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Executive Summary

Intercity bus (ICB) service is a unique mode of transportation, able to cover long distances comparable to
those of domestic air or rail travel, but using a non-exclusive right-of-way: the public highway system.
Over-the-road travel gives intercity buses flexibility unavailable to other modes, allowing them to serve
more remote, rural destinations. Consequently, intercity buses have the potential to serve many
populations that might not otherwise have long-distance travel options.

The purpose of this study was to examine intercity bus service in Kansas, determine whether there were
additional needs in the state, and develop recommendations to address those needs.

Existing System

Existing Routes and Stops in Kansas
ICB service in Kansas covers approximately 1,840 route
miles, with a capacity of approximately 345,400 seat-

Kansas

miles per day, serving 21 cities within the state. As the L < J“"°3‘;3 Lawrence City (MO)
map at right illustrates, the state is served by two east- — " o
west “trunk lines” and some connecting north-south L \ishorde  Emporia,

. . ®
routes. Some large geographic gaps are evident, most aC.ritf" Dodge  Huichinsong/_Newton )
notably in the northern and western parts of the state  syatise Qv Pt J °a:

oo AN

(generally less-populated rural areas). The state has one Greomeburg _ Kingman | Wichita Chanute
dedicated intercity bus terminal, located in Wichita; o Liberal Coffeyvilleg

Kansas City, Missouri, is also a hub for many Kansas
ICB travelers.

Kansas is served by four ICB carriers, each operating on a different business/service model: Greyhound
Lines (national), Jefferson Lines (regional — Central U.S.), Prestige Bus Services (localized to Kansas and
Colorado), and Los Paisanos (largely a specialty carrier oriented to the Hispanic community). Many of
the stops served by these providers are low-volume stops, with just under half the stops serving less than
one passenger per day.

Ridership Markets and Stakeholders

The study developed information about current and potential ICB riders in Kansas (see Chapter 5 for
more details). Existing riders were surveyed, and some of the statistics gleaned include:

95 percent were under the age of 65.

11 percent had a disability.

48 percent were non-white.

45 percent were unemployed, retired, or students.
54 percent had an annual income less than $25,000.
74 percent were taking a one-way trip.

41 percent were traveling to visit family or friends.

KDOT Intercity Bus Study 1



The study also looked at specific population groups within Kansas to find out more information on their
propensity to ride ICB. Groups included:

e [ ocal transit riders ¢ Persons with disabilities
e University students e Senior citizens

e Persons associated with the justice system e Native Americans

e Members of the military e Hispanic individuals

e [Low-income individuals

Information on these groups was gathered by various outreach methods, including paper surveys, online
surveys, email blasts, web postings, focus groups, and one-on-one interviews. Demographic, geographic
and document research supplemented this outreach approach. Findings included:

o With the exception of senior citizens and those in the justice system, the groups listed above reported
traveling via ICB at higher rates than the general public, often three to five times higher.

¢ Even though usage is higher among these groups, awareness of the ICB is still fairly low.

e Strong statements were made tying the loss of transportation options such as ICB to the population
decline in rural Kansas, especially among senior citizens.

e Feeder services and strengthened local transit connections were cited as needs.
Demand Analysis and Needs

Through analysis of ICB rider feedback, population group feedback, and demographics, the study
identified several cities worth considering for new or restored ICB service or connections:

e Kansas City (KS) e Great Bend

e Johnson County e Liberal

e Manhattan o Arkansas City-Winfield
e [ eavenworth e Lawrence

e Pittsburg ¢ Colby

Several route modification/additions were also explored:

e Re-route Kansas City-Joplin route through Fort Scott and Pittsburg

e Extend Wichita-Salina route to Manhattan, and possibly to Lincoln, NE
e Establish Wichita-Springfield route via Pittsburg and Joplin

e Establish Omaha-to-Tulsa route via Topeka

Finally, due to the sparse population and demand in western Kansas, but recognizing the need for
transportation options, some sort of feeder service (probably not a daily scheduled service) was seen as a
need in these areas.

KDOT Intercity Bus Study 2



Overall, needs were summarized as follows:

In-State Service Expansion

e Scheduling of any new routes needs to be developed in an attempt both to serve the travel schedule
needs of Kansans and to integrate with the long-haul schedules of the national carriers. This may
mean considering “local” vs. “express/national” routes.

¢ ICB service (or a connecting service) needs to be expanded to serve the nodes, corridors, and regions
indicated in Figure 7-1 (see Chapter 7). In some cases, this will involve adding stops to, or extending,
existing routes. Priorities need to be established to build out the desired network.

Awareness

¢ ICB in Kansas needs a two-pronged marketing program: (1) information broadly available/ accessible
to all Kansans as part of their trip planning, and (2) campaigns targeting the highest-potential riders
(both immediate and long-term).

Connectivity

e Rural communities in Kansas need a method to connect with the ICB long-haul lines.

e In cities with scheduled fixed-route transit, ICB needs to connect with local systems at intermodal
transit centers to the extent feasible.

¢ The state, transit agencies, and ICB operators need to partner to create and portray a more “seamless”
public transportation system, with ICB as the long-haul component.

Service Enhancement

e Kansas’ ICB stops must be viewed from a system perspective, and priorities need to be assigned
regarding the levels of comfort/amenities/security provided at each.

¢ ICB vehicles purchased for use in Kansas, to the extent feasible, should provide electrical outlets and
wireless internet connectivity.

Recommendations

The study resulted in the goals and recommendations listed below.

Goals Prioritized Recommendations
Promote affordable, accessible and convenient I. KDOT should adopt an ICB system concept and work with
intercity bus transportation for Kansas partners and stakeholders to implement and preserve it.

residents.
2. Multi-county feeder bus service should be implemented in

Facilitate an interconnected network of local wesam and el enss,

and long-distance bus service providers
(including an information network). 3. An ICB branding, marketing, and information campaign should be

. . . established for Kansas, with initial and ongoing components.
Raise public awareness of the existence and
benefits of intercity bus transportation. 4. KDOT and partners should develop and monitor level of service
. . o . targets for the ICB system in Kansas.

Support improved service quality (including
safety/security). 5. Station/stop locations/amenities should correspond to the station
) hierarchy in a context-sensitive manner.

Encourage a positive view of intercity bus in

Kansas (including safety/security).

KDOT Intercity Bus Study 3
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1. Introduction to Intercity Bus

As a transportation mode, intercity bus (ICB) is often misunderstood or ignored in transportation planning
processes. However, its unique combination of operational characteristics makes it ideal to serve
travelers who might not otherwise have long-distance travel options. Further, as an affordable and
spatially flexible mode, ICB has a strong ability to connect to local transit systems. These features should
place it in a favored role in any state’s transportation system. The purpose of this brief chapter is to
describe the basic characteristics of ICB and how it operates. More details of ICB in Kansas are
presented in subsequent chapters.

The Federal Transit Administration (FTA) defines ICB as —

Regularly scheduled bus service for the general public, using an over-the-road bus, that:

1. Operates with limited stops over fixed routes connecting two or more urban areas not in close proximity or
connecting one or more rural communities with an urban area not in close proximity,

2. Has the capacity for transporting baggage carried by passengers,

3. Makes meaningful connections with scheduled intercity bus service to more distant points.

General Characteristics
Key general characteristics of ICB are described below.

e JVehicles: Vehicles typically have a capacity of 47 to 55 passengers, and are often lift-equipped to
accommodate passengers using wheelchairs (the industry is moving toward full compliance of
ADA regulations regarding accessibility). ICB vehicles typically have a single minimal restroom,
and usually provide overhead lights at each seat. Some vehicles (usually market-driven) include
additional features, such as seatbelts, wireless internet connectivity, power outlets, and video
screens.

e Routes: The routes for this long-haul transportation mode usually favor the interstate system.
However, in many parts of Kansas, rural highways are the only option available. Intercity buses
usually need to make some use of local roads as well, to access stops within communities.

e Stops: 1CB stops comprise a wide array of facility types. It is typical for a stop to be located at a
restaurant or gas station, or some other commercial enterprise. In some locations there are
dedicated or multimodal terminals, with interior waiting areas, ticket agents, vending machines
and restrooms; while in other locations, there are only curbside stops, often without signing to
demarcate them. As will be seen in this document, stops in Kansas include all the types listed
above.

The FTA definition of ICB includes the term “limited stops”. Generally, ICB will have only one
stop in a given town or community. In Kansas, the average spacing between stops ranges from
approximately 60 miles (Greyhound) to 36 miles (Prestige Bus Lines). Note that, nationally, a
significant decline in the number of ICB stops has been noted in recent decades, as many smaller
communities have been dropped from schedules due to economic/efficiency considerations.

e Baggage: 1CB vehicles typically include luggage bays, and larger luggage is generally checked
prior to departure.

KDOT Intercity Bus Study 5



Operational Characteristics
Some distinguishing operational characteristics of ICB are described below.

o Tickets: Tickets can typically be purchased on-line, or from a ticket agent. Where an agreement
can be negotiated, local businesses serving as stop locations will serve as ticket agents for the
ICB operators. Electronic ticketing kiosks have also been employed and are becoming more
widespread.

o Schedule: The FTA definition includes the term “scheduled service”. ICB operations run on
fixed, published schedules (that may be adjusted periodically). Many ICB companies also run
charter bus service, but these are not regularly scheduled and do not qualify as ICB. Terminology
note: In the ICB industry, a particular route running at a particular time is known as a “schedule”.
A given route can have multiple schedules. For example, Greyhound’s Schedule 471 departs
from Kansas City, MO at 8:00 a.m. on weekdays, heading west on 1-70 and then south via
Wichita to Oklahoma. Schedule 485 follows the same route but departs Kansas City at 1:20 p.m.

e Package Express: Most ICB operators offer a little-known freight-shipping service referred to as
“package express”. For a very competitive fee, goods can be shipped on ICB vehicles; the sender
and receiver just need to be present at either end of the route to complete the transaction. Before
the advent of shipping companies such as UPS and FedEx, this service was well utilized; in
recent decades, its use has dramatically decreased. Today, package express service is typically
restricted to specialty items such as cut flowers, automobile parts, and internet auction pieces.

e Reservationless: Traditionally, the ICB industry has operated on a reservationless system,
meaning that a ticket does not guarantee a seat. If a bus is full, some passengers may be denied
boarding. A related traditional industry practice is that tickets are generally honored for alternate
dates if travel plans change. These unique characteristics of the ICB mode make some aspects of
service planning, as well as intermodal coordination, difficult.

Transportation Interfaces

The ways in which ICB operators interface with each other, and with other transportation modes, also
shape the description of this travel mode.

o Interlining: This term generally describes a passenger’s ability to make a trip using multiple ICB
providers with a single ticket. Nationwide, Greyhound has developed software that allows other
providers to interline with their national network. In Kansas, Prestige and Jefferson Lines
interline with Greyhound. This practice includes complicated reimbursement arrangements
between providers, but is designed to make the traveler’s experience as seamless as possible. In
general, formal interlining can only be accomplished between ICB and some other scheduled
service; therefore, demand-response services are generally excluded from this practice.

e Bus Pooling: Also known as “pooled service”, this term generally describes a situation wherein
multiple providers operate service cooperatively with a common pool of buses and common
ticketing of passengers. In Kansas, this also happens with both providers that interline with
Greyhound. For example, passengers booking travel on Greyhound from Minneapolis, MN to
Cofteyville, KS will travel on a Jefferson Lines bus.

e Feeder Buses: This term has at least two meanings in the context of ICB:

- In some instances, ICB is used as a feeder service for other transportation modes.
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- In many cases, “local” ICB services are used to connect smaller communities to the national
network. It could be argued that the Prestige Bus Line connection from Wichita to Salina
serves this function, although it also serves local trips within the region as well.

Funding and General Business Model

The majority of ICB operators are private for-profit companies. Similar to airlines, these companies
provide a public service, but their business decisions (including vehicles, routes, and stops) must
necessarily take cost, revenue, and profit into account.

FTA and state departments of transportation play a supporting role in the industry through public funding
of some services. For example, FTA’s 5311(f) program specifically sets aside Federal funds to meet
intercity bus transportation needs. In Kansas, 5311(f) funds have recently been used to subsidize the
Prestige Bus Beeline Express service. Therefore, in this case a private firm is operating the line under
contract to, and in partnership with, the Kansas Department of Transportation (KDOT). However (as is
further explored in Chapter 4), subsidies for ICB are generally quite low compared to other forms of mass
transportation.

The mixture of private mode, public mass transportation, low profit margins, and generally low public
awareness causes ICB to occupy a unique and challenging position in the transportation system. This
report examines ways that these challenges can be overcome to continue to improve ICB service
throughout the state of Kansas.
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2. Existing Intercity Bus System in Kansas

Routes and Stops

The current intercity bus routes and stops in Kansas are shown in Figure 2-1 below. The Kansas intercity
bus system travels along the two major interstate facilities in Kansas - 1-70 and 1-35 - as well as a few
other smaller state highways, including US-169 in the southeast portion of the state, and US-400 in the
southwest portion of the state. Service in Kansas is primarily provided by four companies; Greyhound,
Jefferson Lines, Prestige Bus Lines (Beeline Express), and Los Paisanos. Los Paisanos is in a slightly
different category than the other three, as will be discussed later in this chapter.

