental school service targeted towards high-school
students.

The weekday service area for Metro Transit is 62.82
square miles.! The 2024 population within the 1/4-mile
service area was approximately 263,082, with 363,017
people living within % miles of a bus stop. This includes
97% of the City of Madison’s population, 90% of the Mid-
dleton population, 86% of the Sun Prairie population,
79% of the Monona population, 78% of the Fitchburg
population, and 52% of the Verona population. Figure

1 Within % mile of a bus stop. Metro Transit GTFS v.108, March 3, 2024.
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1 shows the percent of 2020 population living within ¥
and % miles of Metro Transit stops in the 2024 transit
network.

Figure 1: 2020 Population within 1/4 and 3/4 miles of Metro
2024 Transit Stops

2020 Population within 1/4 and 3/4 miles of Metro

2024 Transit Stops
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*The population of the Town of Madison, which was an-
nexed into the City of Madison and the City of Fitchburg
in 2022, is assigned entirely to the City of Madison in this
chart due to available Census geographies.

Metro Transit’s Fixed-Route system is described in
greater detail below, following descriptions of other
transit services available in Dane County.

Metro Transit Paratransit

Paratransit service is provided by Metro on a de-
mand-responsive basis within ¥4 mile of fixed-route
all-day transit service (excluding peak-only commuter
routes), as required by the Americans with Disabilities
Act (ADA). The door-to-door service is available during
the same span as the fixed-route service that it supple-
ments. However, service is limited to the area within the
boundaries of the communities that contract with Metro
for fixed-route service. The Village of Shorewood Hills

is an exception to this, where Metro has a contract to
provide paratransit service only.

Service was provided via a combination of Metro’s fleet
of cutaway vans and contracted service from Abby
Vans, Badger Bus Lines, and Transit Solutions until mid-
2018. Due to the statewide implementation of Family
Care and the expectation that many fewer paratran-
sit rides would be requested, Metro divested itself of

Figure 2: Metro Transit Weekday Estimated Boardings by Bus Stop, February 2024 (Red Dot Map)
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its cutaway vans and transitioned away from direct
provision of paratransit service during 2018, ceasing all
directly operated service on August 10. All paratransit
service is now provided by contractors.

Monona Transit

The City of Monona provides public tfransportation
service within its city limits and to central Madison. The
service consists of one peak period fixed route called
Monona Express and one point deviation mid-day
route called Monona Lift.

Monona Express operates in a counterclockwise route
in the morning from Monona to Madison via Atwood
Avenue and Williamson Street to the Capitol Square,
UW Campus, and UW/VA Hospitals, then fo Monona via
Olin Avenue, John Nolen Drive, and the Beltline High-
way. It makes a similar clockwise loop in the afternoon.
Monona Express makes four loops each morning and
each afternoon using two buses in service.? The regular
cash fare for Monona Express and Monona Lift is $3.00
with discounts for ticket books, senior/Disabled riders,
students, and riders with transfers from Metro Transit.
Transfers from Monona Lift and Express are not valid
on Metro Transit.

The City of Monona has contracted for Metro service
beginning in March of 2025, at which time Monona Ex-
press and Monona Lift services will be discontinued.

Stoughton Shared-Ride Taxi

Shared-ride taxi service is provided within the city of
Stoughton under contract. The service is open to the
general public from 6 a.m. to 6 p.m. Monday to Thurs-
day, 6 a.m. to 7 p.m. on Friday and Saturday, and 9 a.m.
to 2 p.m. on Sunday. Fares are a flat rate of $4.75 and
a senior/disabled rider rate of $3.75 within the city of
Stoughton. Trips are available up to three miles outside
the city limits at a rate of $1.00/mile.

Specialized Transportation Services

A variety of transportation programs are available
throughout the Madison area and Dane County that

provide specialized transit service fo meet the needs of
persons who are low-income, seniors, veterans, ref-
ugees, workers, and/or experience a disability. Most

of these services are administered by the Disability &
Aging Services Division of the Dane County Department
of Human Services (DCDHS) and are accessible, routed
group ride and demand-response services with specific
requirements for eligibility and trip purposes.®

Paratransit, specialized transportation services, and

non-emergency medical transportation (NEMT) ser-

vices are described in greater detail in the 2024-2028
rdinated P

tation Plan for Dane County.

lic Transit — Human Servi Tran r-

Metro Transit Costs & Revenues

In 2019, pre-pandemic, Metro collected $14.9 million in
fares and directly generated revenue, or 27% of its total
operating budget of $§55.1 million. In 2021, with rider-
ship depressed due to the pandemic, fares and directly
generated revenue were only $9.6 million, or 14% of the
operating budget of $67.9 million.

In addition to fares and directly generated revenue,
Metro depends on a combination of local, state, and
federal funds to cover operational and capital expens-
es. State and federal contributions, including Federal
Transit Administration (FTA) Capital Grants Urbanized
Area Formula funds, and other funding programs,
made up $27.6 million, approximately 39.7% of Metro’s
2019 funding.*

In 2019, state funding amounted to $17.4 million, 31.5%
of Metro’s Operating budget and 25.0% of Metro’s total
budget. Capital projects do not receive any state finan-
cial support. $16.4 million in local 2019 Capital funding
was primarily allocated out of non-General Fund Gen-
eral Obligation borrowing, while $10.6 million in Oper-
ating funding was provided by the General Fund. These
two local funding sources amounted to $27.0 million, or
38.9% of Metro’s total annual budget.

2Due to a driver shortage, the first morning loop has been discontinued indefinitely.

4 Due to the influx of one-time pandemic relief funding that was made available through various federal laws - including
CRRSAA, CARES, and ARPA - in 2020 and 2021, funding for those years is not discussed here. Annual NTD Agency Profile

reports for Madison Metro are available at https://www.transit.dot.gov/ntd/transit-agency-profiles/city-madison and

include the data discussed here for 2013 and subsequent years.
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Figure 3: Metro Transit Funding Summary

2019 Funding Summary,

Metro Transit
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$55.1 million or 79.3% of these funds were spent on
operating expenses, with the remaining $14.4 million
spent on capital expenses; roughly half of that funding
was used fo purchase new vehicles and the other half
on facility upgrades. Salaries, wages, and benefits of
Metro drivers and other staff accounted for 68.8% of
2019 Operating expenses.

Figure 4: Metro Transit Expense Summary

2019 Expense Summary,
Metro Transit
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Metro Transit System Characteristics
and Performance

Historically, Metro’s route structure operated in a radial
pattern, with nearly all routes connecting at the Cap-
itol Square in downtown Madison. In July 1998, Metro
underwent a major network restructure and converted
to a transfer point system using timed transfers at four
transfer points in outer Madison; at the same time,
routes were renamed from the lettering system used
previously to the numbered system used until June 2023.
The transfer point system operated on a 30- to 60-
minute pulse, with all buses arriving and departing the
transfer points within a few minutes of each other. This
system required relatively uniform route lengths and
cycle times for most routes.

In 2019, prior to the COVID-19 pandemic, Metro Transit
provided 1,344 daily service hours on weekdays while
UW and the Madison Metropolitan School District were
in session. A total 530 service hours were provided on
Saturdays and 486 on Sundays. Metro fixed-route bus
service provided about 460,000 revenue hours of ser-
vice and 12.9 million one-way unlinked passenger frips
with an operating expense of about $55 million in 2019.

Figure 5: Metro Transit Fixed Route Service Annual Vehicle
Revenue Hours and Ridership, 2003—2023

Metro Transit Fixed Route Service Annual Vehicle
Revenue Hours and Ridership
2003 - 2023
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Figure 6 : Metro Transit Paratransit Service Annual Vehicle
Revenue Hours and Ridership, 2003—2023

Metro Transit Paratransit Service Annual Vehicle
Revenue Hours and Ridership
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Metro’s six route categories and service levels consist
of:

e Future BRT (Routes A and B) with 15-minute weekday
mid-day headways.

e Frequent (Routes C and D) with 15-minute weekday
mid-day headways.

e Standard (Roues A1, A2, C1,D1,D2,E, F, G, H,J, P, R, W,
28, and 38) with 30-minute weekday mid-day head-
ways.

e Coverage (Routes C2, L, O, R1, R2, and S) with
=60-minute weekday mid-day headways.

¢ Peak-only (Routes 55, 65, and 75) with no mid-day
service and 30-60-minute peak hour headways.

e UW-Madison Campus (Routes 80, 81, 82, and 84) with
varied headways designed for UW-Madison student
use on- and near-campus, and evening/late night
service only on routes 81 and 82.

Table 1: Metro Transit System Characteristics, 2017-2022.%

As shown in Figure 7, Metro’s ridership typically peaks
in the winter months when school is in session, with dips
in ridership during winter and spring breaks. In 2019,
October ridership (1,420,000) was roughly 600,000
higher than summer (June-August, 800,000) rider-
ship. 2023 ridership shows a similar pattern with a

high of 1,076,000 in October and summer lows around
500,000. These seasonal ridership trends are consistent
across years except for during the Covid-19 pandemic,
from March 2020 through August of 2021.

Figure 7 : Monthly Metro Ridership, 2019-May 2024.

MONTHLY METRO RIDERSHIP
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System Characteristics 2017 2018 2019 2020 2021 2022
Transit Service Levels and Utilization

Total Revenue Vehicle Hours | 511,751 478,339 460,202 350,655 382,126 386,236
Total Revenue Vehicle Miles | 6,816,058 5,882,778 5,731,573 4,417,771 4,707,689 | 4,722,445
Total Passenger Trips 13,108,095 13,385,628 12,969,815 4,755,375 5,458,011 8,379,362
Operating Expenses

Total Expenses $54,574,725 | $52,304,998 |$52,603,142 | $51,412,935 | $50,061,816 | $51,022,930
Cost per Vehicle Revenue $106.64 $109.35 $114.30 $146.62 $131.01 $140.83
Hour

Cost per Vehicle Revenue $8.01 $8.89 $9.18 $11.64 $10.63 $11.52

Mile

Cost per Unlinked Passenger | $4.16 $3.91 $4.06 $10.81 $9.17 $6.49

Trip

Revenue

Total Fare Revenue* $13,161,533 $15,782,860 | $14,888,395 | $8,840,925 | $9,649,554 | $10,370,530
Revenue per Unlinked Pas- | $1.00 $1.18 $1.15 $1.86 $1.77 $1.24
senger Trip

* Total fare revenue includes revenue from unlimited ride passes.

5National Transit Database (NTD) Transit Agency Profile: https://www.transit.dot.gov/ntd/transit-agency-profiles/city-

madison.

Greater Madison MPO


https://www.transit.dot.gov/ntd/transit-agency-profiles/city-madison
https://www.transit.dot.gov/ntd/transit-agency-profiles/city-madison

Public Outreach & Engagement

The MPO held focus group meetings organized and
hosted by community-based organizations (CBOs)
between October 2023 and March 2024 to gather
feedback from historically marginalized populations.
Host CBOs included the Latino Academy of Workforce
Development (LAWD), the Vera Court Neighborhood
Center (VCNC), the Madison Area Chinese Community
Organization (MACCO), Access to Independence (A2l),
and the Wisconsin Hmong Association (WHA). MPO
staff worked with CBO leadership and staff to ensure
that materials such as discussion prompts and presen-
tations were culturally and linguistically appropriate to
each group and its particular needs. Focus groups were
supported by interpreters as needed, with the LAWD
and WHA meetings conducted entirely in Spanish and
Hmong, respectively, and the VCNC meeting conduct-
ed in English and Spanish with concurrent translation.
American Sign Language interpreters were available
for the two A2l meetings, but no participants required
this service. The MACCO focus group was conducted
one-on-one and with written questions and answers at
the request of MACCO leadership, who indicated that
they thought this format would be the most effective

in reaching their constituents. Each CBO received a
stipend of $1,000-$1,500 for their support of this effort,
and all participants received a $50 gift card as remu-
neration for their fime.

Due to low turnout at the A2l focus group meetings, an
online survey, available in English and Spanish, was
distributed and promoted through local disability rights
and advocacy groups, including A2l, the Wisconsin
Council for the Blind, and the City of Madison Depart-
ment of Civil Rights.

Following the online survey for people with disabilities,
a similar survey was released to the public, promoted
through flyers on buses, emails to stakeholder organi-
zations and elected officials, and on MPO and Metro
social media channels and web pages. Roughly two
weeks into the planned four-week survey period, MPO
staff reviewed demographic data for respondents to
date and recognized that Black/African American and

Transit Development Plan

Latino populations were not completing the survey at
levels representative of their population in the MPO
Planning Area. Subsequent outreach to communi-

ty organizations succeeded in boosting the response
rate from Latinos, but even with increasing numbers of
Black/African American respondents, Whites contin-
ued fo be over-represented in responses. Increasing
numbers of Black/African American, Latino, and White
respondents eroded the representation of Asians in
survey responses, so again MPO staff reached out to
community organizations fo promote the survey among
Chinese and Hmong populations. Although these efforts
were not successful in achieving representative re-
sponse rates from these minority populations, they did
succeed in increasing overall participation in the survey
by all targeted populations.

The summaries of and responses to Focus Group dis-
cussions and both surveys can be found in Appendix E.



Chapter 2: Introduction

Introduction & Background

The Transit Development Plan (TDP) is a short- fo
medium-range plan intended to identify transit needs
and proposed improvements for a five-year planning
horizon. This TDP updates and replaces the last TDP,
adopted in 2013 for the years 2013 to 2017. The Greater
Madison Metropolitan Planning Organization (MPO)

is responsible for developing and maintaining the TDP.
The MPO works in cooperation with the City of Madi-
son - Metro Transit (Metro) and other transit providers,

funding partners, and jurisdictions in the Madison area.

Recommendations of the TDP are approved by both
the MPO Policy Board and the City of Madison Com-
mon Council. Metro did not have the staff capacity to
develop recommendations in the fall of 2024 due to the
demands of launching East-West Bus Rapid Transit, so
this TDP does not include recommendations. Recom-
mendations will be developed by the MPO and Metro

based on this TDP and lessons learned from the launch
of BRT in 2025 and adopted separately.

The TDP update was delayed due to the MPO be-

ing short-staffed and the need to focus its efforts on
completing the Regional Transportation Plan update
(RTP 2050) in 2017-18, as the TDP is developed within
the overall framework of the RTP. Projects and initia-
tives with major ramifications on the future of Metro
underway in 2019 justified further delay in completing
the TDP, as a plan that either ignored those initiatives or
left them unresolved would be of questionable useful-
ness at best, and could be seriously misguided at worst.
Those projects and initiatives, including the East-West
Bus Rapid Transit (BRT) Planning Study, the selection of
a Metro satellite bus maintenance and storage facility
site, and the $40 Vehicle Registration Fee (VRF) adopted
by the Madison Common Council in November 2019 all
play important parts in Mayor Satya Rhodes-Conway’s

Figure 8: The Planning Area for the Greater Madison MPO and Madison Urbanized Area
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A Metropolitan Planning Organization Incorporated Area (2024)
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MetroForward>> initiative. A Transit Network Redesign
Study to evaluate and restructure the entire Metro net-
work so as to better integrate with BRT was proposed
and approved in early 2020, and at the request of the
City of Madison Transportation Planning and Policy
Board (TPPB), the TDP was delayed again to coincide
with the Metro Transit Network Redesign Study.

Within just a few weeks of this request from the TPPB,
COVID-19 was confirmed in the United States and Wis-
consin, like many states, entered a “Safer at Home” pe-
riod. This resulted in an almost immediate change in all
travel patterns, including severe restrictions on transit
capacity. The changes in tfransportation behaviors re-
sulting from COVID-19 have, at the fime of this writing,
been lasting and far-reaching, including a tremendous
increase in remote work (teleworking), adjustments in
peak travel periods, and reductions in transit ridership,
and are not expected to fully return to pre-pandemic
levels for years, if ever. Increased numbers of employ-
ees telecommuting and students remote-learning at
least part-time, changes in shopping behaviors, and
other fundamental shifts in how many people meet
their daily needs will require ongoing analysis and
flexibility in response to a “new normal”. Even with the
distribution of COVID-19 vaccines in 2021, epidemiol-
ogists anticipate that climate change and increasing
contact between humans and wild animals will result
in additional threats to public health in the form of new
and emerging viruses. Accordingly, we must plan to
improve system resilience in the face of what is likely to
be a recurring public health crisis.

As work on the Transit Network Redesign progressed, it
became clear that conducting a short-range planning
effort such as the TDP concurrently with the Network
Redesign would be a largely redundant effort, since the
Network Redesign would be implemented in 2023, two
years into what would have been a 2021-2025 Transit
Development Plan. To maximize the benefit of the TDP
process and final plan, Metro and MPO staff agreed
to postpone the TDP yet again to build off of the final
Network Redesign plan. This allows the TDP to include
community feedback and resulting policy and service
changes from the Network Redesign process.

Transit Development Plan

TDP Purpose, Scope, and Process

The Transit Development Program (TDP) is a five-year
strategic plan designed to identify the near-term future
direction of the transit system. It is intended to guide
the planning activities, service and facility improve-
ments, and budgets of Metro Transit, while also provid-
ing guidance to other area transit providers. Under the
three-party cooperative agreement between the MPO,
Metro, and the Wisconsin Department of Transportation
(WisDOT), the TDP must include transit system policies,
an assessment of service demands, planned improve-
ments, fares, and facility needs. MPO staff prepares
the TDP with assistance from Metro Transit, the City

of Madison Transportation Department, staff of other
communities and organizations served by Metro Tran-
sit, and staff of communities that aspire fo be served by
Metro Transit in the future.

The TDP is developed within the overall framework of
the regional long-range transportation plan (RTP). The
current long-range plan is the Connect Greater Mad-
ison: 2050 Regional Transportation Plan (2022) which
has a planning horizon of 2050. The long-range plan is
further refined and detailed through area or corridor
studies, such as the Transit Corridors (Bus Rapid Transit)
Study, as well as through short-range planning, such as
the TDP. These mid-range and short-range planning
efforts identify specific improvements to be included

in the region’s five-year Transportation Improvement
Program (TIP), which is updated annually by the MPO.

The planning area for the TDP is the MPQO’s metropoli-
tan planning area. The current planning area (Figure 8)
was approved in 2013 and includes the Cities of Fitch-
burg, Madison, Middleton, Monona, Sun Prairie, and
Verona; the Villages of Cottage Grove, Cross Plains,
DeForest, Maple Bluff, McFarland, Oregon, Shorewood
Hills, Waunakee, and Windsor; and various Towns. Fol-
lowing the 2020 Census, the City of Stoughton became
its own Small Urban Area and is no longer part of the
Madison Urban Area.

In accordance with the requirements of 23 CFR
450.306(b)(1-10), the MPO must ensure that the ten
planning factors of a continuous, cooperative, and
comprehensive metropolitan transportation planning
process by incorporating the ten factors into planning
documents, and these ten factors are incorporated into


https://www.ecfr.gov/current/title-23/chapter-I/subchapter-E/part-450#p-450.306(b)
https://www.ecfr.gov/current/title-23/chapter-I/subchapter-E/part-450#p-450.306(b)

annual Unified Planning Work Program (UPWP)® activ-
ities.

The ten planning factors and how they are supported
by this Transit Development Plan are:

1. Support the economic vitality of the metropolitan
areaq, especially by enabling global competitiveness,
productivity, and efficiency;

The Transit Development Plan supports economic
vitality through supporting workforce transportation
and access to goods and services.

2. Increase the safety of the transportation system for
motorized and non-motorized users;

The Transit Development Plan improves the safety of
the transportation system through support of the
Public Transit Agency Safety Plan (PTASP, see Ap-
pendix F) and addresses the need for safe, accessi-
ble routes to and from bus stops.

3. Increase the security of the transportation system for
motorized and non-motorized users;

The Transit Development Plan aims to increase the se-
curity of the transportation system by promoting the
development and operation of a safe transportation
mode for all users.

4. Increase accessibility and mobility of people and
freight;

The Transit Development Plan service planning guide-
lines aim to increase accessibility and mobility for
people throughout the Metro service area.

5. Protect and enhance the environment, promote
energy conservation, improve the quality of life, and
promote consistency between transportation improve-
ments and State and local planned growth and eco-
nomic development patterns;

The Transit Development Plan helps to protect the
environment and promote energy conservation
through the efficient provision of public transit ser-
vices, to improve the quality of life through support
of low-cost transportation options, and to promote

6 The MPO’s most recent UPWP (Work Program) can be found at htt

consistency between transit service and planned
growth and economic development patterns
through consideration of the strategies adopted
in the Regional Development Framework” and the
Regional Transportation Plan.®

6. Enhance the integration and connectivity of the
transportation system, across and between modes, for
people and freight;

The Transit Development Plan aims to enhance
connectivity throughout the transportation system
through consideration of first- and last-mile connec-
tions and multi-modal integration.

7. Promote efficient system management and opera-
tion;

The Transit Development Plan promotes efficient sys-
tem management and operation by pulling together
best practices and recommendations from a wide
variety of local, regional, national, and even interna-
tional sources into a single resource that is tailored
for the greater Madison region.

8. Emphasize the preservation of the existing tfranspor-
tation system;

Although the UPWP does not include this factor as be-
ing related to the Transit Development Plan update,
it nevertheless emphasizes the preservation of the
existing system by supporting Metro’s Transit Asset
Management Plan (TAM, see Appendix F).

9. Improve the resiliency and reliability of the trans-
portation system and reduce or mitigate stormwater
impacts of surface transportation; and

The Transit Development Plan improves transit system
resiliency and reliability by addressing emerging
threats such as climate change and cybersecurity.

10. Enhance travel and tourism;

Although the UPWP does not include this factor as
being related to the Transit Development Plan up-
date, it nevertheless enhances travel and tourism
by supporting the operation of a transit system that
is convenient, economical, and safe for visitors to
travel within the service area.

//www. termadi rg/planning/otherplan

8https://www.greatermadisonmpo.org/planning/RegionalTransportationPlan2050.cfm.
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The TDP was prepared under the guidance of the TDP
Core Review Group, which reviewed draft chapters and
provided input on plan contents. Metro Service Part-
ners and staff of communities not currently served by
Metro but which could become Service Partners within
the planning horizon were provided revised draft chap-
ters for review and comment, after which draft chapters
were released for public review and comment. During
the process, MPO staff also made presentations to and
received input from the City of Madison’s Transporta-
tion Commission (TC), Metro Service Partners, staff of
communities not currently served by Metro but which
could become Service Partners within the planning
horizon, and the MPQ’s technical committee.

MPO staff actively participated in the Metro Network
Redesign Study and BRT planning and implementation;
feedback gathered from members of the public and
stakeholder groups during these processes informed
the development of the TDP. Although less formally
involved, MPO staff also participated in local planning
efforts including the City of Madison’s Complete and
Green Streets and Vision Zero initiatives, again using
information gleaned from these processes to guide the
TDP’s development. Finally, as this TDP update followed
the MPQO’s Connect Greater Madison: 2050 Regional
Transportation Plan (RTP) and the Capital Area Region-
al Planning Commission (CARPC)’s Regional Develop-
ment Framework (RDF) planning processes, the public
engagement for those projects also served to involve
the public in the development of the TDP.

As a technical document that documents existing and
past conditions but does not make recommendations
regarding particular route alignments, stops, or facili-
ties, the TDP does not generally go through an exten-
sive public outreach or involvement process. Changes
to individual routes or proposals for new services
involve community stakeholders and require extensive
public involvement, including analysis of potential im-
pacts to areas with concentrations of minority, low-in-
come, non-English proficient, and no-auto households
(Environmental Justice (EJ) areas). The TDP, on the other
hand, establishes the parameters for service delivery
and calls for the careful consideration of impacts on
and involvement of residents of EJ areas in developing
plans for new or revised services.

To ensure that populations that have historically been
under-represented in transit planning public engage-
ment efforts were considered in this plan update, the
MPO worked with community organizations to host
focus groups with targeted populations. These fo-

cus groups were held in cooperation with the Latino
Academy of Workforce Development (in Spanish), the
Madison Area Chinese Community Organization (in
Chinese), the Wisconsin Hmong Association (in Hmong),
the Vera Court Neighborhood Center (in English and
Spanish), and Access to Independence (with American
Sign Language (ASL) interpretation available) in Oc-
tober 2023 through March 2024. The MPO paid host
organizations for convening focus groups and provid-
ed gift cards to participants in remuneration for their
fime. Focus groups were organized to identify barriers
to the use of transit, to prioritize bus stop amenities,
and to identify system improvement opportunities. The
City of Madison partnered with the MPO and provided
food for participants, as well as collecting input on the
planned North-South Bus Rapid Transit route. Due to
low attendance at the Access to Independence focus
groups, an online survey was developed and distributed
through disability advocacy and support organizations
and was available from February 27 through March
25, 2024; 42 responses were received to this survey.® A
general public survey was also available from May 24
to June 24, 2024.

Roughly two weeks into the planned four-week sur-

vey period, MPO staff reviewed demographic data for
respondents to date and recognized that Black/African
American and Latino populations were not completing
the survey at levels representative to their population

in the MPO Planning Area. Subsequent outreach to
community organizations succeeded in boosting the
response rate from Latinos, but even with increas-

ing numbers of Black/African American respondents,
Whites continued to be over-represented in responses.
Increasing numbers of Black/African American, Latino,
and White respondents eroded the representation of
Asians in survey responses, so again MPO staff reached
out to community organizations to promote the survey
among Chinese and Hmong populations. Although
these efforts were not successful in achieving represen-
tative response rates from these minority populations,
they did succeed in increasing overall participation in

9 44 surveys were completed; however, two respondents indicated that they did not experience a disability and their responses

were subsequently not included in reported responses.
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the survey by all targeted populations. In all, 1247 sur-
veys were completed.”®

The input collected during focus groups and surveys

is documented in Appendix E. Additionally, comments
from focus group participants, as well as those from
other system users collected through other means, ap-
pear throughout the plan to add human experience to
the data. It is considered poor planning practice fo base
plans on anecdotal evidence, but the stories of lived ex-
perience inform our understanding and provide context
that can help guide thoughtful and context-appropriate
responses and actions.

The TDP is adopted by the MPO Policy Board and by
the City of Madison (Metro Transit) Common Council.

Table 2: TDP Review Group A (Core Group)

Name Organization

Connor Mountford Metro Transit
Tim Sobota
Mick Rusch
Mike Cechvala

Norm Davis

Metro Transit

Metro Transit

Metro Transit

Department of Civil Rights

Kristy Kumar Department of Civil Rights

Rebecca Hoyt Department of Civil Rights

Table 3: TDP Review Group B (Service Partners)

Name Organization

Dar Ward UW-Madison (Transportation
Services)

Tim Voelker City of Fitchburg

Mark Opitz City of Middleton

Marc Houtakker City of Monona

Brad Bruun City of Monona

Aaron Oppenheimer | City of Sun Prairie

Alexander Brown City of Sun Prairie

Jamie Aulik City of Verona

Isaac Schrock Epic Systems

Karl Frantz Village of Shorewood Hills

Nathanael Brown Dane County (Human Services)
Wisconsin DOT (Bureau of
Transit)

MPO Policy Board

MPO Policy Board

lan Ritz

Richelle Andrae
Derek Field

Dan Brown Ho-Chunk Nation

Ann Kovich City of Madison Transportation
Commission (TC)

Julie Aulik UW Health

Cody White Madison College

Jackie Dahlke Madison College

Cedric Hodo Madison Metropolitan School
District

Ken Thomas Madison Metropolitan School
District

Associated Students of Madi-
son (UW Madison)

Margaret Bergamini

Table 4: Outer Community Review Group

Name Organization

Rodney Scheel City of Stoughton

Tim Swadley City of Stoughton

Erin Ruth Village of Cottage Grove
Elise Cruz Village of Oregon

Judd Blau Village of DeForest

Greg Hall Village of DeForest

Andrew Bremer
Matt Schuenke
Brian Mooney

Village of McFarland

Village of McFarland

Village of Cross Plains

Dean Grosskopf Town of Westport

cc: Justin Stuehrenberg, Sean Hedgpeth (Metro)

Required Components of a TDP

The MPO/Metro/WisDOT cooperative agreement
establishes mandatory components of the TDP. These
components can be found in the TDP chapter indicated.

 Transit system policies (Chapter 3)

e An assessment of service demands (Chapter 4)

e Planned transit service improvements (Chapter 5)
e Transit fares (Chapter 3, Policies, and Chapter 5)
¢ Transit system capital facility needs (Chapter 5)

Although a TDP generally includes recommenda-
tions and service planning guidelines, due to staffing
shortages and large workloads at Metro during 2024
in preparation for the launch of East-West Bus Rap-
id Transit (BRT), Metro did not have the capacity to

10 One completed survey was eliminated from response summaries; the respondent chose every option for every available
multiple-choice question, but more tellingly responded to all open-ended questions with statements about cheese.
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evaluate and develop these details as part of this TDP.
The MPO and Metro plan to develop and adopt sepa-
rate recommendations and service planning guidelines
based on this TDP and lessons learned from the imple-
mentation of BRT in 2025.

Goals

No new goals were established for this TDP Update.
Instead, this plan addresses and supports goals estab-
lished through other recent transportation- and tran-
sit-related plans and studies adopted by communities
and agencies within the Metro service area. These
plans and studies include:

e Regional Development Framework 2050 (Capital
Area Regional Planning Commission (CARPQ))

¢ A Greater Madison Vision (CARPC)

e Connect Greater Madison 2050 Regional Transpor-
tation Plan (MPO)

e Bus Stop Amenities Study (MPO)

¢ Coordinated Public Transit - Human Services Trans-
portation Plan for Dane County (MPO)

e Dane County Climate Action Plan

e Dane County Comprehensive Plan

* City of Madison Comprehensive Plan

e Madison in Motion (City of Madison)
 City of Madison Complete Green Streets
 City of Madison Vision Zero Action Plan

e Comprehensive Plans of Metro Service Partner Com-
munities

e Comprehensive Plans of Cities and Villages within the
MPO Planning Area not served by Metro

e UW - Madison Campus Bus Program Evaluation

Transit-related goals from these plans and studies are
included in Appendix C.

The Madison Area: Land Use and
Socioeconomic Characteristics &
Trends

Geography

Madison, with a 2020 population of 269,840, is Wiscon-
sin's second-largest city behind Milwaukee. The popu-
lation of the Madison Urbanized Area, which includes
the Cities of Fitchburg, Madison, Middleton, Monona,
Stoughton, Sun Prairie, and Verong, the Villages of
Cottage Grove, Cross Plains, DeForest, Maple Bluff,
McFarland, Oregon, Shorewood Hills, Waunakee, and
Windsor, and unincorporated towns, was 505,954 in the
2020 Census.

Figure 9: Pedestrian Barriers and Intersection Density™
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The Madison central business district (CBD) lies geo-
graphically in the center of Dane County and the Mad-
ison Urbanized Area, with the Capitol Square situated
between Lakes Mendota and Monona. The University
of Wisconsin-Madison campus, with a total enrollment
of 48,557 (Spring 2024), is situated about one mile west
of the Capitol Square. The city was built out with sever-
al overlapping grid systems to a distance of about two
miles to the west, south and northeast. Beyond this dis-
tance, the city followed typical auto-dependent subur-

11 For discussion of the importance of intersection density and pedestrian barriers, see Connect Greater Madison 2050

Regional Transportation Plan, https:

page 3-31.
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ban development patterns. The central Madison aregq,
defined loosely as the area east of Farley Avenue, north
of Olin Avenue, and southwest of First Street, is heavily
constrained geographically by lakes Mendota, Monong,
and Wingra. Seven Low Density freight rail lines con-
verge in Madison, as well as one railroad right-of-way
that is in interim trail use'?; these railroads further con-
strain the roadway and non-motorized transportation
networks. Grade-separated major arterial roads pose
additional barriers to local trips, with limited low-stress
non-motorized and local street connections across the
Beltline (USH 12/18), and no low-stress non-motorized
connections across the 1-39/90/94 corridor in the Mad-
ison area. These barriers are shown in Figure 9, with
local street intersection density.

According to the National Transit Database, as reported
by the American Public Transportation Association,®
Metro Transit ranked 55th nationally among transit
operators in unlinked passenger trips on scheduled ser-
vice in 2017 and dropped to 66th in 2018, with a total of
about 13 million trips taken in both years. In 2022, Metro
Transit improved its rank to 54th nationally with 8.29
million trips. With an average of 23.8 trips per capita in
the Metro service area, Madison Metro had the 34th
highest ridership per capita in the nation in 2022. The
Madison UZA population was around 450,000 in 2020,

making it the 89th-largest UZA in the nation.

Table 5: Current and Forecast Population in Dane County Communities

Municipality 2010 Census 2020 Census 2050 Forecast 2020-2050
Change
Population % of Population %of Population % of Number %
County County County

Cities and Villages within | 399,502 82% 470,390 85% 655,838 87% 185,448 | 39%
the MPO Planning Area
Total
City of Fitchburg 25,215 5% 29,529 5% 46,551 6% 17,022 58%
City of Madison 233,977 48% 268,846 49% 362,513 48% 93,667 35%
City of Middleton 17,625 4% 21,948 4% 29,057 4% 7,109 32%
City of Monona 7,575 2% 8,640 2% 9,090 1% 450 5%
City of Stoughton 12,674 3% 13,223 2% 19,621 3% 6,398 48%
City of Sun Prairie 29,627 6% 36,225 7% 54,028 7% 17,803 49%
City of Verona 10,723 2% 14,140 3% 20,965 3% 6,825 48%
Village of Cottage Grove | 6,385 1% 7,348 1% 1,427 2% 4,079 56%
Village of Cross Plains 3,659 1% 4,124 1% 5,787 1% 1,663 40%
Village of DeForest 8,989 2% 10,899 2% 16,796 2% 5,897 54%
Village of Maple Bluff 1,319 0% 1,374 0% 1,346 0% -28 -2%
Village of McFarland 7,949 2% 9,101 2% 13,264 2% 4,163 46%
Village of Mt Horeb 7,149 1% 7,797 1% 1,729 2% 3,932 50%
Village of Oregon 9,339 2% 1,277 2% 16,383 2% 5,106 45%
Village of Shorewood Hills | 1,572 0% 2,179 0% 2,333 0% 154 7%
Village of Waunakee 12,152 2% 14,986 3% 23,228 3% 8,242 55%
Village of Windsor 3,573 1% 8,754 2% 11,720 2% 2,966 34%
Rural Total 68,587 14% 71,133 13% 76,140 10% 5,007 7%
County Total 489,247 - 552,536 - 755,718 - 194,214 | 35%

12 Wisconsin Rail Plan 2050, Figure 2-2 h

13 2019 Public Transportation Fact Book, American Public Tronspor’ra’rlon Association (70th ed. ), Washington, DC hﬂps //WwWw.
apta.com/wp-content/uploads/APTA Fact-Book-2019 FINAL.pdf.
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Population and Demographics

From 2000 to 2010, the population of the Madison
metropolitan area increased from about 350,200 to
401,800. In 2013, the Metropolitan Planning Area was
expanded geographically to include the Villages of
Cross Plains, DeForest, and Windsor, which added
18,000 to the metro area’s population. By 2020, the
urban area’s population had grown to over 462,700.
This trend in population growth is expected to continue
in the future.

Figure 10 illustrates the 2020 population density by
Census Block within the Madison metropolitan planning
ared. The map shows the dense core of population in
the Madison CBD and the relatively high densities in
central Madison, including the Isthmus, near west, and
near south sides. Other population concentrations can
be seen in and around the Madison area. Many of
these concentrations feature multi-family apartment
and condominium buildings with densities that are sup-
portive of transit service.

Figure 10: 2020 Population Density, Madison Metropolitan
Planning Area
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Figure 11 shows the population distribution in selected
Madison metropolitan communities by age.

