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ories
I-M

in
or

II-M
od

erate
III-M

ajor
Determining Threshold

C
ost 

Im
pacts

Less than 1.0%
 grow

th or reduction 
in revenue hours of service in any 
calendar year

1.0%
 up to 5.0%

 grow
th or 

reduction in revenue hours of 
service in any calendar year

M
ore than 5.0%

 reduction 
in revenue hours of service 
in any calendar year

O
R

R
idership 

Im
pacts

O
R

Less than .5%
 of annualized system

 
ridership negatively im

pacted by 
loss of bus stop, trips or route at any 
given service change

O
R

.5%
 up to 5.0%

 of annualized 
system

 ridership negatively 
im

pacted by loss of bus stop, 
trips or route at any given service 
change 

O
R

5%
 or m

ore of annualized 
system

 ridership negatively 
im

pacted by loss of bus 
stop(s), trip(s) or route(s) 
at any given service change 

Exceptions
C
onstruction-related or em

ergency 
changes necessary for a period not 
exceeding 180 days for changes that 
w

ould otherw
ise be m

oderate or 
m

ajor

C
hanges that w

ould norm
ally be 

classified as m
inor changes, but 

require a higher classification 
because of significant public 
interest or board involvem

ent

N
one

Resulting Actions

Input and 
O

utreach
Em

ployee and custom
er input, etc. 

D
ocum

ented inform
al outreach for 

feedback on changes; m
ay include 

survey or other tools 

O
utreach activities including 

driver and rider input, surveys, 
m

eetings w
ith com

m
unity groups, 

or other tools. Report to B
oard on 

activities.

Public O
utreach Plan 

approved by B
oard in 

advance of outreach, w
hich 

m
ay include outreach to 

affected com
m

unity groups, 
em

ployers, etc.

D
ecision 

M
aking 

Process

C
EO

 or designee; staff report 
detailing changes subm

itted to 
the B

oard at least 50 days prior 
to changes enacted (except for 
exceptions that are reported at least 
30 days after)

Public hearing prior to O
perations 

C
om

m
ittee and B

oard action.
At least one public hearing. 
B
oard action follow

ing 
O

perations C
om

m
ittee 

recom
m

endation w
ith Title 

V
I report.

Examples

•	R
unning tim

e adjustm
ents

•	D
eparture tim

e adjustm
ents

•	M
inor bus reroutes

•	C
hanges to bus stop locations (Per C

I 
1.4)

•	S
ignificant route changes

•	A
ddition or deletion of service to a 

large area

•	A
 large service reduction

•	A
 restructure of the netw

ork
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1.2	 Fare Increases
Fare increases of more than 10% in any three-year period shall be considered 
through the public outreach process as a Category III-Major Change as defined in 
Policy 1.1. For cumulative changes, the Category III-Major Change public process 
will only be applied to the increase which breaks the 10% threshold, not the 
previous increases. 

1.3	 Grants

Grant Condition Public Process
Grants in Capital Improvement 
Program (CIP)

Adoption of CIP will serve as 
the public process

Grants applications less than $1 
million*

Notice on STA’s website

Grants applications at least $1 million* Adoption by Board of Directors

*If grant application project is not contained in the Capital Improvement 
Program

1.4	 Stop Changes
If the cumulative stop changes that take place within a calendar year affect the 
boardings of 10% of a route’s annual ridership, STA will use the tools described 
in the beginning of this element to gather public input before a final decision is 
made.

A stop serves as the point at which a rider can access the transit service. 
The placement of this access is important for the rider, driver, and riders 
already on board. STA is continually evaluating stop locations along 
all transit routes by considering safety, stop spacing, and proximity to 
destinations. 

1.5 Transit Development Plan
STA will hold at least one public hearing while developing its program for each 
annual update.

As a public transportation benefit area authority in Washington State, STA 
is required to prepare a six-year transit development plan and annual 
report. This document provides updated information to the Washington 
State Department of Transportation on the various activities of STA.

1.6 Comprehensive Plan
STA will undertake public outreach efforts for subsequent updates to the 
Comprehensive Plan and allow an opportunity for public testimony prior to any 
substantive amendments. 

Any change which affects the substance of the Comprehensive Plan will 
require a public hearing and supporting public outreach.

1.7 Disadvantaged Business Enterprise (DBE)
The DBE goals will be available on STA’s website for no less than 15 days prior to 
adoption by the Board.
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1.8 Title VI Reporting
During major service reductions and fare increases, STA will conduct an analysis 
to verify that no discrimination of protected classes takes place.

Title VI provides that “no person in the United States shall, on the ground 
of race, color, or national origin, be excluded from participation in, be 
denied the benefits of, or be subjected to discrimination under any program 
or activity receiving Federal financial assistance.”  

1.9 Major Capital Projects
During the annual Capital Improvement Program (See System Infrastructure 
Policy 4.0) update process, which identifies all major capital projects, appropriate 
public outreach and a public hearing shall take place prior to adoption. 
Amendments to the Capital Improvement Program will follow a similar process.

Any capital project requiring board approval and outside of the normal 
budgeting process shall be subject to a public hearing to receive public 
input and testimony.

1.10 HPT Corridor Planning
During any Alternatives Analysis for a High Performance Transit corridor, STA 
or its consultant will develop a public outreach plan to both gather input and 
provide information about the project being evaluated.

1.11 Budget
STA shall hold at least one public hearing prior to the adoption of the annual 
budget.

Each year the Board of Directors adopts an annual budget that outlines 
how the agency intends to spend tax, fare, grant and advertising monies. 

1.12 NEPA/SEPA/Environmental outreach
Where appropriate or required, STA shall incorporate public outreach and SEPA 
and NEPA evaluations, with the intent to exceed minimum requirements.

CI-2.0 – Service Communication

2.1 Branding
All branding shall be part of a coordinated system-wide branding plan developed 
to better the customer experience.

Effective branding can help the customer by conveying simple messages 
about frequency, span, destinations, and connectivity. By creating a larger 
branding plan, STA will be consistent with branding styles and purposes.

2.2 Technology
Use improving technology to increase the amount of ridership information 
available to customers.

By using new and existing technologies, STA can increase ridership by 
creating a more pleasant experience for transit riders. Technology can 
decrease wait time, improve decisions about mode choice, increase safety, 
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2.3  Public Education
Invest resources in educating existing and potential customers about travel 
options.

STA offers a variety of transportation services (i.e. fixed-route, paratransit, 
rideshare) that assist in providing solutions to many different customer 
needs.  By investing in education, STA can help customers ensure that they 
are best utilizing the transportation services which STA provides. 

Communications and Public Input Connect Strategies

Improve Customer Information
Invest in technology and strategies which are able to provide customers with 
real-time information.