N Figure 2-1: ICB Routes and Stops In and Near Kansas
to Salt L gke City, ut

Denver, co

to Rato,
n, NM to Omaha, NE {0 Des Moines, I1A

to St. Louis, MO

Junction City Kansas City, MO

Lawrence

Lindsborg to Little Rock, AR

McPherson fmpofia

to Puebio, co Syracuse Garden City Al Newton

utchinson
Granady Dodge city Pratt lola

rat

ichi Chanute
Gréensburg Kingman Wichita
Liberal
Hooker, ok Coffeyville
to GL’.VmOn, OK OBartlesville, OK
i Perry, OK
Regional Routes & Stops
to Tulsa, OK

to Oklahoma City, OK

o Greyhound

B Jefferson Lines
A Prestige

X Los Paisanos

Figure 2-1 also shows what happens to each route as it exits the state; indicating the next major regional
destination. The smaller map inset shows the closest routes that connect, or run adjacent, to the state.
These routes run through Nebraska, lowa, Missouri, Oklahoma, Texas, New Mexico, and Colorado.
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Table 2-1 summarizes some basic operational ~ Table 2-1: Intercity Bus Carrier Operational
statistics for the four carriers shown on the Statistics within Kansas (2/3/12)
previous page, based on an analysis of available

. . Sto| Route- Vehicle- Seat-
schedule and route information. Locations _ Miles MilesiDay Miles/Day
Greyhound 7 785 3,910 215,050

As the table indicates, Greyhound provides the Jefferson Lines 3 170 340 18,700
. Prestige 12 405 1,070 58,850

greatest number of route-miles due to the fact Los Paisanos 7 480 960 52800
that their routes cover the longest distances Total 29 1,840 6,280 345,400

within the state. Prestige, however, offers the
most stop locations. Greyhound also offers the
most vehicle-miles and seat-miles per day, which is a function of both their high number of route-miles, and
the fact that they operate multiple runs per day on each of their routes.

Source: Estimated from carrier route maps and data available online.

Station/Stop Characteristics

Twenty of Kansas’ ICB station/stops were inventoried as part of this study, including site visits and photologs.
Below is a brief summary of the stop/station information collected; a more complete inventory can be found in
Appendix A of this document.

e The majority of ICB stops in Kansas (as in most states) are at small
local establishments such as convenience stores and gas stations.
The only city that currently has a dedicated intercity bus terminal is
Wichita. It is also worth noting that there is a dedicated terminal in
downtown Kansas City, MO that also serves Kansas residents.

e At 13 of the 20 stops, tickets are available for purchase. The
Greyhound station in Wichita has full-service ticketing with Wichita Greyhound Terminal
employees dedicated to ticket sales. At the remaining 12 bus
stops where ticketing is available, intercity bus carriers have made agreements with the local
establishments to serve as local ticket agents. The employees at these locations are given the task
of selling intercity bus tickets, in addition to their regular duties. It has reportedly been difficult
for the intercity bus carriers to find establishments that are willing to serve as local ticketing
agents and assign that responsibility to their employees. At the national level, some intercity bus
providers have installed self-serve kiosks where passengers can purchase or pick up will call
tickets. These are not common, and there are not currently any in service within Kansas. Six of
the stops in Kansas offer Package Express service. Again, the Greyhound station in Wichita is
one of the stops that provides this service, and has dedicated personnel to handle these requests.
At the remaining five locations, this service is handled by the employees of the local ticket agent.

e Amenities, including parking and places for passengers to sit and wait, are generally limited, due
to the nature of the facilities housing the intercity bus stops. One stop, in Greensburg, is simply an
intersection, not a physical structure; therefore any waiting passengers must remain outside in the
elements. Each of the other stops do at least have physical structures (if not designated waiting
areas or seating) where waiting riders can be inside, during regular business hours. Outside of
regular business hours, riders would likely need to wait outside; and given the 24-hour-a-day
nature of intercity bus service, bus arrivals at odd hours are not uncommon. However, nearly half
(10) of the state’s stops are housed in places such as gas stations and truck stops, which likely
have fairly long business hours, potentially staying open 24 hours a day.
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e Currently, Wichita has the only dedicated
intercity bus terminal in Kansas. It serves
both Greyhound and Prestige’s Beeline
Express. = Recently however, a lease
agreement has been reached between
Wichita Transit and Greyhound that will
result in the closure of the existing
Greyhound terminal and integration of the
Greyhound and Prestige services with the
Wichita Downtown Transit Center. This
will require some limited modifications to
the existing transit center to accommodate
the relocated services, such as counter
space and signage. The move will have
the distinct benefit of co-locating the
intercity bus operations with the major ——e Approximately 500’
transfer point on Wichita’s fixed-route
transit service. The move is expected to
occur by the end of the 2012.

W|ch|ta Greyhound Locatlons

Modal Connections

Transit connections to intercity bus stops are limited. Only seven of the cities with ICB service offer any
sort of regular fixed-route transit service. Out of the seven, only four have designated transit stops at the ICB
stop. In addition, the 24-hour-a-day nature of ICB service impacts the ability of passengers to make transit
connections, since most transit agencies have more limited hours of operation. All of the cities with ICB
stops do have at least some sort of demand-response transit service. However, hours of operation, again,
make an impact on ICB connections.

Six of the cities that are served by intercity bus are also served by Amtrak (Dodge City, Garden City,
Hutchinson, Lawrence, Newton, and Topeka). All of these cities lack a direct transit connection between the
ICB stop and the Amtrak Station. However, in a few cases there is a transit route that runs within a few
blocks of the Amtrak Station.

There are eight commercial service airports in the state. Six of the airports (all but Manhattan Regional and
Great Bend Municipal) are located in cities that are also served by intercity bus. In Wichita, there is a fixed-
route transit connection between the ICB stop and the airport. In the remaining cities — Dodge City, Garden
City, Hays, Salina, and Liberal — there are no scheduled connections between ICB and the airports.

Figure 2-2 on the following page illustrates the geographic relationship between ICB and fixed-route transit

systems for each of the seven cities that operate one. It also describes the connections between transit and
other long-distance travel modes.
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Emporia — Lyon County Area

Transportation (L-CAT)

L-CAT Routes
City of Emporia, KS

ICB: Located along

~ | transit route, but not

a designated stop.

| Rail: NA

Air: NA

Hutchinson — Reno County Area Transit (RCAT)

e

Scale: 1 mi.
*—=0

ICB: Designated
transit stop.
Rail: Station is
within 1 block of
transit route.
Air: NA

o=~ | GENERAL

INFORMATION

C,
[ 4

CityGo

ICB: Located within
1/4mi of transit route
Rail: NA

Air: Located along
transit route, but not
a designated stop

Figure 2-2: Fixed Route Transit and Modal Connections
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transit stop.
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Figure 2-3 shows the location of long-distance travel modes and their proximity to each other, for cities

that do not have fixed-route transit.
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Fares

Figure 2-4 illustrates several
examples of round-trip fares for
various city pairs within, or
adjoining to Kansas (as of June
2012). Example fares are shown for
each of the four providers
highlighted on Figure 2-1. As can be
seen for the cities selected, prices
are generally lower for shorter trips
(around $50) and higher for longer
trips (over $200). Fares among the
providers are generally comparable,
although Prestige and Los Paisanos
tend to charge a slightly lower
amount per mile.

KDOT Intercity Bus Study

Figure 2-4: Example Fares (2-way) and
Travel Times (1-way) (as of June, 2012)
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Schedules

Figure 2-5: Buses Active in Kansas by

Intercity buses operate almost 24 hours a day 7 Time of Day
within Kansas. Depending on the time of day,
there are as many as six buses travelling in the 6
state. There is only one hour of the day (10
p-m.) when there are no buses running in g 5
Kansas. Figure 2-5 shows the number of @
active buses running at each hour of the day. S a
As the graph indicates, the busiest period of g
the day falls between 3 p.m. and 6 p.m., while S 3
the least busy time of the day falls between 9 E
p.m. and 12 a.m. Figure 2-6 (on the following E,
page) illustrates the position and direction of 2
every scheduled intercity bus in Kansas by 1
hour of day.

0

Table 2-2 (on the page following Figure 2-6)
details the schedule for each weekday route in
Kansas.

12a  3a 6a 9a 12p 3p 6p

9p

o The [-70 corridor is covered by two Greyhound routes, which are fairly favorably spread

throughout the day. Generally speaking, one can begin or end a trip at a reasonable time of day at
any stop along [-70 within Kansas.

The two Kansas City-Wichita-Perry, OK Greyhound routes are also fairly favorably timed, with the
exception of one of the northbound routes which runs very early in the morning (between 1:35 and
6:40 a.m.) and also has limited stops in Kansas (no stops between Wichita and Kansas City).

The Kansas City-Tulsa route via US-169 on Jefferson Lines operates conveniently in the mid-to-
late afternoon for the northbound direction. However, in the southbound direction it travels fairly
early in the morning, leaving Kansas City at 4:00 a.m.

The Wichita-Salina route is covered by two Prestige schedules daily. The a.m. route runs between
midnight and 3:00 a.m. in the northbound direction and between 4:00 and 7:00 a.m. in the
southbound direction, which are both fairly inconvenient for most people. The p.m. routes,
however, are favorably timed between 2:00 and 5:00 p.m. (northbound) and 6:00 and 9:00 p.m.
(southbound).

The Pueblo-Wichita route is covered by one Prestige schedule daily. The route runs in both
directions during the morning, which may be inconvenient for people wishing to travel during the
afternoon or evening. The eastbound route leaves Pueblo very early in the morning, but by the time
it arrives in Kansas (Syracuse) it is a fairly reasonably scheduled time (6:20, mountain time).
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Figure 2-6: Time/Bus Location Map (Central Standard Time)

Colored Boxes represent the buses of each provider: P Arrow indicates the direction of travel
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Denver, CO -

Kansas City, MO

Perry, OK —
Kansas City, MO

Tulsa, OK —
Kansas City, MO

Pueblo, CO —
Wichita, KS

Table 2-2: ICB Schedules in Kansas
(as of September, 2012)

Source: Russell’s Official National Motor Coach Guide, September 2012.

KDOT Intercity Bus Study

EB WB
G1682 G1684 G1675 G1683
Denver 8:40* 19:05* 23:30* 11:00*
Colby ~ 13:25/13:55 - 19:50/20:20 | 7:05/7:35
Hays 15:40 - 18:30 6:00
Salina  17:15/17:45 | 3:30/4:.00 16:35/16:55 | 4:05/4:25
Junction City 18:40 4:55 15:40 3:10
Topeka 19:55 6:10 14:25 1:55
Lawrence - - 13:50 1:20
KC 21:00 715 12:55 0:25
EB/NB WB/SB
G470 G484 G471 G485
Perry 12:40 1:35 14:10 19:30
Wichita ~ 14:25/14:40 3:20/3:35 12:10/12:25 | 17:30/17:45
Emporia  16:10/16:15 - 10:40 16:00
Topeka  17:20/17:25 - 9:30/9:35 14:50/14:55
Lawrence 18:00 - 8:55 14:15
KC 18:55 6:40 8:00 13:20
EB/NB WB/SB
J802 J801
Tulsa 13:35 8:45
Bartlesville 14:25 8:00
Coffeyville 15:05 7:20
Chanute 16:00 6:05/6:20
lola | 16:20/16:35 5:40
KC 18:15 4:00
EB WB
P4 | PS NB SB
P2 P6 | P1 P5
Granada 5:40* 11:30*
Syracuse | 6:20° | 11:00° Wichta  14:30 | 0:10 | 6:45 | 21:09
Garden City | 8:20/8:35 | 11:05 CENENICR Newton  14:55 | 045 | 6115 | 20:35
Dodge City |~ 940 1 9:5 TYISSPM Gl Hutchinson  15:35 | 1:30 | 540 | 19:45
Greensburg | 10:15 | 8:55 McPherson  16:05 | 208 | 500 | 19:00
Kingpmfzg ]?gg ?ig Lindsborg ~ 16:30 | 230 | 4:40 | 18:40
Wichita 1215 650 Salina  16:50 2:50 4:20 18:20
*Mountain Time Zone
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Providers

This section describes the basic operations of each carrier, both in Kansas and throughout the carrier’s
system, as appropriate. Each of the major ICB providers is described below.

Greyhound Lines, Inc.

Greyhound, headquartered in Dallas,
Texas, is the largest provider of intercity
bus services in North America. The system
map to the right serves to illustrate the
general coverage that Greyhound provides
throughout North America. However, some
of the service shown on the map is
provided by other companies through bus
pooling and interlining. In addition,
Greyhound does not update this map, so it
does not reflect some recent system
changes. Within Kansas (see inset map),
there are two Greyhound routes; one on I-
70 and the other on [-335/1-35. Along these
routes, there are seven stops in Kansas
where passengers can board or disembark
the bus. Along 1-335/1-35, there are stops in Kansas Inset

Topeka, Emporia, and Wichita. Along 1-70 (redrawn from information available on Greyhound website)
there are stops in Lawrence, Topeka,

Junction City, Salina, and Hays.

Figure 2-7: Greyhound Route System
(source: www.greyhound.com)

r —‘-?‘ 3 YA e

Kansas

Topeka City, MO

Traditionally, Greyhound has operated on a e T (i

network model, providing service along
major corridors, as well as running small
tributary lines feeding into the major
corridors. Greyhound has now Wichita
implemented a new business model that

serves major city pairs such as New York

City and Boston. These routes increase

efficiency by limiting the stops in between

cities.

Lawrence

-

As described in Chapter 1, Greyhound developed and uses the Gateway software system for selling
tickets. In some larger terminals, Greyhound has starting using E-Tickets, which allow riders to print their
internet-purchased tickets at home, and then directly board a bus rather than having to wait in line at the
station. However, in most locations, tickets purchased online must still be picked up at the bus
stop/station.
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Jefferson Lines

Jefferson Lines provides primarily north-
south service throughout the center of the
United  States. Jefferson Lines is
headquartered in Minneapolis, Minnesota.
In addition to Minnesota, Jefferson
provides service to 12 other states (as
shown in the figure to the right). Within
Kansas, Jefferson Lines is not a major ICB
provider, with one route running through
the southeastern portion of the state.
Jefferson Lines has three bus stops in the
state; lola, Chanute, and Coffeyville.