Figure 11: Age distribution of population: 2000-2021,
Madison metropolitan communities (including Cross Plains,
DeForest, and Windsor, which were not in the MPO planning
area in 2000).
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Although it is based on 2010 Census data, the State of
Wisconsin has published population projections by age
for each county through 2040; the age-sex pyramid
for Dane County is shown in Figure 12. This age-sex
pyramid shows that population brackets over age 65
will experience much more growth than younger age
brackets in the next twenty years. This “silver tsunami”
is already underway as Baby Boomers age and birth
rates decline. As aging typically results in increasing
health and mobility issues, this aging population will
require special attention to ensure that they are able
to complete trips for social, employment, recreational,
health care, and other purposes.

Figure 12: Dane County Age-Sex Pyramid, 2010 and 2040
Population Projections™
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As shown in Figure 13, population age cohorts between
0 and 59 years of age are projected to grow by ap-

14 Population and Household Projections, Produced in 2013, based from 2010 Census. https://doa.wi.gov/DIR/2010-

2040CoPyramids.xlsxf.
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proximately 6-17% between 2010 and 2040. The 60-79
age bracket is expected to grow by over 132%, and the
population aged 80 and over is expected to grow by
nearly 196%

Figure 13: Percent Change in Dane County Populations by
Age, 2010-2040%
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The aging population of Dane County and the Met-

ro service area will require that transit, paratransit,
and specialized transportation services are carefully
planned and coordinated in order to provide transpor-
tation options for residents who experience increasing
mobility limitations. This topic is discussed in detail in
the 2024-202

Services Transportation Plan for Dane County.

rdinat lic Transit - Human

Future Land Development

Typically, projections of population and employment
growth included in TDPs consist of numerical forecasts
of growth: the number of residents and jobs projected
at the historical rate of growth, and perhaps additional
“low” and “high” growth rate projections as well. This
information is important, but of little use in planning
how, when, or where additional transit service will be
needed.

To develop the Regional Development Framework'’s
(RDF) land use projections, CARPC consulted with area
communities and based future land use and devel-
opment projections on their adopted Comprehensive
Plans; the MPO then used this future land use model to

test various transportation scenarios for the Regional

Transportation Plan (RTP). A central tenet of the growth
projections used by both CARPC and the MPO is that
growth, both through infill and redevelopment, will be
largely clustered in Centers and Corridors throughout
the region. Focusing development in discrete areas in
this way will improve the viability of transit as a mode
choice as destinations gain proximity to one another
and walkability is improved.

Some communities with highly integrated land use and
transportation planning go so far as to explore sce-
narios where growth is focused in particular corridors,
around particular nodes, or otherwise constrained geo-
graphically. This is most effective when land use and
transportation plans are being developed concurrently,
and when land use regulation will follow the adopted
plan. For a multi-jurisdictional area such as Metro’s
service areq, with neighboring communities where
there is no mandate for cross-jurisdictional coordina-
tion of development regulations, this approach relies on
individual communities’ willingness to adopt regulations
to guide development foward identified centers and
corridors.

Transportation is a function of land use: In a hypotheti-
cal mixed-use building providing all of the needs of life,
transportation would be walking' or taking an elevator.
In a sprawling city with uses spread far and wide, or

in a rural area with uses far from one another, faster
transportation modes such as automobiles, buses, or
bicycles are required to connect those uses in a reason-
able amount of time.

Parking facilities, and especially parking lots, take up
valuable land and separate uses from one another,
making walking or biking between adjacent uses in-
convenient at best and dangerous at worst. This in turn
discourages walking and biking, and encourages driv-
ing, creating a positive-feedback loop where more and
more parking is required to serve the ever-increasing
demand. In order to combat this cycle, the City of Mad-
ison and other communities across the country have
eliminated or drastically reduced minimum parking
requirements for new developments, and even adopted

15 Wisconsin Department of Administration. https://doa.wi.gov/DIR/Proj_cofinal 2010_2040Web.xlIsx.
16 For transportation planning purposes, “walking” and “pedestrian” include the use of wheelchairs and other mobility devices
that are appropriate for use on sidewalks, but not micro-mobility devices such as e-scooters and other higher-speed devices

that are appropriate for use in bicycle facilities. The term “active transportation” includes all of these modes.
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parking maximums in some cases.” When coupled with
zoning that allows or even requires a mixture of uses
within close proximity of one another and served by a
complete street network, this allows more trips to be
made by walking, biking, and fransit.

Relatively dense, mixed-use centers and corridors
support active tfransportation and have enough po-
tential riders for efficient transit service to be provided.
Projects that include residential and commercial uses
and are designed to be transit-supportive should be
encouraged along existing and planned transit routes.
The City of Madison adopted a Transit-Oriented De-
velopment (TOD) overlay zone™ in early 2023, which
allows residential dwelling unit bonuses, building height
bonuses, and establishes site standards for buildings
and automobile infrastructure. Policies and ordinances
such as this help ensure that development is focused on
centers and corridors, as envisioned in the 2050 Re-
gional Development Framework' and Regional Trans-
portation Plan.?°

Transit-Adjacent Development, such as a single-use
office park or residential development near transit ser-
vice, should not be confused with TOD. These single-use
campuses may be served by high-quality, frequent
transit service, but they lack the mixture of uses - and
often the complete street network - that is critical to
TOD. Park and ride lots may be appropriate for Tran-
sit-Adjacent Development but should not be incorpo-
rated into TOD.

Metro has used a service guideline that routes should
provide coverage to at least 5,000 people, 5,000 jobs,
and average 15 mid-day weekday boardings per hour
for many years. This guideline is retained in this TDP.?

Although the City of Madison is intentionally supporting
TOD through careful alignment of land use plans and
development requirements, other communities that
have not taken steps to promote or require transit-sup-
portive land use patterns will find that it is extremely
difficult fo provide cost-effective transit service to
single-use, low-density developments. As Metro ser-
vices can only be provided in these communities under
contract, with financial support from the communities
served, these communities will bear increased costs
per rider unless steps are taken to ensure that future
development is transit-supportive and to promote infill
and redevelopment in corridors and centers that can
efficiently be served by transit.

For discussion of the impact of land use development
patterns on transit ridership, see the Housing + Trans-
portation Costs section of Chapter 4. For recommen-
dations for promoting efficient, safe, equitable, and
sustainable transit-supportive and transit-oriented
development, see The Transportation/Land Use Con-
nection & Transit-Oriented Development section in
Chapter 5.2

Employment and Education

As the state’s capitol and the seat of Dane County,
Madison has a substantial government employment
base centered in the office buildings on the south-
east side of the Capitol Square. Founded in 1837, the
incorporation of the City of Madison was approved

by the state legislature in 1846. The city also houses
the University of Wisconsin-Madison (UW-Madison),
founded in 1848 and located about one mile west of
Capitol Square. UW-Madison is one of the nation's
largest universities, with a total enrollment (gradu-
ate and undergraduate) of almost 50,000, along with
over 24,000 faculty and staff (2024). This has shaped a
commute pattern that remains focused in large part on

17 While it is critical fo not provide over-abundant parking, it is also important to provide adequate accessible parking. With
only rare exceptions are developers and financers comfortable with projects with no parking whatsoever, and will strive to

provide enough parking capacity fo meet market demand.

18 https://cityofmadison.maps.arcgis.com/apps/webappviewer/index.html?id=89737c066cda4leea5d986dd71291576.

. m/D ment_Library/D ment%20Share/Regional%20Development%20Framework/RDF
Final-Report July-2022.pdf.
0 https://www term rg/planning/i ments/A ndix-A- tRTP-w f Land Use and

Transportation Integration Recommendation 1, Supporting Actions D and E (Page A-13)

21 As this TDP does not include new recommendations or updated service planning guidelines, the recommendations from
the 2013-2017 TDP Appendix A, Service Coverage/Route Justification will stand until updated recommendations and service
planning guidelines are adopted, which is anticipated in 2025.

22 See also the November 16, 2023 joint MPO/CARPC Webinar 7: Housing Costs and the Transportation-Land Use Connection.
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the central Madison areaq, particularly for transit trips.
Almost all of the employment growth over the last 25
years or so has been in peripheral employment cen-
ters such as the American Center, UW Research Park,
Old Sauk Trails, Middleton business parks, and the Epic
campus in Verona. These areas also draw large num-
bers of commuters, but relatively few transit trips due fo
their locations, sprawling campus designs, and plentiful,
generally free parking.

Figure 14: Employment concentrations in the Madison Area
(2016)
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Figure 14 shows the employment density within the
Madison metro/Dane County area (2016). Besides the
Madison CBD and the UW campus, notable employ-
ment centers are located in the Hill Farms areaq, the
West Towne area in southwest Madison, western areas
of Madison and Middleton, Epic in Verona, south Mad-
ison along the Beltline Highway, east Madison along
the USH 51 corridor, and the East Towne and American
Center areas in northeast Madison. There were a total
of nearly 328,000 jobs in Dane County in 2021?4 with the
vast majority of those located in the Madison metropol-
itan area.

In addition o the University of Wisconsin, post-sec-
ondary education is provided by Madison College and
Edgewood College. Madison College operates three
main campuses: Truax in north Madison (11,500 en-
rolled 2021-22); Goodman South Campus at Badger
Road and Park Street (2,000 enrolled 2021-22); and the
Commercial Avenue Education Center (1,350 enrolled
2021-22). There are several other Madison College
locations throughout south-central Wisconsin. Madison
College had a 2021-22 total enrollment of 24,600 stu-
dents throughout its system. Edgewood College, located
to the southeast of UW Madison, has a total enrollment
of 1,894 students (2023).

In recent years, several plans, studies, and initiatives
have drawn attention to disparities in access to jobs
from predominantly low-income and minority popula-
tion neighborhoods (environmental justice (EJ) neigh-
borhoods). A recent summary of Wisconsin transit ser-
vice, Arrive Together: Transportation Access and Equity
in Wisconsin, makes the following statement:

“This economic inequality is not only demographic; it
is also geographic, with the majority of Madison’s
low income population living in peripheral neighbor-
hoods, especially in the south and northeast sides of
the city. These areas of the city receive less frequent
transit service. In many cases, the transit routes in
these parts of the city travel fo transfer points, rather
than to popular destinations [such as job centers]?.”

Addressing this barrier to EJ populations reaching jobs
was a key goal of the Transit Network Redesign. The
Equity Analysis conducted for the adopted service plan
found that:

¢ Low-income residents will experience a smaller
increase in service quantity (people-trips) than the
average resident, but they will be far more likely to
experience more useful service (improved destina-
tion access). The amount of service near low-income
populations will increase by 20%, compared to a 32%
increase for non low-income populations. This is
primarily because service near the transfer points is
duplicative and double counted by the methodology.

23 Due to “noise” in employment location data resulting from employees of large institutions all being associated with a single
office location instead of across multiple buildings, facilities, or campuses and the large amount of effort required to clean up
that data, 2016 is the most recent year that this information is available.

24 Dane County 2021 Workforce Profile, State of Wisconsin Department of Workforce Development and WisConomy_https://
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e Nonetheless, low-income residents are far more likely
to benefit from increased frequency and direct-
ness of service in the redesigned network. 67% of
low-income residents would experience a significant
increase in access to destinations (+10,000 jobs or
better), compared to 40% of non-low-income resi-
dents.

e Conversely, only 2% of low-income residents will ex-
perience a reduction in access to destinations (-1,000
jobs or worse) by transit within 45 minutes, compared
to about 3% of non-low-income residents?®.

The Equity Analysis also found that both senior (36%)
and disabled (41%) population access in the new net-
work would not be improved as much as for the popu-
lation in general (47%), and that a slightly higher per-
centage of these populations (4%) would experience a
decrease in access than the general population (3%).

The report notes that:

e Compared to the overall population, seniors are
more likely to live in lower density areas (see the
senior density map below) and own single-family
homes.

e As a result, seniors are more likely to live far from ar-
terial streets where it makes sense to concentrate fre-
quent transit service in a redesigned network focused
more on ridership goals and less on coverage goals.

These results should be interpreted with caution, for the
following reasons:

e “People with Disabilities” is a broad category that
includes people who experience a wide variety of
physical and mental impairments. It is not clear from
the data available whether people with disabilities
who experience mobility challenges experience less
benefit (or more adverse effect) from the Transit Net-
work Redesign compared with people with disabilities
with mild o no mobility challenges. Furthermore, the
access analysis methodology assumes that it is pos-
sible to walk a long distance to service. The impacts
of longer walks vary widely according to the type and
severity of disability that a person may experience.

* No paratransit service area will be lost. All areas
currently within the paratransit boundary will be
maintained, and some new areas will be eligible

26 https://www ofmadison

27 https://www.greatermadisonmpo.org/planning/documents/Appendix-F-RTP-CMP.pdf.
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for paratransit. While paratransit does not offer the
spontaneous freedom of fixed-route transit, it is likely
that:

O People currently using paratransit will remain
eligible for paratransit.

O Some individuals who currently use fixed-route
for routine trips who can no longer access fixed-
route with the proposed system will be able to use
paratransit.

O Some people with disabilities in the Madison area
who are currently outside the paratransit bound-
ary will be newly eligible to use paratransit.

e The Census provides data on people with disabilities
only at the larger Census tract level. It is less clear
exactly where people with disabilities live within the
Census tract, and it is less appropriate to assume that
people are uniformly distributed within Census tracts
compared to the smaller Census block group.

The Madison Area: Transportation
System Overview

Non-Transit Transportation

Interstate Highways 39, 90, and 94 serve Madison on
the east side, while limited access highways USH 12,
151, and 14 serve Madison’s west, southwest, and south
sides. The Beltline highway (USH 12, 14, 18, and 151) con-
nects these regional roadways to the south; however,
no limited access highways penetrate central Madison.
The urbanized Madison area is primarily served with

a network of arterial streets. Many of these roadways
are congested or very congested during the weekday
peak period as shown in Figure 15 and discussed in the
section below.

Traffic Congestion

As an MPO for a Metropolitan Planning Area with a
population over 200,000, the Greater Madison MPO

is required fo maintain a congestion management
process (CMP) as part of its ongoing transportation
planning process. The last CMP was adopted in 2022

as Appendix F of the Connect Greater Madison: 2050
Regional Transportation Plan.” Strategies that manage
travel demand, reduce single occupant vehicle (SOV)
travel, and improve transportation system management
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Figure 15: 2019 Roadway Congestion, Madison Metropolitan Area
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and operations are all considered, as well as those that
explicitly address active transportation modes. The
2022 CMP accepts a Level of Service (LOS) D for road-
way intersections, and calls for the use of Transporta-
tion Demand Management (TDM) and Transportation
System Management (TSM) strategies first in reducing
congestion. Figure 15 illustrates the existing arterial
roadways that are operating at moderately congested
or severely to extremely congested conditions based on
roadway segment volume to capacity ratios, as well as
identifying existing problem intersections for traffic and
transit operation due to high levels of congestion and/
or modal conflicts.

A critical component of Bus Rapid Transit is the use of
transit priority freatments to enable transit vehicles to
operate efficiently in congested corridors. The East-
West BRT route currently under construction will include
treatments such as:

20

e Transit Signal Priority (TSP)
¢ Queue jump lanes
e Bus Bike and Turn lanes

. nter running lan

Transit priority treatments are planned for the North-
South BRT corridor in 2027-28.Travel Demand Manage-
ment (TDM) Policies

Travel Demand Management (TDM) Policies

The MPO employs a full-time Transportation Options
Program Manager, who works with area business-
es and other employers to develop travel demand
management programs for workplaces. Additional-
ly, in conjunction with the Wisconsin Department of
Transportation (WisDOT), this position operates the
roundtripgreatermadison.org website, and supports
commuters who are seeking to start or join carpools,
vanpools, or to be connected with a bicycle buddy to

Greater Madison MPO
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help orient them to commuting by bicycle. Through the
RoundTrip program the MPO also administers the Dane
County Emergency Ride Home program, with Dane
County funding up to six $75 eligible taxi rides for each
enrolled commuter per calendar year.

Parking Policies

A number of studies have shown a strong correlation
between access to free parking and rates of commuters
driving alone, as well as between charging for parking
and commuters finding alternative modes of transport
to and from work. Accordingly, one of the most basic
ways for a city to reduce the number of single-occu-
pant vehicles travelling during peak commute periods
and thereby reduce congestion is to charge for park-
ing. Both the City of Madison and UW-Madison have
adopted parking fees to this end. On-street parking in
the Madison CBD is generally metered at $2 per hour.
Surface and structured lots range from $0.80 to $1.80
per hour, and monthly passes for a variety of time peri-
ods (e.g. day only, night only, 24/7, etc.) are available for
$42 to $250. Prior to the COVID-19 pandemic, monthly
passes were in high demand, and most facilities did

not have spaces available. Currently, City parking
garages are operating well under capacity. The City of
Madison offered priority and discounted rates through
a carpool program prior to the COVID-19 pandemic;
this program was terminated in early 2023 due to low
usage. UW-Madison offers a variety of parking per-
mits for faculty and staff, with annual prices? ranging
from $46-$133 for night-only lot- or garage-specific
permits, to $142 for motorcycle and moped permits,
and to lot-specific daytime permits for $934-$1336. The
UW-Madison Transportation Services Division web site
states that “The best advice to students regarding park-
ing on campus is don’t bring a car. Most students walk,
bike, or take the bus.”?°

Transit Pass Subsidies

Many area employers take advantage of Metro’s
Commute Card program and offer either a free or dis-
counted bus pass to their employees. In 2019, 115 area
employers participated in this program and provided
4,032 bus passes to employees. The number of em-
ployers participating in the program declined during

28 2022-23 rates; rates change annually.
29 . . : its/ ~ ina.

the COVID-19 pandemic, and only 92 employers were
participating in 2022; however, the number of employee
passes purchased grew to 5,060 that year. Many of the
participating employers purchase 10 or fewer commute
cards, while the six employers with the largest partici-
pation purchase 4,300 commute cards between them

- 3,000 of those are purchased by Epic alone (2022).
Additionally, employees of the City of Madison, Dane
County, UW-Madison, and UW Health are eligible to
receive free Metro bus passes through their employer.

As Table 6 shows, these employee bus pass programs
are widely ufilized, even during a period of reduced
ridership resulting from the COVID-19 pandemic.

Table 6: Employee Bus Pass Program Utilization for Selected
Employers (2022)

Employees Employee Employees
Bus Passes w/ Bus
Passes

City of 2,790* 1,500* 54%
Madison
Dane County | 3,100* 288 9%
UW-Madison | 24,200* 5,200* + 15%
& UW Health | +23,000%°* |2,700*
*Approximate, estimated margin of error +/- 100

As would be expected, pre-pandemic participation
in the employee bus pass programs was much stron-
ger, as is shown in Figure 16 for UW-Madison and UW
Health employee bus pass use over fime.

Figure 16: UW-Madison and UW Health Employee Bus
Passes 2013-2023 (2022-2023 YTD is through March 15, 2023)
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30 UW Health employees system-wide, which includes facilities outside the metro area.
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Active Transportation

The Madison area is also well served by a largely con-
tinuous network of sidewalks, crosswalks, and bicycle
lanes and paths. The City of Madison is one of only five
Platinum-certified Bicycle Friendly Communities (BFC)
in the United States,® a testament to the emphasis that
the City of Madison has placed on developing infra-
structure and programming to promote and enhance
bicycling in the city. In 2015, Madison-area communities
submitted the first-ever coordinated regional applica-
tions for Bicycle Friendly Community certification, an
effort that was repeated in 2019. For a variety of rea-
sons, communities did not coordinate applications in
2023, and several communities submitted applications
in the spring of 2024. Other communities in the Madison
Urban Area that have been awarded BFC status include
the City of Fitchburg (Silver, 2019 and 2023), the Cities
of Sun Prairie and Verona (Bronze, 2019 and 2024), and
Dane County and the Cities of Middleton and Monona
(Bronze, 2015)*2. The UW-Madison’s certification was
upgraded from Gold to Platinum in 2019, making it one
of only eight Platinum Bicycle Friendly Universities in the
nation. The Madison area is also home to four Platinum
Bicycle Friendly Businesses, and 26 additional Bicycle
Friendly Businesses of varying award levels, including
the Greater Madison MPO (Silver, 2023).33

The regional network of bicycle facilities, especially the
low-stress bicycle network, facilitates the use of active
transportation modes and helps to reduce the number
of motorized vehicles entering the downtown and UW
campus areas.

The Madison-area bicycle sharing (bikeshare) system—
BCycle—is available with 490 bicycles located at 93 sta-
tions in Madison, Fitchburg, Monona, McFarland, and
Shorewood Hills with 12 more stations in the permitting
and planning processes. Stations are located through-
out central Madison, along University Ave. to the west
as far as Whitney Way, as far east as the Pinney Library
on Cottage Grove Road and Woodman'’s on Milwau-
kee Street, at Warner Park and Madison College Truax
Campus to the north, at McDaniel Park in McFarland
to the southeast, and McGaw Park in Fitchburg to the
south.

In 2019 Madison was equipped with BCycle’s first
all-electric bike share fleet. The transition to an elec-
tric-assist fleet resulted in profound growth in use of the
system: the week of June 16, 2019, the first week after
going electric, weekly use doubled from 2,200 to 4,400
trips. Compared to the same week in 2018, use nearly
doubled from 2,500 trips. During subsequent weeks

in the summer of 2019 use continued to grow, with the
system seeing a record 9,300 trips the week of July 21,
2019. This record was surpassed rapidly, with five re-
cord-setting days during the week of Labor Day, and a
system high of 2,442 trips on Labor Day alone. Although
the COVID-19 pandemic resulted in a 20% reduction in
the number of trips in 2020, average trip length nearly
doubled from 2.32 miles in 2019 to 4.33 miles in 2020. In
2021, ridership increased by 67%, breaking all previous
records with nearly 310,000 trips made; ridership con-
tinued to increase in 2022, although it only grew by 6%
to nearly 330,000 trips made. 2023 saw another huge
increase in ridership, with over 522,000 trips made,

up 59% from 2022. A user survey conducted by BCycle
indicates that 37% of users are replacing motor vehicle
trips with BCycle trips, and BCycle estimates that 2023’s
ridership resulted in 1.3 million pounds of carbon offset.

Figure 17: BCycle Ridership and Average Trip Length, 2011 -
2023)
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The Cities of Madison and Fitchburg were awarded
Transportation Alternatives Program (TAP) funding for
25 additional stations and 45 additional e-bikes in 2022;
13 of these were installed in late 2023, with 12 remaining
to be installed in spring/summer 2024. These TAP-fund-
ed stations are located where they improve transpor-
tation access for MPO-identified Environmental Justice

312015, 2019, and 2024 certifications by the League of American Bicyclists.

2 https://www.bikel rg/bfa/awar
33 https://www.bikeleague.org/bfa/awards#business.
34 https://madison.becycle.com/nav/map.

#community.

22

Greater Madison MPO


https://www.greatermadisonmpo.org/planning/documents/LTSRReportFinal.pdf
https://bikeleague.org/bfa/award-database/#community
https://www.bikeleague.org/bfa/awards#business
https://madison.bcycle.com/nav/map

populations in both communities. Through a part-
nership with the Madison Public Library Foundation,
BCycle offers passes and bike helmets for check-out at
all Madison Public Libraries,*® improving transporta-
tion access for low-income and unbanked individuals
who would otherwise not be able to use the system. In
addition to the 45 TAP-funded e-bikes, BCycle added
55 additional e-bikes fo the system in 2023.

In order to be functional, active transportation facilities
such as sidewalks, crosswalks, separated paths, and
connecting facilities must be maintained in a state of
good repair. Buckled sidewalks can pose no less of a
barrier to wheelchair access than a missing curb cut,
and proper and timely snow and ice removal is critical
to ensure access for all during winter months. Responsi-
bility for removing snow and ice falls to various parties
based on facility type and ownership:

 City and private sidewalks adjacent to any shelter or
stop is the responsibility of property owner.3®

¢ Metro-owned shelters are subcontracted to a snow
removal vendor, they clear in/around shelters.

e The majority of bus stops are subcontracted to a
snow removal vendor, some school type stops are not
cleared (“Red Flag” stops).

e Private & other municipalities shelters are the re-
sponsibility of the property owner or municipality
(UW-Madison, Fitchburg, Middleton, Sun Prairie,
Verona).

 Sun Prairie park & ride is cleared by Sun Prairie Pub-
lic Works.

e South Transfer Point sidewalks & boarding pad are
Metro’s responsibility, the driveway is subcontracted
to a snow removal vendor.

Commute Mode Share

Table 7 shows the commute mode share for public
transportation (excluding taxis), walking, bicycling, and
working from home for the United States, the City of
Madison, and the Madison Urbanized Area (2010%). As
shown by this table, prior to the COVID-19 pandemic
(2017 data), the Madison Urbanized Area had a some-
what higher percentage of commuters who rode public
transportation than the U.S. as a whole, and much
higher rates of walking and biking to work; within the
City of Madison, the share of commuters who used
public tfransportation or walked or biked to work was
much higher than in the urbanized areq, and exponen-
tially higher than the average national rates. With the
abrupt and long-lasting transition to remote work for
many employees that marked the COVID-19 pandemic,
working from home more than doubled in the United
States, and increased nearly three-fold in the City of
Madison and the Madison Urban Area. The mode shift
to remote work reduced the use of public transporta-
tion by approximately 2.4% in the City of Madison and
the Madison Urban Area, with smaller impacts on the
number of employees walking or bicycling to work in all
three geographies.

Table 7: 2017 and 2021 ACS 5-Year Estimates Subject Tables, Table ID: S0801, Commuting Characteristics by Sex

2017 ACS 5-Year Estimates
Walked Bicycled Worked Public Trans-

Public Trans-

portation

2021 ACS 5-Year Estimates

Walked Bicycled Worked

from portation from

Home Home

United States 5.1% 2.7% 0.6% 4.7% 4.2% 2.5% 0.5% 9.7%
City of Madison |9.5% 9.6% 4.8% 4.2% 7.1% 8.9% 3.6% 12.1%
Madison Urban- | 6.6% 6.4% 3.2% 4.4% 4.8% 6.2% 2.5% 12.1%
ized Area (2010)

and Street Standards report at https://www.greatermadisonmpo.org/planning/documents/
PedestrianFacilityRequirementsandPoliciesandStreetStandards FINAL 5 25 21.pdf.
37 The Madison Urban Area boundary was amended in 2013.
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Recently Completed Transit Plans &
Studies

Several transit-planning efforts have been undertak-
en before or since the adoption of the 2013-2017 TDP.
These include Bus Rapid Transit studies, Regional Tran-
sit Authority Plan for Transit, the Wisconsin Department
of Transportation (WisDOT) 2017 and 2022 Transit Sys-
tem Management Performance Reviews, Metro Transit
Passenger Surveys, the Bus Size Study, the Bus Stop
Amenities Study, Madison in Motion: Sustainable Mad-
ison Transportation Master Plan, A Greater Madison
Vision, and Institutions and Information Technology to
Support Multimodal Integration in Employment Trans-
portation. See Appendix D of this TDP for the status of
2013-2017 TDP Recommendations.

Bus Rapid Transit (BRT) Studies

The MPO, in cooperation with CARPC and SRF Consult-
ing, used part of a federal Sustainable Communities
grant to study the viability of bus rapid transit in the
Madison area (2013 Transit Corridor Study). The study
examined four primary corridors: north along Packers
Avenue, east along East Washington Avenue, south
along Park Street and Fish Hatchery Road, and west
along University Avenue and Mineral Point Road to
West Towne.

In 2017, the City of Madison and Metro staff performed
a comparative analysis of the four corridors and iden-
tified an east-west corridor running through the UW
Campus and Madison’s Central Business District as a
Locally-Preferred Alternative for initial development.

The East-West BRT Planning Study (madisonbrt.com)
resulted in a Locally-Preferred Alternative that was
selected for federal Small Starts funding. Construction
of infrastructure has begun and will continue info 2024,
with buses beginning to follow the BRT alignment and
schedule in June of 2023 and full implementation of
East-West BRT scheduled for 2024.

The City of Madison was awarded an Areas of Per-
sistent Poverty grant to finalize plans and designs for
the North-South BRT alignment and has budgeted
construction funding for this project beginning in 2026.
See the Ongoing Transit Planning Studies section below
for more information on this project.

Regional Transit Authority (RTA)

In June 2009, the Wisconsin State Legislature enacted
Assembly Bill 75 (Act 28) authorizing the creation of
the Dane County Regional Transit Authority. The Dane
County Regional Transit Authority (DCRTA) was formed
but did not have funding for staff.

The DCRTA, with assistance from the MPO, Metro
Transit, and City of Madison staff, developed a draft
short-term plan for improved transit service that would
be funded by a potential new Y4-percent sales tax. The
draft Plan for Transit included the following conceptual
improvements:

e New regional express service to Sun Prairie, Cottage
Grove, Waunakee, Westport, Verona, McFarland,
Stoughton, and the Dane County Regional Airport;

e Expanded bus service between Madison and the
cities of Monona, Middleton, and Fitchburg;

e Improved bus service within Madison;
* A network of park-and-ride lots;

e Expanded paratransit and other demand-response
service;

e Improved specialized transportation services for
seniors and persons with disabilities;

e A modernization of the transit system, including smart
fare cards, on-board Wi-Fi, and new hybrid buses;

¢ Planning for a new intermodal transit center; an
PI f t dal t t ter; and

 Improved bus stop amenities such as sidewalks, con-
crete pads, benches, shelters, and trash containers.

The DCRTA decided not to move forward with a ref-
erendum on the new sales tax in the spring of 2011.
Assembly Bill 40 (Act 32) was passed in 2011, eliminating
the RTA authorizing legislation and thereby dissolving
the DCRTA.

The state’s adoption of RTA-enabling legislation will be
necessary in order to fund the planned future transit
network in the MPO’s Connect Greater Madison: 2050
RTP.3®

38 https://www.greatermadisonmpo.org/planning/documents/Ch-05-ConnectRTP-web.pdf (pg. 5-19)
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Wisconsin Department of Transportation
(WisDOT) 2017 Transit System Management
Performance Review

The Transit System Management Performance Review
(MPR) of the Madison Metro Transit System is a study
that is required at least every five years for Metro to
remain eligible for state funding aid. Key findings from
the 2017 review included favorable statistics for Metro
in terms of service provided and system efficiency, with
only one performance objective not scoring satisfacto-
rily/adequately or better: Metro’s market penetration,
measured by passenger trips per capita, was ranked as
being outside the satisfactory range.

Recommendations made in the 2017 MPR are either
ongoing or are essentially complete. The two exceptions
are:

e Continue to pursue regional governance and local,
dedicated funding for transit through enabling leg-
islation and coalition building, with a strong role fo
also be taken by the new Transportation Department
Head.

O Lacking enabling legislation to create a region-
al transportation authority, the City of Madison
adopted a $40 Vehicle Registration Fee starting in
2020, with a portion of the proceeds funding tran-
sit improvements.

e Conduct optimum staffing analysis.
O This has not been completed.

The 2022 MPR found “that Metro Transit conducts ex-
emplary transit operations, maintenance, and financial
control functions, with planning and marketing that are
much improved from previous years. Particularly in the
areas of operations and maintenance, Metro Transit
has implemented best practices that should serve as
blueprints for other systems around Wisconsin. The
agency'’s current management staff are knowledge-
able, proactive, and motivated to keep Metro Transit
moving as major public-facing projects are taking
place. These strong fundamentals and key investments
will help Metro Transit continue to meet the needs of
the City of Madison and surrounding communities.”

The 2022 MPR did not have any recommendations in
the Policy- and Decision-Making Processes, Transpor-
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tation Operations, Finance, or Marketing functional
areas.

For Vehicle and Facility Maintenance, the 2022 MPR
recommends:

¢ Pursue the addition of 1-2 maintenance supervisors
to minimize overtime or disruption due to absences.
(Medium priority)

e Develop curriculum for new mechanics’ training that
addresses proficiency, standard repair times, and
productivity. (Low priority)

e Pursue the use of TransitFleet software for predictive
maintenance to reduce the incidence of road calls.
(Low priority)

e For Planning and Scheduling, the 2022 MPR recom-
mends:

e Establish targets for key performance indicators,
including on-time performance. (High priority)

e Complete a Zero-Emissions Vehicle Transition Plan to
outline strategies, infrastructure, and staffing needs
required to meet Metro Transit’s sustainability goals.
(Medium priority)

Metro Transit Passenger Surveys

The Greater Madison MPO, in cooperation with Metro
Transit, Cambridge Systematics, and others, conducted
an on-board transit passenger survey in winter/spring
2015 (Executive Summary). The survey was conducted
on weekdays, generally Monday through Thursday on
Routes 1through 75. UW circulator routes, supplemental
school day service, and paratransit service were not
included in the survey. Approximately 7,800 surveys
were collected, of which 5,914 were deemed “complete
and valid”. These surveys represent about 800 bus trips
out of the approximately 1,850 scheduled bus trips on a
typical weekday.

Metro also conducted a passenger survey in late 2018
and early 2019 on-line and in person at a limited num-
ber of events. 1,150 surveys were completed on-line and
80 were completed in paper format.

Results from these surveys have been used to inform
the Transit Network Redesign and this Transit Develop-
ment Plan.
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An on-board passenger survey was conducted in April
of 2024 following the implementation of the Transit
Network Redesign.

A public survey of riders and non-riders was available
online in English, Spanish, Hmong, and Chinese from
May 24 to June 24, 2024. Paper surveys could be re-
quested by calling Metro or emailing the MPO. This
survey was publicized through flyers on buses, on the
MPO and Metro web pages and social media channels,
and through a press release that was picked up and
re-broadcast by multiple media outlets and community
organizations. 1,247 surveys were completed, and the
results are included in Appendix E.

Bus Size Study

The 2008 Long-Range Metro Transit Planning Ad Hoc
Committee report identified the need for “an outside
group to review..whether smaller, larger, or a mix of
buses should be used to serve the Metro area.” Metro
Transit, in cooperation with the MPO and a consultant
team, analyzed the applicability of diversifying the
fleet with smaller and larger buses. Smaller buses may
a) improve Metro’s image by matching smaller, more
neighborhood-scale vehicles with low-ridership pe-
ripheral routes, b) reduce Metro’s operating costs by
reducing fuel consumption, and c) reduce Metro’s need
for parking space at its maintenance facility.

It found that larger buses could alleviate some of the
passenger overloading problems and reduce Metro’s
operating cost by reducing the number of extra buses
used during peak commute times. Unfortunately, as
Metro’s facility on East Washington Avenue has been
over-capacity, there was no space for new buses, large
or small. Metro’s new Hanson Road facility will alleviate
storage and maintenance congestion and enable fleet
diversification and growth in 2024 with the addition of
60-foot articulated buses.

Bus Stop Amenities Study

A 2018 University of Utah study, the Impact of Bus Stop

Improvements, found statistically significant increases

in overall stop-level ridership as well as reduced para-
transit demand at improved stops. Based on this study,
the MPQO'’s 2018 Bus Stop Amenities Study developed

a framework for identifying and prioritizing Metro bus

stop improvements. Notably, recommendations includ-
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ed replacing the Bus Stop Amenities Guidelines in the
2013-17 TDP, which were based entirely on the number
of daily boardings at stops, with amenities guidelines
based on both daily boardings and the type of develop-
ment around the bus stop. This TDP builds on the 2018
Bus Stop Amenities Study with revised Amenities Guide-
lines (see Appendix A) that incorporate service frequen-
cy and proximity to an MPO-identified Environmental
Justice area as considerations.

Madison in Motion: Sustainable Madison
Transportation Master Plan

The plan takes a comprehensive look at the City's trans-
portation system and recommends short and long-term
strategies for enhancing pedestrian and bike infra-
structure, improving transit serve and improving road-
way efficiency and safety. Madison in Motion contains
eight primary goals, addressing major considerations
such as fransportation options, equity, sustainability
and economic development. These goals are listed in
Appendix C of this TDP.

