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Every connection matters.

Paratransit Fixed Route NEMT Campus Ridesharing

Technology allows you to move more people to more places, more efficiently. As your 
vendor partner, our goal is to provide you every tool you need to make transit the most 
desirable option. Let’s get connected sometime over a coffee and talk about it. 

Come over to booth #412 
for a complimentary specialty coffee 
and learn more about our end-to-end solution. 

www.tripspark.com

TECHNOLOGIES FOR

http://www.ctaa.org
http://www.tripspark.com/?utm_source=ctfastmail&utm_medium=banner&utm_campaign=august
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From the Editor

Small-Urban Transit: Innovative & Effective

Click anywhere on the above image to view Editor Rich Sampson’s 
overview of this edition of DigitalCT.

http://www.ctaa.org
https://youtu.be/XL_toRQ4X1U
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We can all make a difference:
Let transit become your riders’ gateway to opportunities

Let’s talk about how we can help you lead the way.                                                            info@routematch.com
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Multi-modal

Spend less time waiting and worrying, 
with our Automated Notifications.

Pay more conveniently through 
Automated Fare Collection. 

Navigate stressful multi-modal 
transfers with easy Trip Planning. 

Book trips and be reminded of 
them with intuitive Mobile Apps. 

Go about life feeling: “I can do this.” 

In our world, riders...

http://www.ctaa.org
http://www.routematch.com
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New on the CTPodcast

The CTPodcast is home to a collection of thought-provoking, insightful discussions on key com-
munity and public transportation topics To subscribe to the CTPodcast, go to http://ctpodcast.
blogspot.com/ or search “The CTPodcast” in iTunes. Click on the microphone beside each 
entry to listen. The CT Podcast

The Community Transportation Podcast is a new information tool from 
the Community Transportation Association of America. Take a listen as 
CTAA Communications Director Scott Bogren discusses some facet of 
community and public transportation with experts in the field. The CT 
Podcast is a great way to learn about key issues, innovations, breaking 
news and fresh approaches. You can access the CT Podcast in two ways:

1. The CT Podcast Blog Page

2. Subscribe to the CT Podcast on iTunes.

Here’s who has joined the Podcast this month:

Americans For Transit’s Andrew Austin
Just two weeks young, Americans For Transit (A4T) is dedicated to orga-
nizing and mobilizing transit riders. 

Reconnecting America’s Sasha Forbes
Two weeks ago, Reconnecting America released an excellent report, Put-
ting Transit to Work in Main Street America: How Smaller Cities and Rural 
Places are Using Transit. 

Treasure Valley Transit’s Terri Lindenberg
CTAA’s 2012 Rural Community Transportation System of the Year is Trea-
sure Valley Transit, an 8-county transit system serving Southwest Idaho

Jarrett Walker, Author, Human Transit
Jarrett Walker, author of the book, Human Transit, as well as the Human 
Transit blog.

Summer-Fall 2016

Electric- & Battery-Powered Buses for Small-Urban Transit

DigitalCT Editor Rich Sampson discusses the latest trends and devel-
opments in electric- and battery-powered buses with two small-urban 
transit executives: Len Engel of the Antelope Valley Transit Authority 
in Lancaster, Calif., and Richard DeRock of Link Transit in Wenatchee, 
Wash.

http://www.ctaa.org
https://soundcloud.com/dxmontagnes/ct-podcast-electric-battery-powered-buses


www.ctaa.org CONTENTS 7

Commentary

CTAA’s Commitment to Small-Urban Transit

Summer-Fall 2016

By Scott Bogren

In 2012, a group of small-urban transit leaders gathered with Com-
munity Transportation Association of America (CTAA) staff at the 
organization’s annual EXPO conference in Albuquerque, N.M., and 
marked-out a plan to build what’s come to be known as the Small 
Urban Network (SUN). The initial goals discussed were largely legis-
lative- and policy-oriented, with the coming of surface transportation 
reauthorization. Building SUN membership also was a key topic of 
that initial conversation. 

Fast-forward four years and the SUN is now 130 members strong 
(and growing, seemingly, daily). The emerging group has a string of 
legislative achievements it can call its own — increasing the Small 
Transit Intensive Cities (STIC) program and boosting bus capital 
investment — as well as two successful SUN conferences offering 
small-urban transit leaders around the nation targeted training and 
the opportunity to network with like-sized and minded leaders.  

Some might wonder why CTAA – an organization long linked with 
rural, specialized and non-emergency medical transportation provid-
ers – chose to launch the SUN. The answer lies in an understanding 
of swiftly-changing American demographics — and the recognition 
that small-urban transit providers are some of the most innovative 
and effective systems in the country.

The United States is urbanizing — all the census data, population 
trending and demographics tell the story of increasing urban popula-
tions. But the bulk of this growth, at least by percentage, is not in 
the nation’s largest metropolitan areas. Rather, it’s in small and mid-
sized cities.

A 2014 United Nations study on urbanization concluded that 
the largest percentage population growth in the U.S., would be in 
smaller-urban areas, especially in such areas near larger urban cen-
ters. Further, the study found that cities with fewer than 500,000 
residents would capture nearly 50 percent more of their growth than 
their current population proportion. 

Clearly, small-urban populations are set to grow. But this isn’t 

http://www.ctaa.org
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=4177&z=138
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=4177&z=138
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=4533&z=143
https://esa.un.org/unpd/wup/Publications/Files/WUP2014-Highlights.pdf
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The Commentary

necessarily a new dynamic. In 2010, 36 new 
small-urban areas were identified by the US 
Census and became eligible for FTA Section 
5307 investment. Forecasts for the 2020 
Census see similar growth in small urban 
areas (most of which are transitioning from 
the rural designation). 

This growth and investment has made the 
small-urban transit sector home to some of 
the most innovative transit providers in the 
nation. Often operating in areas without 
the tangled bureaucratic constraints of their 
larger counterparts, small-urban systems are 
deploying new technologies, new network 
design concepts and responsive new services 
and winning ridership. A 2014 analysis by 
the website 538.com showed that 15 of the 
top 30 urban areas ranked by per-capita tran-
sit usage were small cities.

Small-urban transit providers are not large 
metropolitan transit authorities, nor are they 
rural transit systems. And that is the real rea-
son for the SUN’s creation and its success. 
CTAA recognizes that small-urban transit 
systems and their leadership face unique 
challenges — and opportunities — and the 
Association is firmly committed to providing 
these systems with the unique and targeted 
legislative, policy, regulatory, training and 
research they need to continue to thrive. 

Recently, Jeff Meilbeck, General Manager 
of the Northern Arizona Intergovernmental 
Public Transportation Authority (NAIPTA) 
in Flagstaff, Ariz., was elected to the CTAA 

Board of Directors — further indication of 
the Association’s commitment to small-urban 
transit. 

The components of this special DigitalCT 
publication on small-urban transit emerged 
from the training and networking sessions 
held at the SUN’s second annual gathering 
in Denver in mid-August. The variety and 
richness of these articles, profiles and inter-
views provides insight into the real role of 
CTAA’s Small Urban Network. 

If you represent a small-urban transit pro-
vider or community and would like to know 
more about CTAA’s SUN, please contact 
Rich Sampson at 202.415.9666 or via email 
at sampson@ctaa.org. 

 

http://www.ctaa.org
http://fivethirtyeight.com/datalab/how-your-citys-public-transit-stacks-up/
http://fivethirtyeight.com/datalab/how-your-citys-public-transit-stacks-up/
http://naipta.az.gov/
http://naipta.az.gov/
mailto:Sampson@ctaa.org
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Two clear themes emerged from the nearly 70 small-urban transit 
leaders who gathered in Denver in August for the Community Trans-
portation Association of America’s (CTAA) second annual Small Urban 
Network (SUN) conference: the need for more dedicated bus capital 
funding and for some measure of regulatory relief for small-urban transit 
systems. 