Jefferson Lines also operates a route that
runs south from Kansas City, just east of
the Kansas-Missouri border. Due to their
close proximity, Kansans may be using
these stops to access intercity bus service.
Stop locations along this Missouri route
include: St. Joseph, Kansas City, Peculiar,
Harrisonville, Butler, Rich Hill, Nevada,
Joplin, and Anderson.

Like Greyhound, Jefferson Lines generally uses the interstate and highway networks throughout its
system — but unlike Greyhound, Jefferson Lines has many more stops per route-mile, often serving
smaller and more rural communities. Their long-term vision includes maintaining this model, but also
incorporating some point-to-point service such as connections to airports. Jefferson Lines utilizes the

Figure 2-8: Jefferson Lines Route System
(redrawn from information available on Jefferson Lines website)
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same Gateway ticketing system that Greyhound uses.

Prestige Bus Services

The Prestige Bus Services Company runs
the Beeline Express Bus Line, and is the
smallest of the intercity bus companies
serving Kansas. Prestige operates two ICB
routes, covering portions of Kansas and
Colorado (as seen in the route system map
to the right). One route operates from
Wichita, Kansas to Salina, Kansas and has
six stops; Wichita, Newton, Hutchinson,
McPherson, Lindsborg, and Salina.

The other route goes from Wichita, Kansas

Figure 2-9: Prestige Route System

(redrawn from information available on Prestige website)

COLORADO

KANSAS Salina
Lindsborg
McPherson

Newton
Wichita

Rocky Ford

Pueblo

Hutchinson

Fowler
La Junta

Las Animas
Lamar

Granada
Syracuse
Garden City
Dodge City
Greensburg
Pratt
Kingman

to Pueblo, Colorado, and has seven stops within the state of Kansas; Wichita, Kingman, Pratt,

Greensburg, Dodge City, Garden City, and Syracuse. This route also has seven stops within the state of

Colorado.

Prestige uses the same Gateway ticketing system that is used by the other two carriers described above. In
fact, when purchasing a Prestige ticket online, the site automatically redirects the user to the Greyhound

website.
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The Prestige Bus Services Company began as a charter bus service, and still operates primarily as one
today. Founded in 1985, the Wichita-based business now operates 17 coaches, providing transportation to
any destination in the United States or Canada. Typical clients include school groups, church groups,
senior citizen groups, etc. The Beeline Express bus routes are fairly new to the company. Prestige was
selected by KDOT and CDOT to operate these routes late in 2010.

Los Paisanos

Los Paisanos primarily serves the Hispanic community by providing connections between Kansas and the
southwestern U.S. and Mexico. There is little public information available about Los Paisanos and other

such carriers, although some limited . .
information has been assembled. Figure 2-10: Los Paisanos Route System

within Kansas

Based in El Paso. Texas. Los Paisanos runs (redrawn from information available on Los Paisanos website)
b b

four daily routes, each of which originate in
the State of Chihuahua in Northern Mexico,

with U.S. destinations in Las Vegas, Dallas, Kansas
Denver, and Kansas City. Topeka o SR
KANSAS
The route to Kansas City travels through Emporia
Texas, Oklahoma, and Kansas. As can be Garden City
Dodge City

seen on the map to the right, within Kansas
there are stops in Liberal, Garden City,
Dodge City, Pratt, Wichita, Emporia, and
Topeka.

Wichita

Liberal
Hooker, OK

Route continues south through Texas into Mexico

Operational Data

This section provides some basic operational statistics on the majority of the Kansas ICB system. Data
was provided to HDR by the providers on condition of privacy. Therefore, the data is presented in ways
that do not disclose provider-specific information.

Monthly ridership counts were
provided by three of the bus
companies  (excluding Los

Figure 2-11: Annual Passengers Boarding
per Individual Bus Stop Location

Paisanos) for portions of 2010, g » 4000

2011, and 2012. The data was & @ 3500 80%
annualized for comparison o & 3,000 2,016 per year
purposes. The graph at right % § 2,500 50% (median) 5.5 per day
illustrates, from the least-busy € & .., 20% 430 per year \
station to the busiest, the E 1’500 60 per year 1.2 per day

estimated number of annual 1’ 000 1 every 6 days \

passengers boarding at each ’500 \ I
stop. Note that some of the . _________..ll
largest cities are omitted from Stop Locations

the graph to preserve provider

privacy and to exclude outliers. It should also be noted that the omitted cities make up 71 percent of the
total boarding passengers in Kansas each year. This means that 85 percent of the stops serve only 29
percent of boarding passengers in the state.
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Boarding passengers are only half of the equation in terms of ridership per stop location. However, only
two of the three primary ICB providers were able to provide data for alighting passengers.

Public Funding

KDOT has the responsibility of distributing certain FTA funds to transit and transportation providers
throughout the state. Historical KDOT expenditures for the 5310 and 5311 programs from 2005 to 2011
can be found in Table 2-3. Each funding program is described in more detail below.

* Section 5310 of the Federal Transit Act  Taple 2-3: KDOT Historical Expenditures
provides capital assistance for non-profit

organizations that provide service to the Section 5310 Section 5311 Section 5311(f)
elderly and persons with disabilities. This (eIde(;Iy/ pslmni with (non-urban) (intercity bus)
. . . o isabilities
funding source is not directly available to
. . . 2005 $917,676 $4,123,403 $52,000
intercity bus providers that operate on a
: : 2006 $1,070,588 $7,887,632 $79,000
for-profit basis. However, if a non-profit
N . 2007 $1,117,777 $8,235,807 $54,000
organization in Kansas were to provide
. . : 2008 $1,208,766 $8,883,440 $54,000
regional transit service, they could apply 2000 1291 039 69,384 834 627 000
for Section 5310 funds to assist with the e $9’377’333 ’
purchase of vehicles that would better 2010 $559,893 T $67.000
2011 $572,042 $3,977,000 $400,000

accommodate the elderly or persons with
disabilities. The non-profit organization
might then contract with a private intercity operator to provide the regional transit service.

Note: Section 5311(f) amounts make up a portion of the Section 5311 totals.

e Section 5311 of the Federal Transit Act provides capital and operating assistance to public
transportation systems in non-urbanized areas. A non-urbanized area is an area outside a city of
50,000 or more inhabitants and its densely settled fringe areas. Section 5311 projects include
planning and technical studies, system design, capital acquisition, and assistance in defraying
operating losses.

o Eligible applicants — The eligible recipients for 5311 funding are state governments and
Indian nations. Eligible subrecipients include local government agencies, private non-
profit corporations, as well as private for-profit companies. These subrecipients would
receive the funds through the State of Kansas.

o Eligible Capital expenses — The eligible expenses include transit vehicles and associated
equipment including wheelchair lifts, ramps, restraints, etc.

o Eligible Operating Expenses — The eligible operating expenses include driver and
dispatcher wages, fuel, oil, tires, repairs, vehicle license tags, insurance, marketing, etc.

o The capital purchase matching requirement is 80 percent FTA, 20 percent
state/local/private match.

o The operating expense matching requirement is 50 percent FTA, 50 percent
state/local/private match.

e Section 5311(f) of the Federal Transit Act requires each state to spend a minimum of 15 percent
of its annual Section 5311 apportionment to develop and support a program of projects for
intercity bus transportation, unless the governor certifies that intercity travel needs are being met.
The goal of the program is to connect isolated rural areas throughout the country to larger
communities.
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3. Statewide Transportation Context

ICB is, in many senses, one small part of a larger statewide transportation system in Kansas. This
Chapter provides some context for ICB’s role in relation to the other transportation modes in the state, a
brief recap of ICB’s geographic relation to the state’s population distribution, and some information
regarding existing relevant policy frameworks.

General Kansas Demographics

Fairly  detailed information is
included in Chapter 5 regarding
specific user populations in Kansas,
but some basic overarching facts are
worth summarizing here to set : _ , :
context. ‘ \ : : v, S

Figure 3-1: Kansas Population Density

Figure 3-1 illustrates population : il b R R S B
density throughout the state of REs .

Kansas. In 2010, the state of Kansas g _ Lo : '. :
had a population of approximately oy _ 1@ o

2.85 million residents. However, AT S
well over one-third of these residents ; S
live in two counties, and over half

the total population lives in four Population per Square ile
counties representing less than three 0to100

percent of the land area of the state. =1%‘t’:$f,

Only six cities in Kansas have a I 3000 And Greater

population over 50,000, and only 31
other cities have a population over
10,000.

The state is largely rural, and the western portion especially is very sparsely populated. This presents
challenges of providing services to the state’s residents — medical facilities, basic utilities,
communications, emergency services, social services, and transportation, to name just a few. Many of the
state’s residents are faced with a lack of long-distance travel options that don’t involve personal
automobiles. And the population’s sparseness makes it difficult to efficiently connect rural residents to
non-auto transportation options.

Public Roads

Public roads are the infrastructure on which ICB travels. Kansas has over 140,000 miles of public roads,
nearly eight percent of which are state highways, including the Kansas Turnpike. These roads carry
nearly 82 million vehicle-miles per day. The vast majority of the public roads on which ICB operates in
Kansas are built and maintained by the state. ICB provides a valuable transportation service, while the
state and local governments provide the transportation infrastructure.
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Aviation

There are approximately 138 public-use airports in KS, well over one per county. Eight of these are
commercial service airports; of these, six are in cities served by ICB (Wichita, Salina, Hays, Garden City,
Dodge City, and Liberal). The two exceptions are Manhattan and Great Bend.

While intermodal connectivity between rural commercial service airports and intercity bus is unlikely to
attract many passengers at present, it is still worth keeping the public informed about all of their various
travel options. Furthermore, in the age of instant communication and vehicle (and possibly passenger)
tracking it may become feasible to better coordinate these modes in a way that benefits and attracts
travelers. This could for example, include high-tech “flag” stops at convenient airport locations, allowing
buses to pick-up or drop-off passengers only when needed. This would put the ICB service in the roll of
feeder or trip extender.

One item to note related to intermodal coordination:

KDOT’s  aviation  website  provides  ground Figure 3-2: Modes Listed in Aviation’s
transportation guides for each KDOT district (along Ground Transportation Guides
with a statewide map); the guides include contact phone e  Courtesy Car
numbers for each ground transportation provider listed ¢  Public Bus
(see Figure 3-2). Currently, these guides do NOT : kg‘t’alsgg’r'ce
include ICB as an option. This is an example of an o Taxi
opportunity for KDOT to more thoroughly infuse ICB *  Hotel Shuttle for Guests
into its transportation culture, and thereby to continue to *  Airport Staff will provide a ride
increase the visibility of this transportation mode
throughout the state.
Passenger Rail
Amtrak’s Southwest Chief — which runs between Chicago, Figure 3-3: Amtrak In Kansas
IL and Los Angeles, CA — traverses Kansas on a roughly
cast-west route, with stops in Kansas City (MO),
Lawrence, Topeka, Newton, Hutchinson, Dodge City, and Topeka
Garden City. Figure 3-3 illustrates Amtrak’s route in Y71
Kansas. Lawrence
Garden City Hutchinson
. « = Newton

One opportunity for improving travel options would be to
attempt to align these modes as cooperating transportation
systems with the goal of competing against the private
automobile and its dominant market share. One step in
that direction would be to facilitate transfers between to the two modes (spatially and temporally) and
emphasize the feeder role that ICB can play. ICB serves many destinations not served by Amtrak and can
therefore help customers get to/from their trip destination/origin. Bus-to-rail feeder services are common
across the country and are often used as a low cost means of increasing the service area of the multimodal
transportation system.

Dodge.City

Spatial coordination likely means moving one or more ICB bus stops to be adjacent to (or co-located
with) one or more Amtrak stations. This concept is discussed further in Chapter 8. Temporal
coordination involves coordinating schedules, which is a potential major obstacle to improving
connectivity, but one that is not impossible to overcome.
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Local Fixed-Route Transit Systems
Figure 3-4: Location of Fixed-Route Transit
Within the state there are 10 transit  gystems in Kansas
providers with fixed-route systems, as
shown in Figure 3-4. System sizes vary

from just a few routes in some of the ! Kansas City
L . . X anhattan /

smaller cities, to expansive city-wide ° L

coverage in the larger cities. Seven of the Salina o Topekag ™= \ Johnson

cities with fixed-route transit are also Emporia County

. . poriace Lawrence

served by ICB (the exceptions being Hutchinson

Manbhattan, Kansas City (KS), and Johnson Garden (?ity

County). Connections between transit and Wichita

ICB for the remaining cities were
previously discussed in Chapter 2.

Coordination between ICB and local transit has several important benefits:

e Transit connections allow ICB travelers the option of reaching their final destination without having
to be picked up or having to pay expensive taxi fees.

e Transit can provide important connections between long-distance modes, for example if a passenger
needed to transfer from the ICB stop to the local rail station to continue their trip.

e In addition to transit connections, consolidated terminals further enhance traveler convenience.
Specifically for travelers who are unfamiliar with the area, arriving at the transit center would allow
for easy access to information about the entire transit system. As was mentioned throughout
Chapter 3, current and potential users of ICB feel that transit connections are very important, and
improved connections may even encourage some people to ride ICB more often.