A Greater Madison Vision (AGMYV)

Although AGMV is not a transit- or even transporta-
tion-specific study, its results relate directly fo trans-
portation and especially the transportation/land use
connection in the Madison metropolitan area. Address-
ing environmental challenges including climate change
and increased risk of flooding, and the construction of
green infrastructure to mitigate those impacts, ranked
as the two most important priorities among survey
respondents. As the tfransportation sector is a major
contributor to greenhouse gas (GHG) emissions, transit
has an important role to play in achieving these goals.
All of the remaining top six priorities relate directly to
transit and improving access between jobs, housing,
and other destinations via transit and non-motorized
transportation. Support for expanded transit ser-

vice was widespread among respondents, although

it ranked higher with residents of the central Madison
urban area (including Fitchburg and Monona) and was
favored by those with higher incomes and education, as
well as by young adults.
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Institutions and Information Technology to
Support Multimodal Integration in Employment
Transportation®®

investigates the Mobilize Dane pilot project and how
transportation disadvantage is perpetuated and could
be alleviated through policy changes and consideration
at a regional planning scale. The report recommends
the creation of a regional organization such as a Trans-
portation Management Association (TMA) “to address
transportation disadvantage through private sector
and philanthropic support, information technology, and
multimodal transportation.”

Ongoing Transit Planning Studies

Several planning studies are taking place concurrently
with the TDP update. Many of these studies overlap
and interact with each other. Besides these specific
studies and planning efforts, other peripherally relat-
ed transportation planning and coordination efforts
related to land use, parking, and other subjects are also
taking place but are not shown in the list below.

North-South Bus Rapid Transit

Planning is currently underway for the North-South

Bus Rapid Transit (BRT) route. The City of Madison was
awarded an Areas of Persistent Poverty grant to finalize
plans and designs for the North-South BRT alignment,
and has budgeted construction funding for this proj-
ect beginning in 2026. The City of Madison applied for
federal Small Starts funding for the project in August of
2023, and anticipates a grant award in 20254°. Although
the Locally-Preferred Alignment (LPA) has not been fi-
nalized, it is presumed that the LPA will follow Route B in
the Network Redesign, with some minor modifications.

Intercity Bus Terminal

Following the closing of the Badger Bus depot on Bed-
ford Street in 2009, Badger Bus, Van Galder, Megabus,
and other intercity bus lines used the Langdon Street
bus stop near the Memorial Union as their primary
Madison stop. Badger Bus, Jefferson, and Lamers start-
ed using a new stop on North Lake Street between West
Dayton and West Johnson Streets in November 2019,

with Van Galder and Megabus transitioning to the new
stop in January 2020. This location was identified as the
“second alternate recommendation” for intercity bus
loading in the City of Madison Department of Trans-
portation’s 2019 Short-term Intercity Bus Access Area
report.4

The City of Madison is redeveloping the State Street
Campus Garage into a mixed-use building with a new
intercity bus terminal on the ground floor. Construction
began in 2024 and is anticipated to be completed in
2026.

Lake Street Intercity Bus Stop Location (between Dayton and
Johnson Streets) (November 13, 2019)

Metro Maintenance Facility

Metro’s storage and maintenance facility at 1 South
Ingersoll Street (formerly 1101 East Washington Avenue)
was designed to accommodate 160 buses in 1981 as

an addition to a WWI-era munitions factory, and has
housed as many as 218 buses. A multi-year capital im-
provement program began in 2019:

e 2019 Construction: Phase 1is the addition of a new
service lane addition, totaling ~$6.5M

¢ 2020 Construction: Phase 2 is replacement of HVAC,
totaling ~$6.5M

e 2021-2022 Construction: Phase 3A is remodeling of
maintenance bays, including lift replacements, total-
ing ~$9.9M

e 2023: Percent for Art Installation*?

39 Carolyn McAndrews, Alexander Allon, University of Wisconsin - Madison.

40 https: t ites/ft t.gov/fil

/2023-07/WI-M

n-North-
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https://www.transit.dot.gov/sites/fta.dot.gov/files/2023-07/WI-Madison-North-South-BRT-PD-Profile.pdf
 https://www.transit.dot.gov/sites/fta.dot.gov/files/2023-07/WI-Madison-North-South-BRT-PD-Profile.pdf
https://madison.legistar.com/View.ashx?M=F&ID=7587505&GUID=6F575E5E-8724-4FA9-BACA-53ECEAAEB3E7
https://www.cityofmadison.com/dpced/economicdevelopment/state-street-campus-garage-mixed-use-project/3643/
https://www.cityofmadison.com/dpced/planning/documents/Arts_Jenie%20Gao%20Metro%20Art%20Proposal%20midres.pdf
https://www.cityofmadison.com/dpced/planning/documents/Arts_Jenie%20Gao%20Metro%20Art%20Proposal%20midres.pdf

1101 East Washington Ave. Phase 1 - Service Lane Addition,
City of Madison Flickr (September 19, 2019)

UW Transit Studies

Since the adoption of the 2013-17 TDP, the University of
Wisconsin - Madison (UW) has completed two Campus
Bus and Accessible Transportation Studies (2013 with
Nelson/Nygaard, and 2018 with KA Associates), which
documented mobility and accessibility issues and con-
cerns related to transit service on campus. Major issues
identified by the 2018 study included: overcrowding on
route 80; the lack of accurate boarding/alighting data;
the need for improved access to real-time arrival infor-
mation at major stops; and on-time performance being
negatively impacted by high numbers of pedestrians,
bicyclists, and other intersection and roadway users.

The UW Transportation Services (TS) Department web
site notes that “no changes to accessible transporta-
tion or campus bus services are planned at this fime,
but [TS] will continue to reference the [study’s] recom-
mendations and may use [those recommendations] for
future implementation, as appropriate.”?

43 https://transportation.wisc.edu/bus/ (June 14, 2019)
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Chapter 3: Today's Transit System

Overview of Metro Transit Fixed Route
Service

In 2019, prior to the COVID-19 pandemic, Metro Transit
provided 1,344 daily service hours on weekdays while
UW and the Madison Metropolitan School District were
in session. A total 530 service hours were provided on
Saturdays and 486 on Sundays. Metro fixed-route bus
service provided about 460,000 revenue hours of ser-
vice and 12.9 million one-way unlinked passenger trips
with an operating expense of about $55 million in 2019.

In 2022, following service cuts due to the COVID-19 pan-
demic, Metro Transit provided 1,095 daily service hours
on weekdays while UW and the Madison Metropolitan
School District were in session. Most of the suspend-

ed service was commute-oriented service. A total 608
service hours were provided on Saturdays and 592 on
Sundays. Metro Fixed-Route operations provided a fo-
tal of 345,899 total revenue service hours and approxi-
mately 8 million one-way unlinked passenger trips with
an operating expense of about $56 million in 2022.

Historically, Metro’s route structure operated in a radial
pattern, with nearly all routes connecting at the Cap-
itol Square in downtown Madison. In July 1998, Metro
underwent a major network restructure and converted
to a transfer point system using tfimed transfers at four
transfer points in outer Madison; at the same time,
routes were renamed from the lettering system used
previously to the numbered system used unfil June 2023.
The transfer point system operated on a 30- to 60-
minute pulse, with all buses arriving and departing the
transfer points within a few minutes of each other. This
system required relatively uniform route lengths and
cycle times for most routes.

The transfer point system was designed to better serve
employment and shopping centers and residential
neighborhoods in the outer Madison aread, and to re-
duce travel times for cross-town service by eliminating
many transfers at the Capitol Square. As is discussed in
great detail in the 2022 Metro Transit Network Redesign
reports, however, this system resulted in the need for
multiple transfers for many trips between peripheral

areas and downtown Madison. Additionally, the trans-
fer point system had the unintended consequence of
providing much lower levels of access for residents and
jobs beyond the transfer points than for those “inside”
them; as many minority and low-income residents

are clustered in areas outside the transfer points, this
resulted in much lower levels of service and accessibility
for those populations of concern. An operational benefit
of the transfer point system was that it accommodated
most of Metro’s layovers, reducing the need for on-
street space for buses to wait between outbound and
inbound trips.

As the Transit Network Redesign documented the
deficiencies of the prior transit network, this plan will
largely focus on how the lessons learned and input re-
ceived on the Transit Network Redesign can be applied

to future service revisions and expansions instead of
examining the historical system in great detail.

Many bus routes take advantage of the direct pathway
through the UW campus via University Avenue (westbound).
A separate bicycle lane and a bus and right-turn only lane
provide relief from most traffic congestion. Johnson Street
provides the paired eastbound alignment one block south
of University Ave; a protected contra-flow lane on the south
side of University Avenue provides the eastbound bicycle
route in this corridor.



Following implementation of the Network Redesign in
June 2023, Metro collected feedback on the new system
and routes, and made service adjustments in August
2023 to address capacity and destination issues. How-
ever, when college and high school students began us-
ing the new service, there were immediate overcrowd-
ing issues on some routes. With August 2023 ridership
up 12% year-over-year from 2022, routes experienced
overcrowding and resulting delays due to the longer
amount of time required for boarding and alighting. To
the extent possible, Metro used extra buses to provide
short versions of routes in corridors experiencing over-
crowding, but with fewer trained drivers available than
are required to provide scheduled service, overcrowd-
ing and delayed buses negatively impacted both real
and perceived system performance.** Metro was able
to on-board new drivers and returned to full opera-
tional capacity in 2024. The use of 60-foot articulated
buses on BRT routes will also increase capacity without
requiring additional drivers.

The weekday service area for Metro Transit is 62.82
square miles.*® The 2024 population within the 1/4-mile
service area was approximately 263,082, with 363,017
people living within % miles of a bus stop. This includes
97% of the City of Madison’s population, 90% of the Mid-

dleton population, 86% of the Sun Prairie population,
79% of the Monona population, 78% of the Fitchburg
population, and 52% of the Verona population. Figure

1 shows the percent of 2020 population of living within
Vs and ¥ miles of Metro Transit stops in the 2024 transit
network for partner cities.

Figure 18: 2020 Population within 1/4 and 3/4 miles of Metro
2024 Transit Stops

2020 Population within 1/4 and 3/4 miles of

Metro 2024 Transit Stops

97%
100% 00%

o
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*The population of the Town of Madison, which was annexed into
the City of Madison and the City of Fitchburg in 2022, is assigned
entirely to the City of Madison in this chart due to available
Census geographies.

45 Within ¥4 mile of a bus stop. Metro Transit GTFS v.108, March 3, 2024.
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Fixed Route Categories and Service Levels

Table 8: Metro Route Categories

Future BRT

Weekday
Mid-Day

Headway

Description

A: W Madison-E. Madison BRT
B: N. Madison-S. Madison BRT

C: Cottage Grove/Buckeye-UW Hospital
D: MSN/Milwaukee-Watts/McKee

Standard

Al: E. Madison BRT branch to Sun Prairie via High Crossing

A2: E. Madison BRT branch to Hanson Road via American
Center

C1: Branch to Cottage Grove Rd
D1: Branch to Milwaukee St

D2: Branch to Sherman Ave & Dane County Regional Airport
E: McKee/Capitol Square

F: Middleton/Capitol Square

G: East Towne/S. Madison

H: West Towne/S. Madison

J: West Towne/UW Hospital

P: East Towne-Portage Loop

R: Old Sauk/Capitol Square

W: Sun Prairie Small Loop

28: Johnson/Gorham Commuter
38: Jenifer Commuter

Coverage

C2: Branch to Buckeye Rd

L. N. Madison-Owl Creek

O: UW Campus/S. Madison

R1: Branch to Junction P&R/OIld Sauk
R2: Branch to S. Ridge/Old Sauk
S: Sun Prairie Large Loop
Peak-only (Non-Mid-Day)

55: Verona-Junction

65: Lacy/UW via Downtown

75: Capitol Square/Verona

UW-Madison Campus

80: Memorial Union/Eagle Heights

81: Park/Broom/Johnson/Gorham Loop
82: Observatory/Breese Loop

84: Eagle Heights Loop

15 Minutes

15 Minutes

30 Minutes

About 60
Minutes

30-60
Minutes

Varies - 2-7
Minutes (80);
30 Minutes
(81&82);15
Minutes (84)

Planned or functioning BRT service

Branching frequent routes with
peak 15m combined trunk service.
Seasonal Short-turns

Branched or stand-alone routes
with consistent service. No evening
or weekend service on 28 and 38.

Less frequent service to lower rid-
ership areas

Typically only weekday morning
and afternoon peak periods

Circulators designed for UW-Mad-
ison student use on- and
near-campus. Evening/late-night
service only on 81 and 82.

Transit Development Plan
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Existing and Future BRT

The Existing and Future Bus Rapid Transit (BRT) Routes
are comprised of Metro Transit’s Rapid Route A and
Route B. Rapid Route A runs East-West with two west-
ern branches that connect to the Sun Prairie Park and
Ride and the Hanson Road Maintenance Facility. Rapid
Route A operates at a 15-minute headway Mon-
day-Saturday between 6 AM and 7 PM. The frequen-
cy of this route is decreased to 30-minute headways
before 6 AM, after 7 PM, and on the branched or
“split” portions of the route. Sunday service operates
at a 30-minute headway all day on the trunk portion
of the route and 60-minute headways all day on the
branched or “split” portions of the route.

Route B currently runs North-South with a southern
terminus loop at Caddis Bend, Royal Wulff Terrace,
and Cahill Main. Metro plans to extend the BRT route’s
southern terminus to south of McKee Road at Nesbitt

Figure 19: Frequent Service Network (2023)

Road and Fitchrona Road, and Fitchburg leadership has
expressed interest in extending it as far south as Lacy
Road to service Fitchburg City Hall and Senior Center.
The northern terminus of the route is a loop running
along Troy Drive and Northport Drive. Detailed plan-
ning of BRT route B alignment and station locations are
currently underway. Route B operates at a 15-minute
headway Monday - Saturday from 7 AM - 7 PM with
no branching. The frequency of this route is decreased
on Sundays to a 30-minute headway all day.

Both routes operate along planned fixed-guideway
BRT corridors which will feature BRT platforms, transit
priority treatments, and improved signalization that
will decrease travel times along the corridors. The BRT
improvements on Route A were completed in 2024 and
the Route B BRT improvements are tentatively planned
to be completed in 2027-28.

(]
. . Prepared by staff to the:
Frequent Service Network — Frequent.Sen/!ce (15 Minutes 0|.' Less) ‘v‘ 55 ,Nk
Madison Area, Wisconsin @ Park & Ride with Frequent Service =uMmp o 1
Date Revised: 1/3/2025 es
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Frequent

Routes C and D operate with core trunks and route
branching. The core trunks of these routes operate

at a 15-minute headway on weekdays from 7 AM -7
PM. The frequency on the core trunks decreases to

a 30-minute headway before 7 AM and after 7 PM.

On weekends, the frequency of the core trunks de-
creases to every 30 minutes all day. The branches on
these routes operate at different frequencies from the
core trunk, with both Route D branches operating at

a 30-minute headway on weekdays and 60-minute
headways on weekends. The branches on Route C op-
erate at variable frequencies on weekdays with Branch
C1operating at a 30-minute headway and Branch C2
operating at a 60-minute headway. On weekends, both
the C1 and C2 branches operate at 60-minute head-
ways.

Standard

These routes operate as local routes with 30-minute
headways Monday-Sunday.

Coverage

Neighborhood local routes generally have a 60-min-
ute base headway operating Monday-Sunday. There
are exceptions in this category as Route L operates at

a 75-minute base headway and Route R operates two
branches that operate 60-minute headways and a
trunk that operates at a 30-minute headway. Route O
operates a base 60-minute headway Monday - Sun-
day with a short turn that providing 15-minute frequen-
cies between the Park & Erin time point and the Brooks
& Johnson time point on weekdays.

Peak Only

Routes 28 and 38 are categorized as University of Wis-
consin (UW) Commuter Routes that terminate at the UW
Hospital loop. Routes 28 and 38 operate at a 30-min-
ute headway from 7 AM-6 PM. As commuter focused
routes, Routes 28 and 38 only operate during weekdays.

Frequent Service Network

The group of corridors in the transit system that have
consistent 15-minute or better service throughout the
mid-day on weekdays in both directions. This service
standard allows transit riders to use the system without
a schedule, which is attractive for occasional transit
users making a variety of transit trips. The 15-minute

Transit Development Plan

headways may be provided by one route or a group

of two or three routes, but the service must not contain
any service gaps that are longer than 15 minutes. The
frequent service network, which was expanded from
13.5 miles to 69 miles with the 2023 Network Redesign, is
shown in Figure 19.

Metro Paratransit

Paratransit service is provided by Metro on a de-
mand-responsive basis within ¥ mile of fixed-route
all-day transit service (excluding peak-only commuter
routes), as required by the Americans with Disabilities
Act (ADA). The door-to-door service is available during
the same span as the fixed-route service that it supple-
ments. However, service is limited to the area within the
boundaries of the communities that contract with Metro
for fixed-route service. The Village of Shorewood Hills
is an exception to this, where Metro has a contract to
provide paratransit service only.

Riders must apply to Metro and be certified as eligible
to use paratransit in accordance with ADA guidelines
and its implementing regulations. Some individuals
are only qualified during certain events such as win-
tery weather. The definition of persons eligible to use
paratransit includes three categories of riders: (1) those
unable to ride without assistance; (2) those able to ride
fixed-route with the assistance of a wheelchair lift; and
(3) those unable to access fixed-route stops. Because
Metro’s buses are all ADA-compliant, category 2 per-
sons must use the fixed-route system except when win-
ter weather prevents them from accessing the system.
For more information on rider eligibility and other para-
transit standards and policies (e.g., ride cancellations,

travel times), see Metro Transit’s paratransit website.

Paratransit trips must be scheduled at least one day

in advance; however, subscription service is available
for persons who make regularly scheduled trips. The
majority of paratransit trips are subscription trips.
Paratransit trips may begin within a 20-minute window
of the requested departure time, so riders have little
certainty of when their ride will arrive. The requirement
that trips be scheduled in advance severely limits the
transportation options of riders, who must use much
more expensive transportation services (e.g. accessible
taxi, specialized transportation service, or non-emer-
gency medical tfransportation (NEMT)) in order make
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Figure 20: Weekday Metro Coverage Area
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impromptu or short-notice trips, or they are simply
unable to make these short-notice trips.

Service was provided via a combination of Metro’s fleet
of cutaway vans and contracted service from Abby
Vans, Badger Bus Lines, and Transit Solutions until mid-
2018. Due to the statewide implementation of Family
Care and the expectation that many fewer paratran-
sit rides would be requested, Metro divested itself of

its cutaway vans and transitioned away from direct
provision of paratransit service during 2018, ceasing all
directly-operated service on August 10. All paratransit
service is now provided by contractors.

Figure 21 shows a heat map of Metro paratransit trip
origins and destinations with 25 or more total stops in
the period from June 12 to December 31, 2023.4¢ Most
of the clusters of trip origins and destinations occur

46 Post Transit Network Redesign

at health care facilities, housing facilities with large
proportions of disabled residents, downtown Madison,
UW-Madison, and shopping destinations; however, the
reasons for trips creating many smaller clusters are not
readily identifiable. Although Sun Prairie began being
served by Metro paratransit with this time period, no
origins or destinations in Sun Prairie had 25 or more
paratransit trips during this period.

Paratransit, specialized transportation services, and
non-emergency medical transportation (NEMT) ser-
vices are described in greater detail in the 2024-202

- i | Public T it H Services T ~
tation Plan for Dane County.
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Figure 21: Metro Paratransit Ridership Density - Origins & Destinations
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Metro Transit Supplemental School
Service

Metro has historically provided supplemental service

to middle- and high school students through a contract
with the Madison Metropolitan School District (MMSD).
The supplemental school service is provided where
overloading of buses on regular routes would otherwise
occur. While these routes are primarily used by stu-
dents, they are open to the public, published on Metro’s
website, and are available via trip planning apps.

In 2019, prior to the COVID-19 pandemic, Metro Transit’s
supplemental school service provided a total of 986,380
rides. Metro Transit’s ridership on Metro’s supplemen-
tal school service is still recovering from the pandemic,
with 611,078 rides in 2022. Some school supplemental
trips are combined with extra bus trips to maximize the
utility of each bus in operation and to reduce deadhead
and other non-productive time. In 2023, Metro ended
its operation of supplemental school service to middle

schools within the MMSD and are currently only oper-
ating supplemental school service to high schools.

Extra Buses

Metro has historically (pre-COVID) scheduled about 88
“Extra Bus” trips throughout the day to accommodate
passenger loads on busy routes, particularly during

the morning and afternoon peak periods. These trips
are not published in the Ride Guide and are generally
scheduled a few minutes before the published trip that
they supplement and usually only cover a portion of the
route. Extra buses are highly dynamic and are modi-
fied frequently to meet the changing demands on the
system.

With August 2023 ridership up 12% year-over-year, Extra
buses have been required to accommodate demand on
numerous routes in the fall of 2023. Metro will contfinue
to use this tool on an as-needed basis fo accommodate
changing ridership demands. The implementation of

Transit Development Plan
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BRT and the use of larger 60-foot buses are expected
to reduce the need for extra buses.

Metro Transit Bus Fleet Inventory

As of December 2023, Metro Transit had an active
fixed-route fleet of 192 40-foot buses. Thirteen buses
are hybrid diesel-electric, three are battery-electric,
and the remaining 176 are diesel powered. The ma-
jority of the active fleet is comprised of Gillig coach-
es, although the newest vehicles are New Flyers and
Proterras. The oldest coach in the active fleet is from
model year 2006. The average age of vehicles in the
fleet is just over nine years old. Approximately 149 buses
are needed in peak service currently, with a total fleet
of 199, resulting in a spare ratio of 32%. However, the
introduction of electric buses increased the peak ser-
vice need to 160 buses. As of September 2024, the fleet
consists of 132 40-foot buses and 62 60-foot buses; re-
tirement of older vehicles will begin in late 2024. These
combined changes will reduce the spare ratio to 20%.

The limited capacity of Metro’s single bus storage and
maintenance facility on East Washington Avenue has
limited the possibility of expansion of the fleet for many
years, but with the new Hanson Road facility coming

Table 9 : Summary of Metro’s 2023 Fixed-Route Bus Fleet

on-line in 2024, Metro gained the capacity to add 60-
foot articulated buses for use in the BRT system.

Notwithstanding the historic inability to grow the fleet,
as buses are replaced at the end of their useful life,
there is opportunity to upgrade vehicles. In 2016, Mayor
Soglin directed Metro to focus on introducing electric
buses info the fleet, with the goal of transitioning 50%
of the fleet to zero-emission by 2035. In 2020, Met-

ro purchased its first three electric vehicles from bus
manufacturer Proterra. These first three electric buses
provide Metro staff the opportunity fo become familiar
with new technology and to begin to transition mainte-
nance facilities to accommodate additional electric ve-
hicles in the future. The purchase of the Proterra buses
was financed in part by a $1.3 million Federal Transit
Administration Low or No-Emission grant. Sixty-two
New Flyer electric hybrid buses were added to the fleet
in 2024.

Metro Transit Facilities

Bus Stops

In 2018, the MPO conducted a Bus Stop Amenities Study
for the Metro System. At that time, Metro served more
than 2,100 stops, most of which were in the City of Mad-
ison.

Year Manufacturer Model Fuel Length  # of Vehicles
2006 Gillig Low Floor Diesel 40’ 4
2009 Gillig Low Floor Diesel 40’ 23
2010 Gillig Low Floor Hybrid Hybrid 40’ 8
20M Gillig Low Floor Diesel 40’ 14
2012 Gillig Low Floor Diesel 40’ 14
2013 Gillig Low Floor Diesel 40’ 18
2014 Gillig Low Floor Hybrid Hybrid 40’ 2
2015 Gillig Low Floor Diesel 40’ 15
2016 Gillig Low Floor Diesel 40’ 15
2017 Gillig Low Floor Diesel 40’ 15
2018 Gillig Low Floor Diesel 40’ 14
2019 New Flyer XD40 Diesel 40’ 15
2020 New Flyer XD40 Diesel 40’ 12
2020 Proterra Catalyst 40 E2 RR | Electric 40' 3
2022 New Flyer XD40 Diesel 40’ 15
2024 New Flyer XE60 Electric 60' 59
Total - - - - 246
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With the Transit Network Redesign, there are current-
ly 1,032 far side bus stops (that is, the bus stops after
crossing an intersection), 642 near side stops (buses
stop before crossing an intersection), and 136 stops with
other configurations (mid-block, within an intersection,
or other), for a total of 1,810 stops system-wide. Fixed
route buses only stop fo serve passengers at bus stops;
however, Supplemental School routes serve some stops
that are unsigned.

Transit riders identify bus stops by their recognizable
blue signs with the Metro logo and route numbers. The
current design is a one-sided sign that is generally
mounted at a 45-degree angle to the curb. This design
is necessary because of the no-parking emblem on the
sign. Some signs have been retrofitted with decals on
the back of the sign that read “BUS STOP” so that riders
can identify them more easily. Signs at near-side bus
stops have traditionally been located 60-80 feet before
the actual bus stop location with a separate sign that
reads “BOARD BUS AT CORNER.” This practice was also
used because of the no-parking emblem on the sign.
Some near-side bus stops have been changed to a new
design, with the bus stop sign located at the bus stop
and a separate no-parking sign located 60-80 feet
from the bus stop. In the city of Madison, bus stop signs
are installed and maintained by the City of Madison
Traffic Engineering Division; service partner communi-
ties are responsible for installing and maintaining bus
stops and facilities within their jurisdictions. Supple-
mental School route numbers are not listed on bus stop
signs.

Currently, Metro maintains a limited database with the
features associated with each bus stop, including loca-
tion, presence of a shelter, and stop times. Additional
features such as the presence of a bench or boarding
platform are not currently included in this database.
This TDP includes recommendations to add these fea-
tures to a geodatabase of stop amenities.

Boarding Platforms

The Public Right of Way Accessibility Guidelines (PROW-
AG),* which establish guidelines for compliance with
the Americans with Disabilities Act (ADA)*® for bus
boarding and alighting areas, provide both the guide-
lines and advisory information to further clarify their
application. In summary, the guidelines call for:

e Surface - Bus stop boarding and alighting areas shall
have a firm, stable surface

e Dimensions - Bus stop boarding and alighting areas
shall provide a clear length of eight feet/96 inches
minimum, measured perpendicular to the curb or ve-
hicle roadway edge, and a clear width of five feet/60
inches minimum, measured parallel to the vehicle
roadway

e Slope - Boarding platforms shall not exceed a 2%
slope in any direction, except that for stops on exist-
ing roadways, the slope of the bus stop boarding and
alighting area shall be the same as the roadway.

e Connection - Bus stop boarding and alighting areas
shall be connected to streets, sidewalks, or pedestri-
an paths by an accessible route

e Transit Shelters - Minimum clear space, seating, and
environmental control specifications are provided

Many Metro bus stops are equipped with a concrete
boarding platform or other hard, flat surface that
meets the requirements of the ADA for that criteria.
Some stops throughout the system have turf or other
surfaces, and/do not meet the dimensional, connection,
or slope requirements of the ADA as interpreted in the
PROWAG.“® Metro is undertaking to upgrade all stops
to meet ADA requirements in 2024. As most stops, and
all sidewalks and routes to access stops, are owned and
maintained by an entity other than Metro, such as those
under the jurisdiction of Fitchburg (95), Madison (1,488),
Middleton (69), Sun Prairie (51), or UW-Madison (51),
Metro does not have any control over the accessibility
of those stops or routes. However, barriers to access fo
fixed-route transit stops exist within all of these jurisdic-
tions, and are experienced by riders who must navigate

48 The ADA is a civil rights law prohibiting discrimination or exclusion from programs based on disability. Title VI is a civil rights
law prohibiting discrimination based on race, color, or national origin in programs and activities receiving federal financial

assistance.

49 PROWAG was approved by the US Access Board in 2023. Subsequent adoption by the US Department of Justice and USDOT
will likely occur in 2024 or 2025; at that time, compliance with PROWAG will be required and following the ADA Accessibility

Guidelines (ADAAG) will no longer be an acceptable option.
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around them to use transit, or are unable to access
transit service because of them.

One such rider, Madison-area artist Rachel Lichtman,
has started drawing inaccessible bus stops that she
encounters in the Metro system. Although many of the
problems she documents are beyond Metro’s ability to
address, and others are matters of comfort or func-
tional accessibility and are not subject to the ADA, her
experiences are informative of the types of experiences
riders with disabilities encounter. Licthman writes:

As a person with a physical disability, | have relied on
public transportation my entire life in order to ac-
cess work, school, groceries, healthcare, and social
activities. | am not able to walk extended distances
between stops, stand on a bus without seating, or
wait outside for prolonged periods of time in heat
or cold without consequences to my health. These
issues, along with a lack of bus stops that are wheel-
chair-accessible, are just some of the issues that
people with disabilities face in obtaining equitable
transportation access.*°

Lichtman’s drawings highlight stops without level, con-
crete boarding platforms; stops with no bench or provi-
sion for riders who cannot stand - especially important
after what may have been a longer walk fo more geo-
graphically dispersed routes following the Transit Net-
work Redesign; stops exposed to direct sunlight with no
nearby shade; maintenance issues such as piles of gar-
bage blocking loading platforms; and barriers to the
accessible route to the stop. As is noted above, many

of these issues are not subject to the ADA. If particular
facilities were only present in areas with low numbers
of individuals experiencing disabilities, that pattern of
improvements would potentially be a civil rights issue
and subject to the ADA.%' See the Shelters, Benches, and
Other Amenities section, below, for discussion of place-
ment of these types of amenities at stops.
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South Whitney at Tokay northbound, routes D, E, and J.
(Stop 2549) Image credit: Rachel Lichtman, used with
permission®?

Lichtman describes the South Whitney at Tokay north-
bound, routes D, E, and ] stop:

| had to sit at this stop after a healthcare appointment
a little under a mile away. It is the closest stop to
many healthcare resources in the area, one of them
being a clinic that services people with orthopedic
injuries. The stop has a hole in the sidewalk in front
of the bus stop, making it inaccessible to wheelchair
users. It is also exposed to direct sunlight and there
is also no seating.

Even with accessible pads at bus stops, bus stops

are only truly accessible if they are on the accessible
pedestrian network, which is the responsibility of the
municipality in which the stop is located. Metro fre-
quently receives complaints about construction proj-
ects blocking sidewalks and accessible routes to bus
stops but has no control over these situations. As some
communities served by Metro have limited or incom-
plete sidewalk networks, and other sidewalk networks
are interrupted by inaccessible barriers such as stairs
or curbs without curb cuts, completion and extension of
accessible networks should be prioritized where they

51 Such as if benches were less likely to be installed at stops near residential facilities with high numbers of disabled residents.

52 Note that use of caution tape as a barrier in the right-of-way is prohibited under the ADA, as it is not detectable for a vision-

impaired person using a white cane.
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serve bus stops. The MPQO’s Pedestrian Facilities web
map can be used by area communities to identify gaps
in the accessible network, and by Metro planners when
designing new routes or stop locations. Under the pro-
visions of the ADA, municipalities must have a Transition
Plan which lays out a program for addressing barriers.
Improvements may be prioritized based on complaints

but cannot only be made in response to complaints.

Bus stops without boarding platforms

Shelters, Benches & Other Amenities

Of Metro’s 1,810 bus stops, 234 have shelters. Only
121 (562%) of the shelters at Metro stops are owned by

53 www.epa.gov/heatislands/heat-island-impacts.
54 www.riskfactor.com/city/madison-wi/5548000_fsid/heat.

Metro; the remainder are owned by the University of
Wisconsin - Madison (UW), a municipality, or the owner
of the property where they are located.

Most shelters contain built-in benches and have tran-
sit system maps posted. Three shelters on the Capitol
Square (Main and Carroll, Mifflin and Pinckney, and
Pinckney and Main) have electronic message boards
that display real-time bus arrival times. Metro adopt-
ed the 2013 TDP’s recommended Bus Stop Amenities
Guidelines and incorporated them in the 2017 Metro
Title VI Plan. The 2018 Bus Stop Amenities Study made
new recommendations regarding criteria for the place-
ment of shelters as well as other amenities based on a
combination of the density or type of development in
the neighborhood of the stop and the number of daily
boardings at the stop.

It will be appropriate to build on the recommendations
in the Bus Stop Amenities Study by adding subcate-
gories for the Single Use & Suburban land use type to
consider if the area is considered an Environmental
Justice (EJ) areq, as well as the service frequency. For
some amenity types, the threshold could be lowered for
EJ areas and areas served by infrequent transit (greater
than 30 minutes between buses), as lower-income rid-
ers may not have appropriate clothing to safely wait for
a bus in inclement/winter weather, urban heat island
effects pose greater threats to residents of lower-in-
come neighborhoods,*® and long waits negatively im-
pact the safety of anyone waiting in extreme weather.
The Madison area is projected to experience more heat
waves and more dangerously hot days in 30 years than
it experiences currently,’* so the importance of provid-
ing shaded bus stops will only increase over time.

Some of the transit riders interviewed by artist Jenie
Gao for her Percent for Art mural at Metro’s S. Ingersoll
facility shared experiences of waiting at unsheltered
stops:

“It’s really important to have a shelter. One time while
waiting, | was crying because the wind was so cold
and there was no shelter at that stop...also, one of
my closest friends | met at a bus shelter..We're really
close now and all because of the time we spent
waiting and in fransit at the shelter.”
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“There are shelters downtown but elsewhere it can
get difficult if it's really hot or cold.”s®

Participants in the Vera Court Neighborhood Center
Focus Group held for this plan update indicated that
shelters often feel unsafe to use, especially for women,
as they can easily be trapped by a single individual in

a shelter with only one narrow doorway. Participants
suggested using shelters with only a single side/wind
screen wall fo eliminate the possibility of being trapped
in a shelter, or to require the use of a metro fare card
for access to a shelter to restrict shelter use by non-rid-
ers.

Stand-alone benches are less expensive and easier fo
install and maintain than shelters, as well as fitting into
more constrained spaces. As they provide relief for a
wide range of riders, the provision of benches is pri-
oritized over the provision of shelters. Where possible,
benches should be located where shade or shelter is
provided by adjacent trees or structures.

Garbage receptacles are provided at some stops with
high use; participants in focus groups held for this plan
update suggested that garbage receptacles should be
provided at more stops, as stops without receptacles
are often littered.

Stops located at intersections are often illuminated by
streetlights, but this level of lighting may not be suffi-
cient for drivers to see waiting riders. LED streetlight
conversions may help address this, and un-illuminated
stops should be provided with lighting as street and util-
ity projects permit.

The Role of Bus Stop Features in Facilitating Accessi-
bility®¢ found that bus stop accessibility improvements
are “associated with significant increases in stop-level
boardings and decreases in ADA paratransit demand,
and that these phenomena are linked (i.e., that some of
the increase in scheduled-service boardings is coming
from patrons who are switching from ADA paratransit).”
Actively pursuing bus stop amenity improvements will
help boost ridership as well as improving system acces-
sibility for riders.

men A

56 Bartholomew, K., Kim, J., Chandrasekhar, D., Ewing, R., Adkins, A. & Jensen, S. NITC-RR-1214. Portland, OR:

enie%20Gao%

Park & Ride Lots

Metro currently provides service to three officially des-
ignated park & ride lots, and a fourth park & ride lot is
less than one-quarter of a mile from a Metro stop. The
City of Sun Prairie’s park & ride at Reiner Road is the
east terminus of Route A’s local extension to Sun Prairie.
The Wisconsin Department of Transportation (WisDOT)
owns two park & rides with direct service by Metro: the
Dutch Mill Park & Ride, located in southeast Madison
near the intersection of USH 51 (Stoughton Road) and
USH 12/18 (the Beltline Highway); and the Verona Park
& Ride, located near the intersection of US 18/151 and
Old PB on the east side of the City of Verona. The Dutch
Mill Park & Ride is also utilized by intercity bus service.
WisDOT owns another park and ride at the American
Center which is not directly served by Metro; the near-
est Metro stop is approximately 0.2 miles from this park
and ride. The only park & ride lot operated by the City
of Madison is at the Junction Road (west) terminus of
East-West BRT Rapid Route A.