The Bus Capital Issue

While passage of the FAST Act at the end of 2015 did offer both 
significant increases in dedicated bus capital from its predecessor leg-
islation (MAP-21), which passed in 2012), as well as restoration of a 
competitive program, it clearly did not solve the issue of aging rolling 
stock in the small-urban transit sector. In fact, CTAA has learned that in 
its initial offering of $212 million in competitive bus capital funding, the 
Federal Transit Administration (FTA) received more than $1.6 billion in 
requests. The no- and low-emission bus capital program — funded an-
nually at $55 million — was similarly oversubscribed with $446 million 
in proposals (see infographic at right – ed). 

Moving forward, SUN conference attendees agreed that with the 
FAST Act good through 2020, the next few years must be wisely used to 
develop new strategies to communicate the bus capital need that are less 
divisive and fractious than the concept of raiding the Section 5340 high-
density formula program (last year’s Herrera-Beutler amendment) and 
that still speak directly to the growing crisis in bus capital replacement. 

Several attendees spoke about Section 5339’s language awarding com-
petitive bus capital grants to the oldest and most high-mileage vehicles, 
pointing out that the system is punitive to those operators who have ef-
fectively managed their capital acquisitions. 

Legislative/Policy Update

 The Legislative/Policy Update: 

More Bus Funding and Fewer Regulations

Summer-Fall 2016

By Scott Bogren

http://www.ctaa.org
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=4533&z=143
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=4533&z=143
http://web1.ctaa.org/webmodules/webarticles/articlefiles/5339_Discretionary_Grants_Analysis.pdf
http://web1.ctaa.org/webmodules/webarticles/articlefiles/Amendment_Talking_Points_1.pdf
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Legislative/Policy Update

Agreement also emerged to develop a more positive approach to bus 
capital investment, one based on the beneficial impact of small-urban 
transit operators around the country highlighting their local economic 
impact and the high return on investment that these efficient operations 
represent. In an era of constrained federal surface transportation invest-
ment, a more positive approach must be developed — if possible.

STIC Legislation Likely

CTAA staff members shared with the SUN conference the likelihood 
of legislation being introduced in both the U.S. House of Representa-
tives and Senate to hasten the increase in the Small Transit Intensive 
Cities (STIC) program by a full 0.5 percent to 2018 rather than the 
2019 adjustment that the FAST Act calls for. Such legislation, upon 
introduction, will be shared with all SUN members. 

The Regulatory Environment

The conversation was spirited at the regulatory table during the SUN 
conference’s open networking afternoon period. A number of specific 
issues were addressed (see bullet points below) but the theme of an 
increasing regulatory burden at a time of stagnant budget was clear. The 
gathered small-urban transit managers clearly noted that the forthcom-
ing FTA safety and asset management rules would likely lack the prom-
ised scalability from both an implementation and enforcement perspec-
tive. 

In addition to concerns about the implementation and enforcement of 
FTA’s safety authority, the following regulatory topics emerged:

• Attendees voiced concerns about the collection of FTA audits each 
had endured in recent years, highlighting inconsistencies from both 
year-to-year, as well as regional interpretation inconsistencies. The in-
ability for a grantee to provide any feedback on the contract review firm 
was seen as a real issue.

• The use of the word “findings” within the review context was raised 
as problematic, particularly as FTA contractors use findings (which has 

a highly negative connotation within any audit) for such simple issues as 
using two folders to hold documentation. 

• SUN members would like to explore the idea of more simplified 
review processes for smaller operations — noting that this is where true 
scalability made sense. In fact, scalability in practice and not merely in 
name was emphasized by attendees.

• Procurement continues to be, according to SUN members, an issue 
and many noted in Denver that standardized procurement templates 
from the FTA would be most helpful in avoiding issues. Several noted 
that a unified notification system about procurement rule changes is 
needed.

• Other issues raised included Buy America and Charter Bus regulations. 

http://www.ctaa.org
http://web1.ctaa.org/webmodules/webarticles/articlefiles/Small_Urban_STIC.pdf
http://web1.ctaa.org/webmodules/webarticles/articlefiles/Small_Urban_STIC.pdf
http://web1.ctaa.org/webmodules/webarticles/articlefiles/FTA_SafetyRule_CTAA_Analysis.pdf
http://web1.ctaa.org/webmodules/webarticles/articlefiles/CTAA_FTA_AssetManagementRuleAnalysis_Updated.pdf
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Opinion: Transit Inclusivity

Opinion: Community and Public Transit –

An Industry Ripe for Inclusivity
By Daisy Wall

Summer-Fall 2016

  At the recent American Public Transpor-
tation Association (APTA) Annual Confer-
ence in Los Angeles in September, there was 
much dialogue around inclusivity and how 
we in the transit industry should embrace 
this concept. This concept has also been 
incorporated throughout the years through 
the Community Transportation Association 
of America (CTAA). Yet when considering 
how this can be specifically applied to transit 
technology and servicing people with disabili-
ties or disadvantaged riders, it begs further 
reflection. 

Taking a look at what is trending now can 
give us some perspective. While popular, 
on-demand transportation network provid-
ers such as Uber have made accessible ve-
hicles available through UberASSIST and 
UberWAV, certain cities still lack vehicles or 
offer sparse coverage for disabled riders, as 
recently reported on by CNN. Pokemon Go, 
the game that has united people around the 
world for fun and building relationships un-
fortunately, has an inherent flaw: it’s limiting 
for people with physical impairments.

The theme is a recurring one. Often and his-
torically, the solution to serving the disabled 
community has been to either sidestep peo-

ple with disabilities or disadvantaged popula-
tions altogether or create separate services. 
Now seems to be the prime time to change 
that, not just because it is the right thing to 
do, but we have a few push factors going for 
us. First off, demographics are shifting, as 
is consumer demand.  The ratio of elderly 
to working age population will double from 
1990-2050. This powerful group of consum-
ers are being closely watched. They live three 

decades longer now than they did a century 
ago and own 63% of all financial assets. With 
the increasing numbers of seniors and per-
sons with lifelong disabilities living longer, 
they will influence how we look at transit. It 
also means we will more closely examine how 
transit technology leaves them engaged and 
integrated into their communities.  A Boul-
der-based transportation provider recently 
pled at a transit conference: “My senior riders 

http://www.ctaa.org
http://www.apta.com/Pages/default.aspx
http://www.apta.com/Pages/default.aspx
http://www.ctaa.org
http://www.ctaa.org
https://newsroom.uber.com/us-california/introducing-uberassist-la/
http://ubermovement.com/uberwav/
http://money.cnn.com/2016/05/02/technology/uber-access/
http://www.polygon.com/2016/7/18/12214664/pokemon-go-players-with-physical-disabilities-want-better
https://www.census.gov/population/international/files/97agewc.pdf
https://www.census.gov/population/international/files/97agewc.pdf
http://www.seniorlivingmag.com/articles/serve-age-50-consumers
http://www.seniorlivingmag.com/articles/serve-age-50-consumers


www.ctaa.org CONTENTS 12

Opinion: Transit Inclusivity

want technology that’s useful and cool.”  