There are, however, challenges to coordination between these two modes. One such barrier is the 24-
hour-a-day nature of the ICB system. Many transit systems do not operate through the night, and therefore
their transit centers are not open and connections cannot be made. In addition, transit buses do not have
the luggage capacity that intercity buses have. In fact, most transit providers have restrictions on the
amount of personal belongings that can be brought aboard their buses, which would pose a problem for
ICB travelers with appreciable amounts of luggage.

To gather more information about transit in Kansas, meetings were held in four locations across the state
with various transit agencies. One of the meetings was specifically for the urban fixed-route transit
providers on the eastern side of the state: the Unified Government, Johnson County, Lawrence, and
Topeka. Issues of connectivity between transit and ICB were discussed at this meeting:

e In Topeka, Greyhound had planned to move to the Quincy Street Transit Center when the center
first opened. However, due to financial constraints, Greyhound decided not to make the move. The
current ICB stop is now 3 blocks away at a gas station. The representative from Topeka Transit
claimed customers frequently complain about the facilities not being co-located, despite the fact
that there is local transit service between the two sites.

e In Lawrence, there have been talks of converting an old train depot into a multi-modal center that
would include transit, Amtrak, and ICB. Funding discussions among the agencies and providers are
ongoing. As noted in Chapter 2, there is a transit stop at the gas station where the current ICB stop
is located. The representative from Lawrence Transit mentioned that the agency provides a
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substantial number of transit route maps to that gas station, which may indicate that a large number
of people are using that connection.

e As mentioned in Chapter 2, the ICB station in Wichita is in the process of shutting down and
relocating to the city’s transit center, in part to help smooth connections and improve convenience
for users of both modes.

Rural/Regional Transit

Current System

KDOT receives funding from the FTA to administer transit programs in rural areas of Kansas. Currently,
there are nearly 100 rural 5311 transit providers (the most of any state) that operate systems with KDOT
funds. These systems are each unique in service area, fleet size and scope of service. Even with so many
transit providers, there are at last count 22 counties in Kansas that have no 5311 funded general public
transit service, and many counties in Kansas that are underserved. Some counties lack service because of
a lack of local funding support while other counties lack service because no provider has been identified
for their area. Regardless, there are needs for transit service in every county in Kansas.

Currently, transit providers funded by KDOT Figure 3-5: Current CTD Structure
participate in Coordinated Transit Districts
(CTDs) — see Figure 3-5. These districts were
designed to serve as the fiscal agent for all
KDOT grantee transit providers in a region and
are generally directed by one of the transit
providers in the region. While these districts are
helpful in coordinating the transit providers
from an administrative standpoint, there is no
requirement that the providers in the CTD
coordinate operationally.

One of the system’s existing limitations is that many transit providers do not provide service outside of
their governmental jurisdiction. In many of the jurisdictions in rural Kansas, transit-dependent
individuals cannot get all of their medical, social and human service needs met from within their home
jurisdiction. In order for these individuals to continue to live in their community, transit must be provided
to connect them with services regionally.

Regionalization
To address these issues, as directed by the Governor-appointed T-LINK task force, KDOT is currently
transitioning to a more regional transit approach with the goal of making rural transit service in Kansas

more efficient and responsive to the state’s diverse transit needs.

The T-LINK Task Force set forth the following recommendations in January of 2009 (focusing on rural
areas):

e C(reate a regional transit model to expand and improve delivery of rural transit service.

o Start with one or more pilot projects in rural areas.
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e Eventually, the development of transit jurisdictions would cover the entire state.

e Jurisdictions would be defined by travel patterns.

e One-call dispatching would be required and would assist with scheduling efficiencies.

e Each jurisdiction would have a lead agency that would serve as the dispatcher for the region.

e Lead agencies may subcontract with other providers so that transit service is available to the entire
state.

This regionalization concept can lay the groundwork for an effective collaboration of local and rural

transit with ICB. Inter-county/regional rural transit has great potential to fill the gap between ICB and
local transportation. This concept is further explored in Chapter 8.
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4. Economic Impacts of Intercity Bus in Kansas

National Statistics

Intercity bus provides various types of services to many people in the United States. It offers a reasonable
cost travel option for medium to long-distance trips. The relatively lower cost is critical to lower income
travelers who do not own a car, cannot afford to rent one, or cannot afford to fly. It also serves travelers
who are either too young or too old to drive. Furthermore, it enables an intermodal connection for air
travelers and also facilitates commuting between homes and offices. In many rural areas, like much of
Kansas, modern bus service (i.e., motorcoach) is the only mode of commercial intercity passenger
transportation service available, and it is the only affordable transportation mode for many low-income
travelers.

Intercity bus service is estimated to have grown by 6.0-8.5 percent nationally between December 2009
and December 2010, based on the number of motorcoach departures from 16 cities, including Kansas
City, MO, supplemental data for curbside operators, and operations data.' In 2007, the motorcoach
industry provided 751 million passenger trips nationally. This is nearly nine percent more passenger trips
than commercial airlines (excluding foreign-flag air carriers) and 67 percent more than Amtrak and
commuter rail combined. Additionally, in 2010 intercity bus service was the fastest growing mode of
intercity transportation for the third year in a row.

Motorcoach service covers 89 percent of rural residents nationally. For comparison purposes, air service
covers 70 percent of rural residents and intercity rail covers only 42 percent in the United States. Nearly
73 million people living in rural areas have access to regularly scheduled intercity bus service, and for
14.4 million rural residents in the U.S., motorcoaches are the only available mode of intercity
transportation.”

According to a recently completed report, the U.S. intercity passenger transportation network consisted of
3,179 bus terminals, 638 airports, and 540 rail stations, as of April 2005. In addition, regularly scheduled
intercity buses often drop off and pick up passengers at locations without a bus station, further enhancing
intercity bus access.’

The remainder of this section provides information about Kansas intercity bus service requirements and
costs, as well as detail on how intercity bus in the state is funded. Data related to intercity bus subsidies,
as compared to other modes, is also provided. The last sections of the report describe the benefits that
intercity bus generates in the state, as well as a picture of intercity bus users in Kansas and nationally.

Costs and Funding

The first section of this discussion focuses on the infrastructure and vehicle requirements of providing
intercity bus service as well as other transportation modes. Cost estimates for elements of intercity
transportation are also provided. State funding and federal subsidies are discussed later in this section.

' The Intercity Bus: America’s Fastest Growing Transportation Mode, 2010 Update on Scheduled Bus Service, Chaddick
Institute for Metropolitan Development, DePaul University, December 12, 2010.

2 Federal Subsidies for Passenger Transportation, 1960-2005, Focus on 1996-20035, prepared by Nathan Associates.

} Federal Subsidies for Passenger Transportation, 1960-2005, Focus on 1996-2005, prepared by Nathan Associates.
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Kansas Intercity Bus Service Requirements and Costs

Intercity bus service requires a dependable highway infrastructure, but the infrastructure requirements
associated with initiating and operating intercity bus service are less expensive than for some other
modes. Initiating or expanding passenger rail service, for example, can require new track and supporting
facilities, as well as scheduling coordination with any existing rail service. Air transportation requires
significantly more infrastructure and support as well. Unlike these modes, initiating or expanding
intercity bus service requires no special infrastructure because it uses existing roadways. Intercity bus
service also does not require a stand-alone station. In Kansas, for example, Jefferson Bus Lines picks up
passengers at gas stations and convenience stores. As a result, the costs associated with bus stops are
often lower than the station costs for other modes (e.g., airport terminal or passenger rail station).

The vehicles required for intercity bus service are also significantly less expensive than those needed to
provide other types of service. An intercity bus, accommodating 47-55 passengers, may cost $450,000,"
but a new passenger locomotive can cost $5 million, plus another $2.5-$3 million for a coach car.” Each
coach car can hold 72 passengers, on average. New commercial airplanes can cost $59.4-$101.7 million,
yet only accommodate 110-180 passengers.’

In addition to vehicle costs and any station- or bus-stop-related expenditures, intercity bus providers incur
costs for their employees. As mentioned previously, two of the three intercity bus providers receive no
Kansas funding, and operating and financial information is very limited. Some employee-related cost
estimates were developed based on Prestige Bus Lines costs for providing its Bee-Line service on behalf
of KDOT. Using this data, employee-related costs for the Bee-Line service are estimated to be
approximately $172,000 annually. This covers 12 bus drivers and 14 other employees. It should be noted
that these costs do not include maintenance of the buses or other non-labor expenditures, as these data
were not available.

In terms of the relative costs of providing intercity transportation, national data suggest that operating
costs per unlinked passenger trip are lower for bus than commuter rail — $2.60 per unlinked passenger trip
on bus and $7.20 per unlinked commuter rail passenger trip.’

Public Funding of Intercity Bus Service

To provide intercity bus service in Kansas, some public funding is available. For example, the Formula
Grants For Other than Urbanized Areas (5311) is a Federal Transit Administration (FTA) program that
provides funds for transit planning, capital, operating and administrative assistance in non-urbanized areas
with a population less than 50,000. Funds are available for planning, capital, operating and administrative
assistance to state agencies and other entities to support transit in non-urbanized areas. Specifically, the
program is intended to:

e [Enhance the access of people in non-urbanized areas to health care, shopping, education,
employment, public services and recreation;

e Assist in maintenance, development, improvement, and use of public transportation systems in
rural and small urban areas;

e Coordinate programs and services to encourage and facilitate the most efficient use of all federal
funds used to provide passenger transportation in non-urbanized areas;

* The Economic Impacts and Social Benefits of the U.S. Motorcoach Industry, Binding the Nation Together by Providing Diverse
and Affordable Services to Everyone, Prepared by: Robert Damuth, Vice President, Nathan Associates, www.nathaninc.com,
December 2008.

5 HDR Rail Group estimates.

® This price range is for aircraft within the Boeing 737 Family — http://www.boeing.com/commercial/prices/

7 http://www.ntdprogram.gov/ntdprogram/pubs/NTST/2008/HTML/Operating_Costs_and Performance Measures.htm
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e Assist the development and support of intercity bus transportation; and

e Provide for the participation of private transportation providers in non-urbanized transportation to
the maximum extent feasible.”

Section 5311(f) requires each state to spend 15 percent of its annual Section 5311 apportionment "to carry
out a program to develop and support intercity bus transportation." According to KDOT, several intercity
bus providers have received 5311(f) funds during the past few years.

Prestige Bus Lines is contracted with KDOT and the Colorado Department of Transportation (CDOT) to
expend up to $400,000 per year on service between Wichita and Salina in Kansas and Wichita and
Pueblo, Colorado. Jefferson Bus Lines and Greyhound do not receive public funding to provide intercity
bus service.

Two other intercity bus providers have received 5311(f) funds from the state in recent years. The
Developmental Services of Northwest Kansas previously operated intercity service between Hays, KS,
and St. Francis, KS, and received approximately $50,000 of 5311(f) funds during its one year of service.
OCCK, Inc., a not-for-profit Kansas corporation dedicated to helping people with physical or mental
disabilities, operated an intercity service between Salina, KS, and Belleville, KS, for four years between
July 2005 and June 2009. During this period, approximately $216,000 (with an average of $54,000 per
year) in 5311(f) funds was expended for this service.

Subsidies by Transportation Mode Figure 4-1:
Federal Subsidy per Passenger Mile

A recently completed national report on federal subsidies’ and (cents)
transportation found that regardless of how a federal subsidy is
expressed (i.e., total amount, amount per passenger trip, or
amount per passenger mile), the federal subsidy received by
intercity bus operators is relatively smaller than the subsidy
received by each of the other passenger transportation modes.
Between 1996 and 2005, the most recent ten-year period for
which data was available, mass transit has captured 55 percent of
the total federal subsidy while air passenger transportation has
captured 37 percent. Meanwhile, the bus subsidy share has
remained unchanged at 0.3 percent.'’

27.40
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The study also found that the bus subsidy has remained at 0.1¢ per
passenger mile during the past 10 years (see Figure 4-1). Per-
passenger-mile subsidies received by other commercial modes of
transportation have decreased over the past decade, but are still
greater than the subsidy received by the intercity bus industry, as
shown in Figure 4-1. In the case of public transit and intercity rail
service (i.e., Amtrak), the subsidy per passenger mile is
significantly larger than for intercity bus. During the period 1996
through 2005, Amtrak received $19.20 per passenger mile in
federal subsidies. Public transit received $15.40 per passenger  Note: Public transit includes all modes; Amirak data span
mile and commercial air carriers $0.50. Amtrak and public transit ~ 977-2005. Source: Federal Subsidies for Passenger

.. . . . Transportation, 1960-2005, Focus on 1996-2005,” prepared
are, by definition, publicly funded, which explains some of the  py Nathan Associates, Inc., September 20, 2007.
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Intercity Bus
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¥ Federal Transit Administration website.

? Federal subsidy in the report is defined as the difference between outlays made by the federal government in support of
passenger transportation systems and the federal funds collected directly from passengers via taxes and fees.

10 Federal Subsidies for Passenger Transportation, 1960-2005, Focus on 1996-2005, prepared by Nathan Associates.
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disparity — but relatively speaking, intercity bus receives relatively less in federal subsidy per passenger
mile than the other modes.

Benefits

Intercity bus companies are in business to make a profit and thus provide intercity transportation services
in Kansas based on anticipated profitability. There are, however, a number of benefits that intercity bus
riders and overall society receive as well. These include transportation cost savings, environmental
benefits, and others. This section describes the benefits that accrue to bus riders and society as a whole,
because intercity bus service is available in the State of Kansas.