Besides Metro buses, park & ride lots serve other pro-
grams that encourage higher-occupancy vehicles, most
notably by providing convenient meeting points for
carpools and vanpools. The Dutch Mill lot, in particular,
is heavily used by car/vanpool users and by intercity
bus companies.

The 2018 Passenger Survey did not include questions
regarding how riders accessed the bus system, but
according to Metro’s 2008 On-Board Survey, 3% of
Metro passengers used a park & ride lot to access the
bus while another 3% reported parking on the street
to access the bus. The addition of more facilities and
express-type service could significantly increase the
number of park-and-ride passengers.

Transfer Points

Until implementation of the Transit Network Redesign
in June of 2023, Metro had four major transfer points,
which were opened in July 1998 to help implement
Metro’s route restructuring that decentralized the
system. The transfer points were located on the east,
north, south, and west sides of Madison and were
named based on their location (e.g., East Transfer

20P o,

OMetro 0A

Transportation Research and Education Center (TREC), 2020. https://pdxscholar.library.pdx.edu/cgi/viewcontent.

cgi?article=1220&context=trec_reports.
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Point). The four original transfer points were located

in sites intended to achieve uniform route lengths and
cycle times between the transfer points necessary for
the timed-transfer system, to minimize the travel time
to Central Madison without intfroducing excessive new
circuitous routing, to minimize bus volumes and impacts
on residential streets, and to provide high levels of tran-
sit service to activity centers such as shopping malls.
Amenities at each transfer point included a covered
canopy, wind screens, benches, real-time electronic
bus schedule information, lighting, CCTV cameras, and
other security measures. Although there were no heat-
ed areas at transfer points, during cold weather drivers
commonly allowed passengers to wait for their bus on
buses present at the transfer point for layovers.

With the implementation of the Transit Network Re-
design, all four transfer points were eliminated, as the
route system no longer relies on timed transfers. The
South Transfer Point location will continue to be an im-
portant opportunity for riders to transfer between the
future North-South BRT (Route B), Routes G and H, and
O. Planning for new BRT stations and bus stop locations
near the South Transfer Point are underway as part of
North-South BRT planning.

Metro Transit Administration,
Operations, Bus Storage, and
Maintenance Facilities

Metro Transit’s operations, bus storage, and mainte-
nance facility is located on a centrally located 10.4-
acre site in the 1100 block of East Washington Avenue (1
South Ingersoll). The facility includes a bus rehabilita-
tion and maintenance area, storage space for buses,
and space for maintenance equipment and spare parts
inventory. Bus access to the facility is from Ingersoll
Street. The facility conversion from a WWI munitions
factory to a bus maintenance facility was completed in
two phases in the early 1980s and has had numerous
interior and exterior modifications since then to ad-
dress facility inadequacies. It was originally designed to
accommodate 160 40-foot buses; by the early 2020s it
housed as many as 219 40-foot buses and was beyond
capacity.

Metro’s administrative offices are located in a building
on the same block as the bus storage, maintenance,
and operations facility at 1245 East Washington Avenue,
just west of Baldwin Street. This building houses the

Transit Development Plan

offices of the Administrative Unit, Finance Unit, Plan-
ning & Scheduling Unit, and Marketing and Customer
Services Unit, including the Customer Services Center.
The Center handles all paratransit ride confirmations
and administers Metro’s customer feedback program.
A public-facing customer service office at this location
provides transit information and sells passes and 10-
Ride Cards.

Beginning in August of 2023, paratransit eligibility as-
sessments are conducted off-site at the Madison Fleet
building at 4151 Nakoosa Trail.

Maps, schedules, and the Ride Guide can be down-
loaded, trips planned, and buses tracked online at

cityofmadison.com/metro.

A space needs study for Metro’s operations, bus stor-
age, and maintenance facility was completed in No-
vember 2005 that included a site concept plan for the
redevelopment and expansion of Metro’s facilities, a
phasing plan, an implementation plan, and a funding
strategy.

A planning effort was conducted in 2017-18 to study the
spatial needs of Metro Transit’s operations at the 1S.
Ingersoll location. This study resulted in a six-year cap-
ital improvement plan to address the shortcomings of

the existing facility, with the first phase of construction
begun in 2019.

The City of Madison Department of Transportation
conducted a Metro Facility Analysis (February 2019) of
eight potential facility scenarios, ranging from up-
grades fo the existing 1101 East Washington facility and
construction of a satellite facility fo relocating fo entire-
ly new facilities and closing the 1101 East Washington
facility. A site on Hanson Road was selected for this use.
The Hanson Road facility will be used primarily to house
and maintain the 60-foot articulated electric buses that
will operate the BRT routes.

Metro Transit Organization

The City of Madison acquired the transit system from
the privately owned Madison Bus Company in 1970, and
Metro operators and other staff are city employees.
The transit system operates under the oversight of the
mayor of Madison, the Common Council, and the city’s
Transportation Commission (TC).
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Local funding is generally provided through the City of
Madison budgeting process. For service that extends
beyond the City of Madison’s boundaries, Metro con-
tracts with the municipalities or other entities.*” These
funding partners include the cities of Middleton, Fitch-
burg, Sun Prairie, and Verona, and the Village of Shore-
wood Hills. The University of Wisconsin, UW Health,
Madison College, and the Madison Metropolitan School
District (MMSD) also contract with Metro Transit to
fund service. Between 2003 and 2018, the Transporta-
tion Commission had a Contracted Service Oversight
Subcommittee (CSOS) to consider and provide recom-
mendations on policy matters pertaining to the ope-
atfion of contracted transit service. The CSOS helped

to improve communications between Metro staff and
staff and officials of contracting municipalities and
agencies. Although it was officially disbanded in June of
2018, CSOS member representatives continue to meet
roughly quarterly on an ad-hoc basis in order to main-
tain communications between Metro and confracting
municipalities and agencies. Between meetings, Metro
staff provide service partner representatives month-

ly ridership reports and timely information regarding
service adjustments and detours.

Metro Transit has seven different units—Administration,
Finance, Marketing and Customer Services, Planning &
Scheduling, Maintenance, and Operations, and Capital
Projects. The Transit General Manager is responsible
for general management and oversight of the agen-

cy and serves as liaison to the TC, the mayor’s office,
and other City of Madison department heads. In 2022,
Metro Transit added four chief positions to oversee the
implementation of the Transit Network Redesign. These
include a Chief Administrative Officer who oversees the
finance, human resources, and Information Services
Departments; a Chief Operating Officer who oversees
the Metro’s drivers and supervisory staff; a Chief Main-
tenance Officer who oversees maintenance and build-
ing and grounds functions, and a Chief Development
Officer who oversees Metros Marketing and Planning &
Scheduling Departments.

Metro Transit Costs and Revenue

In 2019, pre-pandemic, Metro collected $14.9 million in
fares and directly generated revenue, or 27% of its total
operating budget of $§55.1 million. In 2021, with rider-
ship depressed due to the pandemic, fares and directly
generated revenue were only $9.6 million, or 14% of

57 State law requires that transit service provided outside the jurisdiction of the community operating the service be provided
under contract with financial support from a public or private organization:

66.1021(10) (a) Any city, village, town or federally recognized Indian tribe or band may by contract under s. 66.0301 establish
a joint municipal transit commission with the powers and duties of city, village or fown transit commissions under this
section. Membership on the joint transit commission shall be as provided in the contract established under s. 66.0301.

(b) Notwithstanding any other provision of this section, no joint municipal transit commission under par. (a) may provide
service outside the corporate limits of the parties to the contract under s. 66.0301 which establish the joint municipal transit
commission unless the joint municipal transit commission receives financial support for the service under a contract with a
public or private organization for the service. This paragraph does not apply to service provided by a joint municipal transit
commission outside the corporate limits of the parties to the contract under s. 66.0301 which establish the joint municipal
transit commission if the joint municipal transit commission is providing the service on April 28, 1994, without receiving
financial support from a public or private organization for the service, and elects to continue the service.

(11) (a) In lieu of providing transportation services, a city, village or town may contract with a private organization for the

services. (b) Notwithstanding any other provision of this section, no municipality may contract with a private organization

to provide service outside the corporate limits of the municipality unless the municipality receives financial support for the
service under a contract with a public or other private organization for the service. This paragraph does not apply to service
provided under par. (a) outside the corporate limits of a municipality if a private organization is providing the service on April
28, 1994, without receiving financial support from a public or private organization for the service, and the municipality elects
to continue the service.

(12) Notwithstanding any other provision of this section, no transit commission may provide service outside the corporate limits
of the city which establishes the transit commission unless the transit commission receives financial support for the service
under a contfract with a public or private organization for the service. This subsection does not apply to service provided by a
transit commission outside the corporate limits of the city which establishes the transit commission if the transit commission

is providing the service on April 28, 1994, without receiving financial support from a public or private organization for the
service, and elects to continue the service.

42 Greater Madison MPO



Table 10 : Metro Transit System Characteristics, 2017-2022.

System Characteristics 2017 2018 2019 2020 2021 2022
Transit Service Levels and Utilization

Total Revenue Vehicle Hours | 511,751 478,339 460,202 350,655 382,126 386,236
Total Revenue Vehicle Miles | 6,816,058 5,882,778 5,731,573 4,417,771 4,707,689 4,722,445
Total Passenger Trips 13,108,095 |13,385,628 [12,969,815 4,755,375 | 5,458,011 8,379,362
Operating Expenses

Total Expenses $54,574,725 | $52,304,998 | $52,603,142 | $51,412,935 | $50,061,816 | $51,022,930
Cost per Vehicle Revenue $106.64 $109.35 $114.30 $146.62 $ 131.01 $140.83
Hour

Cost per Vehicle Revenue $8.01 $8.89 $9.18 $11.64 $10.63 $11.52

Mile

Cost per Unlinked Passenger | $4.16 $3.91 $4.06 $10.81 $9.17 $6.49

Trip

Revenue

Total Fare Revenue $13,161,533 | $15,782,860 | $14,888,395 |$8,840,925 | $9,649,554 |$10,370,530
Revenue per Unlinked $1.00 $1.18 $1.15 $1.86 $1.77 $1.24
Passenger Trip

the operating budget of $67.9 million. Table 10 shows
various system characteristics and associated metrics

for 2017-2022.

Metro charges a flat fare for fixed route trips, regard-
less of distance or time of day. Metro implemented fare
capping in 2024, but riders must use a Fast Fare card to
enjoy the benefits of fare capping. Cash fares and fares
for a single ride are $2.00, and are caped at $5.00/day,
$16.25/week, and $65.00/month. Discounts are avail-
able to youths (ages 5-17 or enrolled in high school),

people with disabilities, people with low incomes, and

seniors. Children under five years of age ride free.

Transfers are valid for two hours. No fares are collected
on campus routes 80, 81, 82, and 84. Fast Fare cards

nline, at BRT station ki-
osks, and at many retailers throughout the service area.

can have funds added to them

Paratransit fares are $3.25/ride, and unlimited-ride

pass provided by an employer or institution are accept-

ed for paratransit; however, riders must register their

pass number with Metro for it to be valid for paratransit

fares.

Transit Development Plan

Figure 22: Metro’s historical regular cash fares in actual
and constant 2021 dollars. The consumer price index is from
the Bureau of Labor Statistics, CPI for All Urban Consumers,
1982-84=100 (unadjusted)
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Many schools and employers offer unlimited ride bus
passes to their students or employees in the form of

a magnetic strip card. These schools and employers
are generally billed $1.35 for each swipe. This fare is
intended to take transfers into account, since transit rid-
ers using the cards are not issued conventional trans-
fers. Instead, users swipe their card twice (or more) if
they use two (or more) routes on their trip.
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Entities and schools currently using unlimited ride cards
include:

 City of Madison employees (no billing takes place).

e Dane County employees, including employees of
the Alliant Energy Center and UW Extension - Dane
County, as well as Americorps volunteers.

e UW-Madison students and employees.

e Meriter Hospital employees.
¢ St. Mary’s Hospital employees.
¢ UW Health employees.

In addition, Metro offers the Commute Card. This
program is an annual unlimited ride pass similar fo
what is currently in place with the larger Madison-
area entities discussed above, but it is available to

» Edgewood College students. most businesses, non-profit organizations, schools,

« Madison College students. colleges, and technical campuses.

Table 11: Metro Transit Projected Expenses and Revenues, 2025-2029 (TIP Table B-5)

2025 2026 2027 2028 2029

Budgeted

Projected Projected Projected Projected

Expenses

Capital Costs? $19,568,921 $14,935,000 | $15,370,000 | $15,860,000 $16,345,000
Operating Costs? $77,425,165 $79,360,794 | $81,344,814 | $83,378,434 $85,462,895
Total Costs $96,994,086 |$94,295,794 | $96,714,814 |$99,238,434 $101,807,895
FTA Sec 5307+, 53375, 5339° Capital | $23,938,748 [$19,394,260 |$19,921,054 |$20,495,331 | $21,072,214
FTA CARES, CRRSA & ARPA Funds $0 $0 $0 $0 $0

FTA Areas of Persistent Poverty Grant | $0 $0 $0 $0 $0

FTA Small Starts $0 $0 $0 $0 $0

FTA 5339c Low or No Emission Capital | $0 $0 $0 $0 $0

Grant

State Sec. 85.20° $18,513,404 $18,976,239 | $19,450,645 | $19,936,911 $20,435,334
Farebox & Other Revenue $19,628,376 $20,119,085 $20,622,062 | $21,137,614 $21,666,054
Local Funds - Madison’ $21,849,737 $22,415,793 | $22,995,876 | $23,600,273 $24,214,279
Other Local Funds $13,063,821 |$13,390,417 |[$13,725,177 [$14,068,306 | $14,420,014
Total Revenues $96,994,086 |$94,295,794 |$96,714,814 | $99,238,434 $101,807,895

1 Costs and revenues for 2024 are based upon City Executive budget. All figures are preliminary estimates, subject to final
state and federal authorization budgets. Figures differ from TIP Project Listings due to City budgeting FTA funding in prior
year CIP.

2 Includes all fixed asset and operating costs projected to be funded by FTA Section 5307, 5337, 5339 and other discretionary
grants. Includes cost of BRT project.

3 Operating costs net of those costs funded by FTA Section 5307 grants. Operating costs projected to decline or hold steady
through 2025 due to senior staff retirement, reductions in fuel costs as fleet is electrified, and other factors. Costs include

debft principal and interest, but not depreciation.

4 Includes operating expenses related to preventive maintenance, tire leasing, planning, etc. eligible for and projected to be
funded through Section 5307 capital grants.

5 Section 5337 (State of Good Repair) and Section 5339 (Bus and Bus Capital) are formula programs under the I[JA/BIL.
Funding levels are based on authorized funding.

6 Assumes a zero increase each year state s. 85.20 funding.

7 General obligation (G.O.) debt funds are used for large capital expenses. Smaller capital expenses are assumed to be
funded by current year taxes and are included under "Local - Madison."
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In addition fo fares and directly-generated revenue,
Metro depends on a combination of local, state, and
federal funds to cover operational and capital expens-
es. State and federal contributions, including Federal
Transit Administration (FTA) Capital Grants Urbanized
Area Formula funds, and other funding programs,
made up $27.6 million, approximately 39.7% of Metro’s
2019 funding.5®

In 2019, state funding amounted to $17.4 million, 31.5%
of Metro’s Operating budget and 25.0% of Metro’s total
budget. Capital projects do not receive any state finan-
cial support. $16.4 million in local 2019 Capital funding
was primarily allocated out of non-General Fund Gen-
eral Obligation borrowing, while $10.6 million in Oper-
ating funding was provided by the General Fund. These
two local funding sources amounted to $27.0 million, or
38.9% of Metro’s total annual budget.

Figure 23: Metro Transit Funding Summary

Figure 24: Metro Transit Expense Summary
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$55.1 million or 79.3% of these funds were spent on
operating expenses, with the remaining $14.4 million
spent on capital expenses; roughly half of that funding
was used o purchase new vehicles and the other half
on facility upgrades. Salaries, wages, and benefits of
Metro drivers and other staff accounted for 68.8% of
2019 Operating expenses.

Capital Projects

The largest regular capital expense for Metro Transit is
purchasing new buses. Metro plans to purchase an av-
erage of 15 replacement service vehicles (buses) each
year; the number of new buses purchased each year
will vary based on bus type and expense, generally with
fewer articulated 60’ buses purchased at a time than
40’ buses. Figure 18, Projected Annual Bus Purchases
and Percent of Metro Revenue Fleet Beyond Useful Life
Benchmark, shows planned bus purchases by bus type
for the 2022-2050 period. The planned bus replace-
ment cycle will not meet the Transit Asset Management
Plan (TAMP) Useful Life Benchmark (ULB) performance
measure target of no more than 11% of the revenue fleet
being beyond the ULB of 14 years in 2024-2027; how-
ever, the percentage of the fleet past the ULB gener-
ally declines in following years and is not projected to
exceed the adopted performance measure after 2027.

58 Due to the influx of one-time pandemic relief funding that was made available through various federal laws - including
CRRSAA, CARES, and ARPA - in 2020 and 2021, funding for those years is not discussed here. Annual NTD Agency Profile

reports for Madison Metro are available at https://www.transit.dot.gov/ntd/transit-agency-profiles/city-madison and

include the data discussed here for 2013 and subsequent years.

Transit Development Plan
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Figure 25: Projected Annual Bus Purchases and Percent of
Metro Revenue Fleet Beyond Useful Life Benchmark®®
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Other major capital projects include: completion of

the Hanson Road facility renovations; the 1S. Ingersoll
Street renovations; planning and construction of North-
South BRT; installing vulnerable road user protective
technologies on some buses; modifying all needed bus
stops to be accessible during 2024; and transit speed
and reliability projects, such as in-lane stops, pedestri-
an improvements, and other stop improvements.

Federal Funding

Federal funding for transit through the Federal Transit
Administration (FTA) was previously authorized under
the Safe, Accountable, Flexible, Efficient Transportation
Equity Act: A Legacy for Users (SAFETEA-LU). SAFE-
TEA-LU expired in 2012 and was replaced with a new
two-year transportation authorization bill, entitled
Moving Ahead for Progress in the 21st Century (MAP-
21). MAP-21 made changes in the transit programs,
creating some new ones and consolidating some of the
former programs. The 2015 Fixing America’s Surface
Transportation (FAST) Act provided certainty in funding
levels and programs through 2020. The 2021 Infrastruc-
ture Investment and Jobs Act (llJA), also known as the
Bipartisan Infrastructure Law (BIL), retained programs
established under MAP-21 and added a State of Good
Repair program for fixed-guideway rolling stock, as
well as providing the largest increase in transit funding
in history.

Urbanized Area Formula Grants (Section 5307) is the
largest of FTA’s grant programs and provides grants
to support public transportation in populated areas

with 50,000 people or more. Funding is distributed by
formula based on population, level of transit service
provided, and other factors. Since the Madison urban-
ized area has more than 200,000 people and Metro
Transit has more than 100 buses in service during peak
periods, Metro’s 5307 grants may only be used for capi-
tal expenses, with some exceptions. The most significant
exception is that operating costs under the category

of “preventive maintenance” are eligible. This includes
all direct costs, including labor costs, associated with
maintaining vehicles and facilities. Other exceptions in-
clude equipment leases and the provision of paratransit
services (but only for an amount not exceeding 10% of
the total grant). Also, MAP-21 repealed the former Job
Access and Reverse Commute (JARC) program in SAFE-
TEA-LU, but made those activities (providing job access
to low-income individuals) eligible under the Section
5307 program. The Madison-area IlJA apportionment
was $10.2 million in 2023.

The State of Good Repair Grants (Section 5337) re-
places the Fixed Guideway Modernization program in
SAFETEA-LU. These formula grants fund capital proj-
ects to maintain rail and high-intensity bus systems
using bus-only and high occupancy vehicle (HOV)
lanes. Projects are limited to replacement and rehabil-
itation, or capital projects required to maintain public
transportation systems in a state of good repair. Eligible
projects will now need to be included in a transit asset
management plan. Metro Transit receives State of
Good Repair grants based on the bus lane mileage and
service, and $1.3 million was apportioned to the Madi-
son area in 2023.

The Bus and Bus Facilities Program (Section 5339) is a
formula grant program that replaces the discretionary
Bus and Bus Facilities Program (Section 5309) in SAF-
ETEA-LU. Grants are available to replace, rehabilitate,
and purchase buses and related equipment, and to
construct bus-related facilities. Funding is distributed
by formula based on population, vehicle revenue miles,
and passenger miles. The llJA apportionment for the
Madison area in 2023 was $827,000.

The Enhanced Mobility of Seniors and Individuals
with Disabilities program (Section 5310) funds proj-
ects that increase the mobility of seniors and people
with disabilities. Funds are apportioned based on each

59 https://www.greatermadisonmpo.org/planning/documents/appendixb systemperformancereport.pdf figure B-Q.

46

Greater Madison MPO


https://www.greatermadisonmpo.org/planning/documents/appendixb_systemperformancereport.pdf

State’s share of the targeted populations and under
MAP-21 became apportioned to both states and large
urbanized areas with populations over 200,000 such as
Madison. The former New Freedom program was con-
solidated into this program. The New Freedom program
provided grants for services for individuals that were
beyond what is required in the Americans with Disabili-
ties Act. Former New Freedom program funds allocated
to the Madison area were primarily used for mobility
management services by Dane County. The IlJA appor-
tionment for the Madison area was $480,000 in 2023.

Fixed Guideway Capital Investment Grants (Section
5309), also known as “New Starts” and “Small Starts,”
are used fo fund major rail and bus rapid transit proj-
ects. Section 5309 funds are competitively awarded.

In the early 2000s, they were used for planning pur-
poses for the Transport 2020 commuter rail project
and could potentially provide funding for other high
capacity transit systems, such as the bus rapid transit
system currently under construction. Several changes
to the New Starts/Small Starts program were enacted
with MAP-21 to streamline project selection and de-
velopment that are relevant for the Madison area. The
“Alternatives Analysis” phase is replaced with “Project
Development” and the “Preliminary Engineering” and
“Final Engineering” phases are consolidated into one
phase. The project evaluation process by the FTA has
been streamlined to allow a more expedient approval
of lower cost projects. The City of Madison was award-
ed 7.6 million in Section 5309 funding for the east-west
BRT project in 2023 and is seeking Section 5309 funding
for the north-south BRT project.

State Funding

The Wisconsin Department of Transportation funds lo-
cal public transit systems (both fixed-route and shared-
ride taxi) through the State Urban Mass Transit Op-
erating Assistance Program (Wisconsin State Statutes
85.20). Eligible project costs are limited to the operating
expenses of the transit system. Funds are distributed in
four categories based on population and the location
of the transit system. Metro Transit, a Tier A-2%° system,
expects to receive $18.1 million in 2024. The cities of
Fitchburg, Monona, Stoughton, Sun Prairie, and Vero-
na have received Tier B funding, which is proportioned

in uniform percentages of operating expenses (with

a 60% maximum) fo transit systems with populations
higher than 50,000, excluding Madison and Milwau-
kee. The aforementioned Madison area communities
have been included in Tier B because of their location
in the Madison urbanized area. The City of Stoughton's
shared-ride-taxi will become a Tier C system in 2024,
as it is becoming a standalone small urban area outside
of the Madison urban area in 2024.%" Tier B cities in the
Madison area are expected to receive a total of $4.37
million in 2024.

The Paratransit aids program (Wisconsin State Stat-
utes 85.201) provides funding to eligible applicants that
receive state aid payments under s. 85.20 (4m) and that
are served by an urban mass transit system that pro-
vides paratransit service to assist those eligible appli-
cants in providing paratransit service.

Additional state funding is available through the Spe-
cialized Transportation Assistance Program for Coun-
ties (Wisconsin State Statutes 85.21), which provides
funding to counties for specialized transportation pro-
grams serving the elderly and persons with disabilities.
Funding under the program is appropriated based on
the proportion of the state’s senior and Disabled popu-
lation in each county with a certain minimum appropri-
ation. Section 85.21 funds may not be used to support
fixed route service in the Madison area but may be
used to fund paratransit or other service to the elderly
and persons with disabilities.

The state does not currently have a transit capital assis-
tance program.

Local Funding

Local funding is provided primarily by the City of
Madison and other local jurisdictions primarily through
property taxes, and in Madison through a portion of
the funds raised through a $40 Vehicle Registration Fee.
The local share of deficits for service provided outside
the City of Madison, or not primarily serving City of
Madison residents, is funded through partner agree-
ments. The local funding shares are distributed among
these partner communities and entities based on the
service hours in those communities or serving those en-

60 For more information about state transit funding tiers, see https://docs.legis.wisconsin.gov/misc/Ifb/informational papers/
. 2023/0042 . . inf . > odf.
61 Based on changing definitions of “Urban Areas” by the US Census.
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tities and fares collected. The estimated share for each
partner based on the 2024 budget is shown in Table

12. The City of Monona began contract negotiations

for new Metro service in December 2023, so their 2024
contribution - should there be Metro service in Monona
in 2024 - is not included in this table. At the time of the
writing of this plan, the Village of McFarland was con-
sidering potential Metro fixed-route service expansion
as early as 2025; as this service has not been designed
or approved by the Village, their potential future contri-
bution is similarly not included in this table.

Table 12: 2024 Estimated Local Funding Distribution

Service Partner Contribution Percent of

Amount Local Share
City of Middleton $1,284,102 5.2%
City of Fitchburg $1,433,446 5.8%
UW-Madison $2,292,209 9.2%
Madison College $33,412 0.1%
Madison Metropolitan | $638,165 2.6%
School District
UW Health $406,030 1.6%
Village of Shorewood | $30,600 -
Hills**
City of Verona* $761,864 3.1%
City of Sun Prairie $625,284 2.5%
City of Madison $17,316,474 69.8%
Totals $24,821,586 =
*The City of Verona contracts for peak-period fixed-route
service only.
**The Village of Shorewood Hills contracts for paratransit
service only.

Other Public Transit Services
Monona Transit

The City of Monona provides public transportation
service within its city limits and to central Madison. The
service consists of one peak period fixed route called
Monona Express and one point deviation mid-day
route called Monona Lift.

Monona Express operates in a counter-clockwise route
in the morning from Monona to Madison via Atwood
Avenue and Williamson Street to the Capitol Square,
UW Campus, and UW/VA Hospitals, then to Monona via
Olin Avenue, John Nolen Drive, and the Beltline High-

way. It makes a similar clockwise loop in the afternoon.
Monona Express makes four loops each morning and
each afternoon using two buses in service.®?

Monona Express makes four weekday AM and PM trips
from Monona to Madison and returning to Monona,
and Monona Lift makes six loops throughout the mid-
day period, four of which also serve Madison and two
of which circulate within Monona. Senior and riders
with a disability may call and arrange for the driver

to make deviations to the route and be picked up or
dropped off within one-half mile. Although a timetable
is published for Monona Lift, all riders are encouraged
to call the dispatcher to make sure they are not missed
because of the point-deviation nature of the service.

The regular cash fare for Monona Express and Mono-
na Lift is $3.00 with discounts for ticket books, senior/
Disabled riders, students, and riders with transfers from
Metro Transit. Transfers from Monona Lift and Express
are not valid on Metro Transit. A schedule is published
listing the intersections served by Monona Transit in
both Monona and Madison, and some bus stop signs
are present in Monona; however, the bus may also be
flagged by passengers along the route. Monona Transit
only serves passengers who start or end their trip within
the City of Monona. The City of Monona currently
contracts with First Transit fo provide the service using
accessible minibuses.

Table 13: Operating statistics for Monona Transit, 2019.

Monona Transit 2019  Express Lift
Ridership 12,729 5,889
Drive Hours 2,340 2,230
Passenger Revenues $23,727 $5,620

Monona Transit has received operating assistance from
the State of Wisconsin that covered about 55% of its op-
erafing expenses; this was increased o 57% in 2023.

The City of Monona has contracted with Metro for a
new Metro route serving Monona in December of 2023,
with Metro service anticipated to replace Monona Lift
and Express in March 2025.

62 Due to a driver shortage, the first morning loop has been discontinued indefinitely.
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Sun Prairie Shuttle and Shared-Ride Taxi
Service

The City of Sun Prairie contracted for a shared-ride taxi
for many years but terminated this service in the fall of
2023 after local Metro routes S and W had been oper-
ated for several months and riders had adapted to the
new system.

Pre-pandemic, shared-ride taxi service was open to the
general public from 6 a.m. to 11 p.m. Monday to Thurs-
day, 6 a.m. to 2:45 a.m. Friday and Saturday, and 6
a.m. to 8 p.m. on Sunday. Due to staffing shortages and
other impacts of the COVID-19 pandemic, service hours
were reduced fo 7 a.m. to 4 p.m. Monday to Friday, 11
a.m. to midnight Saturday, and 7 a.m. to 3 p.m. Sunday.
General fares are a flat rate of $4.00 within the city of
Sun Prairie. In addition to the in-town shared-ride taxi
service, Sun Prairie’s contractor provided a shuttle to
and from the East Towne Mall in Madison’s east side;
this service did not have a fixed route in Sun Prairie and
deviated to accommodate ride requests. East Towne
Mall shuttles arrived at the mall on the half-hour, and
in Sun Prairie on the hour; the fare for this shuttle was
$5.00 each way. Trips were also available within three
miles of the city limits east of 1-39/90/94 at a charge of
$2.25 per mile.

Table 14: Operating statistics for Sun Prairie Shuttle and
Taxi Service

Sun Prairie Shuttle and Taxi Service 2019

Ridership 70,155

East Towne Mall Shut- | 3,521 (2018)
tle Rides

Service Hours 31,500
Passenger Revenues $268,243

The Sun Prairie Shuttle and Shared-Ride Taxi have re-
ceived operating assistance from the State of Wisconsin
that covered about 55% of its operating expenses; this
was increased to 57% in 2023. The City of Sun Prairie
contributed approximately 21% of the funding for this
program in 2019.

Stoughton Shared-Ride Taxi Service

Shared-ride taxi service is provided within the city of
Stoughton under contract. The service is open to the
general public from 6 a.m. to 6 p.m. Monday to Thurs-
day, 6 a.m. to 7 p.m. on Friday and Saturday, and 9 a.m.
to 2 p.m. on Sunday. Fares are a flat rate of $4.75 and

a senior/disabled rider rate of $3.75 within the city of
Stoughton. Trips are available up to three miles outside
the city limits at a rate of $1.00/mile.

Table 15: Operating statistics for Stoughton Shared-Ride
Taxi Service

Stoughton Taxi Service 2019

Ridership 19,409
Service Hours 11,180
Passenger Revenues $77,441

Stoughton Cab has received operating assistance from
the State of Wisconsin that covered about 55% of its
operating expenses; this was increased to 57% in 2023.
Stoughton has historically been a Tier B system due to
its location within the Madison urban area; however,
due to changes in how the US Census defines urban ar-
eas, Stoughton will become its own “small urban area”
in 2024, and its transit system become a Tier C system.®?

Specialized Transportation Services

A variety of transportation programs are available
throughout the Madison area and Dane County that
provide specialized transit service fo meet the needs of
persons who are low-income, seniors, veterans, ref-
ugees, workers, and/or experience a disability. Most
of these services are administered by the Disability &
Aging Services Division of the Dane County Department
of Human Services (DCDHS) and are accessible, routed
group ride and demand-response services with specif-
ic requirements for eligibility and trip purposes.®* The
Dane County Specialized Transportation Commission
oversees the operation of these programs.

Group Access Service (GAS) provides regularly sched-
uled weekday group trips for seniors (defined as age
60 and older) and for people with disabilities living in
their own home or apartment within the Madison and
Monona areas. Service is provided within the New-

63 For more |nforma’r|on on how system tiers are orgqnlzed qnd fundlng aIIoco’red see hj_tp_s_lLdg;_sJ_e_gJ_s_ﬂmnﬂn,g_omeJ_s_c[

64 hﬂps://www.dqnecou ntyhumcnserwces.org/D|scb|I|f¥—c|nd—Agmg/Trqnsportohon.
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Dane County Transportation Services

Program Name

Group Access Service
(GAS)

Eligibility

Age 60+ or has a disability, must live in own home or
apartment in Madison and Monona; those enrolled in
particular long-term care programs are not eligible

Service Tyoe

Routed door-to-door
group service with ad-
vance reservation

Rural Senior Group Trips
(RSG)

Age 60+ or has a disability, must live in own home or
apartment in Dane County but outside Madison and
Monona; those enrolled in particular long-term care pro-
grams are not eligible

Routed door-to-door
group service with ad-
vance reservation

Specialized Transportation
Services (STS) for Older
Adults and People with
Disabilities

Frail elderly or has a disability, enrolled in particular long-
term support programs

Door-to-door group
service with advance
reservation

Retired Senior and Volun-
teer Program (RSVP)

Age 60+ or has a disability, must live in own home or
apartment, those enrolled in particular medical assis-
tance and long-term care programs are not eligible

Door-through-door
service with volunteer
drivers

Other Various Transporta-

Age 60+ or has a disability

Demand response,

tion Services

voucher

Bridge Senior Focal Point area (see Figure 26). Trips do
not generally cross coalition area boundaries.

Shopping trips are scheduled in the mid-morning and
mid-afternoon. Currently, each area is provided with
two grocery store trips, two pharmacy/discount store/
public library trips, and one shopping mall trip per
week. Door-to-door service is provided as well as assis-
tance with packages. Accessible vehicles are used. The
current cash fare for GAS service is per one-way trip,
with distinct fares set by trip purpose: $0.50 for nutrition
(grocery store or food pantry) trips, $1.00 for in-town
shopping trips, and $1.50 for out-of-town shopping
trips. No one is denied service due to inability to pay.

The Disability and Aging Services Division of DCHS
manages the service, and contracts with a private
provider on a per-hour basis. The current provider is
Transit Solutions. Funding for GAS is provided by Madi-
son Metro using pass-through State Urban Mass Transit
Operating Assistance Program (Section 85.20) funding
for service provided within Metro’s service area. In
addition, Dane County uses county levy funds to pay for
the service. In 2022, the program provided about 8,530
one-way frips.

The Rural Senior Group Trips (RSG) provides routed
group transportation service to rural adults aged 60
and over and to people with disabilities who reside out-
side the area where GAS operates. Rural Senior Group
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Trips service is generally modeled after the Madison
area’s GAS service, but it is organized differently in
each of 11 geographic areas based upon a local de-
termination of needs. Geographic service areas of the
county are: Northwest Dane Senior Services, Waunakee
Senior Center, DeForest Area Community and Senior
Center, Colonial Club Senior Activity Center, Middleton
Senior Center, McFarland Senior Outreach Services,
Stoughton Area Senior Center, Oregon Area Senior
Center, Fitchburg Senior Center, Sugar River Senior
Center, and Southwest Dane Senior Outreach (see
Figure 26). Dane County contracts for service through a
competitive bid process for all areas except the North-
east area, where service is directly provided by the Co-
lonial Club for the seniors and people with disabilities.

Trip days and times are arranged by area senior cen-
ters or senior service organizations, which work with
DCHS staff and are responsible for receiving passenger
reservations and cancelations. The senior center or
organization then notifies the contracted provider of
the passengers’ schedules and requests for accessible
vehicles. Door-to-door service with driver assistance is
provided.

Rides are provided to nutrition sites, to senior center
activities, and for shopping and selected social activi-
ties. The social and recreational trips are organized by
the local senior center or organization and are not paid
for with County funds. Medical trips are not provided.
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Figure 26: Dane County Senior Focal Points: Group Access Services (GAS) and Rural Senior Group Trips (RSG) Service Areas
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The fares are: $0.50 per one-way trip for nuftrition frips,
$1.00 for in-town shopping trips, and $1.50 for out-of-
town shopping frips.

In 2022, the program provided about 24,090 one-way
trips. The program is funded through state Specialized
Transportation Assistance Program for Counties (Sec-
tion 85.21) funding and county levy funds. Passenger
fare revenues cover the remaining costs.