Customers are constantly looking for the most up to date information 
available. Whether wanting to know when a bus will arrive, or wondering if 
their route is on snow detour, real time information plays a crucial role in 
the effectiveness of the transit services provided by STA. Strongly pursuing 
these technologies will position STA to provide more efficient services for 
customers.
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Revenues and Fares

STA maintains a convenient, reasonably priced fare structure aimed at 
increasing ridership within its service area.  As a part of an ongoing effort 
to balance revenue with services, a three-phased change to the entire fare 
schedule began in January 2010 and will continue through 2012.

A variety of methods exist for fare payment. To reduce the time required 
for on-board fare collection, the use of one of STA’s pre-payment methods 
is encouraged. Employer-sponsored, organization-based, student, Summer 
Youth, VIP, and City Ticket bus passes all provide customers with easy-
to-use access to STA services. The Pass-by-Mail program, The Bus Shop, 
and The Bus Shop Too are other alternatives for those purchasing pre-paid 
fare media. Vending machines located at the STA Plaza, Five Mile Park and 
Ride, and the Valley Transit Center further encourage the pre-payment of 
fares. Of course, cash and coin are accepted at fare boxes aboard all STA 
vehicles.

Numerous other revenue sources exist for funding STA’s operating costs. 
Tax revenues, both from Federal and State allocations and from taxes 
assessed within the Public Transportation Benefit Area, provide a significant 
proportion of STA’s financial resources. Government grants and revenues 
from advertising and other sources further mitigate operating costs. 
These revenues should be used in a manner which upholds STA’s role as a 
responsible steward of community funds.

Revenues and Fares Goal
STA’s revenue structure should appropriately balance farebox, tax, grant, and 
advertising revenues to provide high-quality service. 

Revenues and Fares Principles

The principles listed below define STA’s fare structure. They provide 
guidelines to ensure that the fundamental ideas behind the fare structure 
are understood by all. These principles are unchanging and will continue to 
serve as guidance for new and existing fare policies.

1. Fares Matter
Ridership increases are achieved by making public transportation cost effective 
and simple to use.

Depending on the operating environment, type of transit service, and 
current market demand, fare changes can play a role in the increase or 
decrease of ridership. The imposition of fares for most transit agencies 
means there is opportunity to provide more service to more people with 
the additional revenues.
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2. Perceived Value
Fares and “local match” help avoid the pitfalls known to free commodities.

Thomas Paine said, “What we obtain too cheap, we esteem too lightly.” 
Fares provide the opportunity for riders to better appreciate the cost of 
service. This can facilitate better travel choices.

3. Revenues and Services
The amount of revenue collected correlates with the potential amount of services 
able to be provided.

The amount of service that STA is able to provide is tied to the amount 
of revenue from fares, taxes, grants, etc. that is available. When these 
revenue sources rise or drop, STA must make decisions about the services 
to provide to maintain a sustainable budget.

4. Diverse Ridership
A range of fare options recognizes the diversity of trips measured in customer 
attributes, distance, travel times, and purpose.

Many youth, college students, riders with disabilities, and low-income 
riders rely upon STA to serve their transportation needs. A fare structure 
which recognizes the diversity of customers’ needs increases the use of 
STA services.

5. Other Revenues – Supplement Fares
The collection of tax, funding from grants, advertising income, and other non-
fare-based revenues supplement revenue generated by customer-paid fares.  

Although transit agencies often desire to be more dependent upon fares, 
non-fare-based revenue sources help to keep service levels higher than 
would be supported by fares alone.

6. Fiscal Responsibility
The fiscally responsible use of revenues increases the public’s confidence in 
transit agencies.

A large proportion of STA’s revenues come from tax-based funding sources. 
To earn taxpayers’ confidence, STA should be viewed as operating in a 
fiscally responsible way. STA should always strive to achieve its objectives 
with the greatest efficiency and minimal waste.

7. Alignment with Agency Priorities
Revenue sources should support the priorities of an agency. A funding source (i.e. 
grant requirements) should not define the priorities of an agency.

Some revenue sources, such as grants, often have specific stipulations 
which may not align with STA’s stated priorities and goals. Ensuring that 
revenue sources support the agency’s priorities reduces wasteful spending 
and improves STA’s overall public image.
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Revenues and Fares Policies

RF-1.0 – Revenues
1.1 Revenues State and Federal Funding

STA will work to maximize funding from state and federal sources as well as 
support efforts to increase such financial resources.

State and federal funds are important for STA to be able to maintain a 
desirable level of service. By supporting efforts to increase the available 
financial resources, STA may find itself in a position to be better able to 
provide improved services to the customers throughout the region.

1.2 Pursuit of Grants
STA shall pursue grants which align with the agency’s priorities and the public 
good.

Occasionally, grants are pursued simply for the attached dollars. Such 
grants have the potential to direct the agency’s attention away from its 
stated goals and priorities. By pursuing grants which directly support STA’s 
priorities, the agency helps to ensure the responsible use of revenues.

1.3 Advertising
STA shall pursue and permit advertising as a revenue opportunity consistent with 
jurisdictional and community standards.

Advertising provides an important source of income for STA. However, 
the negative impacts of advertising on STA riders and other community 
members can be notable. STA should recognize this and ensure that the 
attempt to secure revenue does not negatively impact public perception or 
ridership.

1.4 Debt
STA will not incur debt.

STA operates on a pay-as-you-go basis. STA shall not incur debt or agree 
to other financial commitments beyond the balance of current or projected 
revenue.

1.5 Non-Traditional Revenue Sources
STA shall review the appropriateness and purpose of potential non-traditional 
revenue sources.

Numerous non-traditional funding sources, ranging from corporate 
sponsorship to donations-in-kind to partnerships, could potentially support 
the achievement of STA’s goals and policies. Prior to acceptance of such 
revenues, STA should ensure the legality and implications surrounding such 
revenue sources.

RF-2.0 – Fares

The following fare policies articulate the guidelines for determining STA’s 
fare structure and collection. Each policy contributes to specificity and 
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provides guidance towards reaching the overall goal of fare collection. 
These policies together establish a framework for the determination and 
collection of fares.

2.1 Philosophy
STA’s philosophy is to encourage increased ridership by providing a convenient 
and reasonably priced method for citizens to enjoy the advantages of public 
transportation.

Fares are only one of many factors which influence ridership numbers. 
However, STA will encourage increased ridership by following the principles 
described earlier in this element and providing a sensible fare structure and 
payment method.

2.2 Determination of Fixed-Route Fares
While the fare structure will provide value to our riding customers, a fixed-route 
farebox return objective of 20% of the fully allocated costs of this service is 
maintained.