Out-of-Pocket Cost Savings

A primary benefit of intercity bus service is providing a relatively low-cost, affordable means for longer
distance travel. When a traveler uses intercity bus service, he or she pays a bus fare and other out-of-
pocket costs. For example, there are costs associated with getting to the intercity bus stop or station that
may include a parking fee, fuel expense for a personal vehicle, taxi or public transit expense, and other
expenditures. A traveler’s decision to take the bus, versus another mode, involves a number of factors
including the relative out-of-pocket costs associated with the different transportation modes. For example,
if the out-of-pocket costs associated with the bus are lower than flying, this cost savings is considered a
benefit to the intercity bus traveler.

From 1995 to 2006, the national average intercity bus fare was approximately $40 less than the average
intercity passenger rail fare. The national average air fare was more than three times the average intercity
bus fare of $30.11 in 2002."" Although this fare data is somewhat dated, the overall conclusion that
intercity bus provides a relatively affordable travel option is still valid. In fact, data from 2007 and 2008
suggest that travelers have been shifting away from passenger cars, light trucks, and air travel and toward
other transportation options, including intercity bus. Passenger-miles for transit, Amtrak, and bus
increased by 4 percent, 7 percent, and 2 percent, respectively, during that time period."

As an example of cost comparison by mode, consider the trip from Wichita, KS to Pueblo, CO:
e Prestige Bus Lines’ round-trip fare is $171."

e There are no direct flights between Wichita and Pueblo, so if a passenger chose to fly rather than
take the bus, he or she would need to make a connection in Denver and the fare would be $350 to
$1,000, depending on the times and dates of travel,'* with an average fare of approximately $420.

e If a traveler drove himself or herself, the fuel cost alone is estimated at $140 for the 426-mile
trip."”> Additionally, if an individual chose to drive, he or she would incur vehicle operating costs
related to oil, tire wear, depreciation of the vehicle, and maintenance and repair costs. For the
426-mile trip, these additional auto costs would average $136.'® The total operating cost for the
one-way trip would be $276. While all of these costs may not be directly out-of-pocket on the
specific trip, the wear and tear on the car are costs that the vehicle owner would incur.

'! http://www.bts.gov/publications/transportation_statistics_annual_report/2008/html/chapter_04/table_04_16.html

12 http://www.bts.gov/publications/transportation_statistics_annual_report/2008/html/chapter_04/table_04_16.html

13 http://www.beeline-express.com/beeline/files/fares.pdf

4 This range of fares is based on online information available May 1, 2012.

' Based on googlemaps.com distances, assuming the vehicle gets 22 mpg, and fuel costs of $3.62 per gallon.

' Based on US DOT guidance for TIGER Grant benefit-cost analysis with consumption data from the FHWA HERS model and
prices from the BLS. Assuming oil consumption of 1.23 quarts per 1,000 miles at a cost of $9.59 per quart, tire replacement
every 62,200 miles at a cost of $377.64, maintenance and repair costs of $162.50 per 1,000 miles and a depreciable value of
$21,461.5 every 153,860 miles.
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Other out-of-pocket costs associated with taking the intercity bus in Kansas could include the expense of
parking at the bus station (although many intercity bus riders are dropped off or picked up). In Wichita,
for example, parking near the intercity bus station (i.e., Greyhound) is $4 per day while parking at the
airport is between $9 and $15 per day, depending on whether it is short-term or long-term parking. In
Pueblo, Colorado, the transit center makes daily parking available for $12. The cost of parking is another
element of out-of-pocket costs that is factored into a traveler’s decision to take the bus. These parking
costs would also potentially apply to other modes of travel. A summary of out-of-pocket costs by mode
for a typical trip is shown in Table 4-3 in the following section.

Value-of-Time Benefit

Another potential benefit of intercity bus travel over other transportation modes is the value of time. This
is comprised of several different components, including wait time at a station or stop and use of time
while traveling. Whether intercity bus provides a benefit, in terms of value of time, depends on a number
of factors including the other transportation options available and the wait times and conditions associated
with each mode.

For example, it is recommended that an air traveler arrive one to two hours before scheduled departure to
check bags and navigate security. In contrast, an intercity bus traveler may arrive only a few minutes prior
to departure. This difference in wait time may generate a benefit from taking the bus. Another example
where there may be a value-of-time benefit associated with taking the bus relates to the ability to be
productive on the bus. Travelers opting to take intercity bus rather than driving have the ability to work,
read, sleep, or do other activities while en-route that they would not be able to do if they were driving.

As an example of travel-time comparison by mode, consider the trip from Wichita, KS to Pueblo, CO:

e Prestige Bus Lines’ travel time for the 426-mile route is approximately nine hours."’

e If a passenger chose to fly rather than take the bus, the average flight time would be 4 hours and
45 minutes, including the layover in Denver. In addition, the passenger would typically arrive at
the airport a recommended 1-2 hours prior to takeoff, and an additional half-hour is typically
required to disembark the plane, pick up any checked baggage, and leave the airport.

e If a traveler drove in a personal auto, the 426-mile long trip is estimated to take 7 hours 45
minutes, without stops.'® The average traveler would need to stop for gas at least once, and on a
trip of this length would likely stop for at least one meal. To account for this, an extra 45 minutes
have been added to the travel time for a total of 8 hours and 30 minutes by auto.

As shown in Table 4-1, based on
USDOT guidance for personal
travel, the travel time cost of a
one-way trip on Prestige would be

Table 4-1: Travel Time Valuation for Alternate

Modes, 2012$
(Wichita, KS to Pueblo, CO)

$159.94, including 10 minutes of Travel Value of Approximate Value of
wait time prior to boarding. Time  Travel Time  Wait Time Wait Time
Assuming the average Greyhound (hrs)  ($17.330hr) (hrs) ($2377hr)  Total
. . Auto 8.5 $147.31 0 $0 $147.31
trip takes 12 hours, the travel time Intercity Bus (Prestige) 9 $155.97 0.167 $3.97 $150.94
cost would be $211.93 also Air 475 $82.32 2 $47.54 $129.86*
including a 10-minute wait. *Note that the actual value of time is slightly higher since the layover should be valued as wait time
Including 1.5 hours of wait time, a but for simplicity is included in the travel time.

flight would cost $87.65, and the

'7 http://www.beeline-express.com/beeline/files/fares.pdf
'8 Based on googlemaps.com.
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auto trip would cost $134.31 on average.

While the travel time cost of air and auto are less than that of bus, this does not account for the differences
in out-of-pocket costs, including vehicle operations and fares, which ultimately lead to air and auto travel
ultimately costing more than bus travel.

Benefit of Amenities

The value of amenities associated with an intercity bus traveler is greater than it is for some other intercity
transportation options. Rest rooms, internet service, movies and television, food and drinks, among other
amenities, are often available on intercity buses. These types of amenities are not always available on
other modes, but are a significant benefit to all motorcoach travelers, including families with small
children. Many of these amenities have not yet been introduced to intercity bus service in Kansas, but
could increase the value of this mode if done.

Safety Benefits

An important benefit associated with intercity bus transportation relates to safety. According to a recent
study, the fatality rate for motorcoaches is 0.5 fatalities per 100 million vehicle-miles. When compared to
all passenger transportation modes, the motorcoach fatality rate is lowest. For passenger cars the fatality
rate is more than twice as high as for motorcoaches, and for U.S. air carriers, the fatality rate is nearly
three times higher. Passenger trains also have a higher fatality and injury rate than motorcoaches — 2.9
fatalities per 100-million train-miles and 1,226.5 injuries per 100-million train-miles,'"’ — nearly 16 times
higher than the rate for motorcoaches.*

The injury rate per 100-million vehicle-miles of bus travel (including school, transit, and intercity buses)
was 211 in 2008. ' The injury rate per 100 million vehicle-miles of auto is approximately 75. It is
important to note that these rates account for vehicle-miles rather than passenger-miles. The average
number of passengers (occupancy) of a bus, train, or airplane will be higher than that of an automobile.
For example, if we assume average bus occupancy is 25 passengers and average auto occupancy is 1.6
passengers, the injury rates would be 8.44 and 46.9 injuries per million passenger-miles respectively,
indicating that buses are a statistically safer means of travel.**

1 U.S. Bureau of Transportation Statistics, National Transportation Statistics, Chapter 2, Table 2-4.2

2 Federal Subsidies for Passenger Transportation, 1960-2005, Focus on 1996-2005, prepared by Nathan Associates.

21U .S. Bureau of Transportation Statistics, National Transportation Statistics, Chapter 2, Table 2-24. Note that these are vehicle
miles, and do not account for the occupancy of the bus, which is greater than that of a personal vehicle.

22 The average bus occupancy assumes that the average bus capacity is 50 persons and to be conservative, that on average they
are half full. The auto occupancy rate can be found in the Final Regulatory Impact Analysis Corporate Average Fuel Economy
for MY 2012-MY 2016 Passenger Cars and Light Trucks, March 2010, page 385. Note that the higher the occupancy assumption,
the lower the accident rate per passenger.
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Environmental Benefits

When compared to other transportation
modes, motorcoaches are relatively more
fuel efficient. Specifically, as shown in
Table 4-2, passenger miles per gallon of
fuel are more than twice as efficient as
commuter and intercity rail and more than
four times as efficient as domestic air
carriers and transit buses. In addition,
motorcoach emissions of carbon dioxide
are lower than any other mode. Other
transportation modes produce three to four
times more emissions.”

Benefits Summary

Table 4-2: Energy Efficiency and Emissions
by Transportation Mode

Carbon Dioxide
Emissions (grams

Energy Efficiency
Passenger BTU Per

Miles Per Passenger per passenger
Mode Gallon Mile mile)
Motorcoach 206.6 668 50
Commuter rail 92.4 1,493 164
Intercity rail (Amtrak) 67.0 2,061 186
Light rail 120.6 1,144 201
Automobile (average trip) 42.9 3,215 239
Domestic air travel 44.0 3,138 234
Transit bus 31.4 4,391 308

Source: Federal Subsidies for Passenger Transportation, 1960-2005, Focus on 1996-
2005, prepared by Nathan Associates.

When comparing all of the cost and benefit factors of a sample three-day round-trip from Wichita, KS to
Pueblo, CO the intercity bus is the most inexpensive of the trips, as shown in Table 4-3. Excluding
safety and environmental benefits, as well as the amenity of using intercity bus:

e The out-of-pocket cost would be
$171 for fare on Prestige, plus $4
per day for parking and $160 for
time in each direction for a total of
$503.

Table 4-3: User Travel Costs, Energy
Consumption and Emissions by Mode for a
Typical Round Trip

Auto Intercity Bus Air
e The same trip by air would cost  Out-of-Pocket Costs $552 $183 $447
between an average of $420 for Fare $0 $171 $420
airfare plus $82 for flight time Parking (3 days) $0 $12 $27
h nd $47.54 for two Vehicle Operations $552 $0 $0
cach way and : ) Travel Time Costs (2 trips) $295 $320 $260
hours of waiting at the airport rotal $847 $503 $707
each way plus $9 per day for

parking for a total of $707. Fuel Consumption per Round Trip (gallons) 19.86 412 2423

) BTUs Per Round Trip 2,739,180 586,504 3,345,108

e An auto trip would cost $276 for  Carbon Dioxide Emissions Per Round Trip 203,628 43,900 249,444

operations each way plus $147 for _(grams)

time each way totaling $847.

*Note that the assumed trip length for auto is 426 miles (based on Google maps data), 439 miles
for bus (based on Prestige route), and the air trip is 533 miles (based on flight information).

Simply based on cost, an intercity bus trip saves a user $344 over an auto trip and an average of $204 over
flying. This does not include the additional benefit of the bus being safer than auto or airplane,
consideration of amenities, or the environmental benefits of the bus as compared to other modes.

As a point of comparison, Table 4-3 also shows the fuel consumption, energy efficiency, and carbon
dioxide emissions for a typical person’s round-trip from Wichita, KS to Pueblo, CO. This clearly shows
that motorcoach is the most fuel efficient, most energy efficient in terms of biothermal units, and
produces the least amount of carbon dioxide emissions per passenger trip.

B Federal Subsidies for Passenger Transportation, 1960-2005, Focus on 1996-2005, prepared by Nathan Associates.
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Economic Contribution of Intercity Bus to Kansas

Several studies have estimated the economic impact of the intercity bus industry on the national economy
and on state economies across the country. The findings of several relatively recent studies are presented
below. Although a formal economic impact analysis of the Kansas intercity bus industry is not part of this
study, some estimates based on national findings are provided to help estimate the approximate impact of
intercity bus on the economy of Kansas.

Economic Lifeline

Intercity bus studies conducted across the U.S. indicate that the population served by this transportation
option may often not have access to other modes. Based on the Kansas survey results and other studies,
the intercity bus rider population tends to be comprised of individuals with the following characteristics:

e Youth (18-24 years old): Often these are enlisted military personnel or college students with limited
budgets, no access to an automobile, and living or stationed far from home. Nearly one-third of the
surveyed Kansas intercity bus riders fall within this age group.

¢ Elderly (60 and above): Sometimes the elderly do not wish to drive or have a diminished ability to
do so. National studies indicate that the elderly population often chooses to utilize intercity bus
service. The Kansas survey found a small percentage of riders were 65 or older, but many were 41
and older. The data were not collected in a manner that would facilitate an estimate of the 60 and
older population using the bus;

e Persons living below the poverty level: Some people in this category may not own a car or may not
have a car that is suitable for a long trip. The Kansas survey reported 32 percent of intercity bus riders
have an annual income of less than $15,000.

e Persons over 16 with a disability: This group may be reliant on accessible local transit services and,
therefore, may also consider public transit options to make a long trip. Eleven percent of the riders
surveyed as part of this study indicate that they have a condition or disability that prevents them from
driving.