The Retired Senior Volunteer Driver Escort Program
(RSVP) and Veterans Helping Veterans Program (Vets
Helping Vets) both rely on volunteer drivers in private
automobiles to provide a transportation alternative for
riders.

RSVP serves people aged 60 and over and people with
disabilities who do not use a wheelchair. RSVP pro-
vides door-to-door individual, and in some cases, small
group rides when other options are not available. RSVP

drivers also deliver meals to people who are unable

to leave their home. The RSVP service has become an
integral part of the transportation services provided to
the elderly within Dane County. In the Madison areaq,
seniors who are not eligible for Metro paratransit ser-
vice especially benefit from the program. Vets Helping
Vets provides rides to veterans of all ages and their
family members with a service model which parallels
that of RSVP.

Medical trips are prioritized for both programs, but
other trip purposes such as nutrition and social ser-
vices are also served. Service is generally available
throughout Dane County and is largely dependent

on the availability of volunteer drivers. Rides must be
arranged prior to the day a ride is needed. Like many
volunteer demand-response systems, this service relies
on a three-day to one-week response time, but tries fo
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accommodate individual short-notice calls depending
on origin, destination, and driver availability.

The volunteer drivers are reimbursed at a rate of $0.655
per mile (2023), and this rate is adjusted annually by

the IRS. Dane County funds the program, using federal
funds (Older Americans Act) state Section 85.20 oper-
ating assistance passed through from Madison Metro,
state Section 85.21 funding, and additional local county
levy funds. As a condition of federal funding through
the Older Americans Act, donations are sought to offset
the cost of service, but rides are not refused because of
an individual’s inability to pay. In 2018, the combined
RSVP and Vets Helping Vets programs provided about
105,000 one-way trips. Although use of these services
declined during the pandemic, the programs pivoted

to delivering groceries and meals instead of providing
rides, and over 90,000 rides/deliveries were provided in
2020. By 2022, ridership had rebounded to record-high
levels, with over 118,700 rides provided.

DCDHS administers several other transportation ser-
vices fo meet the various needs of persons who have
low incomes, are elderly, and/or experience disabilities.
These programs include:

e Older Adult Transportation Assistance Program:
Serves adults aged 60 and over and persons with
disabilities who live in their own homes or apartments
and who are not enrolled in particular long-term
care programs; individuals who receive Medical
Assistance rides through Common Carrier Medical
Assistance Transportation are not eligible for medical
rides through this program.

Rideline Service: Scheduled, individual rides to work,
job interviews, or training for persons who live in
areas not served by public transit or with very limit-
ed public transit service; riders must live in their own
homes or apartments, and those enrolled in particu-
lar long-term care programs are not eligible.

e Employment Transportation Assistance: Low-income
people receive bus passes for employment searches.
ETA is a fransit-based fare-assistance program. The
service area is the Metro Transit service boundaries.
The number of bus passes an individual can receive
is limited.

e Work-N-Wheels Program: 0% interest car loans and
family financial planning courses for low-income
workers who reside in rural areas of Dane County.
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Recipients are required to ride-share where possi-
ble. This is a revolving loan fund. Loan applications
are approved by the Southwest Community Action
Work-N-Wheels Program. Service area is rural Dane
County.

¢ DryHootch: DryHootch provides transportation to
needed appointments and services for Veterans. The
group ride service schedules stops at the Veterans
Service Office, VA Hospital, food pantries, and other
destinations. The group ride service is door-to-door.
Individual rides are provided as needed. The indi-
vidualized ride service is door-through-door, and
passengers are assisted with curbs and up to three
steps. Drivers will assist passengers in getting to the
correct location within the clinic or hospital. Vehicles
are accessible. The service area is all of Dane County.
The drivers are also veterans.

In 2022, these programs combined provided approxi-
mately 30,400 one-way trips. The programs are funded
through state Section 85.21 funding and county levy
funds.

In addition to City of Madison and Dane County trans-
portation services, additional transportation services
exist through non-profit organizations and other
program-specific transportation services. Most are
targeted at specific low-income people, seniors, and
people seeking medical treatment. Examples of other
transportation service providers include the YWCA (YW
Transit and JobRide) and the American Cancer Society
(Road to Recovery), which are discussed further below.

YW Transit/JobRide are specialized transportation ser-
vices provided by the YWCA. JobRide operates 24 hours
per day and provides rides for low-income people

to and from work where other transit options are not
available. Although JobRide uses vans and attempts to
organize group rides, many individual trips are made.
JobRide is partially funded through the Wisconsin De-
partment of Transportation’s Wisconsin Employment
Transportation Assistance Program (WETAP), which

is supported by a combination of state (WisDOT and
DWD) and federal Section 5307 and 5311 funds. In 2019,
JobRide provided about 35,000 one-way trips. Histori-
cally, YWCA also offered sexual assault prevention rides
between 8 p.m. and 1 a.m. This service was discontin-
ued during the pandemic due to lack of use; with the
diverted resources, YWCA is now offering Senior Rides
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Figure 27: Dane County Specialized Transportation Ridership, 2028-2023

Dane County Specialized Transportation Ridership*
2018 - 2023
140,000 ~ RS
.\m °5|£
NG i
< —
120,000 8‘_' Q
N B
[@)e)]
100,000 d
80,000
o i S
% SRE .
60,000 oo o CNes o n ™ ~
¥ 53 99%34 o3 3
[e)] °° o0
40,000 X o S 8o
S‘J’» o o NG g Q
h —nns 2N“’N‘§I\~
20,000 = = 2D = SO2=RS
I 2L onxo—m I I o~ 7
MNo TN o I
. i RN S
Community RSVP GAS/RSG GRADC/STS Sr Diversity JobRide Calls**
Access
H 2018 m2019 m2020 2021 m2022 m2023
*One-way rides or meal/grocery deliveries
**Requests for rides and eligibility determinations

for essential errands during the day. Senior Rides are
available for free for anyone 55 or older, and are avail-
able from 8:30 a.m. to 4 p.m.

Road to Recovery is a specialized transportation service
coordinated by the American Cancer Society, with vol-
unteer drivers providing transportation to cancer-relat-
ed medical appointments. Other eligibility requirements
may apply, and ride requests must be made several
days prior to appointment dates.

Equity

As part of the MPO’s continuing efforts to comply with
Title VI of the 1964 Civil Rights Act (42 U.S.C. 2000d-

1) and address equity and environmental justice, the
MPO conducts analyses throughout planning processes
to evaluate the impacts of plan elements on minority
populations, low-income households, and households
without access fo an automobile. Efforts are also made

to ensure that minority and low-income populations are
provided with dedicated opportunities to participate in
planning processes. See the MPQO’s 2021 Public Partic-
ipation Plan® for more information on how the MPO
engages with these demographic groups in various
planning processes.

Title VI states that “No person in the United States shall,
on the ground of race, color, or national origin, be ex-
cluded from participation in, be denied the benefits of,
or be subjected fo discrimination under any program
or activity receiving Federal financial assistance.” To
amplify the Title VI law, President Clinton issued Exec-
utive Order 12898 in 1994, Federal Actions to Address
Environmental Justice in Minority Populations and
Low-Income Populations. The purpose of the order is
to make the achievement of environmental justice part
of each Federal agency’s mission by identifying and
addressing, as appropriate, disproportionately high
and adverse human health or environmental effects of

65 https://www.greatermadisonmpo.org/planning/documents/PPP2021 forWeb.pdf.
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government programs, policies, and investments, such
as transportation facilities, on minority and low-income
populations. The goal is to ensure that the benefits and
burdens of government actions and investments are
fairly distributed, and that minority and low-income
populations are not disproportionately affected in an
adverse way. In 1997, the U.S. Department of Transpor-
tation (USDOT) issued an order to summarize and ex-
pand upon the requirements of Executive Order 12898

on Environmental Justice. The Order generally describes

the process for incorporating environmental justice
principles into all DOT existing programs, policies, and
activities.

President Biden’s Justice40 Initiative, the product of 2021

Executive Order 14008, requires covered programs fo
engage in stakeholder consultation and ensure that
community stakeholders are meaningfully involved in
determining program benefits. Covered programs are
also required to report data on the benefits directed
to disadvantaged communities. For USDOT, “Justice40
is an opportunity to address gaps in transportation in-
frastructure and public services by working toward the
goal that at least 40% of the benefits from many of our
grants, programs, and initiatives flow to disadvantaged
communities.”®®

Title VI, Executive Orders 12898 and 14008, the USDOT
order, and other USDOT guidance do not contain spe-
cific requirements for evaluating the impacts of trans-
portation plans and programs on environmental justice
populations. Justice40 uses a nationwide data set and
methodology fo determine Historically Disadvantaged

Communities where 40% of funding should be direct-
ed.”

During the development of the Connect Greater Mad-
ison 2050 Regional Transportation Plan (RTP), the
MPO held focus groups with low-income and minority
individuals to learn about their experiences with the
transportation landscape in the Madison area. The

inconvenience of the Metro transit network was a major

issue for focus group participants, who expressed a
strong desire to use public transportation more often
if it was more frequent, accessible, and convenient. For

transit-dependent participants, accessing essential des-

tinations in a fimely manner is often very difficult. Other

66 https://www.transportation.gov/equity-Justice40.

transit-related comments by focus group participants
include:

e “Using my car is faster than using public transporta-

tion. Previously when | used public transportation, it
did not allow me to do many things during the day. |
used fo spend up to three hours if | wanted to go to
the mall. It is better for me to drive my car.” (Latino
Academy)

e “The bus is not much available at night and during

the weekends. Our community does not work from

9 am to 5 pm. Our community works from 4 am to 1
pm, 1pm to 8 pm, 8 pm to 3 am and there is no public
transportation to meet those different schedules.”
(Latino Academy)

“The main reason | use my car is to save fime. It is
more convenient.” (Latino Academy)

“Time and efficiency is really important to me. My
workplace [Freedom, Inc.], does not have easy access
to bus lines. When | drive my car, it is a lot faster.
Because of my kids, | don't have a lot of extra time to
wait for the bus. | also worry about safety from COVID
on the bus.” (Bayview)

“I believe that Metro System makes it easier for peo-
ple to get around but many people decide not to use
public transportation because it is a very lengthy and
slow system. There is also a lack of knowledge about
bus routes.” (Latino Academy)

“I'm not sure if my scooter [power wheelchair] can fit
on the bus. I've also heard that a bus ride is expensive
now, and |'ve wanted to call Metro to ask, but haven’t
done that. It would be great to have a smaller bus op-
tion that can take residents to places like Woodman's
to get culturally specific foods. That would feel safer.

| was overwhelmed by the idea of needing to transfer
on the south side to get fo Woodman’s.” (Bayview)

“If there were programs that could help people learn
how to use public tfransportation, it would be great for
us fo enroll so we can learn to use public transporta-
tion, since that is very beneficial to the community.”
(Latino Academy)

“The bus is often hard with too many transfers and
unreliable fiming. My kids want to go fo sporting
events and want me to participate in their activities,
and | often make excuses that | have a headache be-
cause it’s foo hard to get there by bus.” (Bayview)

67 https://experience.arcgis.com/experience/0920984aa80a4362b8778d779b090723/page/Homepage/.
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e “l would like to be a part of the community and go to
farmers markets, make trips to Madison and go to
other events, but | cannot due to limited bus service.”
(Sun Prairie)

The Transit Network Redesign and future BRT services
intentionally address the majority of these comments
by improving travel time reliability and speed, increas-
ing frequency, reducing system complexity, eliminating
forced transfers at transfer points, adding all-day local
Sun Prairie service, and designing routes that match
more trips that people are already making.

As part of the 2050 RTP update, the MPO offered an
online mapping comment application®® that was used to
document 125 individual transit-related comments, 18%
of which were located in or adjacent to an MPO-iden-
tified Environmental Justice Area. 48% of these were

in regard to a particular route or stop, and 26% were

in regard to inter-city bus or rail service. Based on the
Ridership/Coverage tradeoff investigated in the Metro
Transit Network Redesign, 13% of EJ-area transit com-
ments support transit service modifications that would
improve ridership, such as increasing bus frequency,
while no EJ-area comments supported service modi-
fications that would improve coverage - although 4%
supported provision of commuter/peak-period service.

All transit agencies are required by the FTA to comply
with the Title VI requirements set forth in ETA Circular
4702.1B. This includes establishing a Title VI Program
with policies fo assess Major Service Changes, Dispro-
portionate Impacts to minority populations, and Dis-
proportionate Burdens for low-income individuals. All
service changes that meet the Major Service Change
threshold are required to undergo a Title VI Equity Anal-
ysis that tests how the proposed changes will impact
minority and low-income populations. Additionally, this
program includes a monitoring report comparing the
service levels of minority and non-minority routes. The
Title VI Program is submitted to the FTA on a three-year
schedule with the most recent update approved in 2023.

The Metro Transit Network Redesign set out to address
many of the long-standing inequities of the existing
system, which included longer travel times and more
transfers for lower-income and minority riders than for

more affluent and white riders. The Title VI Service Equi-
ty Analysis®® for the Network Redesign found that:

* There is no disproportionate impact on minority
populations. People of color will benefit at similar or
higher rates as White non-Hispanic people.

O The amount of service within 1/4-mile (peo-
ple-trips) of minority populations will increase by
30%, compared to a 26% increase for non-minority
populations.

O 56% of Asian residents, 52% of Hispanic residents,
and 45% of Black residents will experience a sig-
nificant increase in access to destinations (+10,000
jobs or better) by transit within 45 minutes, com-
pared to 45% of White non-Hispanic residents.

O 2% of Asian, 2% of Hispanic, and 2% of Black resi-
dents will experience a reduction in access to des-
tinations (-1,000 jobs or worse) by transit within 45
minutes, compared to about 3% for White non-His-
panic residents.

e There is no disproportionate burden on low-income
populations. Low-income residents will experience
a smaller increase in service quantity (people-trips)
than the average resident, but they will be far more
likely fo experience more useful service (improved
destination access).

O The amount of service near low-income popu-
lations will increase by 20%, compared to a 32%
increase for non-low- income populations. This is
primarily because service near the transfer points
is duplicative and double counted by the method-
ology.

O Nonetheless, low-income residents are far more
likely to benefit from increased frequency and
directness of service in the redesigned network.
67% of low-income residents would experience
a significant increase in access to destinations
(+10,000 jobs or better), compared to 40% of non-
low-income residents.

O Conversely, only 2% of low-income residents will
experience a reduction in access to destinations
(-1,000 jobs or worse) by transit within 45 minutes,
compared to about 3% of non-low-income resi-
dents.
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As part of the development of this TDP, the MPO part-
nered with community organizations to host focus
groups with identified historically disadvantaged popu-
lations. Focus groups were hosted by: Access to Inde-
pendence; Latino Academy of Workforce Development;
Madison Area Chinese Community Organization; Vera
Court Neighborhood Center; and the Wisconsin Hmong
Association.

Focus group discussion summaries and survey results
tabulated by race, ethnicity, and household income are
included in Appendix E.

The MPO will continue to develop analysis tools to
better quantitatively assess the benefits and impacts of
recommended transportation projects on EJ populations
as part of future planning efforts.

Policies
ADA Comments & Complaints’

“Metro Transit is committed to complying with the
requirements of the Americans with Disabilities Act
(ADA) in all of its programs and services. All buses are
wheelchair-accessible, and Metro works with the City
of Madison Traffic Engineering Department and Ser-
vice Partners to identify, address, and remove barriers
to accessing the transit system. See Paratransit Polices,
below, for more information.”

Civil Rights and Title VI™

“The City of Madison and Metro Transit assure that no
person shall on the grounds of race, color, or national
origin, as provided by Title VI of the Civil Rights Act of
1964, and the Civil Rights Restoration Act of 1987 (P.L.
100-259) be excluded from participation in, be denied
the benefits of, or be otherwise subjected to discrimina-
tion under any program or activity.

“Furthermore, Madison General Ordinance (M.G.O.)
Sec. 39.02(8) mandates the execution of this operation-
al requirement. The City of Madison and Metro Tran-
sit further assure every effort will be made to ensure
nondiscrimination in all of its federally funded program

activities. Metro’s most recent Title VI Plan was adopted
in 2023.”

Code of Conduct/Transit Exclusion Policy”?

Purpose:

“It is the mission of Metro Transit (Metro), a division of
the City of Madison, through the efforts of dedicated,
well-trained employees, to provide safe, reliable, conve-
nient, and efficient public transportation to the citi-

zens and visitors of the Metro service area. Metro has
established this Behavior Policy to promote the safety
and comfort of its riders, to facilitate the proper use of
transit facilities and services, to protect transit facilities
and employees, to assure the payment of fares and to
ensure that Metro vehicles and facilities are safe, wel-
coming and provide equitable access for Metro passen-
gers. Responses to inappropriate and/or illegal conduct
are outlined here.”

The policy is organized info the following sections:

10. Purpose (text above)

11. Overview and Definitions

12. Level | Inappropriate Conduct on Buses

13. Level Il Inappropriate Conduct on Buses or in Other
Facilities

14. Level lll Inappropriate Conduct/Emergency Situa-
tions

15. Transit Exclusion Procedure

16. Appeal Procedure

17. Non-Compliance with Exclusion Order: Trespassing

The National Academies Transit Cooperative Research
Program Synthesis 17373, Transit Exclusion Policies in
Public Transportation Systems (2024), finds that “ap-
proaches to measure the effectiveness of exclusion
polices are advisable,” and that “approaches to analyze
impacts of the polices on crime are needed.” Further-
more, the synthesis notes that “issues of homelessness,
people with mental health challenges, and cultural and
demographic differences...may lead to disparities and
inequity in outcomes, particularly for younger adult
males of color.”

Systems. Washington, DC: The National Academies Press. https://doi.org/10.17226/27474.
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Recommendation:

The City of Madison Department of Civil Rights rec-
ommends that the word “citizens” be replaced with the
word “residents” in this policy.

Disadvantaged Business Program’™

“Metro has established a Disadvantaged Business En-
terprise (DBE) program in accordance with regulations
of the U.S. Department of Transportation (DOT), 49 CFR
Part 26. Metro has received Federal financial assis-
tance from the Department of Transportation, and as a
condition of receiving this assistance, Metro has signed
an assurance that it will comply with 49 CFR Part 26. It
is the policy of Metro to ensure that DBEs, as defined in
part 26, have an equal opportunity to receive and par-
ticipate in DOT-assisted contracts.”

Metro Transit Data Terms of Use’®

“The City of Madison owns and maintains certain elec-
tronic data, including but not limited to, Metro Transit
Tracker live tracking data and scheduled transit ser-
vice data. The City of Madison grants non-exclusive,
non-transferable, limited and revocable rights to use,
reproduce, and redistribute that data subject to terms
and conditions in this policy.”

Paratransit Policies’®

“Metro paratransit is a shared-ride service that uses a
variety of companies and vehicles to respond to individ-
ual ride requests. Paratransit vehicles can be identified
by a blue Metro Transit sticker near the entrance.

“This Americans with Disabilities Act (ADA) paratransit
service is for individuals with disabilities who cannot use
Metro’s accessible fixed-route bus service. The para-

transit service area, hours, and days of service closely

match fixed-route schedules."Metro operates accessible
buses on all city bus fixed routes.

Accessibility features include:

e Low floor buses with a boarding ramp that can be
deployed.

* A kneeling feature that lowers the bus closer to the
curb.

* Wheelchair securement locations.
* Priority seating at the front of the bus.

e Bus stop announcements that are both audible and
visual.”

Recommendation:

The City of Madison Department of Civil Rights recom-
mends that the word “accessible” be replaced with “ADA
compliant” in this policy.

Reduced Fare Pass Eligibility””

Youth, seniors, those with disabilities, and those with
low-incomes are eligible for Metro's new half-price fare
through Fast Fare.

Riding Rules’®

“To promote the safety and comfort of riders and
employees, Metro has established a list of rules. Re-
peated or serious incidents of inappropriate conduct
may lead to exclusion from transit service, see the Code
of Conduct/Transit Exclusion Policy section for more
information. Metro utilizes video surveillance to docu-
ment events that occur on buses and at transfer points,
see the Security Camera Surveillance Policy section for
more information.”

Security Camera Surveillance Policy”

“The primary objective of having video surveillance is
to document what transpires when events occur that
threaten the safety of customers and/or employees

of the transit system. The installation of cameras, with
signage alerting customers and employees, has also
been a deterrent to disruptive behavior and provides a
sense of security to riders and employees. In the case of
personal injury accidents, a video record validates the
facts.”

74 https://www.cityofmadison.com/metro/business/disadvantaged-business-program.
75 -/ itd itvof i M T itDataT of ‘.

6 https://www.cit m/metro/paratransit.

77 https://www.cityofmadison.com/metro/fares/reduced-fare-pass.

8 https://www.cit m/metro/how-to-ri

/riding-rul

79 https://www.cityofmadison.com/metro/documents/securitycamerapolicy.pdf.
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Senior/Disabled Fare Eligibility®°

“A reduced fare is available for senior citizens 65 years
and older, and people with disabilities. Proof of Senior
eligibility may be requested by drivers. Senior riders are
encouraged to apply for a Metro reduced fare permit
for eligibility. To qualify for a disabled reduced fare
permit, riders must complete a Metro eligibility appli-

cation. Applications must be completed by a physician

or a registered nurse, or riders must supply a copy of
their Medicare card. Forward Health cards are not an
acceptable form of proof.”

80 https://www.cityofmadison.com/metro/fares/senior-
disabled-fare-eligibility.
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Chapter 4: Demand Assessment and Historic and

Projected Ridership

Demand Assessment

There is extensive literature on assessing demand and
forecasting ridership for transit services. Still, even

the most powerful and modern methods of assess-
ing demand often fail to capture the impacts of local
conditions. At base, however, because transit serves to
connect people with opportunities, including to work,
learn, recreate, shop, socialize, and access medical and
other necessary services, all these methods start with
considering the population to be served, and the geo-
graphic area across which that population may have
cause to travel.

Existing Conditions

Figure 28 shows relative area employment and popu-
lation densities with the Metro Transit Service Area.?' As
this map shows, most areas within Madison, Middleton,
and Sun Prairie with high residential and employment
densities are served by Metro. Fitchburg and Verona
have more geographically limited transit services, but
most of the densest parts of these communities have
transit services. McFarland, Cottage Grove, DeForest,
and Waunakee have areas with relatively high popu-
lation and employment density but do not have transit
service. Monona is currently served by Monona Ex-
press/Lift®2 but will become a Metro Service partner in
March 2025. The densest portions of Monona will be

81 Area within ¥ mile of a Metro stop. Note that the service area for Bus Rapid Transit is generally considered to be ¥z mile.

82 Monona Express and Monona Lift service areas not shown in Figures 28 and 29.

Figure 28: 2016 Employment/2020 Population by Traffic Analysis Zone, with 2023 Metro Service Area
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Figure 29: Employment/Household Change (2016 to 2050) by Traffic Analysis Zone, with 2023 Metro Service Area

AN} ) l

l

Bl 2016-2050 Household Change / Acre
B 2016-2050 Employment Change / Acre

\

Both High

)

Both Low
[ Transit Service Area (8/2023)

\
_J

T
| 2
~
\ N
: y
| A | / / ~
Employment / Household Change (2016 to 2050) Frepared by saffto te: A
by Traffic Analysis Zone E‘ mpo . " .

Madison Area, Wisconsin

served by a new route and by existing Metro routes G
and L that do not currently stop in Monona. Stough-
ton, which is not shown in Figures 28 or 29, is served by
Stoughton Shared-Ride Taxi for local trips; as this type
of service does not have fixed stops, the service area is
the entire city and three miles beyond the city limits.

MPO staff used the StreetlLight Insight big data plat-
form to assess where pre-pandemic (2019) trips were
made to and from Stoughton, McFarland, Oregon,
Cottage Grove, DeForest, and Waunakee. These analy-
ses were conducted using both smaller Transportation
Analysis Zones (TAZs) and larger Census Block Groups.
Although regional destinations such as the East Towne
Mall and Prairie Lakes areas are more popular than
downtown Madison or the UW-Madison campus for
residents of McFarland and Cottage Grove, they still
only attract a few hundred trips each day. Similarly,
trips from DeForest and Waunakee are more likely fo go
to the Prairie Lakes area of Sun Prairie than to any par-
ticular downtown Madison-area TAZ or Census Block
Group. The Village of Oregon and the City of Stough-

60
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ton have similar travel demand, with each community
containing one or more areas with several hundred
trips to/from the other community, and no other specific
popular destinations within the rest of the metro area.
Trips from the Village of Cross Plains, like those from
other outlying communities, are largely destined for a
wide geographic area; however, the fourth-most pop-
ular destination TAZ from Cross Plains is just north of
downtown Middleton. Based on this analysis, it appears
that demand to specific destinations is low enough that
it would not be feasible to justify a bus route connecting
these communities to destinations such as the East or
West Towne Malls, American Center, downtown Madi-
son, or UW-Madison; instead, these communities would
be best served by simply gaining access to the Metro
system via limited-stop, peak-only express routes, from
which riders could transfer to other routes to their final
destinations. As population and ridership grow on these
new commuter routes, service hours could be gradually
increased to meet and support increasing demand.

Greater Madison MPO



Projected Growth

The growth scenario used in the Regional Development
Framework and Regional Transportation Plan uses a
base year of 2016, and forecasts growth through 2050.
Figure 29 shows the expected relative change in popu-
lation and employment density between 2016 and 2050,
with the 2023 Metro Transit service area. Although
much of the expected growth will occur within the
Metro service areq, continued development in outlying
areas and communities will require the expansion of
the service area or will result in population and em-
ployment centers without transit access. These areas
include, clockwise from top center: DeForest; Windsor;
the area between the American Center (Madison) and
Prairie Lakes (Sun Prairie); Madison’s Northeast Area;
Cottage Grove; far southeast Madison; McFarland;
northcentral and northeast Fitchburg; far southwest
Madison and the Town and City of Verona; south-

east Verona; far west Madison; northwest Middleton;
Waunakee; and Westport. Although commuter, and in
some cases all-day service o these areas is included

Table 16: Factors Affecting Transit Ridership®*

Internal

in the future transit network in the RTP, most of these
services are not likely to be economical within the plan-
ning horizon of this TDP given current population and
demand.

Land use data shown in this map is based on adopt-

ed community plans as of 2020; both Middleton and
McFarland have adopted updated plans since that time
which call for increased density and/or mixed uses in
areas that are not reflected in this map.

Variables Affecting Transit Ridership

The 2015 report Investigating the Determining Factors
for Transit Travel Demand by Bus Mode in US Metropol-
itan Statistical Areas® examined the significance of both
internal (controlled by the transit agency) and external
(beyond the control of the transit agency) variables in
affecting transit ridership. Table 1 shows both traditional
and emerging internal and external variables that may
affect transit ridership from a more recent (2022) TCRP
report.

External

T « Service Quantity e Density
e Fares « Population
e Speed & Reliability e« Employment
 Service Concentration elncome
e Access to transit * Gas Prices
e Security e Security
« Service Quality « Commute Policies
o Car Ownership
« Demographics
Emerging « Restructuring transit networks « Gentrification

« Demand response, flex route services, and

microtransit pilots & partnerships

* New fare media & fare integration
e Real-time information

* Maintenance issues

e Dedicated transit right-of-way

e School & employer partnerships

« Fare discounts or elimination

« Aging population

« Millennials

e Telecommuters

« Delivery services

« Congestion & parking pricing

« Shared mobility (ride-hailing, bikeshare, car-
share, scooters)

83 Mineta Transportation Institute Report 12-30 (Mineta) htt

://transw i /sites/default/fil

/1101-transit-

84 Transit Cooperative Research Program (TCRP) Report 231, Recent Decline in Public Transportation Ridership: Analysis,

Causes, and Responses, National Academies._https://nap.nationalacademies.org/catalog/26320/recent-decline-in-public-
transportation-ridership-analysis-causes-and-responses, Table 2-1.
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TCRP Report 231's Web-Only Report 74% provides city-
by-city results for all MSAs in the nation, and the results
for Metro Transit are shown in Table 2. Madison’s Metro
service outperformed the model’s expectations; al-
though ridership dropped by 9.3% between 2012 and
2018, the model predicted a 15.9% decrease in ridership
in that period.

This model predicts that route restructuring such as the
Metro Transit Network Redesign, which focuses ser-
vice on high-ridership corridors and increases service

frequency, will increase ridership. The pandemic-re-
lated increase in the rate of teleworking, on the other
hand, is expected to decrease ridership. And finally, the
contfinued expansion and increasing use of the BCycle
bikeshare system?®® is expected to decrease ridership in
the urban core of the system, but as additional stations
are installed around the periphery of the transit system,
bikeshare will become a more useful first- and last-mile
connection and is expected to increase transit ridership
within those suburban areas.

Table 17: Madison Metro Area Estimated and Actual Effects on Ridership by Variable®”

2012

Average Values

Ridership Effect

2018 % Diff Absolute % Diff
Vehicle Revenue Miles 4,822,860 5,032,180 4.3% 288,330 1.90%
Average Fare (2018S) 0.91 0.97 6.2% -268,570 -1.80%
Network Restructure - - - - 0%
Major Maintenance Event - - - - 0%
Population + Employment 908,510 1,023,550 | 12.7% 375,120 2.50%
Share of Population and Employment 0.25 0.25 -2.5% -36,750 -0.20%
in Transit Supportive Density
Average Gas Price (20189%) 3.93 2.72 30.9% -629,310 -4.20%
Median Per Capita Income (20189$) 33,390 16.2% -149210 -1%
% of Households with 0 Vehicles 8 -4.1% -10770 -0.10%
% Working at Home 4 37.5% -163030 -1.10%
Years Since Ride-hail Start - 4 1,852,950 -12.30%
Bike Share 1 - - 0%
Electric Scooters - - - 0%
New Reporters - - - - 0
Total Modeled Ridership -15.90%
Total Observed Ridership -9.30%
Unexplained Change 6.50%

86 See discussion of BCycle system in Chapter 2, Travel Demand Management (TDM) Policies, Active Transportation section.

87 Ibid. Page 144.
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Gasoline Prices

The 2015 study found that almost all variables with
statistically significant impacts on ridership are internal,
except for the price of gasoline:

Recent studies generally show a small but significant
relation between rising fuel cost and increased
ridership. A comparative study using international
data found the aggregate of transit modes increase
in ridership associated with fuel costs in the US to
be modest (0.12 of a percent), consistent with the
relatively low price of gasoline. In Australia, a nation
with both comparable rates of auto dependen-
cy and higher fuel prices, the study found a more
striking increase in transit ridership of 2.2 percent
for every 10% increase in gasoline price (Currie and
Phung 2007). A follow-up study comparing data
from Australia and the US found that when home
loan interest payments were added to the price of
fuel in Australia, light rail ridership rose with the
extra burden on income. The authors suggest that
using a similar methodology, studies might shed
light on comparable findings in the US (Currie and
Phung 2008).%®

Interestingly, post-pandemic, the data suggest that the
price of gas now has a reduced impact on transit rider-
ship than it did pre-pandemic.8®

Housing & Transportation Costs

The finding regarding the effect of including housing
costs on transit ridership mentioned above is demon-
strated by the Housing + Transportation Index (HTI)®°,
which combines housing and transportation costs for
geographic areas to compare relative total affordabili-
ty of those areas. The methodology applies a single set
of regional values for the “Regional Typical Household”.
Figure 30 shows the HTI for Madison-area cities and
villages. The regional typical household would have
over 55% of their income left after paying for housing
and transportation in Madison, Fitchburg, Middleton,
Monona, Stoughton, and Sun Prairie — all of which have
public transit service - and would have less than 50% of
their income left after those expenses in Verona, Cot-
tage Grove, Cross Plains, Maple Bluff, Shorewood Hills,

88 Mineta Page 13.

and Windsor. This suggests that there may be demand
for transit service in these “more expensive” commu-
nities, where the regional typical household is likely

to struggle to afford both housing and transportation
costs.

Developing new and in-fill transit-supportive corridors
helps reduce transportation costs for residences in
those corridors, as well as supporting transit ridership.
See the Future Land Use section of Chapter 2 and the
Transportation/Land Use Connection & Transit-Orient-
ed Development section of Chapter 5 for more on this
topic.

Figure 30: Housing + Transportation Index for Madison Area
Cities and Villages

Housing + Transportation Index for Madison Area

Cities and Villages
Modeled for the Regional Typical Household:
Income: $72,374 Commuters: 1.25 Household Size: 2.35
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Low-Income Riders

Low-income riders make up a significant portion of
transit riders in the Metro system. In the 2018 Metro On-
Board Survey, 59.7% of riders reported making less than
$74,999/year, and 42.4% reported making less than
$49,999/year. “Research shows that low-income groups
lacking access to automobiles are most likely to rely

on transit for access fo employment and fulfillment of
household and other necessities (Alam 2009; Holtzclaw
et al. 2002; Polzin et al. 2000).”" People with disabilities

91 Mineta, Page 14.
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are much more likely to be low-income and transit-de-
pendent than are people without disabilities; at any
wage, only 46% of people aged 21-64 with disabilities
were employed in Wisconsin in 2021, while 83.5% of
those without disabilities were employed.®? Those peo-
ple with a disability who did work in 2021 had a median
income of $46,300, while those without a disability had
a median income of $53,600.%3

Many low-wage jobs have work shifts that begin and/
or end outside of transit service hours; nationally, 17%
of workers in U.S. Metropolitan Statistical Areas (MSAs)
start work between 4 PM and 6 AM®* (“late shift” work-
ers/jobs). In the Madison Metro area, pre-COVID-19
pandemic, nearly 13% of workers left home to go to
work between 4 PM and 5:30 AM.*® The lack of tran-

sit access during even one direction of travel makes
transit a non-viable travel mode in both directions,
unless employees use alternate modes for the other
direction (carpool, taxi, TNC, walk, bike) or they travel
at a tfime when transit is available, but which requires
that they arrive at work very early or that they wait for
transit service to begin after their shift ends. At best,
this results in “time tax”°¢ and “bandwidth tax”®” impacts
on these employees; at worst, it requires them to use a
travel mode that is much more expensive for the travel-
er than transit is, or to forgo employment opportunities
which they cannot feasibly travel to or from.

There is potential to improve transportation access and
increase the number of jobs available to low-income
workers by extending transit service hours to serve sec-
ond- and third-shift commutes. This could be done by
continuing to run existing routes later or even through
the night, by operating new night-only routes that are
designed to connect lower-income areas with areas

with a high number of service-industry jobs or other
jobs with non-traditional first-shift hours, or by a com-
bination of the two. Extending service hours can also
result in increased ridership during hours when service
is already provided. The Mineta Transportation Institute
Report cited above reports that “extending service in
the evening hours had an unexpected and immediate
positive effect on afternoon boardings, possibly indicat-
ing the sudden viability of transit commutes for workers
with evening shifts (Currie and Loader 2009)."9®

In recent years, and beginning with the Great Recession
specifically, poverty has become much more common
in suburban areas and has become less common in ur-
ban areas. Lower-income residents of suburban areas,
where they may have settled due to lower housing costs
compared to more urbanized areas with better access
fo services, typically experience less access to public
transit — especially high-frequency service and service
connecting them to jobs and services. In The Chang-
ing Geography of US Poverty,*® “limited transportation
options and fewer jobs nearby” are cited as primary
challenges faced by low-income families in suburban
areas. This holds true in the Madison area, where con-
centrations of lower-income residents exist primarily in
peripheral areas,’®® especially in north, far east, south-
east, south, and southwest Madison, Fitchburg, and
northeast Middleton.

From the perspective of transit ridership, this trend is a
challenge in that serving low-income suburbs may re-
quire a disproportionately high number of service hours
to provide a relatively low number of rides; however, for
those riders this service may be the difference between
holding any job or no job at all. It is also an opportunity
to grow ridership, as lower-income suburbs will likely

92 https://www.disabilitystatistics.org/report/html/2021/2055000#emp-state.