Spokane Transit has agreed to a pro-ridership philosophy in determining 
fares; that is, that ridership should be encouraged, even if that means that 
riders pay a small share of the actual cost of the service. 

2.3 Complexity of Fare Structure
Minimize complexity—emphasize a simple and easily understood system.

1. Sustain a flat rate fare structure throughout the Public Transportation 
Benefit Area with fixed fares for regular route/service and a differential rate 
for shuttle routes.

2. Customers use time-limited passes (two hour, day, monthly, etc.) to 
accomplish multi-route/directional trips. Transfers are not used.

2.4 Pre-Payment of Fares
Increase pre-payment and reduce the use of cash.

1. By contract, monthly billing and post-payment may be allowed for 
employers, institutions and other groups participating in special pass 
programs.

2. When possible, existing identification cards (the EWU Eagle Card, etc.) 
containing appropriate technology (magnetic stripes, chips, etc.) may be 
used to develop and implement pass programs for groups.

Pre-payment of fares eliminates delays caused by on-board fare payment, 
increases the reliability of revenues, and encourages the use of transit 
for spontaneous trips. Increasing access to methods of pre-payment 
supports this policy. Examples of pre-payment media include Smart Cards, 
institutional bus pass programs, and day passes.

2.5 Low-income Fares
STA supports opportunities for low-income individuals to use public 
transportation at a discounted cost.
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Opportunities for low-income individuals to use public transportation 
should be made available through community programs that subsidize the 
purchase of standard fare instruments rather than as direct STA discounts 
or special fare structures. This strategy helps manage eligibility challenges 
and supports other strategic objectives. 

Revenues and Fares Connect Strategies

Continue to research alternative fare media
STA should continue to evaluate opportunities to improve the ease of fare 
payment for customers.

By exploring options such as rolling monthly passes, transit ridership plans, 
smartcard improvements, etc. STA may be able to improve speed and 
reliability (quicker payment means the bus may leave the stop sooner), 
and increase transit attractiveness by simplifying payment options. 
Additionally, STA should investigate fare structures which charge in 
proportion to the services provided.

Grants for the High Performance Transit Network
STA should pursue grants which work towards implementing or enhancing the 
High Performance Transit Network.

In some cases, improvements to a High Performance Transit corridor 
will take place incrementally. Grants for improved frequency, passenger 
amenities or coaches should be pursued strategically. This will help foster 
ridership in corridors which may see a heavier capital or service investment 
in the futures.
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Monitoring and Improvement

Customers expect Spokane Transit Authority (STA) to provide reliable and 
convenient service in a courteous, cost-effective manner. For STA to ensure 
the reliability, consistency, and proper development of its transit services, it 
must continually evaluate and understand the strengths and weaknesses of 
the products offered. Performance measures exist throughout the agency 
to ensure a high level of customer service and system performance is 
maintained. 

Many behind-the-scenes activities result in improved customer service 
and performance. The principles and policies applying to agency-wide 
operations and decisions are, therefore, published separately.

Monitoring and Improvement Goal
STA will frequently monitor its performance to ensure the reliability, effectiveness, 
and efficiency of its services and to promote overall system improvement.

Monitoring and Improvement Principles

The principles listed below identify the basic concepts of service monitoring 
and improvement. These unchanging principles serve as a guide to STA as 
it continuously monitors and improves its service.

1. Change and Uncertainty
Change is inevitable and uncertainty a reality in any endeavor.

While there are many prevailing patterns, change is always in the works. 
The constancy of change ensures there will always be uncertainty that will 
foil plans or goals that are too prescriptive over too long of a period.

2. Aim High
A goal or aim that is lofty yet achievable is necessary to direct improvement.

Despite uncertainty and the constancy of change, the act of establishing 
goals is fundamental to positive growth and development. 

3. Continuous Feedback 
Measures to collect and analyze continuous feedback encourage adaptation to 
circumstances while maintaining the pursuit of goals.

Goal setting does little to bring improvement to an agency unless its actual 
performance is evaluated against those goals through continuous feedback 
measures. Whether done bi-weekly, quarterly, or annually, consistent 
evaluation provides an opportunity to compare actual and desired 
performance levels within a standard time period, allowing for comparative 
improvement analysis.
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4. Course Corrections
Course corrections and goal modifications do occur and, if done deliberately, can 
support dynamic adaptation and improvement.

No long range planning should assume a step-by-step, year-by-year 
approach. Rather, regular periods of course correcting and setting should 
be assumed and unexpected course corrections should be expected.

5. Ownership
Regardless of title or function, each department and employee plays a role in 
improving an organization and, therefore, should take ownership.

Improvement of agency services is not the sole responsibility of one 
individual or department. Agencies must understand that problems or 
deficiencies of service are often solved by many people from different 
departments. Understanding the interconnectedness of the agencies’ 
functions is essential.

6. Respect Diversity
The overall function of a product or process is important to keep in mind when 
developing appropriate monitoring tools.

When monitoring an agency’s products or processes, it is important to 
keep in mind that sub-groups of the same product may require different 
resources, serve different purposes and/or function differently. For diverse 
products and processes, it may be fundamentally necessary to develop the 
appropriate standards that fit their function.

7. Checks and Balances
Evaluating more than one measure of performance helps to limit extremism 
during the implementation of remedial actions.  

By developing a number of complementary performance measures, the 
results of an evaluation process are more balanced and comprehensive. 
Measuring just one aspect of a product or process can misguide the 
suggestions for improvement.

Monitoring and Improvement Policies

MI-1.0 – Fixed-Route Performance Standards

Standards imply accountability, comparison, and remediation in the 
event of non-compliance. Standards should be straight-forward and 
derived from a rational, transparent basis. The performance standards 
set forth herein are directly related to the effectiveness and sustainability 
of STA’s fixed-route system. These performance standards reflect a 
triple bottom line (TBL) approach that seeks to improve the system’s 
performance as it relates to its riders, the environment, and taxpayers. 
Literature on the subject of triple bottom line refers to People (social), 
Planet (environmental), and Profit (economic) as the primary metrics for 
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evaluating agency performance.

Fixed-route performance standards are found in Annex 1.

MI-2.0—Agency Performance Measures
STA shall use performance measures to evaluate the success of the agency.

To evaluate the success of the broad services provided, STA will establish 
performance measures annually and present performance results to the 
Board of Directors quarterly. 

MI-3.0 – Revisions and Adaptation

3.1 Comprehensive Plan Update
STA shall update Connect Spokane routinely. 

Spokane Transit will review and update as appropriate the Comprehensive 
Plan for Public Transportation beginning no later than three years following 
the last major adoption and/or revision. Significant public outreach shall be 
required as part of the update process, consistent with the policies of the 
Communications and Public Input Element.