The second push factor is disruptive, in-
novative technology from other industries 
have made their way into transit, as recently 
captured in a report from Deloitte. Consumer 
expectations are higher. Consumer demand 
from seniors (as well as from millennials) has 
pushed for the need for more simplified and 
spontaneous technology. Refreshingly, the 
focus to make technology easier to use for 
these groups has also benefitted riders with 
disabilities. If a mobile device is dropped ac-
cidentally on the ground – or in some cases, 
in water – it better withstands the shock. You 
can now interact with your Apple iWatch by 
voice, sound or touch and see big, clear, bold 
lettering and high contrast colors. Finger 
tapping is now the norm with most digital 
devices, and is shown to be much easier than 
using a mouse for older riders with declining 
motor skills. Already, we are seeing a pro-
liferation of innovative transit applications 
in the field to help both disabled and other 
disadvantaged groups –such as non-native 
English speakers – from new mobile apps to 
help visually-impaired people find bus stops 
to incorporating Google Translate into tablets 
used for automated vehicle location.   

While demographics, consumer demand 
and technological innovation together create 
an ideal environment for inclusivity, it does 
require making inclusivity part of a transit 
agency’s strategic vision and  approach to-
ward technology: early, intentional, and a 
priority for real impacts to occur.  

Not doing so can impose long-lasting social 
and economic consequences on communities 
through loss of opportunities to jobs, health-
care and education on the larger scale. It 
can also have disappointing and costly con-
sequences when it comes to aligning plan-
ning and technology investments, as well as 
performance measures. Measures may need 
to be re- defined and/or may need to be modi-
fied for the future. Myriad inclusivity-driven 
metrics spring to mind: do you measure in-
clusivity more fundamentally such as through 
paratransit riders and fixed-route riders using 
the same technology and riding together on 
the same service, with no disruption and with 
great physical and mental ease? Or, perhaps 
by measuring how effective technology is in 
bringing riders from disenfranchised or under 
privileged areas into areas with jobs and vice 
versa. Or, by how one rider interacts with a 
transit system through technology to raise 
their overall happiness by being more mean-
ingfully-engaged and engaging in society. Or 
how a rural veteran or families can access 
preventative care, which in turn leads to early 
detection of more severe health issues? With 
these types of inclusivity-driven performance 
measures, we can tie transit and technology 
to outcomes that benefit communities as a 
whole. 

This is by no means an easy feat. Regardless 
of good intentions, we as a society tend to 
opt for the familiar when it comes to execu-
tion. What may appear more convenient is to 
revert back to creating separate services and 
technologies for people with disabilities and 

disadvantaged riders such as separate mobile 
apps, web sites, kiosks, and faring options. 
The risk is these separate technologies are 
usually not full-featured by design, lacking 
key content or functionalities that its main-
stream counterpart possesses. Or, as new 
technologies are ushered in or become inte-
grated – which occurs at warp speed these 
days – the version designed for the disabled 
becomes neglected and ultimately, obsolete. 
Opportunities for all riders to share infor-
mation and interact is also taken away with 
separate technologies or services. The result 
is that the rider’s experience becomes less in-
tegrated, and they fall further behind. This is 
highly-concerning considering these are the 
riders that benefit most from transit technol-
ogy. Separate does not mean equal. 

The beauty of our communities and tran-
sit lie in the diversity of our riders, and the 
value proposition that mass transit can serve 
the unique needs of many. By design and 
by funding, transit is a public service. It is a 
safety net for those who need it most. It not 
only connects people to medical appoint-
ments, jobs, family, education and opportu-
nities, it connects people to other people.  
Now, the demand and the technology ad-
vancements are here. Transit can and should 
embrace that same spirit through its vision, 
and expect its technology and those partners 
providing technology to do the same. 

By not philosophically and institutionally 
embracing inclusivity – early, intentionally 
and as a priority – we run the collective risk 

http://www.ctaa.org
https://www2.deloitte.com/content/dam/Deloitte/uk/Documents/bps/deloitte-uk-transport-digital-age.pdf
http://www.wbur.org/bostonomix/2016/05/23/bus-stop-app-blind
http://nhpr.org/post/nashua-buses-find-new-way-avoid-getting-lost-translation
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SUN
SUN small urban network

SUNsmall 
urban 
network

SUNsmall
urban
network

SUNsmall
urban
network

CTAA’s Small Urban Network is forming right 
now! If you represent a transit operation in a 
small-urban community, please contact Scott 
Bogren at bogren@ctaa.org and be sure to get 
on our SUN mailing list. The first full meeting of 
the SUN will take place on September 5. Stay 
tuned to the CTAA FastMail for the lastest de-
tails. 

CTAA’s Small Urban Network is working to 
support innovative small-urban transit 

providers and improve federal transit 
legislation and policy for smaller cities, 

particularly to restore bus capital investment 
and grow the STIC program. 

If you represent a transit operation in a small-
urban community, please contact CTAA’s 
Small Urban Network Coordinator Rich 

Sampson at sampson@ctaa.org and be sure 
to subscribe to our SUN mailing list at www.

ctaa.org/sun. 

The perfect compliment to Digital CT 
is our bi-weekly E-Newsletter, CT Fast 
Mail. Delivering the latest news on 
transit policy from the nation’s capitol, 
developments from across the country, 
research and analysis publications and 
information on resources and technical 
assistance from the Community Trans-
portation Association and other part-
ners, CT Fast Mail is the most direct 
location for the most relevant news and 
updates in the industry.

And it’s free to sign-up! Simply send an 
email to fastmail@ctaa.org and you’ll 
be connected with the next issue of CT 
Fast Mail. In the meantime, view the 
latest edition at www.ctaa.org.

of generating deeper divides. Transit technol-
ogy has the potential to be an equalizer, and 
even liberator, but only with inclusivity as the 
underpinning.

Daisy Wall is the Vice President of Community 
Engagement for RouteMatch Software, Inc. 
She is based in Denver, Colo.

http://www.ctaa.org
mailto:sampson%40ctaa.org?subject=SUN
http://www.routematch.com/
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http://www.ctaa.org
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=4627&z=5
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Alternative Local Match Sources Summer-Fall 2016

Alternative Sources of Local Match and Other Ways to 
Leverage Private-Sector Funding

By Mike Whitten

Mike Whitten is the Executive Director of 
the Manchester Transit Authority (MTA) in 
Manchester, N.H. He delivered the following 
presentation at CTAA’s Small Urban Network 
Conference in Denver in August 2016 – ed.

About MTA’s Transit Services

Fixed-Route Service

•  14 routes, approximately hourly frequency
•  5:30 a.m. – 6:30 p.m. Monday – Friday
•  9:30 a.m. – 6:00 p.m. Saturday (11 

routes)
•  446,929 annual passenger trips FY 2010
•  491,571 annual passenger trips FY 2015 

(9.08 percent increase over five years)
•  Local match: Manchester – $1,074,268 

FY10 to $1,108,560 (3.09 percent in-
crease over five years)

Realities Since January 2010

I was the forth Executive Director in less 
than two  years. I was 28 and we had a staff 
of four. Manchester had a conservative mayor 
and was still experiencing the national reces-
sion. Meanwhile, New Hampshire has no 
sales or income tax. As a result, we have no 
state funding. Meanwhile, our union’s col-

lective bargaining agreement and school bus 
contract with the Manchester School District 
were expiring that spring, This was followed 
by a FTA Triennial Review that summer. Yes, 
it was lots of work but also a tremendous 
opportunity, too. Although the system’s route 
network, ridership and funding had been 
shrinking for years, Manchester had the de-
mographics for success.

What’s New Since Then?

We instituted express buses to Nashua & 
Concord and purchased eight new vehicles. 
We now have no vehicles operting past their 
useful life. We’ve also instituted the Green 
DASH service and regional shopping shuttles, 
as well as adding demand-response service in 
Goffstown and seasonal service to Hampton 
Beach. As a result, we increased the number 
of full-time operators from 26 to 28.

We did all this with no investment from local 
or state taxes. 