93 Ibid.

94 Supporting Late-Shift Workers: Their Transportation Needs and the Economy, American Public Transportation Association

(APTA) https:/www m/wp-content/

/APTA_Late-Shift R

f, Page 3.

95 U.S. Census Table B08011: Sex of Workers by Time of Leaving Home to Go to Work: 2017 ACS 5-year Estimates. With
an average commute time of approximately 23 minutes for workers in the Madison Metro area, a 5:30 AM departure
corresponds to a 6:00 work start fime (U.S. Census Table BO8012: Sex of Workers by Travel Time to Work: 2017 ACS 5-year

Estimates).

96 Opportunity cost of time spent travelling rather than earning wages, APTA page 25.

97 Effect of time scarcity on a person’s ability to retain information, engage in logical reasoning, and plan ahead, APTA, page
25.

98 Mineta, Page 17.
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support higher ridership than would be achieved by
serving similarly dense higher-income suburbs.

Fare Capping

Monthly fare capping, in which riders who pay per-
ride or per-day have their payments tracked and who
receive free rides after they have reached the cost

of a daily/weekly/monthly pass, has been shown to
increase ridership over time. The 2023 report The app
or the cap? Which fare innovation affects bus rider-
ship? found that monthly fare capping for at least a
year resulted in 3.6% to 4.1% annual ridership increases.
Often implemented as an equity measure, monthly fare
capping encourages transit use by lower-income riders
who cannot afford the cost of a daily/weekly/monthly
pass all at once, and who have historically been disad-
vantaged by ultimately paying more fo ride transit than
those who can afford (or whose employer provides) a
monthly pass. pass. Daily fare capping is most appro-
priate for complex systems that require multiple trans-
fers, sometimes using multiple modes (e.g., ferry, rail,
and bus). Monthly fare capping is more common for
systems with a single or only a few modes (e.g., bus and
bus rapid transit), where transfers or multiple-legged
trips are less common.

Metro implemented daily, weekly, and monthly fare
capping in 2024.

Bus Stop Accessibility & Features

The Role of Bus Stop Features in Facilitating Accessi-

bility’°? found that bus stop accessibility improvements
are “associated with significant increases in stop-level
boardings and decreases in ADA paratransit demand,

and that these phenomena are linked (i.e., that some of
the increase in scheduled-service boardings is coming
from patrons who are switching from ADA paratransit).”
Where boardings are lower than would be expected
based on surrounding land uses and service levels, stop
improvements should be made to help boost ridership .

Implementation of Bus Rapid Transit (BRT)

As Bus Rapid Transit has grown in popularity as a ser-
vice model in North America in recent years, there is an
increasing body of research indicating that although
rail modes generally result in the highest ridership in-
creases over traditional bus service, BRT does typically
result in increased ridership compared to comparable
bus routes that were replaced by BRT. A study by the
General Accounting Office (GAO)'*® found that 13 of 15
systems surveyed reported increased ridership over the
previous service, that seven of those 13 systems report-
ed ridership increases of 30% or more in the first year of
service, and that one system reported ridership gains
of 5% or more for each of the first three years of service.
More recently, the National Academies of Science found
that converting routes to BRT resulted in bus ridership
increases of 22% to 46% in the year after conversion.

The implementation of Metro Rapid East-West BRT
(Route A) in late 2024 will likely result’® in an increase in
ridership over Route A of 22% to 46% percent in the first
year of operation,®® and potentially up to 5% growth

in the first one or two subsequent years. Metro Rapid
North-South BRT (Route B) implementation, planned
for 2027-2028, should result in a similar boost in Route B
ridership in 2028-2029 and potential continued growth
in following years.

101 Abubakr Ziedan, Ashley Hightower, Luiz Lima, Candace Brakewood, Transport Policy, 2023, ISSN 0967-070X. https://doi.

org/10.1016/j.tranpol.2023.10.014.

102 Bartholomew, K., Kim, J., Chandrasekhar, D., Ewing, R., Adkins, A. & Jensen, S. NITC-RR-1214. Portland, OR: Transportation
Research and Education Center (TREC), 2020. https://rosap.ntl.bts.gov/view/dot/54742.

103 Bus Rapid Transit: Projects Improve Transit Service and Can Contribute to Economic Development, July 2012. GAO-12-811.

https://www. .gov/i ts/ -12-811.pdf.

104 Recent Decline in Public Transportation Ridership: Analysis, Causes, and Responses, DATE. TCRP Report 231 (2022). https://

www.trb.org/Main/Blurbs/182 X.

105 Economic Effects of BRT, September 17, 2021 memo, Gritzmacher. City of Madison. https://www.cityofmadison.com/

) o, o, o,

. “Madison’s future BRT system, in its current proposed

configuration, conforms to the best practices outlined in BRT best practices and successful case studies found in literature.”

(page 3).

106 In Figure 34, the ridership increase associated with Metro Rapid Route A is applied in 2025, and in 2028 for Metro Rapid

Route B.
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Effects of Variables on Ridership

In its examination of the impact of internal and external
variables on transit ridership, the Mineta report found
that:

Studies of internal determinants generally find that
fare reductions, increased service coverage, and
service quality are associated with increased rid-
ership. Studies have found that reduced fare pro-
grams for university students may increase rider-
ship, but effects of fare price adjustments (increases
or reductions) are consistently found to be less
significant than the effects of service extensions or
rising fuel cost. Increased transit service coverage
and quality, e.g., short headways and extended
hours, are generally found to be the system factors
most associated with increased ridership.'””

The study found that certain variables that many fransit
planners'® view as important determinants of transit
demand did not have significant impacts on transit
demand. Variables such as transit orientation pattern,
median household income, percentage of college pop-
ulation, percentage of immigrant population, vehicles
per household, and MSAs in the South behaved as
expected.

Overall, the study indicates that the internal variables
show signs of causing significant impacts on travel
demand by bus transit mode in 2010, while the exter-
nal factors, with the exception of gas price, do not.

It indicates that the socioeconomic factors that are
beyond the control of transit managers and operators
do not necessarily contribute to the effectiveness and
efficiency of transit systems. This simplifies the problem
in a sense. It reveals that the job of building ridership
belongs to, and is within reach of, policy makers, transit
managers and operators, and that to achieve this goal,
all efforts should focus on providing better transit sys-
tems that work more efficiently.’®

Ultimately, due to major factors such as the unknown
impacts of continued high levels of telecommuting, the
Metro Network Redesign, and the implementation of

107 Mineta, Page 18.

BRT it is impossible to predict ridership demand over
the five-year planning horizon of this TDP with any
accuracy. By the time the TDP is next updated, it is likely
that sufficient data will be available to better ascertain
recovery from the COVID-19 pandemic and its funda-
mental impacts on how we live our lives. Changes to
ridership resulting from the Network Redesign and BRT
implementation, as well as the initiation of are capping,
are likely to have stabilized by the next TDP update as
well, so it will be much easier to predict future rider-
ship trends at that time. As a March 2023 article on
predicting transit ridership put it: “The future is either
going to be very bleak, surprisingly OK, or, in all likeli-
hood, an unpredictable mixture of the two.” Only time
will tell which it will be, but with staff and policy-maker
guidance, internal variables can be modified fo make
Metro’s operations more attractive to riders and to
grow ridership.

Fixed-Route Ridership
Historic Ridership

Madison Metro Transit’s ridership increased an aver-
age of 4.5% per year, or 30% overall (from 11,476,000
trips to 14,924,000 trips) between 2005 and 2011, while
annual service hours increased only 0.8% per year, or
5% overall, from 364,500 to 383,100. This ridership in-
crease was a positive development; however, overload-
ing and crowded buses became substantial problems
during peak periods and occasionally at other times.
At 2005-2011 growth rates, year 2020 service would
consist of about 412,000 annual service hours with 22.2
million rides; ridership would double by about 2027.
Overcrowding issues that were becoming more severe
during the early 2010’s indicated that this disconnect
between ridership growth and service growth was ulti-
mately not sustainable.

Ridership peaked in 2014 with 15,224,000 total passen-
gers served during 403,600 service hours, but by 2017,
ridership had fallen to 12,817,000 passengers during
404,400 service hours. Between 2011 and 2017, rider-
ship fell 14% while service hours increased by 5%. The

108 It is worth noting that although this study had this finding, planners at Metro Transit, as well as the primary author of this
plan at the MPO, “do not subscribe to this fallacy...[and are] very much aware that service quality drives ridership far more
than things like vehicle availability or immigrant status” (Metro staff comment, 12/2/23 email).

109 Mineta, Page 35.

110 https://www.governing.com/community/predicting-future-transit-ridership-is-trickier-than-ever.
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Figure 31: Change in Ridership, Fall 2019 to Fall 2020
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two-year period from 2015 to 2017 saw ridership decline
by nearly 16% while service hours held steady with an
increase of 0.1%. In 2018, ridership grew to 13,231,000,

a 3.2% increase over 2017 ridership. Although concerns
regarding the sustainability of ridership growth were
expressed in the 2013-17 TDP, it is clear that the dra-
matic decline in ridership experienced after 2014 was
not considered a possibility when that plan was drafted
and adopted.

While the overall decline in ridership since 2014’s peak
cannot be attributed to any single factor, the combined
effects of internal and external factors have reduced
transit ridership nation-wide during this time period. In
the Madison areaq, crowded buses during peak periods
may have laid the groundwork for choice riders to feel
less than optimally comfortable on buses; gas prices
dropped considerably after 2014, reducing consumer’s

financial impetus for choosing public transit over pri-
vate automobiles; the advent and growth of ride-hail-
ing services such as Uber and Lyft has been correlated
with declines in transit ridership nation-wide; and,
construction of housing outside the City of Madison has
outstripped the construction of housing within Madison,
resulfing in an increasingly dispersed population that

is more difficult to serve with transit, and thus former
riders have been lost faster than new riders have been
recruited. It is likely that the decline of ridership be-
tween 2014 and 2019 resulted from a variety of factors,
including economic and geographic considerations
beyond Metro’s control and operational factors that
Metro can control.

The decline in transit ridership in the late 2010’s was
significant and widespread enough to be the subject of
scholarly research, including the National Academies
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Transportation Research Board’s TCRP Report 231, Re-
cent Decline in Public Transit Ridership," which includ-
ed analyses of major metropolitan areas’ transit sys-
tems." The analysis of Madison’s Metro Transit system,
shown in Table 2, found a modeled ridership decline of
15.9% between 2012 and 2018; given that the observed
ridership decline in this period was 9.3%, Metro’s ability
to retain riders was better than expected. Factors
contributing to estimated ridership reduction included
-12.3% from ride-hail system availability, -4.2% from
low gas prices, -1.8% from fares, -0.2% from suburban
development that is not supportive of transit, and -2.2%
from factors related to income, working from home,
and zero-car households.

Although gas prices increased sharply beginning in
2020, this increase in cost did not immediately correlate
with the return of many choice riders to transit, likely
due to changes in overall travel behavior resulting from
the COVID-19 pandemic. As vaccines became avail-
able and more people returned to in-person work and
socialization, ridership did gradually increase, as did
fuel prices until peaking in early 2022. Transit ridership
declined by nearly 64% in 2020 due to the COVID-19
pandemic, but notably, ridership declined much less

in areas with transit-dependent populations than in
areas with choice riders. Metro adjusted its service to
eliminate much of the capacity that had been used

to serve office workers while retaining service to ar-
eas with concentrations of lower-income and minority
residents, ensuring that essential employees were able
to get to work while not wasting capacity on routes
whose former riders were now teleworking. Additional-
ly, immunocompromised former riders may not be able
to access public transit safely anymore, and this is likely
to continue indefinitely given continued viral mutations
and new emerging diseases.

Figure 4 (on page 9)™ shows how ridership changed
from Fall 2019 to Fall 2020. Each dot represents one bus
stop. The larger the dot, the more people used this bus
stop in Fall 2019. Red and orange dots are stops where
ridership fell the most from 2019 to 2020. Green dofs
are stops where ridership fell the least. Beyond the four
Transfer Points and the East Towne Mall, other green
dofts are clustered in neighborhoods with concentra-
tions of low-income and minority populations, including
North Madison, N. Thompson Drive, Broadway, South
Park Street, Allied Drive, McKenna Boulevard, Raymond
Road, areas near the UW and VA hospitals, and the cen-
tral isthmus. Figure 5 shows monthly ridership trends
from 2019 through May 2024.

Figure 32 shows monthly ridership trends from 2019 to
May 2024.

Figure 32: Monthly Metro Ridership, 2019-June 2024
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Projected Ridership

In the past, TDPs have projected annual growth (or loss)
rates for Unlinked Passenger Trips and for Vehicle Reve-
nue Hours based on the average annual change for the
last ten years. Given that ridership declined by 63.8% in
2020 due to the COVID-19 pandemic, and that ridership
grew by 14.8%% in 2021 as vaccines became available
and by 53.8% in 2022, it is clear that any projections
based on average annual changes during this fime
period will be skewed by the impact of the pandemic on
ridership.

111 National Academies of Sciences, Engineering, and Medicine 2022. Recent Decline in Public Transportation Ridership:
Analysis, Causes, and Responses. Washington, DC: The National Academies Press. https://doi.org/10.17226/26320.

112 National Academies of Sciences, Engineering, and Medicine 2022. Recent Decline in Public Transportation Ridership:
Hypotheses, Methodologies, and Detailed City-by-City Results. Washington, DC: The National Academies Press. https://doi.

org/10.17226/26494.

113 Figure 12 of the Metro Network Redesign Choices Report, https://www.cityofmadison.com/metro/documents/network-

redesign/ExistingConditionsChoicesReport-20210311.pdf.
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Figure 33: Journey to Work: City of Madison and Dane
County 2017 and 2021 Mode Splits

Journey to Work: City of Madison and Dane County
2017 and 2021 Mode Splits (ACS 1-Year)

2021

2017

m Car, truck, o van - carpooled = Public transportation (excluding taxicab)

Taxicab, motorcycle, bicycle, or other means m Walked = Worked from home

Due to the tremendous growth in remote work that
followed safer-at-home orders (see Figure 33), and

the likelihood of most office workers continuing to work
remotely at least part-time for the indefinite future, it is
doubtful that ridership would fully recover to pre-pan-
demic levels within the five-year horizon of this plan if
the Metro system remained the same. However, with
the initiation of Bus Rapid Transit and the Transit Net-
work Redesign, it is likely that increased convenience
and speed of travel will attract both new riders and
pre-pandemic choice riders back to the transit system
at an accelerated pace. Additionally, system expansion
to new areas - such as new all-day routes S and W

in Sun Prairie - will increase ridership by growing the
number of residents, jobs, and destinations accessible
by transit. Even so, it is likely that a return fo pre-pan-

demic ridership levels will take years to accomplish. This

is tfrue for transit agencies across the country; in spring
2023, the Washington Metropolitan Transit Authority
anticipated no more than 75% of pre-pandemic rider-
ship by 2025, and New York’s Metropolitan Transpor-
tation Authority predicted 73-88% of pre-pandemic
ridership by 2026." By comparison, ridership of transit
systems recovered more strongly in the fall of 2023 than
many agencies expected, with national bus ridership
up to 75-77% of pre-pandemic levels in October and
November 2023. APTA reports that medium-sized urban
areas such as Madison have had “particular difficulty
attracting office workers and those with more options
back to transit”, with these areas recovering to 71% of
2019 levels while larger and smaller cities have recov-
ered to 79-80% of 2019 levels."™ Metro’s 2023 ridership
was 72.6% of 2019 pre-pandemic ridership, positioning
the system as one of the marginally better-recovering
systems in the nation compared to the performance of
other mid-sized urban area transit systems.

Figure 34 shows Unlinked Passenger Trips and Vehicle
Revenue Hours for 2000 through 2023, and projected

ridership for 2024-2030.

Figure 34: Metro Fleet and unlinked passenger trips for Metro Transit, with ridership growth/decline rates for various periods

shown.
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114 https:

WVwWw.governing

an =riae NIP=1S— KiIer-rnan-eve

115 APTA Public Transportation Ridership Update, American Public Transportation Association, December 2023. https:/www.
apta.com/wp-content/uploads/APTA-POLICY-BRIEF-Transit-Ridership-12.01.2023.pdf.
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Figure 35: Historic and Projected Ridership and Annual
Vehicle Revenue Hours™®

Madison Metro Transit Fixed Route Service and Ridership
Historic (2005-2023) and Projected (2024-2030)
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Figure 35 shows Unlinked Passenger Trips and Vehicle
Revenue Hours for 2005 through 2022, and projected

ridership for 2024-2030.

Paratransit Ridership

Historic Ridership

In 2017, Metro Paratransit provided about 291,000 one-
way or “unlinked” trips at an operating expense of $7.2
million, which included both directly operated transit
and purchased transit. In 2018, the year in which Metro
transitioned away from directly operated service to
entirely purchased transit service, 155,000 unlinked trips
were provided at an operating expense of $4.3 million.
And in 2019, the first year in which Metro did not directly
operate paratransit at all, 113,000 rides were provid-

ed at an operating expense of $3.2 million. Since most
demand-response trips serve one passenger at a time,
annual revenue service hours generally keep pace with
ridership, as can be seen in Figure 36.

Figure 36: Paratransit Revenue Hours and Ridership, 2017-
2023
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The implementation of Family Care on paratransit
ridership was exacerbated by the COVID-19 pandem-
ic, which saw further reductions in ridership, with only
62,000 rides provided in 2020 at a cost of $2.2 million.
Ridership began to recover in 2021, which saw 68,000
rides provided at a cost of $2.6 million and continued in
2022 with 92,341 rides at a cost of $3.4 million. In 2023,
ridership returned to near-2019 levels, with 110,735 rides
provided at a cost of $4.6 million. Costs per one-way
trip and per service hour for 2017-2023 are shown in

Figure 37.
Figure 37: Paratransit Costs, 2017-2023
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Figure 39 shows paratransit ridership hotspots with 25
or more trips beginning or ending in an area/location

in the second half of 2023, after the Network Redesign
had been implemented. Although paratransit service
was available in Sun Prairie during this period, there
are no trip origins or destinations in Sun Prairie that had
25 or more trips.

Figure 38: Total annual Metro paratransit ridership and
service levels from 2003 to 2023.
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116 Unlinked passenger trips for 2024-2025 based on 2/3 annual increase of 13.6% between 2022 and 2023, and Metro Service
Partner communities forecast average annual population growth rate of 1.2%. Ridership boosts of 34% in 2025 for Route A and

in 2029 for Route B transitions to BRT.
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Figure 39: Metro Paratransit Service Ridership Density — Origins and Destinations with 25 or more total trips June 12 to

December 31, 2023
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Projected Ridership

With the implementation of the Transit Network Rede-
sign in June 2023, there was a widespread assumption
that demand for paratransit service would increase for
at least two reasons. First, with fewer routes running on
fewer streets, the Transit Network Redesign resulted in
longer distances between routes and thus longer walks
to reach routes for many riders. This would make some
paratransit-eligible riders less likely to use fixed-route
service and more likely to be dependent on paratransit.
Second, with the expansion of fixed-route service to
new geographic areas such as Sun Prairie, there are
now more residents and destinations within the para-
transit service area. However, as is shown in Figure 40,
although paratransit ridership increased an average
of 20.2% year-over-year from 2022 to 2023, all but one
of the months with an increase greater than the annual
average were prior to the June implementation of the
Network Redesign. November, the only month with a

year-over-year increase greater than the annual aver-
age following the Network Redesign, only exceeded the
average by 1.2%.

Figure 40: Paratransit Ridership Percent of Change, 2022-
2023
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Although paratransit ridership appears to have re-
turned to the “new normal” of post-Family Care and
post-Covid, it is likely that paratransit ridership will
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continue to increase during the planning horizon of

this plan. In addition to the natural growth of ridership
through population growth, assumed to be 1.2% based
on the projections used in the Regional Development
Framework and Regional Transportation Plans, the
aging population will place additional demands on the
paratransit system as age-related health conditions re-
sult in paratransit-eligible persons making up a larger
percentage of the total population.

Figure 41: Dane County Age-Sex Pyramid, 2010 and 2040
Population Projections™

Dane County Age-Sex Pyramid,
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The State of Wisconsin has published population
projections by age for each county through 2040; the
age-sex pyramid for Dane County is shown in Figure 41.
This age-sex pyramid shows that population brackets
over age 65 will experience much more growth than
younger age brackets in the next twenty years. This
“silver tsunami” is already underway as Baby Boomers
age and birth rates decline. As aging typically results
in increasing health and mobility issues, this aging
population will require special attention to ensure that
they are able to complete trips for social, employment,
recreational, health care, and other purposes.

As shown in Figure 42, population age cohorts between 0
and 59 years of age are projected to grow by approximate-
ly 6-17% between 2010 and 2040. The 60-79 age bracket is
expected to grow by over 132%, and the population aged 80
and over is expected to grow by nearly 196%.

Figure 42: Percent Change in Dane County Populations by
Age, 2010-2040"8
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This growth is partially due to the aging of members

of the Baby Boomer generation as well as advances

in medicine that have increased life expectancies. The
growth of this population cohort comes at a time in
which aging in place - living in one’s own home and
community, independently regardless of age, income,
and ability - has become not only an expected consid-
eration but a norm. Even with carefully planned and co-
ordinated specialized transportation services, the aging
population of Dane County and the Metro service area
will result in increased demand for paratransit services
for a population that experiences increasing mobility
limitations.

According to 5-year ACS estimates, there were 80,883
(14.4% of the total county population) people aged 65
and over in Dane County in 2022, an increase of 69%
from the 2010 population of 47,775; 31,239 (5.6% of the
total population) was aged 75 and over in 2022, an
increase of 33% from the 2010 population of 23,410. As
Figure 43 shows, many areas with more than 23% of
their population aged 65 and over are outside Met-
ro’s current service area, and do not have paratransit
service available; however, the potential for increased
paratransit demand should be considered when plan-
ning fixed-route services to outlying communities.

Figure 44 shows the 2022 and 2023 Dane County pop-
ulation aged 60-79 years and 80 years and older,"®
with the number of unlined passenger trips provided

117 Population and Household Projections, Produced in 2013, based from 2010 Census. https://doa.wi.gov/DIR/2010-

204 Pyramids.xlsx.

118 Wisconsin Department of Administration. https://doa.wi.gov/DIR/Proj_cofinal _2010_2040Web.xlsx.

119 Here age is used as a proxy for eligibility for paratransit service, given greater data reliability and smaller geographic area

scale for age compared to disability.
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Figure 43: 2021 Population, People 65 Years and Over by 2020 Block Group shows the spatial distribution of people aged

65 and over in Dane County.
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Source: Census 2017-2021 ACS, Table B01001
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by Metro Paratransit.”® This figure also shows pro-
jected population estimates for these age groups for
2024-2030 as well as projected paratransit ridership.
Ridership projections are based on project population
growth rates for these age groups and the 2023 para-
transit trips divided by the total population aged 60 and
over (95.8%). This assumes that the distribution of this
population throughout Dane County, and particularly
the distribution between the Metro Paratransit Service
Area and areas outside that service area, remains at
its current geographic balance. Based on these projec-
tions, Metro will need to expand paratransit services to
accommodate approximately 40,000 additional annual
trips by 2030 even with no expansion of the paratransit
service area.

Figure 44: Projected Dane County Population 60 years and
Older with Passenger Trips, 2022-2030."*
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120 Disclaimer: As of the writing of this plan, 2023 ridership data is preliminary. This data will not be finalized until NTD
validation in complete, which usually occurs during the summer of the following year.
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Chapter 5: Transit Development Program

Introduction

This section describes improvements and planning
activities that are relevant for the period of 2024 to
2028. Some actions - particularly long-range items
like building out Bus Rapid Transit beyond the initial
East-West and North South corridors - will likely extend
beyond the traditional limits of the TDP planning hori-
zon; however, specific activities are planned within the
next five years that are necessary to eventually achieve
those outcomes.

Connect Greater Madison 2050:
Regional Transportation Plan
Recommendations

1. Implement a Bus Rapid Transit (BRT) system.

2. Improve the local bus network by investing where
needs are greatest.

3. Add service in developing neighborhoods.

4. Enhance transit stops with improved pedestrian/bi-
cycle access and amenities.

5. Explore alternative service delivery models to serve
low-demand areas.

6. Maintain, expand, and enhance bus rolling stock
and supporting facilities.

7. Implement a regional express bus network.

8. Expand park-and-ride facilities in conjunction with
BRT and express services.

9. Take steps to ensure financial solvency of the transit
agency.

Equity Considerations

The purpose of this discussion of how transit does or
does not service traditionally marginalized and dis-
enfranchised demographic groups is fo inform later
discussions during annual route adjustments and new
service planning. This system-wide discussion considers
a cumulative, big picture view that does not serve the
same purpose of analyses at the route level. It stresses a
qualitative description and discussion of existing condi-
tions, rather than the quantitative analysis that will be

122 https://www.transportation.gov/equity-Justice40.

conducted during route adjustment and planning for
new service.

The consideration of equity impacts stemming from
proposed transit service changes is required by federal
law, including:

* Title VI of the Civil Rights Act of 1964 prohibits re-
cipients of Federal financial assistance (such as the
City of Madison, including Metro Transit) from dis-
criminating on the basis of “race, color, and national
origin”.

e Executive Order 12898, Federal Actions to Address
Environmental Justice in Minority Populations and
Low-Income Populations incorporates requirements
from Title VI and other federal laws to “prevent mi-
nority [...] and low-income communities from being
subject to disproportionately high and adverse envi-
ronmental effects".

e The Federal Transit Administration (FTA) has estab-
lished regulations to comply with Title VI and Environ-
mental Justice requirements in circular FTA C 4702.1B
- Title VI Requirements and Guidelines for Federal
Transit Administration Recipients.

* In the case of a major service change like the Metro
Transit Network Redesign, the FTA requires Metro
Transit to undertake a Title VI Service Equity Analysis.
This analysis is to establish that the proposed change
does not pose a disproportionate impact to minority
populations, or a disproportionate burden to low-in-
come populations. Specifically, the Service Equity
Analysis seeks to ensure that minority and low-in-
come populations aren’t unfairly impacted by any
service reductions, and that these groups do receive
their fair share of service improvements.

In addition fo these legal requirements, the Biden-Har-
ris administration’s Justice40 initiative addresses gaps
in transportation infrastructure and public services by
working tfoward the goal that at least 40% of the ben-
efits from many of US DOT’s and other federal agency
grants, programs, and initiatives flow to disadvantaged
communities.'?


https://www.transportation.gov/equity-Justice40

The City of Madison and Metro Transit have policies

in place to ensure that the perspectives of minori-

ty and low-income populations are considered in all
decision-making processes, including transit system
amendments. These include Metro’s Title VI Policy'* and
the City of Madison’s Racial Equity and Social Justice
Initiative' (RES]I), which provides a mechanism to “fa-
cilitate conscious consideration of equity and examine
how communities of color and low-income populations
will be affected by a proposed action/decision of the
City."”?* The City of Madison has also developed a Public
Participation Resource Guide'™® to assist in ensuring that
meaningful public participation occurs at the appropri-
ate level for each project.

Improving transit access for minority and low-income
populations was a primary concern in the develop-
ment of the alternatives considered in the Metro Transit
Network Redesign, and in the final adopted plan. The
Title VI Service Equity Analysis' conducted for the final
service plan confirmed that the project team had suc-
ceeded in designing a system that would improve transit
access for minority and low-income populations more
than it would for white and higher-income populations.

Key findings include:

e There is no evidence of a disproportionate impact on
minority populations. People of color will benefit at
similar or higher rates as White non-Hispanic people.

e There is no evidence of disproportionate burden on
low-income populations. Low-income residents will
experience a smaller increase in service quantity
(people-trips) than the average resident, but they will
be far more likely to experience more useful service
(improved destination access).

As transit may be the primary or even the only motor-
ized transportation mode available to lower-income
individuals, and lower-income individuals are dispro-
portionately people of color and other disadvantaged
populations, and as the 2025-2029 TDP is the first TDP
to be undertaken since the adoption of RES]l in 2014, this
TDP update views the transit system through RES]I lens,

if not the toolkit. Neither the short- nor the long-form
RES]| process are designed or appropriate for use in a
process such as the TDP, which is essentially a technical
document reflecting recommendations based on public
input received through other efforts (e.g., RTP Update,
BRT, Network Redesign, Let’s Talk Streets, Sun Prairie
local service planning, etc.).

After discussing this with City of Madison Transportation
Department, Metro, Department of Civil Rights, and
Planning Division staff, it was determined that con-
vening EJ/RES]I focus groups to meet with during TDP
development would be the most appropriate method to
ensure that the TDP was developed with EJ groups and
the RES]JI process in mind. Focus groups were organized
by community organizations, which recruited partici-
pants, provided language- or culture-specific feedback
on focus group materials, and hosted in-person meet-
ings. Host organizations included the Latino Academy
of Workforce Development (in Spanish), Vera Court
Neighborhood Center (bilingual in English and Spanish),
the Madison Area Chinese Community Organization

(in Chinese), and the Wisconsin Hmong Association (in
Hmong). Access to Independence hosted two focus
group meetings for people with disabilities (with Ameri-
can Sign Language interpreters on-hand), but although
over 300 people initially requested to participate in
these meetings, only one person attended either of the
meetings. In order to reach this population, an on-line
survey was developed and promoted through disabil-
ity rights, advocacy, and support organizations. Focus
group and survey results and more detailed summaries
are provided in Appendix E, Public Participation.

High-level takeaways from focus groups and disability
survey responses include:

 Although participants of various focus groups felt
differently about the effects of the Transit Network
Redesign, there was widespread if not unanimous
feedback that transfers are now more difficult, dan-
gerous, and confusing since many transfers require
moving from one stop to another on a different side
of the street/intersection.

123 -/ itvof . - _titlevi.
124 https://www.cityofmadison.com/civil-rights/programs/racial-equity-social-justice-initiative.

126 hitps://www ofmadison.com il-rights/documents/R

127 https://www.cityofmadison.com/metro/documents/november-publichearing/TitleVI ServiceEquityAnalysis.pdf.
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 Safety while waiting for buses and while crossing
intersections to reach stops was raised as a concern
by all groups, with multiple groups suggesting that
improved lighting at stops and shelters with fewer
walls (i.e. a windbreak and roof only, not a full enclo-
sure) would improve safety.

e Language barriers to using transit service were raised
as a concern by several groups, with suggestions
that system information should be readily available
in more languages or in a language-free icon-based
information system. Audible system information was
requested by disability focus group respondents.

» Multiple groups suggested that there should be ad-
ditional routes serving north/south corridors in both
east and west Madison, as the current system gen-
erally forces out-of-direction travel for many north/
south trips in these areas.

* The provision of more shelters and benches at stops
throughout the system was widely supported by all
focus groups.

e On-Time Performance, and specifically early buses,
were raised as issues during multiple discussions.
Early buses are very problematic and cause ripple ef-
fects in travel scheduling, resulting in missed transfers
and employer penalties for arriving to work late.

e Driver training in how to respectfully interact with rid-
ers with limited English proficiency or disabilities was
raised as a concern in multiple groups.

e The increased distance between Bus Rapid Transit
stops compared to regular bus stops was raised as a
concern and barrier to using transit by many respon-
dents to the Disability Focus Group survey.

Transit Service Planning Guidelines &
Performance Standards

Transit planning guidelines and performance standards
for the fixed-route system have been developed as

part of the TDP to guide short- and long-term transit
planning activities and publish expectations for transit
system characteristics and performance. The guidelines
are not infended to be rigid, and deviations from them
are to be expected. However, transit planning guidelines
provide direction and parameters for agency staff in
designing services, making facility improvements, and
identifying unmet needs. The use of performance stan-
dards ensures service is being provided as efficiently
and effectively as possible. The guidelines and stan-
dards provide a consistent approach to issues, requests,
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and concerns that may arise with regards to service
and facilities. Transit planning based on such guidelines
has the potential to improve transparency in the deci-
sion-making process.

The 2013-2017 TDP transit service planning guidelines
and performance standards are included in Appendix A
of that document. The planning guidelines are gener-
al in nature and mainly address basic transit planning
concepts such as routing, service levels, and facilities.

The sections include:

1. Introduction

O Section 1: Fixed Route Transit Service Planning/
Design Guidelines

2. The Transportation-Land Use Connection
3.Route Classification

4.Route Alignment

5.Service Frequency

6.Service Span

7. Bus Stop Spacing

8.Bus Stop Location

9.Service Change Prioritization
O Section 2: Performance Standards

10. Service Coverage / Route Justification

11. On-Time Performance
O Section 3: Bus Stop Amenities

The performance standards in Section 2 of the 2013-17
TDP Appendix A detail expectations that can be reason-
ably met for fixed-route transit service. All new and ex-
isting service should meet, come close to meeting, or be
expected in the future to meet these standards. These
planning guidelines and performance measures have
not been updated as part of this TDP update, as Metro
did not have the staff capacity to complete this work in
2024. MPO and Metro staff will work to develop up-
dated planning guidelines and performance measures
based on this TDP and lessons learned from implemen-

tation of East-West BRT in 2025.

Microtransit & On-Demand Transit

Microtransit, or on-demand transit, is a relatively new
model of providing transit service for United States
cities, although it has been common in various forms for
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many years in other countries. Although models vary,
generally these services have some established stops,
including locations where riders can easily transfer to
other fixed-route modes such as bus or rail, but oth-
erwise they serve a geographic area with few if any
established stops. Riders can request rides via a smart
phone app, a web page, or by telephone, and a vehicle
is dispatched to their location or a neighborhood stop.

The rapid growth of Transportation Network Companies
(TNGCs, e.g., Uber and Lyft) and app-based transporta-
tion offerings have affected the public’s expectations
regarding fransportation systems, and microtransit
aligns well with these new expectations of door-to-
door service at the rider’s convenience. This has led to
increased calls for public transit agencies to add micro-
transit services to their systems.'”®

Although this mode is growing in popularity, the subsi-
dized cost per ride is generally much higher™® than for
fixed-route transit service so it is crucial to only em-
ploy microtransit in geographic areas where dispersed
populations make fixed-route bus service untenable
but where access to the transit system and/or destina-
tions within the service area are considered community
priorities.

Green Bay Metro has contracted with Via, a private
provider of mobility solutions, to provide the GBM On
Demand service.”® The first on-demand transit service
available to the general public in Wisconsin, GBM On
Demand provides rides within four distinct zones and a
fifth zone that is eligible for rides to and from those four
zones, as well as connections to transfer points.

FlexRide Milwaukee™ was established as a pilot project
to improve job access to an identified Employment Zone
from two nearby residential zones. The FlexRide pilot
was supported by a research project by the University of
Wisconsin-Milwaukee and the Southeastern Wisconsin
Regional Planning Commission, with financial support
from the National Science Foundation. The pilot project,
which required riders to complete an application and
meet age and residency requirements, was expanded

128 https:

gi?record_id=

to allow the general public without an application in
October 2022, with funding o continue the program
through at least 2024.

While microtransit can be an important tool for provid-
ing transit access in the right situations, it is not a uni-
versal cure-all for areas that are currently under-served
by transit. Where sufficient demand exists and can be
met by fixed-route buses, they are far more affordable
to operate on a cost-per-ride basis than is microtransit.
Another emerging model combines, or “commingles”,
paratransit and microtransit services: in areas where
paratransit service is provided, accessible microtransit
can result in a reduction in the cost-per-ride compared
to stand-alone paratransit service. These services can
be commingled at three different levels, depending on
the needs of the system:

1. Commingled Fleets: In commingled fleets, paratran-
sit and demand-response services are both oper-
ated with the same fleet of vehicles. Each vehicle/
driver shift is assigned to one type of service or the
other each day, based on pre-booked paratran-
sit demand and vehicle/driver availability fo pro-
vide demand-response services. Green Bay Metro
uses this type of commingling fo reduce overhead
and ensure that drivers and vehicles are providing
cost-effective services.