3.2 Comprehensive Plan Amendments
Minor amendments to the Comprehensive Plan may take place at any time so 
long as the change does not significantly change the scope or direction of the 
plan.

3.3 STA Planning Documents

STA prepares for both the near-term and long-term needs by updating and 
maintaining a series of planning documents.  Working in concert, these 
plans are built upon the goals, principles and policies contained within this 
document, Connect Spokane.

Connect Spokane: 
A Comprehensive Plan for

Public Transportation

Transit 
Development Plan

Capital Improvement Program
Service Implementation Plan

Annual 
Strategic 

Plan/Budget

Hierarchy of STA Plans

Includes:
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3.3.1 Transit Development Plan

The Transit Development Plan provides background information on STA, 
accomplishments during the previous year, and planned projects and 
programs for the following six years. As a public transportation benefit 
area authority, STA is required to prepare this plan. The document provides 
updated information to the Washington State Department of Transportation 
on the development of the various transit activities undertaken by STA. 

3.3.2 Capital Improvement Program

The Capital Improvement Program (CIP) enables STA to make educated, 
coordinated, and financially sound capital investments. The 6-year CIP 
includes capital projects, programs and program categories. The CIP is 
updated annually

3.3.3 Service Implementation Plan

Developed with and included in the Transit Development Plan, this 
document guides the delivery of Fixed-Route service. The SIP describes 
service revisions proposed for the three calendar years following adoption. 

3.3.4 Annual Strategic Plan

As part of the annual budget adoption process, STA will prepare a concise 
annual strategic plan identifying agency priorities for the coming year, 
including major implementation actions, whether they impact service, 
infrastructure, or processes. The plan will be a companion to the budget 
and will be generally consistent with the Comprehensive Plan.

3.4 Update Schedule

Document Horizon Revision Schedule
Comprehensive Plan for 
Public Transportation

20-30 Years Begin update no later 
than three years from last 
major update

Transit Development 
Plan

Current 
calendar 
year plus 
six years

Adopt before September 1 
of each year

Service Implementation 
Plan

Three Years Included in annual update 
of Transit Development 
Plan

Capital Improvement 
Program

Six Years Included in annual update 
of Transit Development 
Plan

Annual Strategic Plan/
Budget

One Year Publish draft by October 
of each year and adopt 
before January 1
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Regional Transportation and Land Use 
Coordination

This Comprehensive Plan for Public Transportation outlines long-term 
transit related goals and policies for the region. However, long-range 
transit planning requires the consideration of other jurisdictional plans that 
overlap the Public Transportation Benefit Area (PTBA). Despite autonomy, 
coordination between agencies must occur to ensure seamless planning for 
local and regional improvements. 

This section is devoted to the recognition that transit planning cannot be 
done independent of land use or general transportation planning; and 
land use or general transportation planning cannot be done independent 
of transit planning. The following text describes the relationship of the 
Comprehensive Plan for Public Transportation with other regionally 
influential planning and policy documents.

Regional Transportation and Land Use Coordination Goal
STA will be an active partner in the development and coordination of regional 
transportation and land use strategies.

Regional Transportation and Land Use Coordination Principles

The principles listed below identify the basic concepts of regional 
transportation and land use coordination. These unchanging principles 
serve as a guide to STA as it attempts to serve as a leader in shaping 
regional transportation and land use goals and policies.

1. Transit Disoriented Development  
There is no effective transit panacea for poor land planning and development.

Too often transit is imagined as a singular solution to make up for poorly-
positioned development decisions made over time. While transit helps 
connect people and places, a myriad host of location-based and design-
based variables directly affect the ability of transit to be a meaningful 
transportation service, irrespective of transit mode or service design. As a 
result, there are locations that should never expect to be provided a basic 
level of transit service. 

2. Paradox of New and Used
Despite our inclinations for casting off the old for the latest and greatest, transit 
has the greatest opportunity for improvement and initial success in existing 
places rather than upstart developments.

For over a century, transit has often been developed concurrently with new 
development as a marketing tool. Success of the transit investment is not 
always guaranteed, especially given the heavy ongoing operational costs 
transit demands. Transit will generally have greater success in and around 
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existing strengths before it can be a powerful influence in travel patterns 
for new developments. Street grids and land uses established before 
the automobile heavily influenced land use decisions hold the greatest 
opportunity for near term transit success.

3. Be on the Way
Development should be focused along or near existing public transportation 
corridors or in ways that transit can support due to providing for or achieving 
adherence within the Fixed-Route Design Principles.

Transit service is most successful when it directly serves many places 
conveniently throughout the day. Land use and road patterns that require 
out-of-direction travel increase operating costs and inconvenience riders. 
Prospective property owners or developers who wish to have good transit 
service will most likely succeed if they locate along an existing transit 
route.

4. Density
Land use density and the intensity allows for a mix of land uses. Coordination 
among stakeholders promotes a mix of uses that can support a greater share of 
trips made by the pedestrian, bicyclist, and transit customer.

Transit is effective at serving trips with common origins and destinations 
or, at minimum, shared travel paths. This is only made possible if there 
is a level of density at which there is the possibility for a regular and 
sustained commonality in travel pattern. Density also means there are 
more destinations that will be within walking distance and facilitates more 
pedestrian activity. Pedestrian activity both supports and is supported by 
transit. Some studies have found four dwelling units per acre to be the 
minimum density to support local bus service. However, in most cases 
densities need to be two to three times that amount to support viable 
transit.

5. Design
Infrastructure constructed by developers and municipalities should support the 
needs of pedestrians and transit facilities.

Development patterns should support pedestrians and other non-motorized 
modes to gain easy access to transit. “Complete Streets” principles and 
design standards that promote a network of local streets and sidewalks, 
ADA-accessible improvements, and the placement of useful and inviting 
public spaces near transit support transit use and can reduce dependency 
on private auto ownership.

6. Partnerships 
Fostering partnerships with both public and private entities should be 
encouraged to cultivate coordinated land use and transportation throughout the 
region.

No agency or person alone can ensure that land uses and transportation 
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investments are made in such a way to be supportive of transit 
investments. Partnerships are critical to success of any endeavor, 
particularly those involving private property, public rights of way, and 
public transportation.

Regional Transportation and Land Use Coordination Policies

TL-1.0 – Leadership

1.1 – Proactively Educate
STA will strive to educate decision-makers and other members of the community 
regarding the importance of efficient development to successful transit.

1.2 – Adherence to Service Design Guidelines
STA shall promote the best practices of land use development by strictly adhering 
to its adopted Service Design Guidelines.

TL-2.0 – Coordination

2.1 – Coordination with Other Agencies
STA shall encourage two-way coordination with jurisdictions and other agencies 
including the creation of incentives for development that benefits the transit 
network.