¢ Autoless households: Among Kansas intercity bus riders, six percent indicated that they took the bus
because they do not have a car or they are unable to drive. Fifty-six percent indicated that they do not
own or have access to a car for long trips. This latter group may own a vehicle, but it may not be
reliable for a longer trip.**

Among elderly Kansas riders, 19 percent indicated in the survey that intercity bus is essential. Forty-three
percent of disabled riders consider the bus essential. For the ten percent of riders who use the bus to get to
their jobs, it is likely that many need the bus to access their place of employment.

The Economic Impacts and Social Benefits of the U.S. Motorcoach Industry

A national study on the intercity bus industry found that in 2007, tourists purchasing motorcoach services
and industry spending on new motorcoaches generated $55.0 billion in sales nationally, supporting
792,700 jobs in the U.S. economy. Of these jobs, 774,000 are related to visitor spending associated with
intercity bus service. Roughly 18,700 jobs are related directly to motorcoach industry purchase of new
equipment.

** Indiana Intercity Bus Study, Indiana Department of Transportation, prepared by RLS & Associates, Inc., January 16,
2009; 1995 BTS American Travel Survey, and others.
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Tourists purchased $5.6 billion of motorcoach industry services, but these visitors also purchased goods
and services provided by other tourism-related industries, such as traveler accommodations, food and
drink, recreation and entertainment, travel arrangement and reservation services, urban transit, and so
forth. In 2007, motorcoach travelers spent $26.9 billion on tourism-related goods and services, other than
intercity transportation. These direct sales supported 568,000 jobs.

In addition to direct impacts, indirect impacts are also generated by this spending. Direct spending by
visitors on services provided by the motorcoach industry generated an indirect spending impact of $3.2
billion due to the purchase of materials and services required to provide motorcoach services. This
indirect spending supported 27,000 jobs. Direct spending by visitors on goods and services provided by
other tourism-related industries (excluding intercity transportation) generated an indirect spending effect
totaling $16.7 billion, as well as 118,000 jobs.

American Bus Association (ABA) Economic Impact Study

The ABA Economic Impact Study, prepared for the ABA Foundation by John Dunham and Associates,
Inc., used IMPLAN to estimate the economic impact of intercity bus. According to the study, the
motorcoach travel and tourism industry accounts for about $112.7 billion in output or nearly 0.8 percent
of GDP. The industry directly or indirectly employed approximately 1,057,000 Americans in 2009 and
these workers earned $40.6 billion in wages and benefits, according to the study.

Implications for Kansas Intercity Bus Service

As pointed out in the national and state studies described previously, the intercity bus industry stimulates
economic activity in several ways. First, tourists purchase motorcoach industry services, as well as goods
and services provided by other tourism-related industries, such as traveler accommodations, food and
drink, recreation and entertainment, travel arrangement and reservation services, urban transit, etc.
Second, the industry itself must make purchases to support its service. For example, vehicle purchases
generate economic impacts in the economy. In 2011, KDOT purchased four buses for Prestige Bus Lines.
At an approximate purchase price of $475,000, the purchase of four buses translated to $1.9 million in
generated spending. Using the results of national economic impact studies, it is estimated that this vehicle
investment generated 36.3 jobs nationally.

Conclusions

e Nearly 73 million people living in rural areas in the U.S. have access to regularly scheduled intercity
bus service. For 14.4 million rural residents, motorcoaches are the only available mode of intercity
transportation.

o [t is estimated that intercity bus service grew 6.0-8.5 percent nationally in 2010 compared to 2009.

¢ Based on the Kansas intercity bus survey, most riders are:

o Lower income — 54 percent of the travelers surveyed reported making less than $25,000 annually
and 32 percent of these riders reported making less than $15,000 per year.

o Predominantly white (52 percent) — but this is relatively lower than the overall share of the state’s
population that is white (88 percent). This suggests that the racial composition of bus riders is
different than the overall population.

o Aged 41 to 65 (34 percent), with another 30 percent 18-25, 29 percent 26-40, 5 percent over 65,
and 3 percent under 18.

e Among elderly Kansas riders, 19 percent consider the intercity bus essential and 43 percent of
disabled Kansas riders consider the bus essential.
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e The largest share of Kansas intercity bus travelers surveyed chose the bus over other modes because
of the cost (27 percent). When considering both out-of-pocket and time costs, intercity bus is less
expensive than alternative modes of auto and air.

e Intercity bus travelers can use their transportation time productively — read, work, etc.

e Motorcoaches are more than twice as fuel efficient as commuter and intercity rail and more than four
times greater in fuel efficiency than domestic air carriers and transit buses. In addition, motorcoach
emissions of carbon dioxide are lower than any other mode of passenger transportation.

e KDOT’s expenditure on four buses generated nearly $2 million in spending and 36 jobs.

e Based on data from 1996 to 2005, the federal bus subsidy per passenger mile is lower than any other
mode.
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5. Ridership Markets & Stakeholders

Two fundamental questions need to be addressed in Kansas’ ICB evaluation:

(1) Who is currently riding ICB, and why?
(2) Who might ride ICB, why aren’t they now, and what would induce them to do so?

This chapter presents findings related to these questions. A multi-pronged approach was used to answer
the questions:

e Paper and online surveys were developed and distributed to various population groups (2,676
responses were received). To view the survey instruments see Appendix B. Where relevant,
email blasts or web postings were used to inform groups and the general public about these
surveys. A summary of survey results can be found in Table 5-7 at the end of this chapter.

e Focus groups were held with certain stakeholder populations that proved difficult to reach with
surveys.

e One-on-one interviews were conducted with key representatives of certain stakeholder
populations, or individuals that had access to information regarding these populations (such as
coordinators at the state level).

e Demographic, geographic and document research was conducted to supplement the personal
outreach described above.

The remainder of this chapter folds the results of these findings into facts and themes related to these
observed and potential ridership markets. These populations are divided into three broad categories:
Current Users, Institutions, and Population Groups.

Current Users

The best first indicators of who might ride ICB are those who already ride ICB. For this reason, on-board
surveys were conducted during the fall and early winter of 2011 on each of the routes served by the three
major intercity bus providers: Greyhound, Jefferson Lines, and Prestige Lines. Passengers on each of the
routes were provided incentives to fill out a paper survey while they were riding the bus. This survey
form differed somewhat from the other survey formats, in that certain questions from this form were not
asked elsewhere. For those questions, results are not included with the rest of the responses in Table 3-6
at the end of this chapter, but are rather shown within the text below.

There were a combined total of 334 passengers observed on these routes, and 48 percent completed
surveys, for a total of 159 responses. However, due to the long-distance nature of the intercity bus system,
many of the surveys filled out were from passengers making through trips; trips that neither began nor
ended in Kansas. For the purposes of this analysis, these through-trip surveys were excluded, leaving a
total of 80 responses.

e Demographics: Among on-board respondents, male riders outnumbered female riders by almost
exactly 2 to 1. As the age graph below shows, respondent age was fairly evenly split, except for the
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youngest and oldest groups, which were quite underrepresented. The average household size for
respondents was 2.3 people, slightly lower than the 2010 Census statewide average of 2.49. Over half
of respondents were White, a quarter were Black/African American, and 10 percent were Hispanic or
Latino. A number of respondents (11 percent) reported that they had a disability that prevented them
from driving.

Gender Disabled Status Race/Ethnicity
Female 34% Yes 11% White 52%
Male 66% No 89% Black or African American 26%

Hispanic or Latino  10%

Age Household Size American Indian or Alaska Native 5%
Under 18 3% 1 32% Asian 5%
181025 30% 2 34% Native Hawaiian or Other Pacific..2%
261040  29% 3 14%
411065  34% 4 10%
Over65 5% 5ormore 9%
o Employment/Income:  About 45 Employment Categories
percent of on-board respondents
0,
were not currently regularly Unergmfn(: 1 4:/“’
. . (]
employed '(1nclud1n.g. students and Reired 13%
retirees, in addition to the Construction 12%
traditional “unemployed” Transportation 9%
. . 0,
fell into fairly low household Sales or Ssr\t/?:; 450//° Annual Household Income
. . 0
income categories of $25,000 or Homemaker 4% Less than $15,000 32%
less; only 7' percent had an annual Professional/Mgmt 4% $15,000 to $24,999 299
household income of $75,000 or Healthcare or Social.. 3% $25.00010 $34.999  13%
more.  These reported income Farming & Agriculture - 3% ‘ , 0
levels appear reasonable compared Govemment 1§ :zgggg :O 2:?1323 1406
h ¢ 1 Office or Admin 1% VUU 10 914, 13%
to the types of employment Military 0% $75,000 or more 7%
reported.
Trip Type
o Trip Characteristics: 87 percent of passengers were traveling One-way s

alone and about three-quarters of those passengers were making

. Round Trip ~ 26%
a one-way trip.

e Ticketing: The average ticket cost was $140.75. Ticket Cost
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e Trip Origin - Destination: Respondents provided information on the locations where their trip began
and ended. The most common in-state O-D pairs are from Junction City to Kansas City, MO and from
Wichita to Kansas City, MO, each with three trips apiece. If Kansas City, MO is excluded, the most
common in-state O-D pair is from Lawrence to Wichita, with two trips.

o Trip Purpose: The most often-reported trip purpose was “To visit family /friends” (41 percent), with
the second most popular response being “Job commute” (17 percent). “Moving/ Relocation”,
“Personal or Family Business”, and “Vacation/Recreation” each made up 9 percent of responses.

e Mode Choice: Passengers were asked to provide a reason why they chose to ride ICB, rather than
another mode, for their current trip. Over a quarter of the respondents indicated “Cost”. All of the
other possible reasons listed had fewer than 10 percent of responses apiece. However, more can be
learned by grouping similar responses, such as: “no other option”, “I did not have any one to drive
me”, and “no car/cannot drive” - which made up 21 percent of respondents.

Passengers were asked to provide information about how they travelled to and from the location
where they got on and off of the intercity bus. The most common responses were “dropped oft” (55
percent) and “picked up” (70 percent). The next most common response was “taxi” (13 percent at the
start of the trip and 10 percent at the end of the trip). “City bus” was not a common response, with
only 5 percent at the start and 4 percent at the end, which seems low given that 71 percent of the
surveyed Kansas origins and 74 percent of the surveyed Kansas destinations were in cities with
transit. Passengers were also asked about the distance they had to travel to get to and from the ICB
stop. The average distance at each end of the trip was approximately 16 miles.

o Trip Frequency: The survey asked
respondents about the frequency with
which they typically travel via ICB
(excluding their current trip). As can be Never W1x W2x m34x m5+
seen in the graph at the right, 54 percent Long Dist Bus 46% -8%- 17%
of respondents had ridden ICB at least
one other time during the previous 12
months. This may correspond to the fact
that 56 percent of respondents did not
have access to a personal vehicle that
they could use for a long trip.

On-board Bus Ridership Frequency (n=80)

(in last 12 months, excluding current trip)

o Service Improvements: Passengers were also asked to rate potential improvements to ICB service.
Ideas that scored high in terms of importance to riders mainly had to do with the condition of the
buses. Eighty-three percent of respondents felt that “more comfortable seats” was an important
improvement. Other ideas deemed to be important had to do with cleanliness; “cleaner bathrooms”
(78 percent) and “cleaner bus stops and stations” (75 percent). “Adding electrical outlets to buses”
was also a popular response (75 percent). The only suggested improvements that fewer than half of
respondents felt were important were “buses better accommodated the disabled” (48 percent) and
“buses accommodated bicycles” (25 percent).

e Propensity to Ride: Riders were asked if certain changes would affect how often they choose to ride
ICB. The most popular improvements that would reportedly result in passengers choosing to ride
more often were “if bus ticket prices were cut in half” (64 percent) and “if bus trips took less time”
(61 percent). Another service change that received a fairly positive response was “if buses departed
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and arrived at a more convenient time” (55 percent). Just over half of respondents (51 percent)
reported that they would ride more often if “gas prices rose to $5 per gallon.” For each of the
remaining service changes listed, the majority of respondents felt that the change would have no
effect on how often they choose to ride ICB.

o Service Expansion: Respondents were asked to identify potential new stop locations within (or near)
Kansas. Only 27 respondents chose to provide an answer to this question, but the most common

responses were Kansas City, Kansas and Manhattan, Kansas, each with 3 responses.

Based on the assumption that residents who choose to use public transit when travelling locally might
also choose to use a bus for long-distance travel, existing transit riders were selected as another target

population group for this study.

The study team conducted surveys of
six different transit providers, listed in
Table 5-1. These six were selected for
their geographic diversity as well as
their varying service types and system
sizes.

For this population group, both paper
and online surveys were used. The
paper surveys were predominantly
distributed directly on the transit
buses, with the exception of Wichita
Transit,  where  surveys  were
distributed at the transit center. A link
to the online survey was posted on the
Kansas  University  Transportation
Center (KUTC) website, and the
DSNWK Transportation website. A
total of 253 surveys were returned (24
online, 229 paper). Table 5-7, at the
end of this chapter, summarizes the
results.