2. Commingled Shifts: Both paratransit and de-
mand-response services are provided by drivers
during a single shift. During any given ride, only
paratransit or demand-response riders are frans-
ported, with demand response rides provided
between pre-booked paratransit rides as time and
trip routing allow. This type of commingling is prac-
ticed by both High Valley Transit and the Utah Transit
Authority in and around the Wasatch front in Utah.

3. Commingled Trips: Commingling trips requires care-
ful attention to paratransit trip performance in order
to comply with the ADA and to ensure that paratran-
sit trips are not delayed due to provision of on-de-
mand trips. Any given vehicle/driver may be trans-
porting both paratransit and on-demand riders at
any time, with on-demand rides booked dynamically
with pre-booked paratransit trips to ensure efficient
operations. This type of commingling is practiced by

129 As an example of this, a September 14, 2023 article in the Los Angeles Times reports that although the fare for Metro Micro
is only $1, the service costs taxpayers $43 for each ride provided.

130 htt wi.gov/GBM-On-Demand.

131 https://www.flexridemke.com/.
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Railway City Transit in St. Thomas, Canada, where
the Accessible Canada Act (ACA) applies instead of
the United States’ ADA, and paratransit operations
are subject to different requirements. Even so, the
2011 TCRP Report 143, Resource Guide for Commin-
gling ADA and Non-ADA Paratransit Riders,”*? found
that 53% of responding transit agencies commingle
trips, so compliance with ADA is not an absolute bar-
rier to commingling trips.”?

In the Madison areq, there are several potential can-
didate areas for microtransit service. These areas may
warrant further study and pilot projects to test the effi-
ciency of microtransit in serving the needs of area resi-
dents and employees. Given that Metro will be actively
engaged in rolling out and adjusting the redesigned
transit network and BRT in the coming years, Metro
staff do not believe that they will have the resources to
pursue microtransit evaluation or planning within the
horizon of this plan.

Metro route L, serving Madison’s north side and far
southeast with service to grocery stores and other
important destinations mid-route, could be a good
candidate for replacement with two microtransit zones.
Operating on a more-than-hourly headway and cost-
ing ~$1 million/year, route L could be replaced with

two on-demand service areas: one in North Madison
connecting to the Pick n’ Save on Aberg Ave, BRT routes
A and B, Madison College, and Woodman'’s east; the
other serving Owl Creek, the Dutch Mill park and ride,
Pinney Library, Woodman’s east, the Elvehjem/East
Buckeye/Richmond Hill neighborhoods, and connec-
tions to routes C and G. This microtransit zone could
also include the Ho-Chunk Casino, nearby hotels, and
the Dane County Sustainability Campus. MPO staff set
up these zones in Remix On-Demand, an online tran-
sit planning platform, which estimated that with an
average 10-minute wait time for rides each of these
zones would cost around $408,000 annually fo operate.
Adding these two demand-response microtransit zones
to the Metro system would likely cost about the same

or less than route L, with shorter waits and faster travel

times.

132 htt .national mies.org/downl /14474.

133 For more information, see https://ridewithvi m/wp-
pdf.

ntent/

Although the two microtransit zones described as po-
tential replacements for Route L appear to have lower
operational costs than Route L does and might therefore
be justified, the cost per ride for many other poten-

tial on-demand zones examined for this plan is high
enough that they would be unlikely to secure funding
from policy makers unless other compelling reasons for
the service existed. Table 18 shows the Remix-estimated
“medium” ridership scenario for on-demand services

in the listed communities or areas;™* due to Wisconsin’s
prohibition against providing transit service across
jurisdictional boundaries without those services being
provided under contract, these scenarios generally use
approximate municipal boundaries for service areas.
Service areas in two or more communities include those
in Madison/Fitchburg, Madison/Middleton, Windsor/
DeForest, Cross Plains/Black Earth, and Mazomanie/
Black Earth/Cross Plains. One potential on-demand
zone, “Stoughton 3-mile radius”, is shown for com-
parison to the existing Shared-Ride Taxi in Stough-

ton. Although shared-ride taxi is essentially a form of
on-demand fransit service, the Remix platform under-
estimates ridership on this system by approximately

132 rides/week, and over-estimates its operating cost
by nearly 100%. In addition to the base service areas,
many areas include specific destinations beyond their
borders, such as important grocery stores, employment
centers, or opportunities fo transfer to fixed-route bus-
es. Based on the estimated number of vehicles required
to provide peak-hour service and the shortest expected
average wait time less than 30 minutes possible for the
lowest operating cost, estimated operating cost per ride
provided is calculated, with potential on-demand ser-
vice areas ranked by this estimated per-ride cost. The
2022 costs per Metro fixed-route ride, Metro paratransit
ride, Stoughton Shared-Ride Taxi ride, Green Bay Metro
On-Demand, and Metro Route L (2023) are provided
for comparison. The microtransit zones estimated fo
require an operating subsidy of $60/ride and less are
shown in Figures 45-53.

Given that Remix substantially under-estimates rid-
ership in an on-demand zone mimicking the existing
Shared-Ride Taxi in Stoughton, as well as estimating
much lower ridership on the combined Northside 2 and

/2022/09/2749873257 mmingling-101_Digital

134 Service hours are 6 AM to 8 PM seven days/week in all scenarios.
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Table 18 : Estimated Per-Ride and Annual Costs for On-Demand Service in Dane County Communities

Community/Zone Rides/ Week Est. Operat-  Est. Avg. Est. Number Est. Annual
(Medium Rid- ing Cost/Ride Wait Time of Vehicles at Operating

ership Scenar- (minutes) Peak Cost

io Estimates)

Actual Performance

Metro Fixed-Route (2022) 161,142 $6.16 - 181 $51,583,205
Stoughton Shared-Ride Taxi (2022) | 428 $18.74 - - $417,033
Metro Route L (2023) 1,145 $28.94 40 -

Green Bay Metro On-Demand 901 $34.17 - 12 $1,601,154
(2022)

Metro Paratransit (2022) 1,776 $36.52 -- 27 $3,372,498
South Madison Mid Fitchburg 206 $38.06 20 1 $407,700
Northside 2 200 $39.20 15 1 $407,700
West Madison South Middleton 193 $40.62 10 1 $407,700
Fitchburg + 339 $46.26 10 2 $815,400
Stoughton 168 $46.67 10 1 $407,700
Owl Creek Dairy Drive 152 $51.58 10 1 $407,700
Stoughton 3-mile radius (apx. same | 296 $52.98 25 2 $815,400
as actual service area)

North Middleton 145 $54.07 10 1 $407,700
Windsor - DeForest 144 $54.45 15 1 $407,700
Southwest Madison + 279 $56.20 15 2 $815,400
On-Demand Zones estimated over $60/ride Operating Expense

Northside 1 13 $69.38 10 1 $407,700
South Madison East Fitchburg 107 $73.27 15 1 $407,700
Waunakee 87 $90.12 10 1 $407,700
McFarland 83 $94.46 10 1 $407,700
Verona 82 $95.61 10 1 $407,700
Oregon 63 $124.45 10 1 $407,700
Cottage Grove 48 $163.34 10 1 $407,700
Mt Horeb 29 $270.36 10 1 $407,700
Cross Plains - Black Earth 12 $653.37 20 1 $407,700
Mazomanie to Cross Plains 15 $1,045.38 10 2 $815,400

Owl Creek Dairy Drive on-demand routes than exist on pensive per ride than the Remix estimates in Figures
the much less useful Route L, it is reasonable to assume 45-53 suggest.

that one or more unique characteristics of the Madison

area result in higher ridership than Remix’s algorithms

expect, although it is unknown if these characteristics

would apply to other communities or geographic areas

in the Madison region. This may mean that on-demand

transit services would be more productive and less-ex-
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Figure 45: South Madison Mid Fitchburg

Figure 47: West Madison South Middleton
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Figure 49: Stoughton

Figure 51: North Middleton

W]

152EStoughton T
3-mile;

orth
Middleton

| =T T

:
Sl
<
£]
2

( I\ICr/egk
Dairy-Drive

‘ q

[
-

- 1 1
N ) |
SNAP Retailers 2024 Prepared by saffto the: ,& SNAP Retailers 2024 Prepared by saff o the A
— @ Grocery Store 1% N
: g\:‘;‘:"és:"e E{“ mpo :: . i i © Super Store E\‘- Y
Potential Microtransit Area ® Supermarket ———— Potential Microtransit Area ® Supermarket Dat Revied: 812024 "
Figure 50: Owl Creek Dairy Drive Figure 52: Windsor - DeForest
\\\y A 1 ! | ll 1 “! I v ~a—)  —— J] l -
@ % T A

51

V,Vindsom -
Delio;st

~ / T [
5t y e
7 AN
=N —
SNAP Retailers 2024 Proared by sttt e A SNAP Retailers 2024 Prepare by st A
® Grocery Store NV e N @ Grocery Store N\Y Foe N
@ Super Store 5\‘- mpo o 02 M © Super Store "\“ mpo "
Potential Microtransit Area 4 202s - Potential Microtransit Area ® Supermarket et Revied: 112024 i

Transit Development Plan

81



Figure 53: Southwest Madison
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The MPO will continue to follow microtransit projects
across the region and country and will coordinate with
Metro on any potential microtransit pilot projects should
Metro have the capacity to undertake them. After riders
have become accustomed to the redesigned Metro net-
work, and after Metro has addressed any needed ser-
vice adjustments following network implementation, the
MPO may recommend that the potential for microtrans-

it be further evaluated in various geographic areas.

Capital Facility Needs, Planned
Improvements, and Development
Recommendations

Capital Facility Needs and Planned
Improvements

For many years, Metro’s most pressing capital facility
need was the expansion of Metro’s maintenance fa-
cility and/or a new satellite facility. The maintenance
facility on Ingersoll Street at East Washington Avenue
had reached and exceeded its capacity. The newest
portion of the facility had been constructed in 1981 as
an addition to a WWI-era munitions factory; this facility
was designed to accommodate a fleet of 160 buses and

accommodated a fleet of up to 218 full-size transit bus-
es, plus other vehicles. Metro Transit is in the process of
upgrading the Ingersoll Street (formerly the East Wash-
ington) facility and renovating a new satellite facility

on Hanson Road in northeast Madison. This facility will
primarily be used to maintain and store the new 60-foot
articulated buses to be used in the Bus Rapid Transit
system.

In 2011, many of Madison’s strong transit corridors in

the central Madison area (Johnson and Gorham Street,
Jenifer Street, Monroe Street, and University Avenue)
had bus stops every block — eight or more per mile.

This condition had not substantially changed since Mills
Street, University Avenue, State Street, Jenifer Street,
and Johnson Street were served by streetcars in the ear-
ly twentieth century operating in traffic conditions that
were substantially different than today. While closely
spaced bus stops are convenient for riders in these cor-
ridors, they result in delay for all riders using the service.
The 2013-17 TDP evaluated bus stop spacing in central
Madison, and one of the recommendations was to im-
plement a bus stop consolidation program in corridors
with stops spaced more closely than the standard of
990-1320 feet. Metro successfully consolidated stops on
Johnson, Gorham, Monroe, Old University, and Turner in
conjunction with street reconstruction projects, as well
as individual stops on other routes. Stop consolidation
efforts continue as warranted, most recently with stops
at East Washington and Dickinson removed in August
2019. Metro intended to reduce the number of stops

on Jenifer Street, but due to neighborhood opposition,
that effort was abandoned. With implementation of the
Transit Network Redesign, streets served by new routes
will have new stops installed under the 990-1320 foot
standard.

Connected & Autonomous Vehicles

The Connect Greater Madison 2050 Regional Transpor-
tation Plan states that:

Connected and Autonomous vehicles (CV/AVs) are ve-
hicles in which at least some aspect of safety-critical
control functions occurs without driver input. Over
time, it is anticipated that vehicles will gradually gain
more autonomy. Because of this continuum of au-
tomation, “levels of vehicle automation” have been
developed to determine how driver-reliant a vehicle
is. A vehicle with a rating of 0 has no automation,
while a rating of 5 is completely automated.

82

Greater Madison MPO



Examples of vehicle automation are becoming more
mainstream each year. Many higher-end vehicles
currently come with automated features such as
parking assist and crash avoidance. Examples of this
type of technology include advanced drive assis-
tance systems (ADAD) that alert drivers fo objects or
people nearby using radar, sonar, or infrared sig-
nals; technologies that apply breaks to avoid crash-
es; and technologies that avoid collisions by coop-
erative communication between cell-phone signals,
vulnerable users, and vehicles to notify both parties
of potential issues.

The future impact of Level 5 (completely automated)
CV/AVs on the transportation system is still uncertain.
It is likely that fleets and freight will be early adopt-
ers. The potential benefits and challenges will largely
be dependent on which technology and service
models businesses and consumers embrace, and
how regulators and policy makers respond. Benefits
of this technology are likely to include a dramatic
reduction in crashes, reduced travel times, reduced
energy consumption, reduced vehicle emissions, im-
proved reliability, increased roadway capacity, and
increased transit accessibility.”®

There are several efforts underway to research and de-
velop CV/AV technologies in Wisconsin and in Madison.
These projects are likely to involve pilot CV/AV shuttles
at some point in the future, but these are expected to be
limited in scope and duration and will not be operated
by Metro. Organizations currently involved in CV/AV
development in Madison include UW-Madison’s Wis-
consin Autonomous'™® and Traffic Safety and Operations
Laboratory (TOPS Lab)™.

Within the plan horizon, it is expected that some Met-
ro buses will be equipped with limited ADAD features.
It is anticipated that Level 5 CV/AVs will not be used as
transit vehicles by Metro other than potentially in pilot
projects, for which an operator will be present. Metro
has requested an earmark to equip the new fleet of
60-foot buses with technology to warn bus drivers of
impending collisions, warn pedestrians and bicyclists
outside the bus that they are in the bus turning path,
install camera-based mirror systems that reduce blind

spots and provide better visibility in adverse weath-

er conditions, and identify hot spots where frequent
near-miss situations are happening. This system would
use radar-based sensors and cameras to monitor the
movement of people and vehicles around the bus and
determine if current trajectories could present a danger.
The system will then alert the driver and/or the person
outside the bus with a visual and/or audible alert. Metro
staff have indicated that this technology will be installed
on a small number of 60-foot buses if the earmark is not
approved.

Even with limited adoption of CV/AV technology on
Metro buses, it is crucial that roadway construction and
reconstruction projects include or accommodate the
fiber network required for CV/AV operation in the longer
term.

Fleet Electrification

In 2022, the Federal Transit Administration awarded a
Small Starts grant to the City of Madison and Metro
Transit. This grant provided $110 million to Metro Transit
for its Bus Rapid Transit project, which includes pur-
chasing 42 electric articulated buses that will be deliv-
ered in 2024. Metro Transit plans to establish the main
charging station for its electric fleet at the Hanson Road
Operations Facility and install end-of-line charging sta-
tions at the Sun Prairie Park and Ride and Junction Road
facilities. In June 2023 Metro was awarded another $38
million grant for the purchase of 16 additional 60-foot
articulated electric buses, on-route charging stations,
and facility upgrades. This latest award brought the
total number of Battery Electric Buses (BEBs) in Metro'’s
fleet to 62.

The Dane County Climate Action Plan™® identifies elec-
trification of the transportation sector as “a key strategy
for achieving deep decarbonization.” The plan includes
specific actions that the county can undertake to pro-
mote bus fleet electrification:

Municipal Transportation Electrification: The Office of
Energy & Climate Change will work with the pub-
lic and private sector to prioritize electrification of

135 https://www.greatermadisonmpo.org/planning/documents/Ch-04-ConnectRTP-web.pdf (pg. 4-8).

136 https://wa.wi /.
137 https://topslab.wisc.edu/research/av/.

138 https://daneclimateaction.org/documents/CAP-2020/Dane-Co-Climate-Action-Plan-202004-web.pdf pages 96-97.
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shared-use vehicles: buses, bikes, taxi cabs, carpool
vans, and community cars.

EV Education and Outreach: [The] Office of Energy &
Climate Change will work with Madison to build on
Madison’s goal of 100% renewable and net-zero car-
bon bus fleet by 2030, and work with other munici-
palities to adopt similar goals.

Passenger Information, Marketing, and
Education

Metro Network Redesign

In 2020, Metro initiated the process of redesigning its
route network for the first time since 1998 in order to
better meet the needs of Madison area residents and
complement the planned investments in Bus Rapid
Transit. Metro hired Urban Assets to assist with the pub-
lic outreach and engagement process for the network
redesign. This outreach was done in three phases span-
ning from January 2021 to May 2022.%°

Throughout this process, over 9,000 people responded
to community surveys designed to gather input on the
community’s values and preferences regarding transit
service.*? Both online and paper survey options were
provided in multiple languages including Spanish, En-
glish, and Hmong. Additionally, over 75 public engage-
ment events were held between the three phases. These
events provided qualitative data that Metro used to
further inform its network design, with over 19 amend-
ments being provided to the draft plan following the
final phase of public engagement.’™

Once the final network design was adopted, Metro
began working to communicate these changes to the
public. Metro engaged in an extensive public educa-
tion campaign to prepare riders to transition to the new
system. This campaign included advertising the network
change through both traditional and new media, hiring
employees dedicated to outreach, and employing tem-
porary ride guides to inform riders. Two outreach spe-
cialists were hired to inform the public in both Madison
and in Metro’s partner jurisdictions (Verona, Sun Prairie,
Middleton, & University of Wisconsin) of the changes to

139 https://www.cit

the network. Additionally, Metro hired part-time ride
guides that were stationed at 50 locations across its
service area to inform regular riders of the upcoming
service changes and help them learn the new system.
These ride guides were deployed in the weeks leading
up to the implementation of the network redesign and
again in August atf the start of the UW session.

Throughout the implementation of the redesign, Met-
ro staff and ride guides were active in collecting and
processing feedback from both passengers and drivers.
This feedback allowed Metro planning staff fo make
minor changes in August to further refine the redesign.
As the implementation of the redesign progresses, Met-
ro staff will continue to review customer feedback and
make adjustments to the system.

Bus Rapid Transit (BRT)

Public engagement for the planning phase of Madison’s
East-West Bus Rapid Transit Corridor began in October
2018 and ended in October 2019. During this process,
Metro Transit and its partners, Urban Assets, LLC, re-
ceived over 5,000 survey responses, held 15 small group
meetings, 5 public meetings, and 9 mobile engagement
stations. With this line entering service in September
2024, Metro staff have continued to host public meet-
ings and attend community events fo further educate
the public about Bus Rapid Transit. For the first two
days of service, City of Madison employees from a wide
variety of departments served as "BRT Launch Ambas-
sadors" at stations to help orient riders to new stations
and fare media.

In 2023, Metro began the public engagement process
for selecting a Locally Preferred Alternative (LPA) for
its anticipated North-South BRT line. This process will
include extensive public engagement, including stake-
holder meetings, public meetings, and surveys. The
input gathered from this process helps Metro and City
of Madison staff craft an LPA for approval by the City
of Madison Transportation Commission and Common
Council.

TransitNetworkRedesignPhaseThreePublicOutreachReport.pdf.
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Ongoing Marketing, Outreach, and Education

Metro communicates with its customers in a variety of
ways, including social media, printed newsletters, polls/
surveys, press releases, text releases, and targeted
mailings. Metro plans to continue with its current prac-
tices over the period of this Transit Development Plan
(2024-2029) while continuously monitoring emerging
technologies and innovations to assist with passenger
outreach and education. A brief description of each can
be found in the sections below.

News Releases

News Releases are written and distributed by a City of
Madison electronic dissemination system to local media
outlets. Public hearing news releases are sent approxi-
mately fourteen calendar days prior to the hearing. All
news releases are translated and posted in Spanish.
Other alternative language and formats are available
upon request.

Polls/Surveys

Depending on the subject matter, Metro encourages
feedback in the form of polls and surveys from all mem-
bers of the community, as decisions often affect more
than just those who ride. Surveys are disseminated
online, on all fixed-route vehicles, in-person (at stops,
transfer points and on-vehicle) and are sent via postal
mail to those living near the affected area.

In 2019, Metro conducted mini-touch point surveys,

or intercepts, regarding our future Bus Rapid Transit
service and whether or not it should operate and serve
stops on our Capitol Square. The Greater Madison
Area MPO worked with a consultant team and Metro to
conduct a statistically significant ridership survey in the
spring of 2024. The results of this survey will be used to
update the regional travel model and for Title VI analy-
ses. Responses that are relevant to this TDP are includ-
ed in Appendix E.

Rider Update Texts and Emails

Metro has over 2,500 riders subscribed to its weekly
General Rider Updates e-newsletter and over 6,000
riders subscribed to its Rider Alert messages. These
services provide riders with updates on service up-
dates/announcements, Metro news, detours, and winter
weather alerts. These services are also available in
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Spanish and the General Rider Updates are available in
Hmong.

Social Media

Metro Transit maintains active X accounts (@mymetro-
bus) in both English and Spanish, a Facebook account,
and an Instagram account. While Metro’s social me-
dia presence is currently small, customer service staff
encourage customers to provide feedback and engage
in open dialogue when appropriate. Metro plans to
continue expanding its social media presence over the
Transit Development Plan period (2024-2029).

Printed Newsletters/Flyers

Metro produces two Paratransit ADA newsletters per
year. Newsletters are sent via postal mail and go to all
ADA paratransit riders. If paratransit individuals have
marked LEP status on their application, the newslet-

ter in their preferred language or alternative format is
provided. Additionally, Metro provides bus flyers posted
at stops that are affected by a service or policy update
such as detours, service reductions, stop closures, etc.

Website

Metro’s website is available in both English and com-
pletely tfranslated into Spanish. In 2022, Metro recorded
more than 267,000 visitors to its site with more than 1.1
million pages viewed.

Metro’s online feedback form is available at mymetro-
bus.com/feedback or in the drop-down menu on the
homepage. Supervisors and staff are required to sort
and respond to all complaints, compliments, and sug-
gestions daily. In the past year, the online feedback form
was visited around 3,600 times.

The homepage also features the latest news and high-
lights. All public participation opportunities are posted
in the “Rider Updates” section at least thirty calendar
days prior to the event.

New Bus Tracking System

In 2024, new bus tracking technology was installed

on 12 buses to improve bus tracking and trip planning
for riders. The most notable rider-facing changes are
that GPS tracking of test buses is on a separate plat-
form, and that audible stop announcements have been
updated. Following testing, the new technology was
installed on the remainder of the fleet in August 2024.
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The Metro Transit Bus Tracker page allow riders fo see
predicted stop times based on bus location, view a re-
al-time map of bus locations, plan trips, and subscribe
to receive stop and route updates in both English and
Spanish.

Funding & Fares
Funding

Metro ‘s capital and operating costs are funded through

a combination of federal funding, state operating
assistance, passenger fares, and local funds primarily
derived from the property tax. Federal funding may be
used for capital project expenses, preventive mainte-

nance costs, and a portion may be used for comple-

mentary paratransit service for persons unable to use

fixed-route transit. See the Metro Transit Costs and

Revenue section of Chapter 3, Today’s Transit, for details

regarding Metro funding.

Given flat state funding and tight local budgets, in part
due to the state expenditure restraint program, and the

many other competing demands for property taxes,

it will become increasingly difficult for Metro to cover

inflationary operating cost increases in the future let

alone meet the service improvement and expansion
needs of the growing metro area and address its capital
needs, including bus replacements. Because Metro has

Table 19: Summary of Programmed 2024-2028 Transit Project Costs by Funding Source

Funds Programmed ($000s)

2025 2026 2027 2028
A. Federal Funds
Other Federal (Areas of Persistent Poverty grant) 258 - - - -
Transit Section 5307 Urbanized Area Program - - - - -
Annual Allocation (excludes carryover funding) 15,090 13,730 |13,730 13,730 |13,730
Transit Sec. 5339 Bus & Bus Facilities - - - - -
Annual Allocation (excludes carryover funding) 40,897 1,930 1,930 1,930 1,930
Transit Sec. 5337 State of Good Repair 1,325 900 900 900 900
Transit Sec. 5309 (Small Starts) - - - - -
Transit Sec. 5310 E/D Enhanced Mobility Program* 458 - - - -
SUB-TOTAL FEDERAL FUNDS 57,976 16,560 |16,560 16,560 |16,560

B. State Funds

C. Local Funding

State Transit

Sec. 85.20 Operating Assistance 18,995 19,375 |[19,762 20,158 | 20,561
Sec. 85.21 Senior/Disabled Transp. Assistance 709 737 767 798 829
SUB-TOTAL STATE FUNDS 19,704 20,112 20,529 20,955 |21,390

City of Madison 23,207 15,486 |[133,058 4,311 4,31
City of Madison & Others 31,525 30,144 | 28,548 29,266 | 3,067
City of Fitchburg 35 99 36 37 38
City of Sun Prairie 31 317 324 330 337
City of Monona 139 142 145 148 150
City of Stoughton 176 180 183 187 191
Dane County 30 - - - -
Dane County & City of Madison 555 559 563 568 572
Sub-total Local Funds 55,978 46,927 | 162,857 34,847 | 8,666
Total Transit Funding 133,658 83,599 (199,946 72,362 | 46,617

*Local share of accessible vehicle purchases by non-profits not listed
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had to use the majority of its federal funding for eligible
operating expenses, this has put a squeeze on its capital
budget. A regional transit governance structure with a
dedicated local source of transit funding will be re-
quired in order to make major regional service improve-
ments such as building out the full BRT system, initiating
express commuter service to outlying communities, and
increasing service frequency in the core area.

The state legislature adopted legislation in 2009 autho-
rizing the creation of the Dane County Regional Transit
Authority (DCRTA) with the authority to implement a lo-
cal sales tax of up to %2 percent. The DCRTA was formed
in 2010 and, with the help of City of Madison, Metro,
and MPO staff, developed a draft short-term plan for
improved transit service to support a referendum on

a Y percent sales tax. However, Assembly Bill 40 (Act
32) was passed in 2011, eliminating the RTA authorizing
legislation and dissolving the DCRTA.

Lacking enabling legislation for a regional transit
authority, in 2020 the City of Madison adopted a new
motor vehicle registration fee (VRF), which replaces $3.6
million/year in Metro funding that had previously come
from property tax revenue, adds $2.7 million to address
increasing operational costs, and provides $1.5 mil-

lion for expanded transit service including BRT.3 Dane
County also collects a VRF, a portion of which could
conceivably be used to support the provision of transit
service to areas and communities outside the current
Metro service area. While regressive, VRFs have the po-
tential to close the funding gap for incremental system
growth while a long-term funding solution to regional
transportation needs is secured.

Transit funding programmed in the 2024-2028 Trans-
portation Improvement Program (TIP) is shown in Table
19. Metro Service Partner costs are included in the
“Madison & Others” line. Section 5310 funding is pro-
grammed one year at a time, so is only shown in 2024;
the local share of Section 5310 projects is not included
for non-profit agency accessible vehicle purchases but
is included for Metro Transit and Dane County pro-
grams, which have historically been funded every year.
The City of Madison expects to receive Section 5309
Small Starts funding for the North/South BRT project.

Table 19 shows massive investments in 2024 and 2026,
with 2028 funding at only 23-64% of the other years in
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this period. This reflects a tremendous investment in
transit through construction and capital costs of the
BRT projects, continuing renovations at the main Metro
bus maintenance facility, preparation of the new BRT
vehicle maintenance facility, and related improvements
in 2024-2027 - and not a funding cut in 2028.

Fares

Metro conducted a Transit Fare Options Analysis in 2021,
which considered the costs and benefits of three fare
system options: fare-free transit, a proof-of-payment
system, and a cashless tap-card system. The Executive
Summary of the analysis is paraphrased below:

e The costs of making transit fare-free at pre-pan-
demic service levels, not including Bus Rapid Transit,
are estimated to be $7.5-$18.4 million annually. The
analysis report discusses several revenue loss scenar-
ios and mitigation opftions, including various partner-
ships. It also discusses revenue replacement scenar-
ios, including a vehicle registration fee, a levy limit
referendum, and a transportation utility fee.

¢ The study considered various costs and benefits of
proof-of-payment and cashless tap-card systemes,
including equity concerns. The enforcement concerns
associated with a proof-of-payment system make this
a less attractive option.

¢ Metro staff recommend the continued collection of
fares. Without an additional revenue source, service
cuts may impact under-represented communities. If
additional revenue sources were found, staff believe
expansion of service and hours would have a more
beneficial impact to the Madison area communities.

¢ With the continued collection of fares, Metro staff
recommend a cashless tap-card system. This would
include a half-fare system for those who qualify,
fare-capping, a broad retail network, and limited
vending kiosks, but may pose barriers for unbanked
and under-banked residents, and those with limited
internet access.

* Using this research as a background, next steps in-
clude community seeking community input on these
fare options.

According to the Fare Options Analysis, in the 2016-2019
pre-pandemic period, the capital costs for fare collec-
tion were $3.26 million (one-fime cost), and average an-
nual operating costs were $512,813. For the same period
average annual fare revenues and related revenues
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that are fare-dependent™? totaled $16.52 million.™? If
fares were eliminated, the roughly $16 million in lost fare
revenue would need to be provided by other sources,

or service would need to be reduced to make up the
difference, which would result in a less-useful transit
system that fewer people would use.

During the summer of 2024, Metro introduced “Fast
Fare” smartcard payments. This payment system will
require riders to use rechargeable smart cards; each
ride fare will be $2, deducted from the balance on the
card. Once that rider reaches a daily cap of $5, each
subsequent ride that day will be free. Over the course
of a week, fares will be capped at $16.25, and at $65 for
each month. For youth, seniors, riders with qualifying
disabilities, and low-income riders’ fares will be capped
at $2.50 per day, $7 per week, and $28 per month.

Riders will be able to pay $2 cash fares when boarding
buses but will need to purchase a ticket or day pass

at BRT ticket vending machines prior fo boarding BRT
vehicles.

Metro plans to roll out the ability for fares to be paid
with contactless credit cards, Google Wallet, and Apple
Pay in 2025, with a Metro Fast Fare app available in late
2024 or early 2025.

Special Events: Effects on Performance
& Routing

Madison and the surrounding communities host many
events throughout the year that require road closures,
frequently on roads with transit service. While some
route detours are unavoidable due to the nature of the
events, alternate routes should always be available

to ensure transit access throughout the community.
Detours around regularly-schedule events which take
place in a localized areq, such as closures of the Cap-
itol Square for the Dane County Farmer’s Market, of

King Street for Live on King Street, and of State Street
for a wide variety of events, can be planned and im-
plemented with only minor impacts on passengers and
schedules. A much smaller number of large, sprawling
events may result in the closure of roads throughout the
region and have major impacts on transit service; these
types of events include the Ironman and the Madison
Marathon, and to a lesser degree, the Crossfit Games.
Historically, road closures for these events follow a route
designed for the event with little to no consideration for
how - or even if - buses will traverse the city.

Metro is currently informed of potential closures
through its representative on the Street Use Staff Com-
mission but has only one vote on the commission and
thus cannot ensure that street closures for events will
maintain a route for buses to detour around the clo-
sure in a timely manner. The Street Closure application
“strongly encourages” organizers of run/walk events to
contact the Madison Police Department, Traffic En-
gineering, and Madison Metro prior to submitting an
application, but this route planning consultation is not
required.

Traffic Calming: Effects on Performance
& Routing'*

While many traffic calming techniques work by creat-
ing “friction” which drivers respond fo by slowing their
speed due to perceived obstacles, such as narrowing
roadways, adding street trees, adding traffic circles,and
other such horizontal treatments, vertical treatments
such as speed bumps, speed humps, and speed cush-
ions function by providing physical feedback to the
driver. While the effects of all these vertical treatments
are magnified by increased travel speeds, they have
graduated impacts, with speed bumps being the most
impactful and speed cushions being the least impactful,
with speed humps™® having a comparatively moderate
effect.

142 Including Pass Partnerships, where employers or UW agencies pay for employee/student passes, and Route Partnerships,
where service partners pay for operations within their communities or serving their facilities. In a fare-free scenario, the
future of these funding sources would be uncertain, and some would likely be eliminated.

143 Not including paratransit fares.

144 Adapted and updated from Speed Humps and Transit Operation, City of Madison Department of Transportation, Oct. 24,

2019.

145 Speed humps may vary from 12 to 22 or more feet in length, and have comparable impacts on drivers as do raised

crosswalks and intersections; however, as these devices are generally only used at intersections and not in mid-block
locations, they may have less impact on transit service as buses will likely be slowing or stopping at these locations for traffic
control devices, crossing pedestrians, or for a bus stop, and therefore not have to slow just for the speed hump.
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Figure 54: Schematic of Speed Hump, Speed Slot, and Speed
Cushion™¢
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Figure 54 shows typical dimensions of speed humps,
speed slots, and speed cushions. Speed humps have
been used extensively in the Madison area. Speed slots
and cushions are modified speed humps designed to
avoid excessive discomfort to vehicle occupants or
damage to vehicles by making separations in the hump
through which vehicles with wider wheelbases, such as
EMS and transit vehicles, may theoretically pass without
encountering the hump. Speed slots require the vehi-
cle to straddle the centerline and travel in both lanes

of the roadway, which increases risk to all vehicles on
the roadway and is not appropriate for transit vehi-
cles. Speed cushions, however, allow the emergency

or transit vehicle to remain in its respective lane but

to still straddle the cushion and not have to slow for it.
Unfortunately, the dual rear-wheel configurations of fire
trucks, ambulances, and Metro buses are not actually
wider than the wheelbase of passenger vehicles, so
speed cushions are not effective given Madison’s EMS
and transit fleets.

Speed humps have been installed in many locations in
the Madison area. Their goal is to force traffic to 20 to
25 mph in low-speed neighborhood streets. Howev-

er, they can have adverse impacts on the operation of
larger vehicles, including transit buses (both fixed route
and paratransit). The negative impacts for transit fall
into three general categories: On-time performance,
passenger ride comfort, and increased maintenance
costs.

In the Madison area, speed humps are found on many
streets on which bus routes operate. These routes were
generally in place before the speed humps were in-
stalled. When planning any new routing, Metro staff
attempt to avoid proposing operation over streets with
speed humps.

In the pre-pandemic transit system, Metro buses ne-
gotiated approximately 15,000 speed humps and other
raised traffic calming features per week (not including
supplemental school day service). After implementation
of the Network Redesign in June 2023, Metro buses must

navigate just over 8,500 speed humps each week.

Effect on On-Time Performance and Schedule
Adherence

While it is difficult to determine precisely how much time
is lost from operating over speed humps, additional
time is required to navigate them. As a bus approaches
a speed hump, it first decelerates, then continues slowly
across it, and finally accelerates again as the rear
wheels clear the speed hump. A series of speed humps
will have a greater impact as this process is repeated
for each hump.

The Federal Highway Administration (FHWA) com-

piled data from various municipal sources and found
the travel time impact to be in the range of four to ten
seconds per speed hump for emergency vehicles.”” Bus
operators are frained to drive in a smooth fashion so
that passengers are comfortable and also o reduce the
number of falls and injuries on the bus; buses likely ex-
perience a delay in the range of 10-15 seconds for each
speed hump.

NACTO recommends that streets be designed for the
target speed, a safe speed at which drivers should
drive, rather than existing operating speed or statuto-
ry limit. The design speed and target speed should be
aligned through the use of traffic calming measures,
including narrower lane widths, roadside landscaping,
speed cushions, and curb extensions. They note that
“Traffic calming measures can be designed fo slow gen-

146 A Comparative Study of Speed Humps, Speed Slots and Speed Cushions. Johnson, LaToya and AJ Nedzesky. https://nacto.

147 Traffic Calming ePrimer. Federal Highway Administration. https://safety.fhwa.dot.gov/speedmgt/ePrimer _modules/

module5.cfm.
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eral traffic while having little negative impact on transit
vehicle operation.”®

Passenger Comfort

Operating over a speed hump affects the ride for the
passengers and driver of any vehicle but in the case of
a bus, there are more passengers affected. Unless they
are in a mobility device tie-down position, the passen-
gers are not secured in any way. The seats of transit
buses are typically made of molded plastic with a thin
cover and do not offer the same protection offered by
a typical car seat. Whether secured or not, passengers,
seated or standing, are subjected to the jolts as the
suspension compresses and then expands again. This is
especially concerning for seniors and other vulnerable
passengers. There is an increased risk of a fall or of a

mobility device tipping over.