Numerous regional jurisdictions and agencies are stakeholders in 
the broader development and planning of the region. To encourage a 
positive partnership with these other groups, STA should provide these 
stakeholders with early and frequent information and opportunities to 
provide input. In return, STA should expect a similar courtesy to be 
extended.

2.2 – Coordination with Other Planning Documents and Regulations
STA shall encourage two-way coordination when documents impacting STA’s 
service goals, principles, and policies are developed and adopted.

Numerous documents created by municipalities and agencies, including 
this Comprehensive Plan for Public Transportation, guide land use and 
transportation decisions throughout the region. To reduce the likelihood 
of competing plans or policies, interagency communication should be 
encouraged. Examples of documents impacting STA’s operations are 
included below.

 Comprehensive Plans of Municipalities

Cities within the PTBA who follow adopted comprehensive plans include 
Airway Heights, Cheney, Spokane, Millwood, Spokane Valley, and Liberty 
Lake. As a regional service provider, Spokane County also has an adopted 
comprehensive plan that works to coordinate land uses with cities and 
unincorporated areas among other purposes. STA holds some interest 
in most elements of every comprehensive plan adopted by jurisdictions 
within the PTBA. From housing and utilities to transportation and land 
use, the policies of each city have an impact on the level of service STA is 
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able to provide now and in the future. Specific policies that are favorable 
to transit are always encouraged; however, just as each jurisdiction’s plan 
was considered during the creation of this plan, STA expects that Connect 
Spokane be consulted during subsequent updates of each jurisdiction’s 
comprehensive plan.

Metropolitan Transportation Plan

Spokane Regional Transportation Council (SRTC) is the federally-
designated Metropolitan Planning Organization for Spokane County. This 
local intergovernmental agency encourages coordination and collaboration 
between planning and transportation departments across the region. SRTC 
updates the Metropolitan Transportation Plan (MTP) every four years, 
documenting the blueprint for an inter-modal solution to transportation 
needs brought about by continued growth and development. The 2009 
MTP update calls for system enhancements aimed at increasing transit 
ridership. Future plan updates or visioning sessions should refer to this 
plan for guidance.

Spokane County Coordinated Public Transit-Human Services Transportation Plan

Prepared jointly by SRTC and STA, the Spokane County Coordinated 
Public Transit-Human Services Transportation Plan attempts to create a 
“unified, comprehensive strategy for public transportation service delivery 
that identifies the transportation needs of individuals with disabilities, 
older adults, and individuals with limited income, laying out strategies 
for meeting these needs, and prioritizing services” per the requirements 
of Federal Transit Administration. STA will continue to work with SRTC on 
future updates of this document.

WSDOT Washington Transportation Plan

At the state level, the Washington State Department of Transportation 
(WSDOT) adopted the Washington Transportation Plan (WTP) in 2007. 
The plan is designed to offer policy guidance for all jurisdictions statewide 
on matters related to the state’s transportation system over the next 20 
years. STA operates transit services on state highways and referenced the 
WTP during the creation of the Comprehensive Plan.

Growth Management Act

The Growth Management Act (GMA) was adopted because uncoordinated 
and unplanned growth posed a threat to the environment, sustainable 
economic development, and the quality of life in Washington State. 
All of the preceding plans fall under laws found in the Revised Code of 
Washington. The GMA requires state and local governments to identify 
and protect critical and natural areas by guiding urban growth through 
comprehensive plans, capital investments, and development regulations. 
STA’s Comprehensive Plan for Public Transportation supports this notion 
and works to enact the vision of the state while continually working with 
local jurisdictions. To jointly oversee this planning effort within the urban 



87

Connect Spokane

June 2015

TL

R
egional Transportation and Land U

se C
oordination

growth areas, Spokane County established a Steering Committee of Elected 
Officials charged with defining standards for urban growth area delineation, 
minimum levels of service, distribution of future growth, and negotiating 
designations for urban growth areas in the form of a recommendation to 
the Board of County Commissioners.
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Sustainability

Spokane Transit’s definition of Sustainability is: 

Sustainability at Spokane Transit is about providing services in ways that 
optimize our ability to meet the needs of present and future generations 
through actions that balance the region’s economic, environmental, and 
social well-being.

STA does its part to safeguard the community’s current and future quality 
of life by being socially responsible, preserving the natural environment, 
and maintaining economic viability. On a day-to-day basis, these guiding 
principles are a way for STA to become more resource efficient, engage 
more with employees and customers and grow ridership, market share and 
funding support.

More than any other element of this comprehensive plan, Sustainability 
is not a program or activity that can stand alone. By definition, it involves 
everything the organization does. It is not only included in STA’s programs, 
policies, and business practices; it is also a foundation for STA’s role in our 
region.

Sustainability Principles

1. Framework

Research reveals several different frameworks that can be applied to the 
concept of sustainability. Some frameworks encompass broad concepts 
such as global warming or enabling national energy independence. Others 
are more narrowly focused on environmental management systems that 
address specific issues such as reducing an agency’s carbon footprint or 
energy consumption.

Through the work of its Citizen Advisory Committee, STA chose a 
conceptual framework for sustainability that could relate general concepts 
to specific applications within an organization or community.

STA adopted the “Triple Bottom Line” framework.

The phrase was coined by John Elkington in 1994.  It was later expanded 
and articulated in his 1998 book Cannibals with Forks: the Triple Bottom 
Line of 21st Century Business. Sustainability, itself, was first defined by the 
Brundtland Commission of the United Nations in 1987. The Triple Bottom 
Line is often abbreviated as “TBL” and referred to as the “3 E’s” (economic, 
environmental, and social equity) or the “3 P’s” (people, planet, and 
profit). More than some other sustainability frameworks, it captures the full 
spectrum of values and criteria for measuring organizational (and societal) 
success: economic, ecological and social. 

This framework identifies sustainability as being about practices that make 
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good environmental sense as well as good business sense. Sustainability is 
essentially responsible resource management: it draws on natural, human 
and financial resources to find strong, enduring solutions. It recognizes 
that environmental considerations are not an end in themselves. True 
sustainability is the intersection of not only what is good for the 
environment, but also what is economically feasible and results in 
benefits to our citizens/taxpayers.

 

EconomicEnvironment

Social

Sustainable

Sustainability Policies

Based on the principle of a Triple Bottom Line Framework, this section 
articulates policy that guides decision-making.

SU-1.0 – Sustainable Practices

1.1 Sustainability in STA Services	
Manage STA services (Fixed Route, Paratransit, Vanpool) to promote 
sustainability.

Public transportation can play a significant role in achieving sustainability 
objectives for the region and each of the jurisdictions within the Public 
Transportation Benefit Area. However, the financial, natural and human 
resources dedicated to public transportation must be effectively employed 
and well used in order to achieve this objective.