Table 5-1: Transit Providers Targeted for Survey

Distribution
Provider Service Name Service Type Coverage
Developmental ACCESS Demand- Hays, Ellis County
Services of Northwest Response
Kansas (DSNWK)
Finney County Transit City Link Fixed-Route Garden City
(FIT) Mini-Bus Demand- Finney County
Paratransit Service ~ Response
Flint Hills Area aTa Bus Fixed-Route Manhattan
Transportation Authority  F| ATA Paratransit ~ Demand- Riley County, Fort
Response Riley, Junction City
Johnson County Transit ~ The JO Fixed-Route Kansas City
Metropolitan Area
OCCK, Inc. City Go Fixed-Route Salina
Regional Demand- North Central Kansas
Paratransit Response
Intercity Route Fixed-Route Belleville-Concordia-
Minneapolis to Salina
Wichita Transit Fixed-Route Wichita Metropolitan

Area

At the request of Finney County Transit, a portion of the surveys distributed on their buses were in
Spanish, to cater to their large Hispanic/Latino clientele. Throughout the state, the Hispanic community
and other minority groups appear to make up a fairly large proportion of the transit riders. According to
the survey data, 34 percent of responses came from minorities. This is a fairly high percentage, when
compared to statewide data, which indicates that only 22 percent of Kansas residents are minorities.
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e Mode Choice: As with each of the

other population groups, the most Transit Rider Long-Distance Travel by Mode,
commonly used mode of transportation Most Recent 12 Months (n=253)
for transit riders is the automobile. Never 12x  m36x  me+

However, the graph at right reveals
additional information about the long-
distance travel habits of transit riders:

Auto - Self 33% 16% BNEY) 37%
Auto - Others 24% 29% 20% 27%

(1) One-third of respondents had not A'rplan.e 61% 24% - R
taken a trip over 50 miles in their Train Sl f0% M 5% 2%
personal vehicle in the past 12 months Intercity Bus i 1%
(a fairly high percentage compared Charter Bus 90% 6% 3% 1%
with other population groups). (2) Bus- other 70% 5% 20% |
More respondents had taken a long trip Other 7% 9%

in someone else’s vehicle than they

had in their own vehicle, meaning that

there is fairly significant amount of

long-distance ridesharing taking place. The graph also points out that 25 percent of respondents had
travelled via intercity bus at least once in the past 12 months, which is quite high in comparison to
other population groups.

When asked why they chose to ride ICB, the most common response was “Cost” (20 percent). A
close second response, however, was “No car or cannot drive” (16 percent), which may indicate one
reason why these respondents also use transit. Reiterating this point, 43 percent of respondents
indicated that they do not have access to a car for a long trip, and 17 percent stated that they have a
condition or disability that prevents them from driving. For respondents who had not travelled via
intercity bus in the past 12 months, the reasons given include: “I prefer the convenience of a personal
automobile” (23 percent) and “The bus does not go where I need to travel” (17 percent).

e Propensity to Ride: Transit riders report that they would ride ICB more often if “Buses departed and
arrived at a more convenient time” (66 percent), and if “Gas prices rose to $5 per gallon” (61
percent).

o Service Improvements.: Improvements that are deemed important by transit riders are “Better lighting
and more security at stops/stations” (75 percent), and “Cleaner bus stops/stations” (71 percent). It is
interesting to note that transit riders feel that improvements to stops and stations are more important
than improvements to the buses themselves. This acceptance of intercity buses by transit riders may
be due in part to their familiarity with buses in general.
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Certain types of institutions (both public and private) represent large concentrations of potential ICB
users. Three such categories are described below: universities, the Justice System, and the military.

College students were targeted in this study for several reasons. Typically, students fall into a lower
income category, and often do not have a personal vehicle with them at school. In addition, most students
must travel some distance to get home at summer and winter break, as well as other periodic visits and

excursions throughout the year.

There are six  state
universities in Kansas, with
a total student population of
nearly 87,000. In addition, 2
there are 22 independent
colleges/universities with a

total student population
over 125,000. Finally,
there are 19 community
colleges, with a total

enrollment of nearly 67,000
— and student housing for

Figure 5-1: Colleges & Universities in Kansas
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over 2,800. Figure 5-1 illustrates these institutions.
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Table 5-2: Kansas Public

e Qutreach Approach: To get a sense of student propensity

to use ICB in Kansas, each of the state universities were
contacted and asked to help with the distribution of an

online survey via e-mail blast to their students.

indicated in Table 5-2, five of the six agreed to

participate. Table 5-7,
summarizes the results.

e Demographics: As would be expected, the majority of
survey responses from this group came from people

at the end of this chapter,

between the ages of 18 and 25 (65

percent). And, as anticipated,
highest number of respondents

the
(32

percent) fell into the lowest household

income category (less than $15,000 per

year).

e Mode Choice: The survey asked about
the long-distance travel habits of the
respondents over the past 12 months.
The responses are shown in the graph at
right. The most commonly used mode
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Auto - Others
Airplane
Train
Intercity Bus
Charter Bus
Bus- other
Other

Auto - Self

Universities
Enrollment Survey
University (Spring 2010) Responses
University of Kansas 28,414 612
Kansas State 21,570* 135
AS  Wichita State 14,603 468
Fort Hays State 9,342 -
Pittsburg State 6,752 118
Emporia State 6,134 34
Total 86,815 1,367

*Note that for K-State only the School of Engineering

students.

participated.  Distribution

was  approximately 3,000

Student Long-Distance Travel by Mode,

Most Recent 12 Months (n=1367)

Never

1-2x  3-6x m6+

9% 11% B 64%

14% 28%

40%

88%
89%

89%

35%
9% W 2% 1%
7% Ml 2% 2%
6%l 1% 1%
4700 22 5%
190 0% 2%

93%

96%
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of travel for trips of 50 miles or more is the personal automobile, with 91 percent of respondents
having used that mode for at least one trip. Eleven percent of students reported that they had taken
one or more trips via intercity bus during that same time period.

For those who did not choose ICB for long-distance trips, the most common stated reason was “I
prefer the convenience of a personal automobile” at 25 percent. A close second response was “The
bus didn’t cross my mind as an option” at 18 percent. This response may indicate a lack of awareness
of the ICB system. Supporting that possibility is the fact that 54 percent of respondents selected “I
don’t know” when asked where the closest ICB stop is to their home. Targeted marketing may be a
good strategy because students do appear to be willing to ride ICB. When asked how often they
would ride ICB if a new route that they suggested were made available, almost half (47 percent)
indicated that they would ride once a month or more. For students that did choose to ride an intercity
bus, the main reason for that choice was “Cost”, making up 25 percent of responses.

Propensity to Ride: Respondents were asked whether certain changes would cause them to ride ICB
more often. The most common response was if “Buses took less time” at 62 percent. Additionally, 61
percent of respondents indicated that they would ride ICB more often if “Bus stops and stations were
closer to where I started or ended my trip”. This response points out that local transit connections may
be lacking.

Service Changes: Respondents were also asked whether certain service improvements are important
to them. The potential improvement seen as most important to students was “Bus stops and stations
had better lighting and more security” (67 percent), indicating that there may be a perceived safety
issue associated with ICB. Cleanliness is also of concern to students with 66 percent selecting
“Cleaner bus stops and stations” as important and 65 percent citing “Cleaner bus bathrooms” as
important.

Within Kansas, the Department of  Figure 5-2: State Correctional Facilities

Corrections  (DOC)  operates  eight

correctional facilities (prisons) and 19
parole offices, as shown in Figure 5-2.
Among these types of facilities there are
multiple population groups that are targets
for intercity bus use, including parolees,
released prisoners, and visitors to
correctional facilities.

Parolees
Parolees are required to report to their
assigned parole officer on a regular basis.

® Bus Stops )
Parole Office
@ correctional Facility

For parolees who do not live in one of the 19 cities that have a parole office, they must travel a longer
distance for these regular check-ins, and are therefore good candidates for intercity bus travel.

e Qutreach Approach: To get an indication of parolee usage and potential usage of ICB, surveys were
sent to the three largest parole offices (Topeka, Olathe, and Kansas City, KS). Paper surveys were
distributed to parolees and their family members at the offices. A total of 65 responses were collected.
Table 5-7, at the end of this chapter, summarizes the results.
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® Mode Choice: Outside of trips to Parolee Long-Distance Travel by Mode,

their parole office, parolees generally Most Recent 12 Months (n=65)
do not travel long distances, due to Never 1% m36x  mgt
the conditions of their paroles. If it Auto - Self o 5%

becomes necessary (for reasons

approved by the DOC) for a parolee AUtO'F)thers 5% 24%

to travel outside of their assigned Airplane % 5ol 2% 2%
parole district, they must obtain Train 98% 2% 0% 0%
advance permission to do so. The Intercity Bus 81% 14% 1 0% 5%
responses in the graph to the right Charter Bus 93% 7% 0% 0%
reflect this lack of travel. Well over Bus- other 89% 2l 5%
half of parolees surveyed had not Other 97% 3% 0% 0%

traveled more than 50 miles in the
past month in a personal automobile.

Considering the lack of travel in general, this group does have a relatively high percentage of ICB
users (19 percent). When asked why they choose to ride ICB, the top responses were “No car or
cannot drive” (17 percent) or “Cost” (16 percent). For those parolees who did not ride ICB the most
common reason was the same as for most other population groups: “I prefer the convenience of a
personal automobile.” Parolees, however, did have the highest number of “I had no need for long-
distance travel” responses than any other population group (15 percent).

e Propensity to Ride: Interest in riding ICB is somewhat split, with respondents indicating that they
would either never ride (40 percent) or would ride once a month or more (38 percent) if new routes
were implemented where they wanted to go.

o Service Improvements: Compared to other groups surveyed for this study, parolees indicated less
propensity to begin riding ICB under changed conditions. The change that would most likely get
respondents to ride ICB more often was if “Gas prices rose to $5 per gallon,” and only 49 percent of
respondents selected that. Very few potential improvements were rated as important by this group
either. The improvement with the highest response was “Safer buses (more security)”, which 43
percent of parolees felt was important.

Released Prisoners
In most cases, released prisoners are picked up by a family member or friend. However, when that is not
possible, the Department of Corrections is responsible for ensuring that released prisoners have the
resources necessary to travel back to their county of residence, or to the county of their prosecution, upon
their release. Therefore, when a released prisoner cannot be picked up, the DOC will often purchase an
ICB ticket for him or her.
Table 5-3: Release Data - Kansas Prisons
e Qutreach Approach: In order to gather

Annual Prisoners Location of
information on this population group, an Prisoners  Transported Nearest Distance
Excel-based questionnaire (different from Released” 1o ICB ICB Stop (miles)

. .. El Dorado 465 94 Wichita 33

the online and paper surveys distributed o oin 303 140 Salina 35

to other groups) was sent to each of the  Hytchinson 864 71 Wichita* 54

wardens at the eight correctional  Lansing 870 206 Kansas City, MO 30
facilities' Responses were received from Larned 240 occasionally Hays or DOdge Clty 58 or 64

seven of the facilities. Norton - - - -

Topeka 546 120 Topeka 25

Winfield 416 65 Wichita 53

*Information reported was from 2010 for some facilities, and 2011 for the others.
**There is an ICB stop in Hutchinson, but it is reportedly not used by the
correctional center.

KDOT Intercity Bus Study 44



o Currrent Usage: As Table 5-3 indicates, each of the responding facilities reportedly transported some
number of former inmates to an ICB stop upon their release. For the six facilities that had an exact
count, 696 such transports (20 percent of total releases) were reported. Only two of the prisons are
located within cities that have an ICB stop, so for many of these prisons, the transported distance is
fairly far.

Visitors

Each of the correctional facilities surveyed have visiting hours every weekend and most holidays.
Information was not readily available for each of the facilities, but among those that did respond, the
weekly visitor totals varied from 130 to over 1,000 visitors. For the most part, information regarding
where visitors were travelling from and by what means they travelled was not available from the wardens.

e Qutreach Approach: To supplement the data provided by the wardens for this population group, a
link to the online survey was posted on the Department of Corrections website. It cannot be said for
certain that all of the responses were from potential visitors, because the website is open to the
general public. A total of 23 responses were received. Table 5-7, at the end of this chapter,
summarizes the results.

e Mode Choice: This group of

respondents traveled via personal DOC Website Long-Distance Travel by Mode,
automobile more often than any Most Recent 12 Months (n=23)
of the other population groups Never 1-2x  m36x WG+
surveyed. As can be seen in the Auto - Self 4%JEEID 83%
graph to the right, 100 percent of Auto-Others ~ 22% 2% [EED 43%
re.spOHFIents had traveled over 50 Airplane 74% 22% .4% 0%
mll.es in the past 12 months in Train 87% BT 0% 0%
their p.ersona[li azlutogrr;’oblle at leas‘; Intercity Bus 96% ofll 4 0%
one time. And, percent o Charter Bus 96% offl 0% 4%
respondents had traveled that

. . . Bus- other 100% 0% 0% 0%
distance six or more times. Only

Other 100% 0% 0% 0%

four percent of respondents used
intercity bus for long-distance
travel during that time period.

When asked why they did not travel via intercity bus, respondents from this group were the only ones
that did NOT select “I prefer the convenience of a personal automobile” as their most common
response. Instead, “The bus does not go where I need to travel” was the most popular response (25
percent vs. only 20 percent on the convenience response). Considering that only two of the eight
cities with prisons have intercity bus service, this response is not surprising. The interest level in ICB
is potentially high considering that 82 percent of respondents indicated that they would ride ICB more
than once per year if the bus had service to where they wanted to go. Of those, 53 percent said they
would ride ICB once a month or more.

e Propensity to Ride: Changes that would affect how often respondents from this group would ride ICB
include if “Bus trips took less time” (86 percent), and if “Convenient transportation was available
to/from stops” (80 percent).

e Service Changes: According to this group, the most important improvement that should be made to

the current ICB service is to make “Bus stops and stations cleaner” (95 percent), followed by making
“Bus bathrooms cleaner” (86 percent).
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Military personnel were chosen as a target
population group for this study, for many of
the same reasons that university students
were chosen. Many soldiers are young and
have low incomes. In addition, they are
relocated far from home and have a need for
travel at certain times of year (for breaks,
holidays, etc.)