How did we do it? There’s no simple solution. 
You must do the work and not be afraid to 
fail. Some of the things we’ve done already 
are through regional and private partner-
ships:

•  Advertising on bus
•  Free Shelters
•  MER
•  Grocery Stores
•  Upass
•  Fare Media
•  Employers
•  Parking Revenues
•  Toll Credits

What We’re Considering

•  Technology-Redirect
•  Estate Planning
•  Capital Drive
•  Airport Parking Lot
•  Zoning Changes
•  New Destinations

It’s human nature to first think of reasons you 
can’t. Therefore, its essential to refocus on 
how you can and most importantly, TRY. Cul-
tivate a workplace where failure is rewarded!

http://www.ctaa.org
https://www.mtabus.org/
http://www.livability.com/nh/manchester
http://www.livability.com/nh/manchester
https://www.mtabus.org/routeschedules/
https://www.mtabus.org/services/green-dash/
https://www.mtabus.org/services/green-dash/
https://www.mtabus.org/services/green-dash/
https://www.mtabus.org/routeschedules/shopper-shuttle/
https://www.mtabus.org/routeschedules/shopper-shuttle/
https://www.mtabus.org/routeschedules/goffstown-shuttle/
https://www.mtabus.org/routeschedules/goffstown-shuttle/
http://www.mtabus.org/wp-content/uploads/2016/04/HamptonBeach.pdf
http://www.mtabus.org/wp-content/uploads/2016/04/HamptonBeach.pdf
https://www.mtabus.org/about-mta/partners-sponsors/
https://www.mtabus.org/about-mta/partners-sponsors/


www.ctaa.org CONTENTS 16

How RVTD Won Its Levy

How Rogue Valley Transit District Won Its 2016 Levy

By Julie Brown

Julie Brown is the Executive Director of the 
Rogue Valley Transit District (RVTD) in 
Medford, Ore. View our full profile on RVTD 
here as well as Julie’s How To article on start-
ing a transit political action committee. She 
delivered the following presentation at CTAA’s 
Small Urban Network Conference in Denver 
in August 2016 – ed.

The district covers a total area of 158.5 
square miles with 200 miles of fixed-route 
service on seven routes.

RVTD has faced a long road of key decisions – including both successes and setbacks – in 
its ongoing effort to realize additional investment for our system. 

Summer-Fall 2016

http://www.ctaa.org
http://www.rvtd.org/
http://web1.ctaa.org/webmodules/webarticles/articlefiles/Summer15_RVTD.pdf
http://web1.ctaa.org/webmodules/webarticles/articlefiles/How_To_Create_a_PAC.pdf
http://web1.ctaa.org/webmodules/webarticles/articlefiles/How_To_Create_a_PAC.pdf


www.ctaa.org CONTENTS 17

How RVTD Won Its Levy

 -

 2,000,000

 4,000,000

 6,000,000

 8,000,000

 10,000,000

 12,000,000

 14,000,000

   Total Resources
Total Expenses

http://www.ctaa.org


www.ctaa.org CONTENTS 18

How RVTD Won Its Levy

60% OF RESPONDENTS (31% very likely, 29% somewhat likely) are likely 
to support a measure raising taxes by $20 per year (13 cents).

38% OF RESPONDENTS (18% very likely, 20% somewhat likely) are likely 
to support  a measure raising taxes by $34 per year (23 cents).

42% OF RESPONDENTS (19% very likely, 23% somewhat likely) are likely 
to support a measure raising taxes by $40 per year (26 cents).

DCG Research believed A MODEST ($20-$30) BALLOT 

MEASURE HAS THE POTENTIAL TO PASS.

1,000 telephone and cell phone calls of registered voters 
within the District (98% confidence level)

DCG Research believed a modest ($20-$30) ballot measure had the potential to pass. As a 
result, our political action committee – Better Transit Now – launched the Connecting Our 
Community Campaign.

About Better Transit Now

Better Transit Now was created in 2014 as 
a political action committee to advocate for 
improved transit investment in the region.

•  Grassroots effort is very important and 
compliments the larger community cam-
paign.

•  Must register the PAC before fundraising 
in OR; reports are due monthly

•  Review your state’s regulatory require-
ments

•  Who will take the leadership role?
•  PAC raised $22,000 during first effort
•  Purchased yard signs and tabled events
•  Created website and Facebook page

November 2014 Levy Fails

•  All signs were pointing to yes
•  Mail Tribune newspaper, Chamber of 

Commerce and others who endorsed the 
levy

•  No letters to the editor or public testi-
mony against measure

•  Other initiatives to legalize marijuana and 
prohibit GMO farming; two very liberal 
propositions

•  Results were crippling with a 61 percent 
no vote

•  However, this was still eight points higher 
than the polling forecast

http://www.ctaa.org
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RVTD Proceeds with Service Cuts

•  Staff recommended making a service cut 
that could slow the bleeding

•  Not all board members were in favor of 
service cuts at all and several scenarios 
were presented

•  Service hours were reduced by approxi-
mately 30 percent, saving the district 
$700,000 annually

•  To stop the bleeding, service would have 
needed to be cut by $1 million

Regrouping for Another Levy Campaign

•  Within one year, RVTD staff planned and 
implemented a 30 percent cut and then 
turned around and planned and imple-
mented a new levy package

•  Four new board members, levy timing? 
(May/ Nov/16/17), OR legislative pack-
age in limbo and a downtrodden PAC and 
staff made 2015 a difficult year

•  But the major deficit year was looming

Building a Grassroots Campaign

•  Very involved in grassroots campaigning
•  House fundraising parties
•  Tabling events
•  Door-to-door canvassing
•  Phone canvassing
•  Lawn signs (recycled from 2014)
•  Separate marketing budget
•  Focus on precincts with highest support

•  Presentations at every city and many 
community groups, requested endorse-
ments for each one.

Examples of Facebook posts from Rogue Val-
ley Transiit Now

http://www.ctaa.org
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May 2016 Results

•  Resounding comeback with a 22 point 
gain! 61 percent Yes to 39 percemt No

•  Biggest gains were in the precincts can-
vassed the most

•  Social media, Go campaign and endorse-
ments are anecdotally considered major 
boost to overall efforts

PAC STAFF
•Forms organization to fundraise
•Meets outside of public space and 
doesn’t use public assets
•Actively solicits support for ballot 
measure __
•Actively solicits endorsements
•Prepares and pays for ‘vote for’ 
ads
•Canvasses door to door
•Canvasses by phone
•Solicits and pays for letters in 
support of the ballot measure in 
voters pamphlet.

•Prepares and presents levy 
package
•Prepares factual information to be 
used by staff and PAC
•Posts factual information on 
website, can use public assets to 
answer questions
•Prepares and pays for general 
marketing campaign
•Prepares and files ballot measure 
forms, writes ballot title, summary 
and explanatory statement

http://www.ctaa.org
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FACT SHEET:
CTAA’s Capital Solutions for 

Urban Transit Providers
If you provide fixed-route and/or other urban public transportation services and 
want to improve your operation through expanded access to vehicles, training 
and technical assistance, consulting and communications, we can help. The 
Community Transportation Association of America (CTAA) is a recognized leader 
in providing the resources you need to succeed. 