•	 Maintain a high quality of service in order to attract maximum use by 
the public.

•	 Ensure basic bus service availability is balanced with emerging 
Paratransit eligibility requirements. The agency should not spread 
resources so thin so as to be overextended and unable to maintain 
quality service to neighborhoods and activity centers that have the 
highest potential for public transit use.
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•	 Evaluate effectiveness of bus routes based on the social, environmental 
and financial impacts of STA’s services. Existing standards are: Total 
ridership; energy use compared to passenger miles; and farebox 
return (see Annex 1: Fixed Route Performance Standards to this 
Comprehensive Plan).

•	 Encourage growth of the Vanpool program. This adds flexibility and 
complements the fixed route system.

•	 Utilize long-range financial forecasts to continuously measure the 
level of service that can be maintained given anticipated revenue. The 
agency’s goal is to provide stability and reliability of service.

1.2	 Stewardship
Build stewardship and service in STA operations.

As a significant user of resources, stewardship must be an essential 
component of an organization that embraces sustainability. STA should 
strive to be a leader in conservation programs. The leadership of the 
organization should actively reinforce a culture that puts a high value 
on conservation of resources and service to the public. Stewardship also 
involves a respect for the people who serve and are served by STA. 

•	 Make good use of tax dollars through most efficient use of resources.

•	 Establish practices that minimize fuel use and reduce greenhouse gas 
emissions. 

•	 Review and/or reduce consumption of natural resources against current 
levels with a goal of continuous improvement. 

•	 Include recycling capabilities as affordable and practical in all facilities. 

•	 Evaluate opportunities presented by the development of alternate fuel 
sources.

1.3	 Purchasing
Establish a sustainable purchasing policy.

The agency should have a holistic decision-making process for purchasing 
equipment and services.

•	 Conduct cost/benefit that considers lifespan costs and replacement 
strategy. Lower initial capital outlays may not be the best value when 
operations, maintenance, and replacement cycles are also factored as 
costs of ownership. 

•	 Establish procurement decision process that considers costs involved 
at each stage of the entire lifecycle of goods purchased; e.g., resource 
extraction, material processing, product design and manufacturing, 
transportation and distribution, purchase and use, and end of life 
disposal or recycling.
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•	 Evaluate the impact of staff resources required to support equipment or 
new capabilities.

1.4	 Capital Projects
Integrate sustainability into facility design, construction, and demolition.

The physical plant that supports the agency has a long term effect on the 
agency’s ability to operate efficiently and represents an opportunity to 
conserve natural and financial resources.

•	 Anticipate emerging requirements e.g., ADA.

•	 Integrate sustainable design criteria into facility design and construction 
decisions.

•	 Strive to achieve the Leadership in Energy and Environmental Design 
(LEED) Silver standard for facilities. 

•	 Construct facilities to the highest defined energy conservation standard 
justified by net present value analysis of capital and forecast energy 
costs of at least 30 years.

•	 Maximize use of recycled building materials.

•	 Incorporate recycling (deconstruction practices) into the demolition of 
obsolete STA facilities.

SU-2.0 –Connecting People and Communities

2.1 Transportation Alternatives
Provide services that are an attractive transportation alternative compared to 
single occupant vehicles (SOVs).

Reliable and predictable service is perhaps the most important 
characteristic that defines a viable transportation alternative.

•	 Conduct route planning and scheduling to get people to destinations in 
a timely manner.

•	 Maximize convenience by enhancing route frequency as articulated 
in the Service Design Principles in this Comprehensive Plan (Part II: 
Services; Fixed -Route Service, Fixed-Route Service Design Principles).

•	 Pursue system enhancement technology that makes STA services easier 
for the public to understand and use.

•	 Provide transit services to community events to maximize access and 
use of its services (e.g., additional hours, special fee structure, special 
routing). This special event service effectively moves large numbers of 
participants with minimum use of energy resources.

•	 Take advantage of Washington State and Spokane County Commute 
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Trip Reduction programs that incentivize use of STA services.  

2.2 Connectivity
Serve as regional connection to neighborhoods/jurisdictions, places of 
employment, community events, and public services in a way that meets the 
needs of the service area.

STA is a major regional asset. Staff should be actively engaged in 
supporting and informing the land use planning and growth-management 
activities of the jurisdictions it supports. Educate the region’s planners, 
developers, and decision makers on the characteristics of urban design that 
can best be supported by public transportation. 

	 Examples include:

•	 Use the HPTN concept to communicate a vision of corridors where 
public transportation services will be consistent and prioritized 
for further investments (e.g.  East Sprague Avenue and Division 
Street).

•	 The role of the “built environment” such as streetcars, electrified 
trolleys, or high quality passenger shelters in helping shape 
development.

•	 The impact of residential and employment density on transit 
effectiveness.

STA should maintain a close relationship with the Metropolitan Planning 
Organization to ensure transit plans are integrated into overall long-range 
transportation plans and coordinate with Washington State Department 
of Transportation to facilitate the integration of public transportation into 
project planning and design.

2.3	 Public Input
Maximize public input and stakeholder engagement in STA’s sustainability 
initiatives.

The success of STA’s sustainability initiatives depends on authentic and 
transparent efforts to engage all stakeholders. This element reinforces 
the public process policies as outlined in Part III: Activities and Programs; 
Communications and Public Input of this Comprehensive Plan.

•	 Define a stakeholder as anyone with an interest in STA; e.g., 
employees, riders, regulators, tax payers, neighborhood residents, 
activity center tenants and local governments, as well as those who 
provide services to STA such as suppliers, contractors, and professional 
services like banking and insurance.

•	 Strive at all times to balance the long-term perspective of sustainability-
related issues against the more short-term needs that arise within our 
community.
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2.4	 Multi-modal Connectivity
Increase interest in multi-modal connections.

The ability to seamlessly transition between various modes of 
transportation helps expand the public’s use of alternative transportation.

•	 Maintain strong connections to the airport and the intermodal center.

•	 Create accommodations for bicycle and pedestrian interfaces to STA 
services. These accommodations should be incorporated in bus stop 
design and locations as well as the design and capabilities of its 
vehicles.

•	 Strategically locate and serve park and ride facilities.

SU-3.0 – Community Resilience and Socio-economic Health 

3.1 Affordability
Position transit to mitigate the effect of rising fuel costs on the increasingly large 
segment of population that is unable to afford other travel options.

•	 Keep fares affordable in accordance with the fare policies as outlined 
in Part III: Activities and Programs, Revenues and Fares of this 
Comprehensive Plan.

•	 Regularly review opportunities presented by the development of 
alternate fuel sources.

•	 Improve the cost competitiveness of STA services compared with the 
use of Single Occupant Vehicles (both in terms of an individual’s time 
and energy expended).