In the state of Kansas, there are three major
military installations; Fort Riley, Fort
Leavenworth, and McConnell Air Force
Base. The locations and approximate

Figure 5-3: Military Installations in Kansas

Ft. Leavenworth (12,400)
Ft. Riley (42,300) o

McConnell AFB (9,800)

populations of these installations are shown in Figure 5-3. The population numbers shown include
enlisted soldiers, as well as families living on base and civilian employees working on base.

Currently none of the bases have direct ICB service. At Fort Leavenworth, the closest stop is in Kansas
City, MO — a distance of almost 40 miles. At Fort Riley, the nearest stop is closer (Junction City — under
10 miles), but with no local public transit, access is difficult for those without a personal automobile

(more likely to ride ICB).

e Outreach Approach: For this group, the outreach effort was challenging. Due to reported logistical

reasons, an e-mail blast to the soldiers on each base was not deemed to be feasible. Additional
restrictions made other outreach efforts difficult to impossible, although Fort Leavenworth did agree
to post a link to the online survey on their garrison website, and also posted an announcement of the
survey on their Facebook page. Unfortunately, only 13 responses were received. To supplement this
limited data, brief telephone interviews were held with representatives from the two largest bases;
Fort Riley (Assistant Garrison Commander) and Fort Leavenworth (Director of Support handling post
transportation).

e Awareness: Although interviewees did not express a high awareness of ICB (or at least whether ICB
routes served their respective locations), in the small sample of 13 respondents from Fort
Leavenworth, one had traveled via ICB in the past 12 months.

e Demographics: Many families living on post have only one personal vehicle, and interviewees
speculated that intercity bus travel may be used by other members of the family while the one vehicle
was being used for work-related purposes on base. This especially seemed to be the case at Fort
Riley, where many of the spouses would need to travel into Manhattan for employment or medical
reasons.
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Population Groups

e Outreach Approach: Two approaches were used to reach out to a sampling of the general population
across the state:

(1) A mass-mailing of surveys was conducted in early December 2011. The mailing list was
deliberately skewed toward lower incomes. (For more information on this process, see Appendix
B.) A total of 6,000 surveys were distributed, and 442 responses were returned - a fairly typical
response rate of slightly over 7 percent.

(2) A link to an online survey was posted on the front page of KDOT’s website from the beginning of
November 2011 through the end of February 2012. A total of 228 responses were received. The
website is open and available to anybody, although it is reasonable to speculate that the site is
used by many with more interest in transportation issues than the typical member of the general
public. Therefore, the responding population might differ from the general population in two
ways: they might not necessarily all be Kansans, and they might be more transportation-oriented.

Table 5-7, at the end of this chapter, summarizes the results of these surveys.
e Demographics: The two surveys

were remarkably consistent regarding
race, with 88-89 percent of

Travel by Long-Distance Mode, Most Recent 12 Months
Mailed Survey (n=442)

respondents being white (about 10 Never 2 i WO
percent above the state average). Auto-Seit - 13% (8% IS
Gender was also similar: 53-57 Auto - Others - IS 2dk
percent female (slightly above the Airplan.e 54% 32%
state average of 50 percent). The Train ik Gig0% 0%
income and age profiles, however, Intercity Bus S 45 1% 1%
differed markedly. In the income Charter Bus ik 5%l 2% 0%
category, the mailed survey had a Bus- other il 1% 1%
much more even distribution of Other L 47l 3%

income ranges, with only 38 percent
of respondents making over $50,000
(fairly in line with statewide averages);
the website responses were skewed

Travel by Long-Distance Mode, Most Recent 12 Months
KDOT Website (n=228)

toward the higher end of the range, Auto - Self - 5%67IPH 7%
with 61 percent making over $50,000 Auto- Others  19% 2% 22% 32%

b
(more similar to statewide statistics). Alrplane 51% 28% 16% 5%
In the age category, although both Train 85% 11% 1 3% 2%
surveys “skewed older” with 67 — 71 Intercity Bus 91% 478 4% 2%
percent of respondents over 40, the Charter Bus 94% 4 1% 0%
website had a much higher response Bus- other 89% 5%l 2% 4%
rate in the lower end of that range (41- Other 97% 19 0% 1%

65).  These differences are worth
remembering in the analysis of the
remaining responses.
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e Mode Choice: The most common mode of transportation used for long trips in both surveys was the
personal automobile, with 87-95 percent of respondents having reportedly used this mode one or
more times in the past 12 months. Alternatively, 6 to 9 percent of respondents had travelled via ICB
during that same time period.

When asked why they had not chosen to ride ICB, both mail and online survey respondents ranked
the convenience of a personal automobile highest, but the mail respondents ranked it much higher
than any other reason, while online respondents ranked other reasons similarly (such as origin-
destination, time-of-day, and lack of awareness).

e Propensity to Ride: When asked what service changes might make them choose ICB over other long-
distance modes, the two surveys were fairly consistent in their rankings, but the mail respondents
were less assuring in their stated willingness to switch to ICB. As shown in Table 5-7 at the end of
this chapter, 57 to 67 percent of online respondents indicated that changes would increase their
willingness to use ICB, compared to a range of 38 to 42 percent for mail respondents.

e Service Improvements: When asked about the importance of certain improvements to the ICB system,
again, the responses of both surveys indicated similar rankings, but online respondents were much
less willing to try ICB than the mail respondents (33-55 percent positive responses from the mail vs.
63-74 percent positive responses from online, excluding the bicycle accommodation response, which
was low for every survey in this study).

o Awareness: The most desired origin and destination pairs stated by online respondents were from
Garden City to Wichita and from Topeka to Kansas City, MO. Since both of these city pairs already
have ICB service, these responses may indicate that in general, people are not aware of where routes
and stops are located. This response may be correlated to the fact the 29 percent of online respondents
also indicated they didn’t know where the nearest ICB stop was.

Due to the fact that many people with disabilities are unable to operate a personal vehicle (especially over
long distances), this group was included as a target population for this study.

e Outreach Approach: To capture the opinions of this group, surveys were distributed via several
Independent Living Resource Centers around the state. These centers cater to people with disabilities
by providing resources such as computer labs, classes, group meetings, and other support/advocacy
services. Both online and paper surveys were made available to the patrons of these centers in
Wichita, Hays, and several cities throughout southeast Kansas. A total of 94 responses were received.

e Demographics: According to the survey results, 30 percent of respondents report that they have a
condition or disability that prevents them from driving. Although this is a higher percentage than was
observed in any other population group, it is still lower than what might be expected given the
population sample. The household incomes, however, do reflect what might be expected from a
population group with a limited range of job opportunities: 41 percent of respondents reported an
annual household income of less than $15,000.
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e Mode Choice: Similarly to transit

riders, persons with disabilities tend to persons with Disabilities Long-Distance Travel by
travel in other people’s vehicles for Mode, Most Recent 12 Months (n=94)
long-distance travel more often than in Never 12x m3-6x m6+

their own. However, even with the Auto - Self 3% 10%

nu-mber of disabled WhO are unable to Auto - Others 239% 309
drive, 78 percent still reportedly used

A . Airplane 1% 2% e

a personal automobile for a trip at Per i :
. . Train 96% 4% 0% 0%
least one time in the past 12 months. nercity B 859 w1 o
Fifteen (15) percent of respondents g:rC'yBus °° : 0° 00
reportedly took a trip on an intercity arter Bus \ 9% — B o 1%

. . . . - 0

bus during that same time period. This Bus- other 73% 77 R
Other 85% 8% Il 2% 5%

is quite a bit higher than reported by
the general population.

e Propensity to Ride: Interest in riding ICB seems to be high among this population group; 65 percent
of respondents indicated that they would take an ICB trip more than once a year if a new route of
their choosing were to be implemented. Of those, 43 percent indicated that they would ride once a
month or more. The most commonly desired destinations for this group (based on paper survey
responses only) were Wichita (62 percent), Chanute (44 percent), and Parsons (44 percent). Note that
many of the responses came from people living in the southeast quadrant of the state.
Correspondingly, when asked what changes would cause them to ride ICB more often, people from
this group selected “Bus stops and stations were closer to where I live” as the most common response
(63 percent). Another often-stated reason was “If bus ticket prices were cut in half” (62 percent),
which is likely a reflection of the fact that many of these respondents fall into lower income
categories.

o Service Improvements: Not surprisingly, the improvement deemed most important by respondents
from this group was “Buses better accommodated the disabled” (76 percent). Many ICB providers are
fully ADA-compliant, while others are moving swiftly in that direction.

In Kansas, there are over 350,000 people over age 65 — more than 12 percent of the total population.
Senior citizens were chosen as a target population group in this study for several reasons: (1) They may
be unable to drive due to physical limitations, (2) They tend to live on lower, fixed incomes, and (3) They
may be more likely to travel long distances because they have more time, due to retirement.

e Outreach Approach: This segment of the population proved challenging to reach in large numbers.
Contacts were sought through the Kansas Department on Aging (KDOA) and the 11 statewide Area
Agencies on Aging (AAA). Links to the online survey were posted on the KDOA website, as well as
four of the AAAs (Central Plains, Northwest Kansas, East Central Kansas, and Johnson County).
Surprisingly, only 18 survey responses were received. Furthermore, it was challenging to identify a
centralized location for distribution of paper surveys. Table 5-7, at the end of this chapter,
summarizes the results.

To supplement the surveys, a series of interviews and focus groups were held. The Silver-Haired
Legislature (a group that develops bills and resolutions regarding issues of concern to senior citizens
and presents to the Kansas Legislature) assisted with the recruitment of participants for the interviews
and focus groups:
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- Northwest Phone Interview: A member of the  Figure 5-4: Former CAREVan
Silver-Haired Legislature from northwest Routes in Northwest Kansas
Kansas and a Norton County Commissioner —— \n/ThurRout
participated in a phone interview on April 30, il-f:nci
2012. There has been no ICB service in the
northwest part of the state for more than 20
years. In the past, there was a medical service J
van (CAREVan) that provided trips from St.
Francis to the Hays Medical Center with service ue:ﬁ,i Rolie
to 12 other cities (varying by day) in the
northwest part of the state. The service was Hays
funded by KDOT in conjunction with ——1
Developmental Services of Northwest Kansas
(DSNWK) and the Hays Medical Center. The routes are depicted in Figure 5-4, or for the
complete schedule, see Appendix C.

Wed Route

- Salina Focus Group: A focus group meeting was held at the Salina Senior Center on May 9,
2012. There were 8 participants, representing cities throughout central Kansas including Salina,
Beloit, Inman, Clyde, and Wichita. Salina and Wichita are currently served by ICB.

- Lawrence Focus Group: A second focus group meeting was held at the Lawrence Senior Center
on May 11, 2012. There were 9 participants, representing cities from the eastern portion of the
state, including Topeka, Lawrence, and the Johnson County area. Lawrence and Topeka are
currently served by ICB.

e Economic Effects: The northwest respondents believe that the lack of transportation has been the
cause for some people to move out of the area, and that the local economy would see a lift if ICB was
brought back into the area.

e Trip Purpose: Rural area representatives indicated that the greatest transportation need for rural
seniors relates to medical treatment. In some areas, volunteer transportation services provide such
transportation, but volunteers are not an inexhaustible resource, and some people are left without
transportation. A significant constraining issue is that such services typically don’t travel across state
lines, due to the fact that procuring a USDOT number would be cost-prohibitive. In some cases, the
nearest medical treatment centers are in neighboring states, but because of the constraint mentioned
above, transportation services often must travel a longer distance to stay within Kansas, taking more
time per trip that could be spent providing trips to additional seniors. The inability to access medical
services was cited as a reason for seniors moving away from rural areas (to be closer to such
services).

Urban area representatives were not as focused on medical trips; instead, their indications of
transportation need revolved more around pleasure trips: vacation, shopping, or visiting relatives.

e Propensity to Ride: In rural areas, a few demand-response programs currently provide transportation
services that seniors use. One example is the Solomon Valley Transportation program, operated out
of Beloit. This program is predominantly for medical trips but also takes care of general needs trips,
such as shopping. The service has been in operation for about a year and reportedly averages over 500
trips per month. It is reported that, at times, the service has had to turn away riders because there is
not enough capacity. The representatives from this service also indicate that they are getting requests
for longer trips that would link riders up with larger cities. They suggested that if greater funding
were available, their service could act as a feeder service taking people to Salina to access ICB. A
similar suggestion was made in the northwest: that a system such as the former CAREVan would be
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very beneficial to their region, and that a service such as this could also serve as a feeder route to the
nearest ICB stop (currently in Hays).

Urban representatives indicated that, although ICB may be available in a given area, seniors often do
not choose to ride ICB because they prefer the convenience of a personal vehicle. However, it was
agreed upon that many seniors (including one of the interviewees with limited vision) are unable to
drive and must rely on public transportation to get around.

Service Improvements: Improvements desired by seniors fall into some specific categories:

- Accessibility. Accessibility was felt by some to be of primary importance, because many
seniors need buses that can accommodate users of wheelchairs, walkers, or canes. Narrow
aisles and limited space around seats do not allow for easy mobility with these aids. Other
specific accessibility improvements suggested included low-pitched on-board audio
announcements for seniors with hearing loss, and large-print schedules for those with vision
impairments.

Having better connections to local transit was also mentioned as a needed improvement to the
existing intercity bus system.

- Comfort. Increased legroom was one specific comfort consideration mentioned relative to
seniors.

- Cost. Always a consideration, cost is especially important to seniors living on fixed incomes.

Service Expansions: In rural areas especially, the limited number of stops and the location of those
stops were mentioned as problems for some sen