CTAA membership benefits:

• Access to the Association’s advocacy efforts on behalf of the urban public 
transportation program (Section 5307). 
• Membership in CTAA’s Small Urban Network (SUN), an active group of urban 
transit operators that advise the Association on policy, legislation, regulatory 
issues, funding, and more. The SUN even has its own networking and training 
conference. 
• Regular industry communications like CTAA’s twice-monthly FastMail 
e-newsletter that will keep you current on industry news and trends. Also, you’ll 
receive CTAA’s digital Community Transportation magazine with feature-length 
articles and ground-breaking research on all forms of urban transportation.
• We can help you get the most cost-effective minivan and other production 
vehicles at the lowest prices with the best vehicle fleet program of its kind linked 
to high performance Toyota products like the Prius and Sienna as well as access 
to a family of accessible vehicles for passengers with special needs ranging from 
wheelchairs to stretcher carrier vehicles. Our fleet program includes Toyota Care 
to help lower your operating costs for all of our vehicles. With very tight federal 
assistance we’re an important part of helping you meet your needs. 
• CTAA’s partnership with Enterprise Rideshare, the nation’s largest vanpool 
operator, can provide specific and useful benefits to your operation whether you 
already have a vanpool operation, or would like to launch one.
• The ability to obtain a full range of discounted accredited training and 
educational programs that help you achieve the highest standards of quality 
services and provide ways to make your service the safest.
• Be part of a network of thousands of similar transportation providers who share 
valuable insights and experiences both at our annual Community Transportation 
EXPO conference and other networking opportunities — like our annual SUN 
conference.  

For more information about being a member and our range of services designed 
specifically for urban transportation programs call CTAA Membership Director 
Caryn Souza at 202.294.6527 or visit us at www.ctaa.org. 

For information just about our fleet programs; our family of vehicle options, 
their costs, our financing’ Toyota Care or our Rebate Program call CTAA 
Technical Specialist Bob Carlson at 202.415.9661 or visit the Capital Solutions 
page at www.ctaa.org/capitalsolutions.

CONTACT US 
TODAY!

For more information 
about being a member 
and our range of urban 

transit support programs 
call or visit us at www.

ctaa.org/capitalsolutions 
or contact Bob Carlson at 

202.415.9661 or 
carlson@ctaa.org

 

http://www.ctaa.org
http://web1.ctaa.org/webmodules/webarticles/articlefiles/CapSolutions_Urban_FactSheet.pdf
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Corvallis’ Transit Operations Fee:

Making Fareless Service Possible
By Tim Bates

Tim Bates is the Transit Service Coordina-
tor for the Corvallis Transit System (CTS) in 
Corvallis, Ore. View our full profile on CTS 
from our Oregon Transit Trail edition of Digi-
talCT. CTS operates a fareless transit network 
serving more than 1.175 million annual riders, 
many of them travelling to and from Oregon 
State University (OSU). The system’s fareless 
structure is made possible by the city’s Transit 
Options Fee, the source of local match invest-
ment. He delivered the following presentation 
at CTAA’s Small Urban Network Conference 
in Denver in August 2016 – ed.

Transit Operations Fee Facts

•  The Transit Operations Fee (TOF) was 
established by the City Council in 2010

•  It is collected monthly from all Corvallis 
utility customers: residential, commer-
cial, non-profits, and OSU Dining/Hous-
ing

•  Indexed to the average price of a gallon 
of regular grade gasoline in the state of 
Oregon from previous 12 months, with a 
floor of $2.75 for a single family home

•  The new fee is calculated each January, 
using a trip generation methodology for 
fees other than single family homes

TOF Examples
(monthly amount)

 Single family home $     2.75
 Apartment $     1.90
 Medical office $     8.94
 Bank $     8.17
 Sit-down chain restaurant $   25.24
 Fast food restaurant $   66.95
 Large retail store $ 272.99

Summer-Fall 2016

•  The fee generated $1,192,000 in FY 14-15 and $1,070,500 in FY 15-16
•  Lower TOF revenue is offset by lower fuel costs for transit system

http://www.ctaa.org
http://www.corvallisoregon.gov/index.aspx?page=167
http://web1.ctaa.org/webmodules/webarticles/articlefiles/Summer15_Corvallis_Benton.pdf
http://web1.ctaa.org/webmodules/webarticles/articlefiles/Summer15_Corvallis_Benton.pdf
http://web1.ctaa.org/webmodules/webarticles/articlefiles/Summer15_Corvallis_Benton.pdf
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Why is the TOF Important?

•  No more property tax support for transit 
–More available for Fire, Police, Parks & 
Rec, Library

•  TOF provides a stable source of local 
funding for matching state and federal 
funds

•  Approximately one-third of the fee is 
used to replace fares to make the system 
fareless

CTS initiated fareless service in 2011, pro-
ducing 37 percent ridership growth in its 
first year. 

How Is CTS Funded?

Bus Ads, Misc
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C-Tran’s BRT Project

Growing the VINE: C-Tran’s BRT Project

By Scott Patterson

Summer-Fall 2016

Scott Patterson is the Director of Planning, 
Development & Public Affairs for C-Tran in 
Vancouver, Wash. Although located in Wash-
ington state, Vancouver sits just across the Co-
lumbia River from Portland, Ore., and acts as 
a suburb in many ways. As a result, enhanced 
transit service is always a topic of much de-
bate. Previous efforts to extend Portland’s MAX 
light-rail Yellow Line to Vancouver on a new 
Columbia River Crossing (CRC) bridge were 
defeated. In the meantime, C-Tran has focused 
on a Bus Rapid Transit (BRT) system to bet-
ter serve its busy Fourth Plain corridor. He 
delivered the following presentation at CTAA’s 
Small Urban Network Conference in Denver 
in August 2016 – ed.

• 2011: BRT study launched 

• Local Politics Defined by 
CRC (New I-5 bridge/LRT) 

• 2012: HCT vote 

• 2013: CRC Project Ends 

• 2014: BRT Lawsuit Filed 

 

Political environment during project 
Protesters rally against 
C-TRAN, TriMet, CRC 

Political Environment During Project

•  2011: BRT study launched
•  Local Politics Defined by Columbia River 

Crossing [CRC] (New I-5 bridge/LRT)
•  2012: high-capacity transit vote
•  2013: CRC Project Ends
•  2014: BRT Lawsuit Filed

BRT Project Survives 

• 2011: BRT study launched 

• Local Politics Defined by 
CRC (New I-5 bridge/LRT) 

• 2012: HCT vote 

• 2013: CRC Project Ends 

• 2014: BRT Lawsuit Filed 

 

Political environment during project 
Protesters rally against 
C-TRAN, TriMet, CRC 

http://www.ctaa.org
http://www.c-tran.com/
https://seattletransitblog.com/2014/03/12/the-columbia-river-crossing-is-dead/
https://seattletransitblog.com/2014/03/12/the-columbia-river-crossing-is-dead/
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2015: FTA grant award & groundbreaking 

•  Strong public support & 
turnout after earlier turbulence 

  Project Map 

• Strong public support 
& turnout after earlier 
turbulence

Then-Acting FTA Administrator Therese W. McMillan (above 
left) was on hand to deliver the full funding grant agree-
ment to C-Tran CEO Jeff Hamm for The Vine BRT project on 
September 10, 2015.

http://www.ctaa.org
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 What Worked? 
 Early Public Outreach • Over 70 public meetings 

• Door to door – 200 businesses 

• Corridor Advisory Committee 

• Eight Open House & Design 
Workshops 

• Developed strong “grassroots 
support” 

 

   

  Why BRT Instead of Regular Bus? 

• 33 Total Stations 

• Level Boarding Platforms 

• Ticket Vending Machines 

• “Next Arrival” Signs 

• Security Cameras 

• Station Art 

 

 

BRT Stations 

•  Over 70 public meetings
•  Door to door – 200 businesses
•  Corridor Advisory Committee
•  Eight Open House & Design Work-

shops
•  Developed strong grassroots support

BRT Stations

•  33 Total Stations
•  Level Boarding Platforms
•  Ticket Vending Machines

•  Next Arrival Signs
•  Security Cameras

•  Station Art

By offering off-board fare payment and traffic signal preemption technology, BRT projects like The Vine 
can reduce travel time compared to existing fixed-route bus lines (see chart at right).