3.2	 Supporting the Community
Attend to the social and transportation challenges faced by groups within the 
community.

•	 Include investments in plans and projects for passenger amenities and 
reduction of barriers that inhibit access to transit stops. The accessibility 
and utility of public transportation resources will become increasingly 
important in the future as our population ages.  

•	 Support community efforts to develop a comprehensive set of 
alternatives to traditional Paratransit service delivery. Paratransit service 
will face increasing demands in the future as it competes for resources 
required by other modes.  

•	 Participate in jurisdictions’ land use planning and inform supporting 
transportation infrastructure plans to adapt to meet the changing 
demographics of our community.

•	 Make Vanpools available to a variety of groups to meet multiple needs.
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Sustainability Connect Strategies

Monitoring
Annually update the agency’s current carbon footprint using the methodology 
outlined in The Climate Registry.  Update annually.

Use this process, without subjecting the agency to formal audit 
requirements, to prepare for potential future reporting requirements.

Integration with Policies
Integrate supporting language in STA’s procurement policies that standardizes 
compliance with the Sustainability Policy.

Integrate supporting language in STA’s personnel policies that encourages 
compliance with the Sustainability Policy.
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Annex 1
Fixed-Route Performance Standards

Standards imply accountability, comparison, and remediation in the 
event of non-compliance. Standards should be straight-forward and 
derived from a rational, transparent basis. The performance standards 
set forth herein are directly related to the effectiveness and sustainability 
of STA’s fixed-route system. These performance standards reflect a 
triple bottom line (TBL) approach that seeks to improve the system’s 
performance as it relates to its riders, the environment, and taxpayers. 
Literature on the subject of triple bottom line refers to People (social), 
Planet (environmental), and Profit (economic) as the primary metrics for 
evaluating agency performance.

1.1 Performance Standard 1: Ridership (Social)

Ridership is a basic indication of a transit route’s effectiveness in serving 
people. There may be a great community dialogue about serving a 
particular facility, geography, or community, but if the result is a route that 
has little or no ridership, clearly this goal is not met. It may be that the 
service is designed poorly or that densities do not justify fixed-route bus 
service. Only by having a minimum performance standard can these routes 
be fairly evaluated and remediated. 

Productivity is a measure of riders per revenue hour and is used as the 
framework for the ridership standard.

1.1.1 Basic Routes Ridership Standard

For Basic Fixed-Route Service in Spokane the best indicator of potential 
performance is a route’s relation to the Central Business District (CBD). 
A route that ties into downtown has more connectivity than other 
routes. Furthermore, it must meet a higher expectation due to the fact 
that the downtown Plaza has a finite number of bus bays and overall 
capacity. Accordingly, it should be focused on routes with a higher level of 
effectiveness in terms of ridership. The annual performance standard is 
produced based on the most up-to-date actual annual riders per annual 
revenue hours figure.  For routes traveling into the CBD, the performance 
standard is one-half the standard deviation below the average of 
the basic routes traveling into the CBD. For all other routes, the standard 
is precisely one-half this number. By necessity this standard will need 
to change after substantial changes to the system have been such that 
one-half the standard deviation is less than 10% of the average ridership 
productivity. At this time, routes traveling into the CBD that are one 
standard below the standard deviation will be considered inconsistent 
with this performance measure.
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1.1.2 HPTN Ridership Standard

 The High Performance Transit Network has only a slightly higher standard 
level since the increased frequency should result in greater ridership 
but may not necessarily rise to a productivity level significantly greater 
than the entire system. As a starting point, the high performance transit 
network routes should be one-half standard deviation above the 
average basic route productivity of similarly situated routes (i.e. that travel 
to the CBD). For routes that do not travel in the CBD, the standard is one-
half the productivity rate for HPT routes that travel in the CBD.

1.1.3 Commuter Peak Ridership Standard

From a performance evaluation perspective, Commuter Peak Routes have 
the benefit of not being in operation in off-peak times when travel demand 
is lighter. However, peak routes are very capital consumptive in terms of 
rolling stock and facilities because they only operate six to seven hours 
per day, increasing the capital cost per passenger. A bus that carries 
passengers for 12 hours in a day amortizes the capital costs of that bus 
over more hours of service and spread to many customers over 12 years 
of such use. For this reason the productivity expectation for Commuter 
Peak routes should be equal to the HPTN. For routes that operate as 
a function of what would otherwise be out-of-service time on a route 
(“Commuter Peak Route – Subordinate”) the standard is equal to one-third 
the productivity of the dominant Commuter Peak routes benchmark. This 
reflects the reality that a bus serving passengers in the opposite direction 
of peak demand will have lower ridership and yet is typically better than 
operating out of service and providing no transportation benefit.

The performance standards for 2007 and 2008 are illustrated below. Please 
note that the HPT standard is developed on system-wide data not yet 
applicable for 2007 and 2008 since no HPT service is in existence.

Service Type Grouping 2007 2008
Basic Intersects CBD 22.08 25.45
Basic No CBD 

intersection
11.04 12.73

HPTN Intersects CBD 29.84 33.95
HPTN No CBD 

intersection
14.92 16.97

Commuter Peak Dominant 29.84 33.95
Commuter Peak Subordinate 9.95 11.32

1.2 Performance Standard 2: Comperable Energy Consumption 
(Environmental)

Since the 1970s, there has been recognition of the value of mass transit as 
it pertains to environmental sustainability and energy conservation. Often 
missing from this recognition are any measurable outcomes other than car 
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trips avoided. Because they are larger and heavier, transit vehicles actually 
consume more energy per vehicle mile traveled than private automobiles. 
In order to reap any benefit as it pertains to energy consumption, looking 
at energy consumed per passenger mile is the easiest to obtain and likely 
the most effective in measuring outcomes. British Thermal Units (BTUs) 
are commonly used for similar metrics and will be used here.

A minimum standard for BTUs per passenger mile is useful in evaluating 
the performance of routes in a different way than the previous standard. 
While productivity measures gross riders, the “BTUs per passenger miles” 
metric speaks to the duration of passengers’ time on the vehicle. BTUs per 
passenger miles speaks to energy consumed for a particular vehicle type 
given a particular trip pattern. 

At the very minimum, a bus route should perform equally to the private 
automobile in terms of energy consumed per mile traveled for each 
passenger. Assuming a load factor of one person in an automobile and 
current fuel economy (http://cta.ornl.gov/data/download28.shtml), there 
are 5,500 BTUs consumed for every single-passenger mile traveled in a 
car. While routes will have trips that can exceed this consumption rate, 
no route should be worse than an automobile when judged from the 
cumulative service provided. Translating these consumption rates to buses 
by size of bus requires looking at average fuel consumption of each major 
vehicle type in STA’s fixed-route fleet as opposed to actual consumption on 
a route-by-route basis.