Maintenance Considerations

The suspension of a transit bus is based on large
pneumatic air bags at each wheel, rather than metal
springs. These provides the bus with an extra measure
of stability, an important consideration given the size of
the vehicle and the loads and conditions under which

it operates. The cycling of compression and expansion
of these air bags as speed humps are traversed has

an impact on the longevity of these air bags, as well as
other parts of a bus’s suspension system and even the
frame network.

It is nearly impossible to study the correlation between
speed humps and wear on buses because buses change
through the years, drivers act differently, speed humps
have been around for a long time, and there are many
factors that affect the life of bus parts. Metro mainte-
nance staff have indicated that speed humps can be at-

tributed to an increased number of maintenance issues,
particularly frame cracks when the buses bottom out.

Conclusion

Over time, Metro buses are encountering more speed
humps and other vertical traffic calming measures with-
in the route system. These features have negative im-
pacts on transit service, affecting on time performance,
ride quality, and exacerbating maintenance issues.
Other transit systems in the US have developed policies
against the placement of speed humps along bus routes
because of the adverse impacts.

Examples include:

e The South Carolina DOT says that speed humps are
not desirable “on a primary emergency response or
bus route.”™®

e Delaware State DOT states that, “Raised crosswalks/
speed tables ... should not be used on the primary
routes for emergency vehicles and transit buses.”’°

e Virginia State DOT says, “Streets on major transit
routes or that experience significant use by such vehi-
cles should consider use of non-intrusive devices.”

The Transit/Land Use Connection &
Transit-Oriented Development

Policies and ordinances such as the City of Madison’s
Transit-Oriented Development (TOD) overlay zone'™?
help ensure that development is focused on centers and
corridors, as envisioned in the 2050 Regional Develop-
ment Framework'™? and Regional Transportation Plan'™*.

Metro has used a service guideline that routes should
provide coverage to at least 5,000 people, 5,000 jobs,

148 Transit Street Design Guide, ©2016 National Association of City Transportation Officials (NACTO), New York, NY. (pg. 114)

149 SC DOT Traffic qumlng Guidelines. FHWA, sourced from South Carollna DOT. https://safety.fhwa.dot.gov/speedmgt/ref

) _ _ odf (pg. 12).

150 Delaware Traffic qumlng Design Manual. National Association of Cl’ry Transportation Officials, sourced from Delaware
DOT. https://nacto.org/wp-content/uploads/2015/04/DE-Traffic-Calming-Manual 2012.pdf (pg. 11-28).

151 Traffic Calming Guide for Neighborhood Streets. Virginia Department of Transportation. http://www.virginiadot.org/

pr ggrgmg/rgmg ggg/Trgfﬁg—lemmg—Qg dg—Fgr—Nglghbg Qggl Streets. pdf (pg 18).

Final- Rgpg[t uly- 2;222 pdf (Page 25)

154 https://www.greatermadisonmpo.org/planning/documents/Appendix-A-ConnectRTP-web.pdf Land Use and
Transportation Integration Recommendation 1, Supporting Actions D and E (Page A-13).
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 https://www.greatermadisonmpo.org/planning/documents/Appendix-A-ConnectRTP-web.pdf

and average 15 mid-day weekday boardings per hour
for many years. This guideline is retained in this TDP."®

For background information on the Transportation/
Land Use Connection and its relationship to housing and
transportation costs, see the Future Land Development
section of Chapter 2. For discussion on its impact on rid-
ership, see the Housing + Transportation Costs section
of Chapter 4.

Transportation Demand Management

Transportation Demand Management (TDM) is gen-
erally defined as a seft of strategies to reduce roadway
congestion, vehicle miles traveled, and demand for
single-occupancy vehicle (SOV) use by redistributing
demand to alternative travel modes, times, and routes.
TDM is implemented through land use policies that
support compact, mixed-use development; transporta-
tion policies that support safe, connected, multimodal
systems; financial incentives such as discounted transit
passes and priced parking that influence demand; and
public and private sector programs that use education
and encouragement fo promote behavior change.

TDM aims to reduce vehicle miles traveled and peak
period roadway congestion by maximizing the avail-
ability and use of alternatives to driving alone. TDM
promotes walking, bicycling, public transit, ridesharing,
telework, flexible schedules, micro-mobility (e.g., bike
share and e-scooters), and shared mobility (e.g., bike
share and car share). TDM contributes to quality of

life in the Madison region in many ways, including by
expanding access to more affordable and equitable
modes of transportation; minimizing the environmental
impacts of transportation; and reducing demand for fu-
ture roadway and parking expansions by using existing
infrastructure more efficiently.

TDM is one of two goals in the MPO congestion man-
agement process (CMP), supported by performance
measures and targets that include reducing vehicle
miles traveled per capita, increasing transit ridership,
and expanding the low-stress bicycle route network.
The MPO also administers RoundTrip, a TDM program
that provides ride-matching services and uses informa-
tion, encouragement, and incentives to raise awareness

and promote the use of alternatives to driving alone
among individuals and employers.

The City of Madison adopted an updated TDM policy in
2022; the updated policy and information about devel-
opment requirements are available on the City’s TDM_
web page. For more information on TDM in the Madison
areaq, see Connect Greater Madison 2050: Regional
Transportation Plan and the MPQO’s Rideshare/TDM
web page.

First- and Last-Mile Connections

First and last mile connections are the means by which
riders travel between their trip origin and destina-
tion and the bus stops at which they board and alight,
respectively. Typically, riders walk to their bus stop, and
then walk to their destination after departing the bus.
The rise of micromobility (bikeshare such as BCycle,

in the Madison area), car-share (ZipCar in the Madi-
son ared), and emerging modes such as microtransit
or on-demand transit and ridesharing Transportation
Network Companies (TNCs)—including Uber, Lyft, and
CarePool—have altered the transportation landscape
dramatically, and offer new options for accessing
transit. This section discusses these new and emerging
modes and provides recommendations for improving
first- and last-mile connections to the transit system.

Accessible Pedestrian Network

The most common way for riders to reach transit stops
is by walking, including the use of assistive mobility
devices. As such, having a complete and accessible pe-
destrian network is critical to riders being able to safely
reach bus stops. The Greater Madison MPO’s Pedestri-
an Facilities web map can be used by area communities
and advocates fo identify gaps in the sidewalk/path
network as well as barriers such as missing curb cuts
and stairs. These barriers must be removed when the
adjacent roadway is resurfaced or similarly modified
under Department of Justice and USDOT interpretation
of the ADA.

It is worth noting that The Role of Bus Stop Features in
Facilitating Accessibility™® found that bus stop acces-
sibility improvements are “associated with significant
increases in stop-level boardings and decreases in ADA

155 2013-2017 TDP, Appendix A, Service Coverage/Route Justification.
156 Bartholomew et. al. NITC-RR-1214. Portland, OR: Transportation Research and Education Center (TREC), 2020. https://

rosap.ntl.bts.gov/view/dot/54742.
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paratransit demand, and that these phenomena are
linked (i.e., that some of the increase in scheduled-ser-
vice boardings is coming from patrons who are switch-
ing from ADA paratransit).” Where boardings are lower
than would be expected based on surrounding land
uses and service levels, stop improvements should be
made - both to ensure ADA compliance and to help
boost ridership.

As important as an accessible pedestrian network is to
providing access to and from bus stops, these facilities
are not controlled by Metro but by the communities
being served. Service partner communities should make
efforts to complete their accessible pedestrian networks
to ensure that potential and existing riders are able to
access bus stops safely. See additional discussion of
stop accessibility in Chapter 3, Boarding Platforms, and
the 2013-2017 TDP Appendix A, Section 3 — Bus Stop
Amenities.

Bikeshare

In the Madison areq, bikeshare is provided by BCycle,
which offers an all-electric bike (e-bike) fleet of 510
cycles,’” with stations in Madison (beginning in 2012)
Monona (2021), McFarland (2022), and Fitchburg (2023).
Bikeshare has been incredibly popular in the Madison
areaq, with every year breaking the prior years’ ridership
record. In 2023, nearly 1.4 million miles were ridden in
over 522,000 BCycle trips in the Madison area.

In addition to offering bikeshare rentals through hourly,
daily, monthly, and yearly passes, BCycle passes can be
checked out from Madison Public Libraries through the
Community Pass Program, supported by the Madison
Public Library Foundation.’®® The Community Pass Pro-
gram allows lower-income and unbanked individuals to
access the bikeshare system for up to a week at a time
at no cost; helmets are also available for checkout.

Car-share

Car-sharing company Zipcar offers vehicles at 18
locations on or near the UW-Madison campus, down-
town Madison, and on the isthmus. Nation-wide, 75% of
Zipcar members do not own a car, and 19% of members

157 As of the beginning of the 2024 season.

goft rid of a car after joining Zipcar. Zipcar trips are
more likely to be carpool trips (1.85 people on average)
than nationally (1.67 people on average), and car-shar-
ing encourages members to make short trips on foot,
by bike, or by transit, and to only use a car for longer,
purpose-driven trips. During the COVID-19 pandemic,
when transit ridership plummeted by 53% nation-wide,
only 5% of Zipcar members stopped using transit.’®
These figures show that car-share is a critical tool in
providing transit-supportive transportation options and
support the inclusion of car-share in residential devel-
opments as part of TDM initiatives as well as at mobility
hubs, described below.

Mobility Hubs

Mobility hubs are locations where a transit stop is
served by connections to other modes, such as having a
bikeshare station, microtransit stop, kiss-and-ride, taxi
kiosk, car-share, bike lockers or other covered storage,
and access to the bicycle and pedestrian networks. Mo-
bility hubs allow, and even encourage, travelers to use a
variety of transportation modes to complete their jour-
ney. The Metropolitan Transportation Commission (San
Francisco Bay Area MPO) has published a Mobility Hub
Implementation Playbook'™° to help communities plan
and implement mobility hubs; although it was drafted
with Bay Area communities in mind, the playbook is a
helpful guide for any community that is working to build
or improve mobility hubs. The City of Minneapolis has
also implemented several phases of mobility hub ex-
pansion and has published resources'™ including annual
pilot program reports for 2019 and 2020, how mobility
hubs support Vision Zero, and a pilot program Executive
Summary that includes recommendations and lessons
learned which can help inform the development of mo-
bility hubs in other communities.

Park & Ride Lots

Park & Rides have been a mainstay of commuter transit
service for many years and are anticipated to continue
to provide an important connection to the transit system
for those who live far from transit but want to avail
themselves of transit’s benefits when traveling in ur-

158 https://madi m/nav/in-the-community/community-
159 Zipcar Impact Report 2021, https://www.zipcar.com/impact.
160 hitps://m a.gov/tools-and-reso es/digital-library/mtc-mob -hub-implementation-playbook

161 https://www.minneapolismn.gov/government/programs-initiatives/transportation-programs/mobility-hubs/.
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banized areas. Park & Rides are most useful when they
serve major transit stops on the periphery of transit sys-
tems, instead of being located in urbanized areas where
the driver has already dealt with congested roadways
(and added to that congestion) before parking.

New Park & Rides should be located where major road-
ways intersect with Metro’s Frequent Service Network,
Bus Rapid Transit, or Express/Commuter routes, facili-
tating a convenient mode shift for drivers whose driv-
ing routes are intercepted by convenient, high-quality
transit service.

MPO staff had impromptu conversations with Metro
drivers who were serving as Ride Guides in the weeks
prior to the launch of the Network Redesign, and were
told again and again that the most important change to
the system to increase ridership and reduce the number
of people driving alone would be to locate new Park &
Rides beyond the limits of the new system, and to serve
those Park & Rides with limited-stop commuter/express
routes with direct service fo major employment areas
such as downtown Madison and the UW/VA Hospitals.

Park & Rides are not consistent with Transit Oriented
Development, as they are auto-dependent uses, and
they should not be located between transit stops and
adjacent active uses such as residences, employment,
or services. For more on Transit Oriented Development,
see that section of this chapter. For more on existing
Park & Rides, see Chapter 3, Today’s Transit.

Regional Workforce Transportation and
Vanpools

As communities surrounding the central Madison Urban
Area develop, there is increasing demand for trans-
portation alternatives both between those communities
and connecting those communities to the central urban
ared. While these communities, with their relatively low
populations and number of jobs, are not yet populous
enough to support fixed-route transit service, there is
growing interest in offering workforce transportation to
and from these communities. The Village of Waunakee
and MPO staff conducted a workforce transportation
survey in 2021 to measure interest in potential van-
pools or other service to bring workers into the village.
In 2022-23 the MPO provided support to the Village of
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Oregon in conducting a community survey to gauge
interest in potential fransit service within the village and
connecting the village of nearby communities, following
which the village board directed staff to pursue transit
planning funding from WisDOT. MPO staff began work-
ing with Village of DeForest staff on a similar exploration
of potential transit service in August 2023.

While these communities and others are recognizing
that transit can provide critical transportation options
for prospective and current employees, their distance
from existing Metro service, low populations, and widely
dispersed destinations make it difficult to design fixed-
route transit services that can serve them efficiently. For
many of these communities, it appears that vanpools or
on-demand transit services (discussed above) may be
the best fit until ridership justifies service expansion.

Pre-pandemic, the State Department of Administration
offered a vanpool system with over 90 vehicles making
daily trips from communities as far away as Oshkosh
and Milwaukee to jobs in Madison. In 2022, administra-
tion of this program was transferred to Commute with
Enterprise (CWE), a nationwide for-profit car- and van-
pool operator. This program receives no public subsidy,
and riders share the costs of the vehicle, its operation,
and CWE’s profit margin. With the combination of fewer
potential riders due to increased teleworking by former
vanpool riders and the lack of subsidy and resulting
high cost of participation, this vanpool system is cur-
rently struggling to attract and retain riders.

In addition to the state vanpools, vanpools are offered
through CWE by a variety of area employers:

 Total Active Vanpools - 14
* Total Active Participants - 140

* Employer Breakdown

O Associated Milk Producers Inc — Three 15-passen-
ger vans, fotal participants: 57

O Findorff - One minivan, total participants: 5
O FCI - Two minivans, total participants: 14

O State & VA Vanpool - Eight minivans, total partici-
pants: 64
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Current State Vanpool Program:

Vanpool Route # of Participants Vehicle

Janesville to

13 Participants

15-Passenger

Madison Van

Beaver Dam to |12 Participants 15-Passenger
Madison Van

Baraboo to 7 Participants 7-Seat Minivan
Sauk City to

Madison

Lodi to Dane to | 6 Participants 7-Seat Minivan

Waunakee to

Madison

Barneveld to 6 Participants 7-Seat Minivan
Madison

Portage to 8 Participants 15-Passenger
Madison Van

Janesville to 7-Seat Minivan

Madison
Rio to Windsor
to Madison

6 Participants

6 Participants 7-Seat Minivan

Commute with Enterprise has conducted a market anal-
ysis of Dane County and the surrounding areas, and
estimates that 79 vanpools could operate successfully in
the eight-county area.

Current Annual Impact of Active Vanpools:
e VMT - 328,155

e VMT Reduction - 41,347,507

e Lbs. of CO2 Reduced - 31,510,381

e Tons of CO2 Reduced - 14,306

CWE-Estimated Growth Opportunity:
¢ VMT - 1,851,731

¢ VMT Reduction - 1,316,580,557

e Lbs. of CO2 Reduced -1,003,348,419

e Tons of CO2 Reduced - 455,520

Madison Region Economic Partnership
(MadREP) Workforce Vanpool Pilot

Local governments, chambers of commerce, workforce
development agencies and community organizations

throughout south central Wisconsin agree that a lack of
responsive and flexible regional workforce transporta-
tion options is a barrier to employment. This pilot proj-
ect addressed this key regional workforce participation
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obstacle through an innovative workforce vanpool
program.

The Need

As a result of shiffing demographics over the course of
the last two decades in Wisconsin and the Madison Re-
gion, it is generally accepted that the largest economic
development challenge in the state is a shortage of
labor to meet the demand of companies. There are two
primary methods to grow our labor pool:

1. Attracting more workers from outside our region to
move into (and work) in our region, and

2. To make the most of the residents we already have
by increasing the number choosing to work. To do
that, we must address elimination of barriers cur-
rently keeping them out of the labor force. One of
those barriers to employment is the lack of reliable
transportation.

Transportation as a Workforce Participation
Barrier

While the cost of transportation is a budgetary consid-
eration for all employees, it impacts disproportionately
those with the most limited access, flexibility, networks,
& available employment opportunities (low/moder-
ate income households, people of color, lower levels

of educational attainment and/or experience). It also
disproportionately affects those in rural areas, as well
as other locations with limited (or no) access to public
transportation options.

The pilot program provided an additional transpor-
tation option for potential and existing employees to
consider, with the infended goal of making it possible
for additional individuals to enter or remain in the work-
force.

The MadREP pilot project reflected consensus from re-
gional meetings with dozens of community leaders, DEI
advocates, municipal leaders, businesses, and agencies
which included discussions regarding the necessity for
more responsive and flexible regional workforce trans-
portation. MadREP received forty letters of support
from local and regional organizations that reinforced
the need for expanded workforce transportation.

The Solution

MadREP believes a population of individuals exists in
our region who would choose to work if they had a
reliable means of transport. We've seen this before.

Greater Madison MPO



Following a community needs survey in Dodge County
which revealed that tfransportation challenges were a
major barrier preventing people from working, a local
company owner started a vanpool. In 15 months, they
increased their employee head count by 50%, had a
more reliable 3rd shift, reduced tardiness & absentee-
ism, & improved employee morale & retention.

Vanpools are a benefit most companies have not pro-
vided. However, to entice new workers into the labor
force, they may need to consider offering new benefits,
which have a cost. To help defray the cost of exploring
the use of vanpools, MadREP launched a pilot program
to partially subsidize (for a period of time) the monthly
costs charged to companies for contracted vanpools.

MadREP’s goal is to eventually build a network of van-
pools to support workforce commuting across our re-
gion. Establishing this network of company vanpools will
provide opportunity for economically disadvantaged
populations as well as populations in rural areas.

MadREP's pilot project partner Commute with Enter-
prise (CwE) provides vanpooling for commuters across
the country. Backed by a large fleet, extensive location
network, & 24/7 customer service, CwWE has more than
40 years’ experience providing vanpool solutions. CwE
teams are experts at managing vanpool programs of
any size. With over 1.2 million vehicles in North Ameri-
ca, vanpool groups can choose from passenger vans,
crossovers, minivans, or SUVs. CwE provides vehicle
choice, comprehensive maintenance, ride-matching
technology, driver approvals, insurance coverage, busi-
ness invoicing, program marketing, & National Transit
Database (NTD) reporting.

In recognition of CwE’s excellence in managing worker
vanpools, in 2023 the Wisconsin Department of Adminis-
tration (DOA) contracted with CwE to manage the State
Employee Vanpool program. CwE now provides vans
for this program and manages route participation.

The Pilot Project

To provide a financial incentive for companies to test
the use of vanpools, MadREP set aside a small amount
of funding for a limited number of vanpools. While the
primary purpose of the vans was to recruit individuals
to the workforce who had been unemployed due to a
lack of fransportation, a secondary benefit was to use
vanpools as a means of retaining current employees.

Transit Development Plan

This is a benefit that most companies have not tradi-
tionally budgeted for and may be reluctant to do so
unless there is an incentive. MadREP’s financial incen-
tive was $500 per workforce vanpool for a period of
twelve months and included funding for three vans to
participate in the program. In this way, pilot funds were
used to reduce the cost of vanpools that are charged to
participating companies, enticing some companies to
experiment with this option. Eventually, however, if com-
panies believe there is a benefit to retaining vanpools,
they will need to build it into their operating budgets
(with possible rider cost-share) to make this solution
sustainable.

Results

The pilot program resulted in three vanpools being put
on rent quickly, with two of them going to Associated
Milk Producers Inc in Portage, Wl and the other going
to QPS Employment Group in Beaver Dam, WI (faking
employees from the staffing agency to a company in
Mayville, WI). These vanpools stayed on rent through-
out the duration of the pilot program, with one van only
briefly returning due to a fire at a facility and a tempo-
rary reduced need for employees to go to work at that
site.

Once the funding for the pilot program was fully utilized,
one of the vans did return through QPS Employment
Group in Beaver Dam, however they have additional
vanpools in other parts of Wisconsin and other states
still as well. Associated Milk Producers Inc kept their two
vans and added an additional van after the pilot ended.
Their decision to fully fund and expand the program af-
ter the funding from MadREP had ended demonstrates
the significant value they see in providing reliable trans-
portation for their employees. They will be marking two
full years of having employee transportation in October
2024.

Next Steps

In 2023 and early 2024, MPO staff worked with Wis-
DOT, FTA, CwE, MadREP, and other stakeholders such
as villages and employers to identify potential funding
sources for vanpool subsidies for existing and potential
future vanpool routes. Due to program eligibility re-
quirements, only section 5307 funding was identified as
an eligible funding stream to subsidize vanpool pro-
grams; however, as the Direct Recipient, Metro receives
and allocates all section 5307 funding for the Madison
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area. Metro does not currently have funding capacity to
direct these funds to a new regional vanpool subsidy. If
a regional vanpool program is initiated, reporting rider-
ship, mileage, and other metrics to the National Transit
Database (NTD) will result in increased funding levels
through the section 5307 program; ideally, those funds
would be returned to the system to create an on-going
subsidy for the program.

The Dane County Climate Action Plan'? identifies “tri-
ple-benefit transportation system” strategies to reduce
vehicle miles traveled (VMT), expedite the transition fo
electric vehicles, and creating just and equitable access
to transportation. One of these strategies is to “expand
transit options with electric buses in vulnerable com-
munities including electric buses to transport blue-color
[sic] workers to manufacturing jobs in outlying commu-
nities.”

Regional Express Commuter Service

Several regional express commuter bus lines are al-
ready in place; future routes are intended to build on
and incorporate them. Metro routes 55 and 75 are the
best examples of regional express service with direct,
limited-stop express service between the Epic campus
in west Verona and West Madison’s Junction Road BRT
terminal (Route 55) and Capitol Square (Route 75).
These routes are primarily designed to serve reverse
commute trips to Epic but are also effective at serving
Verona commuters who work in Madison. Starting in
June 2023, Route 65 provides limited-stop peak-only
service between Fitchburg City Hall and the UW and VA
hospitals via Cheryl Parkway, CTH MM, Rimrock, John
Nolen, the Broom/Bassett and University/Johnson cou-
plets, Linden, Observatory, and University Bay Drive.

In addition, Monona Express provides fast, direct, ex-
press service between residential areas in Monona and
the Madison CBD. The City of Monona passed a reso-
lution to enter into a contract with Metro in December
2023; at this time, it is anticipated that this service will
begin in March 2025."%* A short-lived Express Commuter
Route 23 connecting Sun Prairie with downtown Mad-
ison operated from August of 2019 until the implemen-
tation of the Network Redesign in June of 2023, at which

time the Sun Prairie Park and Ride became one of the
east termini of East-West BRT and local routes S and W
were implemented in Sun Prairie.

The conceptual express/commuter routes listed in Table
20 are identified in the Connect Greater Madison 2050
RTP as shown in Figure 55. These routes are not part of
the fiscally-constrained plan, and implementing them
would require new, unidentified operating funding.

Due to Wisconsin state law,'®* communities served by
public transit systems based in other communities must
be served under contract and must provide financial
support for the service. Accordingly, any communities
served by new commuter service would need to provide
financial support for those routes.

Table 20: New planned express commuter service.

Waunakee [ BRT station at Sheboygan Avenue to

West Waunakee via University Avenue, Allen
Boulevard, Century Avenue, and CTH Q

Waunakee | BRT station on Northport Drive to

East Waunakee via a reversible AM/PM loop

on STH 113 and Woodland Drive

Central Madison to Stoughton via John

Stoughton &

McFarland | Nolen Drive, Beltline Highway, and USH
51, including a deviation to serve down-
town McFarland

DeForest BRT station on Anderson Street to De-
Forest via USH 51 and CTH CV

Oregon BRT station at Badger Road and Park
Street to Oregon via USH 14

Verona BRT station near Fish Hatchery Road at

Caddis Bend to Verona via CTH PD and
USH 151 - this route presumes that cur-
rent peak-only routes 55 and 75 have
been upgraded to all-day service, and
adds peak-hour capacity

The routing for these lines was refined from past re-
gional express bus planning efforts and follows the plan
goal to support the development of walkable, tran-
sit-oriented centers and corridors. The stop patterns for
each line are envisioned to be local stops in the primary

162 https://daneclimateaction.org/documents/CAP-2020/Dane-Co-Climate-Action-Plan-202004-web.pdf page 104.
163 Monona Mass Transit Commission Agenda, December 13, 2023. https://www.mymonona.com/AgendaCenter/ViewFile/

Agenda/_12132023-2487 (page 5).
164 66.1021(10)-(12).
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Figure 55: Future Planned Regional Transit Service Network, with 2050 Employment and Activity Centers
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communities served, stops at appropriate points to
transfer to other Metro routes, and limited (one to two
stops per mile) or no stops in between. There is also po-
tential for service directly between other communities,
such as a route connecting Verona or Fitchburg, Ore-
gon, Stoughton, and McFarland to Madison. A survey
conducted by the Village of Oregon in the winter of 2022
found that 65% of survey respondents would use transit
to travel to Madison, over 40% would use transit to trav-
el to Fitchburg and Stoughton, and over 36% would use
it to travel to Verona.

The Dane County Climate Action Plan™®® identifies a
strong regional transit system as “an important founda-
tion for reduced car travel” and identifies ways in which
the County can support development of a regional tran-
sit system. Specifically, the County “could help facilitate
a discussion among all local units of government to
achieve the goals of an RTA [Regional Transit Authority]

through other structures and other sources of funding.”
The plan also calls for prioritizing County and municipal
funding of expanded transit service, improved transit
facilities, and operating costs.

Metro has three plans related to system resiliency:

1. System Security and Emergency Preparedness Plan
(SSEPP).

2. Security and Emergency Response Plan (SERP).

3. Public Transit Agency Safety Plan (PTASP).

These plans are currently only available to high-level
Metro staff, but the Safety Coordinator plans to update
the plans and then establish staff training protocols to
ensure that all Metro employees are familiar with the
components of the plans that are relevant to their posi-
tions. The plans are summarized below:

165 https://daneclimateaction.org/documents/CAP-2020/Dane-Co-Climate-Action-Plan-202004-web.pdf (page 102).
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System Security and Emergency Preparedness
Plan

To establish the importance of security and emergency
preparedness in all aspects of our organization, Metro
Transit has developed this System Security Program
Plan. This Security Plan outlines the process to be used
by Metro Transit to make informed decisions that are
appropriate for our operations, passengers, employees
and communities regarding the development and im-
plementation of a comprehensive security and emer-
gency preparedness program.

The purpose of this plan is to help establish and main-
tain the System Security Program for our system. It
serves as a blueprint for all security activities by:

« Establishing how security activities are organized.

» Outlining employee and department responsibilities
with respect to security.

* Instituting threat and vulnerability identification, as-
sessment, and resolution methodologies.

 Setting goals and objectives.

 Security and Emergency Response Plan

Security and Emergency Response Plan

Madison Metro Transit’s Security and Emergency Re-
sponse Plan (SERP) addresses process for: Coordinat-
ing with local law enforcement and other public safety
agencies to manage response to an incident that occurs
on a transit vehicle or affects transit operations and In-
tegrating Metro Transit’s resources and capabilities into
the community response effort to support management
of a major event affecting the community. This SERP
has been developed o optimize, within the constraints
of time, cost, and operational effectiveness, the level of
protection we can provide to our customers, employees,
and other individuals who come into contact with the
transit system during both normal operations and under
emergency conditions.

Goals

e Create a culture that supports employee safety and
security and safe system operation, during normal
and emergency conditions.
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 Ensure that security and emergency preparedness
are addressed during all phases of system opera-
tion, including the hiring and training of personnel,
procurement and maintenance of vehicles, and the
design and maintenance of facilities.

Objectives

Every threat cannot by identified and resolved, but Met-
ro can take steps to be more aware, to better protect
passengers, employees, facilities and equipment, and to
stand ready to support community needs in response to
a major event. To this end, the SERP has 4 objectives:

e Achieve a level of security performance and emer-
gency readiness that meets the operating experience
of similarly sized transit systems around the nation.

¢ Undertake periodic vulnerability assessments, and
based on the results of this program, establish a
course of action for improving physical security mea-
sures.

e Train our employees on security awareness and
emergency management issues, to obtain motivated
compliance with rules and procedures that support a
safe operating environment.

* Increase and strengthen our coordination with the
City and County regarding security and emergency
response issues.

Public Transit Agency Safety Plan

Metro Transit is committed to the implementation and
continuous improvement of an effective safety man-
agement system (SMS) aligned with applicable transit
standards. The primary objectives of the Metro Transit
SMS are to:

e Promote early identification of safety hazards and
risks.

» Take proactive steps to reduce identified safety haz-
ards and risks.

e Promote and enhance our safety culture to support
the SMS.

e Establish and continuously maintain an acceptable
level of safety throughout Metro Transit.

The FTA requires that the Public Transit Agency Safety
Plan (PTASP) be updated on an annual basis. The MPO
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adopts the annual targets set in the PTASP as federal-
ly-required performance measures.’®

Regional Resiliency Plan

In the coming years, depending on interest by area
communities and their efforts to develop local resiliency
plans, the Greater Madison MPO may initiate a consul-
tant-led Regional Resiliency Plan to assess vulnerabili-
ties of the tfransportation system to weather events and
to identify and prioritize projects and strategies fo make
the system more resilient to climate change. Climate
change-related issues related to transit system resilien-
cy include:

e Extreme heat, and rider safety while waiting for buses
at unsheltered/unshaded stops.

» Extreme cold, and Metro's historic use of buses as
warming shelters at fransfer points - without transfer
points, what will happen in extreme cold events?

¢ Flooding, and planned detours around low-lying ar-
eas to maintain service as much as possible.

¢ Potential need to use Metro buses to evacuate the
public in case of fire/flood/chemical release/etc.

As low-income individuals, seniors,'™ and people with
disabilities'® are more likely fo be transit-dependent
and to not be able to access support services as easily
as other residents, it will be critical to consider the needs
of these populations in developing a Regional Resiliency
Plan. As an interim measure, these needs should also be
considered in updates to the Coordinated Public Transit
- Human Services Transportation Plan for Dane County.

ITS Data, Accessibility, and Security

ITS is an operational system of various technologies
that, when combined and managed, improve the
operating capabilities of the overall system...ITS
technology is the phone application that you use
to determine how long to wait before walking to
catch the next bus. It is your car’s advanced braking
system that monitors wheel speed and adjusts brake

pressure so that you can stop quickly and safely
without losing control of your vehicle. ITS allows you
to drive at highway speeds through toll collection
kiosks, and helps you determine the exact location
and delivery date of your online purchase with just a
few clicks of the mouse.”®® - USDOT

Metro Transit has used various ITS technologies in the
past, including Automatic Vehicle Locators (AVL), which
are used to track the location of buses along their
routes; paired with fareboxes, Metro is able to per-
form stop-specific counts of boardings throughout the
system. New applications include Transit Signal Priority
(TSP), which provide a transit-specific signal phase at
intersections. This allows the bus to clear the intersec-
tion before general traffic, freeing the bus from poten-
tial congestion and its impacts on operation.

The impacts of ITS on transportation reach beyond
transit and include many features of the transportation
system that we encounter on a regular basis, such as
Variable Message Boards, ramp metering, and dynamic
roadway conditions reports on our cell phones. Emerg-
ing uses of ITS will have profound impacts on roadway
safety and efficiency and machine learning, artificial
intelligence, and big data. The Connect Greater Madi-
son 2050 Regional Transportation Plan states that:

Advanced analytics and machine learning is a tech-
nology that provides computers with the ability to
learn without explicitly being programmed, particu-
larly when being inputted with “big data.” Example
programs are being created with the capability of
using big data to identify patterns that can be used
to make well-informed predictions such as traffic
models. Some traffic operations centers have auto-
mated traffic operations systems that automatically
adapt signalization during periods of high traffic
or alert operators of potential traffic accidents. An
adaptive signal system was installed in the McKee
Road and Fish Hatchery Road corridors as part of
the Beltline/Verona Road construction project and
has recently been installed on the University Avenue

166 Adopted Performance Measures are included in the MPQO’s Performance Measures report for 2015-2019; 2022 and later
Performance Measures are available in the MPO’s Transportation Systems Performance Measures Data Dashboard. https://

www.greatermadisonmpo.org/trends/.
167 Tran rtation m lation an
2023.

hangin

limate. Danielle Arigoni, Route-Fifty.com December 20,

168 Public Transportation: An Investigation of Barriers for People With Disabilities. Bezyak et. al. Journal of Disability Policy

Studies, 2017. Vol. 28(1) 52-60.

169 https://www.its.dot.gov/history/pdf/HistoryofITS book.pdf.
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and East Washington Avenue corridors. Benefits
include increased efficiency of existing roadways
through predictive analytics and pre-trip guidance
for travelers, and increased safety due to automatic
dispatching of 911 services though a mixture of this
technology and the “internet of things.””°

As ITS applications grow in scope and complexity, vast
amounts of data will be collected and become avail-
able for use in planning and evaluating system perfor-
mance. How that data is stored, shared, and protected
will become increasingly important considerations for
Metro and other transportation providers, including
Non-Emergency Medical Transportation providers,
contracted paratransit and shared-ride taxi providers,
taxi companies, and Transportation Network Compa-
nies (TNCs).

There are potential benefits to sharing some data pub-
licly, as doing so increases transparency to the public as
well as allowing researchers to delve into the data. Un-
fortunately, there are also risks associated with sharing
the wrong information, such as personally-identifiable
data regarding where and when a particular bus pass
(rider) boards or alights from a bus, and precautions
must be taken to safeguard - or prevent the collection
of - this type of sensitive information.

As vehicles become more connected to each other (V2V)
and their surroundings (V21 and V2X), the security of the
system becomes increasingly important. USDOT states
that “As connected vehicle applications exchange infor-
mation among vehicles, roadway infrastructure, traffic
management centers, and wireless mobile devices, a
security system is needed fo ensure that users can trust
in the validity of information received from other system
users — indistinct users whom they have never met and
do not know personally.””

In addition to being able fo trust the data, users also
need tfo trust the systems that collect and store the data:

“Cyber threats to tfransportation systems can impact
national security, public safety, and the national
economy. Concerns about cybersecurity for ITS and

traffic management deployments relate to both cur-
rent technologies as well as legacy systems, coupled
with the growing frend to integrate ITS deployments
with other networks. This combination has intro-
duced new threats that have not yet been encoun-
tered in this domain. And the cyber threat grows as
the value of ITS ecosystem increases.””?

The vast amount of data collected by ITS, and the
benefits and risks inherent in that data, require careful
consideration and planning to be used efficiently and
safely. Improving ITS data management and access
protocols should be given high priority by Metro and
other transportation service providers. To that end, US-
DOT has developed a Cybersecurity Assessment Tool 73
to improve transit system cybersecurity, and the Trans-
portation Research Board has issued the Transportation
Research Report Improving Access and Management of
Public Transit ITS Data,”* which recommends that transit
agencies adopt a standardized data structure to facili-
tate comparison of data across agencies and time.

170 https://www.greatermadisonmpo.org/planning/documents/Ch-04-ConnectRTP-web.pdf (pg. 4-8).

171 https://www.it v/history/pdf/HistoryofIT

172 Ibid (pg. 58).

f (pg. 43).

174 https://nap.nationalacademies.org/catalog/26674/improving-access-and-management-of-public-transit-its-data.
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