BRT routes require a level of planning more akin to a rail transit project than implementing a new bus 
route (above).  That includes enhanced stations that achieve a level of permanence for the system. 

http://www.ctaa.org
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• 10 New Flyer 60-foot deisel-
electric hybrid 

• 47 Seats 

• Rear Facing Securement 

• Interior Bike Racks  

• No Fareboxes 

 

BRT Vehicles 

  Vancouver Mall Transit Center 

Install New Signal 

• Six new bus bays 

• Interior remodel 

• Training platform 

• Tentative Completion:  Late 
October 2016 

 

 

 

Maintenance Facility: 

BRT Vehicles

•  10 New Flyer 60-foot deisel-electric 
hybrid

•  47 Seats
•  Rear Facing Securement
•  Interior Bike Racks
•  No Fareboxes

Maintenance Facility

•  Six new bus bays
•  Interior remodel

•  Training platform
•  Tentative Completion: 

Late October 2016

C-Tran’s transit center is not only the eastern terminus for The Vine BRT, 
but also a major transfer point for its other fixed-route bus lines.

Buses for The Vine BRT feature branding to distinguish them from other C-Tran routes (above).

http://www.ctaa.org
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$6.99 US

$10 Canada

$6.99 US
$10 Canada

C-Tran’s BRT Project

Lessons Learned

•  Do your homework on the front end
•  Listen to your constituents and be flex-

ible
•  Foster local project champions
•  Communicate the project purpose and 

need (and keep communicating it…)
•  Respond to false information with factual 

information

Intermodalism...
Economic Development...

Land Use and Values...

The only publication 
telling the real story of 

today’s passenger rail revival

 Follow us on 
Twitter at 

@RAILMag

http://www.ctaa.org
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=1984&z=41
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=1983&z=41
http://railmagazine.org/
https://twitter.com/RAILMag?lang=en
http://railmagazine.org/
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How to Maximize Fixed-Route Efficiencies

By Arthur N. Gaudet

How to Maximize Fixed-Route Efficiencies 

Summer-Fall 2016

As CTAA’s Small Urban Network (SUN) 
membership continues to grow, this is an op-
portune time to discuss ins and outs of fixed-
route service. This article continues our How 
To series in DigitalCT that began with the last 
edition of this publication – ed. 

“A billion here, a billion there, pretty soon, 
you’re talking real money.” 

This quote, attributed to the late Illinois 
U.S. Senator Everett Dirksen (1896-1969), 
applies to management of small transit sys-
tems. The only difference is the order of 
magnitude. In managing small systems, I’ve 
had to watch costs and beg for subsidy money. 

Over more recent years, as I’ve specialized in 
scheduling, I’ve found many opportunities in 
the details.

It’s important to focus on saving money 
within the overall goal of providing quality 
transit service. Thus, our discussion will also 
address false economies. Want a couple of 
examples? Are there transit systems that be-
lieve recovery time is only a cost, and cut it to 
a bare minimum – but then pay other drivers 
to provide restroom and lunch breaks? Or, are 
there systems that will wash your mouth out 
with soap if you use the word overtime, but 
then bemoan hiring/training/turnover costs 
– not to mention the additional fringe ben-
efit expense that comes with the larger driver 
roster?  

So, do you have any low-hanging fruit?

Rounding Pay Hours

Several years ago, I worked with a mid-size 
system. They paid all drivers to the near-
est quarter hour. I’ve also seen systems that 
rounded to the nearest 5 or 10 minutes – of-
ten rounding up. Let’s examine the more dra-
matic quarter hour. If a driver worked 8 hours 
and 8 minutes, they were paid for 8 hours, 15 
minutes. On the other hand, a driver working 

8 hours and 7 minutes would be paid only 8 
hours. Given the randomness of ending times, 
there should be as many overpaid as under-
paid, so dollars should balance. However, let’s 
consider the Fair Labor Standards Act (FLSA. 
Under FLSA, an employer may not suffer an 
employee to work without paying that em-
ployee. So, would the 8 hour, 7-minute driver 
have a valid FLSA complaint?

Digging a little deeper, this system had an 
outside accounting firm do its payroll. Obvi-
ously, they used computer software. Com-
puters think in terms of 1 and 0, on and off. 
Thus, to a computer, there’s no difference be-
tween .25 hours (15 minutes) and .23 hours 
(14 minutes). We are – or should be able – to 
pay drivers to the nearest minute. By the way, 
the easiest way to convert minutes to a deci-
mal is to divide the number of minutes by 60. 
So, 5 minutes is .08 hours, 12 minutes is .20 
hours, 23 minutes is .38 hours, and so on.

So, how does paying to the hundredth of an 
hour (nearest minute) reflect cost savings? 
We accurately pay for work performed (avoid-
ing FLSA issues), and we don’t pay for work 
not performed. The latter is what happens to 
those systems that do round up to the next 5, 
10, or 15 minutes. 

http://www.ctaa.org
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=4681&z=60
http://web1.ctaa.org/webmodules/webarticles/anmviewer.asp?a=4681&z=60
https://www.buses.org/policy/issues/flsa


www.ctaa.org CONTENTS 30

How to Maximize Fixed-Route Efficiencies

A minute isn’t much (yes, it is): If we use a wage rate of 
$15.00 per hour, and a modest 33 percent fringe, we have an 
effective cost of $20.00 per hour. One minute/day, 255 week-
days/year, brings the annual cost of that minute to $85.00. A 
modest multiplication to 10 drivers – $850/year. If we save 5 
minutes/day, for 20 drivers – $8,500/year (Hello, Senator Dirk-
sen).

Appropriate Deadhead Time Allowances

That leads to another observation. We all have quick tests 
we use to evaluate things. Unless there’s a blizzard coming, a 
$4.00 loaf of bread will raise our eyebrows. One of my tests is 
whether a system has many pay elements that end in “0” or “5”. 
Stated differently, are all the deadhead allowed times multiples 
of 5 minutes? It would be quite a coincidence to have all start-
ing and ending points exactly 10, 15, 25, 35 minutes away from 
the garage – with none that are 7, 18, 32 minutes.

There are three types of deadheads. The pullout deadhead 
(garage to starting point) and pull-in deadhead (end of line 
back to the garage). The third is off-route deadhead, interlining 
between routes or trips. Since that’s a function of bus blocking, 
we’ll deal with it in another article. 

Here’s a perfect place to sharpen the pencil: what is the real 
time that a bus should take between the garage and that start-
ing or ending timepoint? But, let’s not make the pencil too 
sharp, remember the comment above regarding false economy. 

I think a good philosophy is to allow a little extra time on the 
pullout deadhead, at the start of the day. It’s a wise investment 
that lets the driver start off safe and relaxed, not hurried and 
harried. How many times have you rushed to leave home, of-
fice, etc. and found you’d forgotten something or made a poor 
choice while driving. So, if our scientifically established time 
(we’ll discuss how in a subsequent article) is 18 minutes, we 

http://www.ctaa.org
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might want to allow 21 minutes. If we have 
railroad crossings or drawbridges, maybe we 
bump that up to 22 or 23 minutes. The idea 
is to let the driver have a little breather before 
beginning revenue service. That last cup of 
coffee, reading the sports page or starting the 
crossword puzzle. That’s a good investment in 
both safety and customer service. 

However, at the end of service, we don’t 
need extra time. If the right deadhead time is 
18 minutes, we should allow 18 minutes. As 
a former driver, I can say that the only time 
I was late on my last trip was when I broke 
down (or in a New England blizzard). Some 
managers could use that as an argument for 
cutting the allowance below 18 minutes. I 
believe that is a bad practice for two rea-
sons. Some drivers will drive to the schedule, 
speeding if called for. Or, other drivers may 
consider that management is shorting them, 
and find ways to deal with that shortage. 
On the occasion where something happens 
to delay the return, the driver can submit a 
late slip, annotated by the dispatcher. If that 
happens often, either the deadhead time is 
wrong, or the driver’s route, and/or personal 
errands, should be investigated.  