The performance standard for energy expressed in passenger miles over 
platform miles is found below. The numbers are for diesel vehicles. The 
numbers below are established given fuel economy of the existing fleet and 
its comparison to private automobiles. Average load factor, or passenger 
miles divided by platform (vehicle) miles, provides information on how 
many people are served for every mile of travel. As new propulsion sources 
come online this table should be amended to reflect those sources. Carbon-
based fuel sources have different concentrations of energy.  Electrified 
systems use generally less energy and therefore may have a different ratio 
which would be a minimum standard in the event such vehicles are added 
to the STA fleet.

Vehicle 
Size

Basic Commuter Peak

(Dominant Only)

HPTN

Cutaways 2.84 4.45 4.45
30’ 5.35 8.39 8.39
35’ 5.16 8.10 8.10
40’ 5.48 8.60 8.60
60’ 6.65 10.45 10.45

http://cta.ornl.gov/data/download28.shtml
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1.3 Performance Standard 3: Fares (Economic)

As a minimum standard of performance, routes shall have a 
farebox recovery no less than one-half the system average.

An important performance indicator for medium- to large-sized transit 
systems is fare revenues. While small agencies often find that the cost of 
collecting fares is equal to or exceeds the fares potentially collected, STA 
collects millions of dollars annually from its riders for services rendered. 
Farebox recovery for this performance standard is the total fixed-route 
revenue collected as a percentage of the total fixed-route operating cost. 
It is valuable as a metric since both fares per passenger and cost per hour 
are not equal for every route. Two routes may have exactly the same 
ridership but have different farebox recoveries. Routes using larger vehicles 
traveling longer distances in an hour will cost more to operate. Without a 
corresponding increase in fares per passenger, farebox recovery is likely to 
be lower than the comparable route.

1.4 Performance Reporting

By April of each year, the Planning Department will report on both the 
performance of each route for the previous two years and the standards 
that applied for those years.  New service will be evaluated following its 
development period, typically 18 to 24 months.  Any route that falls below 
the minimum standard for any one of the three performance standards 
for two consecutive years will be considered out of compliance with the 
standards. A partial year of operation (e.g. if a route begins operation in 
September) will not be counted against a route’s compliance with these 
standards. This provides for at least two and not more than three years for 
a route to mature before any corrective action is required.

The annual report will offer reasons why the route may be below standard 
and offer preliminary concepts for remediation.

1.5 Remediation

Remediation is not simply about eliminating poor performing routes, but 
instead considering both the route’s relationship to the network and other 
possible network changes that could ultimately improve the entire network. 
Remedial actions should take place no more than 18 months following a 
performance report indicating non-compliance.

Non-compliance of routes with respect to performance standards is 
typically an indication of a route being designed inconsistent with the 
design principles or adopted service design policies. There may also be 
changes in land use (e.g. a major mall closes indefinitely) or changes 
in the network which unintentionally deteriorated service or demand. 
Remedial efforts should identify how proposed improvements will better 
align with design principles and adopted policy and provide a rough 
projection of the relationship to performance standards.
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Annex 2
The following is a list of Spokane Transit’s Title VI policies.

System-Wide Title VI Policies
STA will not “utilize criteria or methods of administration which have the effect 
of subjecting persons to discrimination because of their race, color, or national 
origin, or have the effect of defeating or substantially impairing accomplishment 
of the objectives of the program with respect to individuals of a particular race, 
color, or national origin.”

STA will “take affirmative action to assure that no person is excluded from 
participation in, or denied the benefits of, the program or activity on the grounds 
of race, color, or national origin.”

STA assures that “no person or group of persons shall be discriminated against 
with regard to routing, scheduling, or quality of service transportation on the 
basis of race, color, or national origin. Frequency of service, age and quality 
of vehicles assigned to routes, quality of stations serving different routes, and 
location of routes may not be determined on the basis of race, color, or national 
origin.”

Major Service Change Policies
In developing annual plans and service changes, STA will assess whether changes 
meet the Major Service Change threshold. This threshold is as follows: a Title VI 
analysis and evaluation of the impacts of major service changes will be published 
prior to a formal public hearing on the service change or a draft recommendation 
is published, whichever comes first.

Disparate Impact Policy (minority)
When a major service change impacts a census tract with a minority population 
that exceeds the average minority population of the service area by 10% or more, 
a disparate impact exists and the impacts will be assessed and evaluated for 
mitigation.

The average minority population is 11.4% in the PTBA. To determine if a 
disparate impact exists, each route impacted is analyzed to determine the 
percentage of minority population along that route. This is done by adding 
all the census tracts along that route. If the percentage is 12.5% or more, 
then a disparate impact exists.

Disproportionate Burden Policy
When a major service change impacts a census tract with a low-income 
population that exceeds the average low-income population of the service 
area by 10% or more, a disproportionate burden exists and the impacts will be 
assessed and evaluated for mitigation.

The average low-income population in the PTBA is 15.2%. To determine if 
a disparate impact exists, each route impacted is analyzed to determine 
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the percentage of low-income population along that route. This is done by 
using all the census tracts along that route. If the percentage is 16.7% or 
more, then a disparate impact exists.

System-wide Transit Amenities Service Policy
Installation of transit amenities along bus routes are based on the number of 
passenger boardings at stops and stations along those routes and the High 
Performance Transit facility standards with variances from this policy to support 
connectivity of routes and riders with limited mobility.

Vehicle Assignment Service Policy
STA bus assignments take into account the operating characteristics of buses 
of various lengths, which are matched to the operating characteristics of the 
route such as passenger loads and overall ridership of each route. Local routes 
with lower ridership may be assigned a smaller fixed route vehicle. Some routes 
requiring tight turns on narrow streets may be operated with smaller fixed route 
vehicles. The age of the vehicle shall not be a consideration when assigning the 
vehicle to a particular maintenance garage for daily service.

Fare Change Policy
STA evaluates fare changes to ensure fare increases do not disproportionately 
negatively impact a class protected under Title VI.

Minority Disparate Impact Policy (applies to all fare changes)
If a fare change affects fare categories or payment methods used 
disproportionately by minority populations (10% or greater) than the overall 
population, a fare change disparate impact exists and the impacts will be 
assessed and evaluated for mitigation.

Low-Income Disproportionate Impact Policy (applies to all fare 
changes)

If a fare change affects fare categories or payment methods used 
disproportionately by low-income populations (10% or greater) than the overall 
population, a fare change disproportionate burden exists and the impacts will be 
assessed and evaluated for mitigation.

On-Time Performance Standard
STA’s on-time performance objective is 95% or greater.
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