Pretrip/Posttrip Pays

Commercial Drivers Liscence (CDL) laws 
require a pretrip and posttrip vehicle inspec-
tion. Here, are we allowing the right amount 
of time? Like Goldilocks, we want our allow-
ance to be neither too much, nor too little. 
For airbrake vehicles, 15 minutes seems to 

be a good allowance for a pretrip, to include 
the required airbrake leakdown test. No 
airbrakes? Maybe 12 minutes is reasonable. 
Again, beware of false economy. I’ve seen 
more than one large public system that has 
a negotiated pretrip allowance in their Labor 
Agreement. Often, that’s a minimal amount – 
maybe seven or eight minutes. To me, they’re 
seeing that only as a cost, not a benefit. 
Granted, they may be relying on an outstand-
ing maintenance department. But, picture a 
collision where the driver claims brake failure. 
I’d wonder how that seven minute pretrip 
would play out in court in the testimony of an 
expert witness. 

Posttrip pays? Most likely, 3-5 minutes is ad-
equate. We’re showing that we require pretrip 
and posttrip inspections, and that we’re pay-
ing for them. Of course, we should do more 
than pay – we should ensure that they are 
performed and documented.  

Some properties may have drivers perform 
additional duties, such as fueling and replen-
ishing fluids, or maybe cleaning their bus. 
Up to a certain size, that may be the most 
appropriate use of staff. One property discov-
ered, though, that transferring this function 
to the maintenance department, using utility 
workers at a lower wage, generated savings. 
Beyond that, it let the drivers keep their uni-
forms and hands cleaner – certainly improv-
ing their image in working with the public. I’d 
suspect they also got a better quality of work 
done by the utility workers.

Driver Reliefs

We’ll discuss driver relief breaks in a subse-
quent article that deals with runcutting. But, 
since we’re looking for near-term opportuni-
ties, we have one in driver relief expense.  
Briefly, we should model driver relief travel 
time as suggested in the discussion of dead-
head allowances. Find the right amount of 
time, allowing a little cushion for the driver 
making relief. By the way, don’t forget that re-
lief points near the garage cost less than those 
far away. One property conducted all relief 
events at the downtown transit center, about 
20 minutes away. They were able to move the 
relief for one route to a bus stop in front of 
the garage – generating substantial savings. 

Scheduled Overtime Can Save Money

No, I don’t want my mouth washed out with 
soap. The idea of increasing the net hourly 
wage seems like a bad idea. However, if we 
dig deeper into a cost/benefit analysis, we may 
find it’s a good idea. A coming runcutting ar-
ticle will deal with this more extensively. But, 
if we’re looking for immediate opportunities, 
this is another one.

So, how does overtime save money? Let’s 
take a closer look. Using the example of 440 
hours of service in a week, it’s obvious that we 
need 11 drivers, each working 40 hours – no 
overtime. 

Alternately, we could use 10 drivers, each 
working 44 hours a week. Here’s where the 

http://www.ctaa.org
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concept can get a little tricky. Each of those 
drivers is working 44 hours, 40 at straight 
time, and 4 at straight time plus the one half 
time penalty pay. Without that overtime, 
driver 11 (Billy Bob) would have worked them 
at straight time, so the straight-time compo-
nent is a wash. The difference is the half-time 
pay, two hours a week per driver, 20 hours per 
week total.

If we do that, though, we don’t need Billy 
Bob. If we don’t need Billy Bob, we don’t 
have to pay his fringe benefit burden. So long 
health insurance. Uniform costs, pension and 
other per-capita fringes go away. Granted, the 
20 hours of premium pay may bring a slight 
fringe component – workers comp, pension 
and any other fringes based on payroll dol-
lars. Calculate this, but the impact should be 
negligible.  

You can do your own analysis using this 
concept. In sample analyses I’ve conducted, 
the 11 driver schedule comes out as less cost-
ly, but only by a narrow margin. Let’s then 
consider intangibles, unquantifiable costs. 
With the 10 driver schedule, each driver’s 
take-home pay increases. Will that reduce 
turnover? I suspect it will. What does it cost 
to hire/train a new driver – is $5,000 a good 
number? Reduced turnover will save that. 
Will morale improve, leading to improved 
customer service and reduced absenteeism 
(certainly that would save money)?  Are you 
affected by the nationwide shortage of CDL 
Drivers? If so, how much money (and head-
aches) would lower turnover save you? By the 

way, when a driver quits, how do you fill that 
work? Unscheduled Overtime?  

Recently, I was speaking with a manager 
at a small property. Years ago, I’d worked 
with them to implement modest overtime. As 
management changed, they’ve gone back to 
a no scheduled overtime policy. As a result, 
the bottom half of the seniority list is persis-
tently churning, losing and hiring people. He 
commented that this leaves vacancies that 
must be worked as unscheduled overtime. 
On his property, senior drivers take all the 
overtime, leaving nothing for the junior driv-
ers – prompting them to leave. In their case, 
the competitive market makes it hard to hire 
drivers. With a nationwide shortage of CDL 
drivers, turnover is a costly matter for many 
properties.

Now, taking the two ideas together, we can 
even propose a situation where we target 
scheduled overtime, to runs that are ugly: 
splits, nights, weekends. Most senior driv-
ers would avoid those runs, making them 
available for the junior drivers. Would the 
increased reward – increased take-home pay 
reduce their turnover? What would happen 
on your system?

Conclusion

These are but a few ideas. Some would 
call them low-hanging fruit. Others might 
consider them the loose change you find in 
the couch cushions. So, a paraphrase of the 
remark attributed to Mr. Dirksen, sized for 

transit: “A thousand here, a thousand there, 
and pretty soon you’re talking real money.” 

Arthur Gaudet is the President of Arthur N. 
Gaudet & Associate, Inc. He has been in the 
transit industry for over 46 years, up through 
the ranks from cleaner/fueler, driver, instructor, 
dispatcher, to General Manager. For more than 
25 years, he has specialized in service planning 
and driver scheduling (runcutting). His email 
address is runcutter@runcutter.com 
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Green Mountain Transit (GMT) – located in 
Burlington, Vt. – first joined CTAA in 2010. 
Karen Walton is the General Manager and 
also serves on the leadership team for CTAA’s 
Small Urban Network (SUN) – ed. 

DigitalCT: Tell us some basics about your 
system.

Walton: Green Mountain Transit is a five-
county public transportation authority for 
northwestern Vermont providing over three 
million rides per year. GMT offers fixed 
routes, local commuter routes, LINK Express 
routes, and ADA paratransit services. GMT 
also provides shuttles from senior housing 
complexes to local supermarkets and neigh-
borhood specials for student transportation 
to Burlington schools. Additionally, we also 
provide service for the rural counties/areas 
of Washington, Lamoille, Mad River Val-
ley, Franklin and Grand Isle Counties and 
the towns of Williamstown, Washington and 
Orange, with connecting services to Chitten-
den and Caledonia counties. GMT provides 
deviated fixed-route public transportation, 
Medicaid and volunteer transportation. The 
agency employs 180 drivers, mechanics and 
administrative personnel, with an additional 
50 volunteer drivers in rural areas. 

Because of Vermont’s green culture, GMT 
does have an above-average number of 
choice riders. In addition, we have UPass 
contracts with all of the universities/colleges 
in the five-county area and a large number 
of companies. Our commuter routes provide 

service to our state capital of Montpelier and 
many legislators and state employees ride 
daily. 

DigitalCT: What’s something innovative 
about your system?

Walton: Green Mountain Transit is actually 
a new rebranded name. Officially, our name 
is Chittenden County Transit Authority and 
we are designated as a municipality through 
the Vermont State Legislature. Although 
legally CCTA and Green Mountain Trans-
portation Agency (the prior name of our rural 
counties) have been one agency since 2011, 
many thought of us as two separate agen-
cies. The 13-member Board of Commission-
ers spent the last year working on a rebrand 

with the thought that it will change the look 
of our system to one regional transit system. 
This new brand was rolled out about three 
months ago. 

The construction of our new Downtown 
Transit Center is due to be completed in the 
next week and we hope to have our ribbon 
cutting on October 13th. 

GMT has signed a contract with 
RouteMatch to put AVL (Automatic Vehicle 
Locators) on all of the buses in the fleet. 
This will allow riders of the system to access 
where there buses are while standing at a 
bus stop waiting. In addition, this will en-
able GMT to install Next Bus technology at 
the transfer center when it is complete. This 

http://www.ctaa.org
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will also help immeasurably when it comes to 
making decisions about the best way to use 
our human and capital resources. This proj-
ect is expected to be live with the opening of 
the new transfer center. 

GMT has completed an alternative fuel study 
that to see if transitioning our diesel fleet to 
a Renewable Natural Gas/Compressed Natu-
ral Gas fleet (RNG/CNG) or an electric fleet 
is doable. The Board will evaluate and make 
a decision over the next couple of months. In 
addition, we are about to embark on a thor-
ough five-county system wide service analysis 

to ensure that we are providing the service 
that the public needs. We are also in the be-
ginning stages of working with Bridj on a Re-
search and Development project for the core 
urban area of Chittenden County; and are 
working on plans to hopefully revitalize our 
entire transit Operations and Maintenance 
Campus to qualify for LEED Platinum.

DigitialCT: What challenges are you 
facing?

Walton: Expanded operational and capital 
funding still remains a challenge. The FAST 
Act definitely takes a step in the right direc-
tion, but does not quite bring us back to 
pre-MAP21 days. The 15 percent increase in 
State bus purchase funds will help in replac-
ing our aging fleet. GMT has 15 urban buses 
that are over the 12-year life span that FTA 
mandates. In addition, GMT has requests 
for expanded hours and new routes on a 
regular basis. Currently, we do not have the 
capital resources or the operational funding 
to expand our service beyond what we are 
currently doing. A recent grant from the Ver-
mont Transportation Agency will allow us to 
purchase 8-10 new 35- and 40-foot buses.

As is with the Chittenden County, we are 
seeing increased requests for hours of service 
in Franklin County, Montpelier & Barre in 
Washington County, added service in the re-
sort areas and Johnson College in Lamoille, 
and ferry service from the Grand Isles. The 
demand for increased transit is there in 
northwestern Vermont. At our current fund-

ing, we will be remaining flat in the urban 
area and rural areas. The new FAST Act 
should provide us enough investment so that 
we don’t have to make any cuts. This is pro-
viding that we continue to be successful in 
getting small towns to pay a local assessment 
for the part of the match that is required. If 
the towns do back out, we may be looking at 
scaling back our rural routes.  

DigitalCT and 
Full Accessibility

As with everything we do at CTAA, we strive 
to ensure that our publications are fully 
accessible to everyone. In the production of 
this digital publication, we only employ widely 
used technology that comes standard with 
most computers. The pdf files we create are 
those most commonly used by readers of such 
files. That said, we know that we can always 
improve this publication’s accessibility and 
we’d like your help. We want everyone to be 
able to make best use of this digital magazine. 
If we can provide any of the articles or content 
in a different format, please let us know at 
cteditor@ctaa.org.

http://www.ctaa.org
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About Us

New Benefits for Members! 
Join Today!

Becoming a member of the Communi-
ty Transportation Association of Amer-
ica presents an ever-growing pool of 
benefits and services, including:

•	 New Certified Safety and Security 
Manager (CSSM) Training

•	 Access to the Insurance Store at 
CTAA

•	 The Latest Policy Analysis and an 
Effective Voice in Washington

•	 Technical Assistance Programs and 
Information Resources

•	 Discounted PASS Driver Training 
and Certification

Become a member of the Community 
Transportation Association today by 
contacting our Membership Director, 
Caryn Souza, at 202.294.6527 or 
souza@ctaa.org, or visit www.ctaa.
org/join.

ABOUT US

Community Transportation Magazine is the voice of the Community Transportation Association, a na-

tional association dedicated to making mobility alternatives available to all Americans. The Association’s 

Board of Directors provides national leadership and direction for the Association. The Board relies on the 

special expertise of its State and Tribal Delegate Council to assist in their important efforts.

OUR BOARD OF DIRECTORS: William McDonald, President; Elaine Wells, Vice Presi-
dent;  Robert P. Koska, Treasurer; Dr. Fred Schmidt, Secretary; Charles Carr; Barbara 
Cline, CCTM; Rochelle Cotey; Ann Gilbert; Santo Grande, CCTM; Jo Ann Hutchinson; 
Robert P. Koska; Dave Marsh; Jeff Meilbeck; John McBeth; Fred Schmidt, PhD.; David 
White, CCTM and William Osborne. Ex-Officio Directors: Dan Dirks CCTM; Reginald 
Knowlton, CCTM; Richard Doyle; Roland Mross

OUR STATE & TRIBAL DELEGATE COUNCIL: Alabama • Taylor Rider; Alaska • John 
Kern; Arizona • Jeff Meilbeck;  Arkansas • Ken Savage;  California • Ron Hughes; Colo-
rado • Hank Braaksma, CCTM; Connecticut • Mary Tomolonius; Delaware • Ken Bock, 
CCTM; Florida • Steve Holmes; Hawaii • Harry Johnson, CCTM; Georgia • Butch McDuff-
ie; Idaho • Kelli Fairless; Illinois • Bill Jung; Indiana • Rebecca Allen, CCTM, CTSR;  Iowa 
• Mark Little, CCTM; Kansas • R.E. (Tuck) Duncan; Kentucky • Beecher Hudson;  Louisiana 
• Donna Lavigne;  Maine • Jim Wood;  Maryland • Nancy Norris, CCTM; Massachusetts 
• Anthony Ngethe; Michigan • Dan Wedge; Minnesota • Vonie Smolke;  Mississippi • 
John Johnson; Missouri • Dorothy Yeager, CCTM; Montana • Ron Wenger; Nebraska • 
Charles McGraw; Nevada  • Mike Johnson; New Hampshire • Van Chesnut; New Jersey 
• Carol Novrit, CCTM; New Mexico • David Harris, AICP;  New York • Damon Mustaca, 
CCTM; North Carolina • Randy Bass;  North Dakota • Dale Bergman; Oklahoma • Charla 
Sloan, CCTM;  Oregon • Doug Pilant, CCTM;  Pennsylvania • Leeann MacWilliams, CHSP;  
South Carolina • Keith Scott;  South Dakota • Ronald Baumgart;  Tennessee • Chris Klee-
hammer;  Texas • Lyle Nelson; Utah • Todd Beutler, CCTM;  Vermont • Jim Moulton;  
Virginia • Josh Baker, CCTM;  Washington • Kelly Scalf;  West Virginia • David Bruffy;  Wis-
consin • Greg Seubert; Wyoming • Renae Jording, CCTM. Tribal Delgates: Eastern Band 
of Cherokee Indians • Kathi Littlejohn; Navajo Nation; Confederated Salish & Kootenai 

Tribes of the Flathead Nation • Corky Sias
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