
U.S. Department 
of Transportation 

Urban Mass 
Transportutton 
Mm1, llStration 

UM T A-M A-06-0049-85- 16 

A Corridor Route Simplification 
Demonstration in Miami, Florida 

UMTA/ TSC Evaluation Series Final Report 
September 1985 

. ...... _ . ____ .,,._ .... ________________________ . _____ _ 

HE 
5634 

· .M45 
E53 

., 1985 

S.C.R. T.D. LIBRARY 

- .. ' • 7 

, . . . ' · UMTA Technical As . . , 
• • • • • 



. 



I 

,. 

4. 

7. 

Report No. 2. Government Accession No. 

UMTA-MA-06-0049-85-16 

Title and Subtitle 

A CORRIDOR ROUTE SIMPLIFICATION DEMONSTRATION 
IN MIAMI, FLORIDA 

Author(s) 

Larry S. Englisher and Richard D. Juster 

3. 

5. 

Technical Report Documentation Paae 
Recipient's Cata log No. 

Report Date 

September 1985 
6. Perform ing Organizat ion Code 

DTS-64 
8. Perform ing Organ izat ion Report No. 

9. Performing Organizat ion Name and Address 10. Work Unit No. (TRAIS) 
Multisystems, Inc.* UM527/R5631 1050 Massachusetts Avenue 
Cambridge, MA 02138 11. Cont ract or Grant No. 

DOT-TSC-1412 
12. Sponsoring Agency Name and Address 13. Type of Report and Period Covered 

U.S. Department of Transportation Final Report 
January 1980 - November 1983 Urban Mass Transportation Administration 

Office of Technical Assistance 
Washington, DC 20590 

14. Sponsoring Agency Code 

URT-30 

15 . Supplementary Notes 

U.S. Department of Transportation 
*Under contract to: Research and Special Programs Administration 

Transportation Systems Center 

16. Abstract 

1 7. Key Words 

Cambridge, MA 02142 

'l'he MilllDi Corridor Route Simplification Oemon■tration was aimed at improved 
level of ■ervice and operational efficiency through the restructuring of bus 
route■• The profect initially targeted a aeries of overlapping parallel 
route■ in Mi .. i Beach. The Metr~Dade Tran■portation Administration (MOTA) 
propo■ed to replace the duplicative ■ervice■ with a ■ingle direct trunk 
■ervice and a number of neighborhood feeders. After partial iaplementation of 
thi ■ concept and some public meeting ■, MOTA terminated the experiment, 
convinced that the concept vould not be ■ucce■■ful in Miami Beach, largely due 
to the resi ■tance of the largely elderly rider ■hip . 

MOTA ■ubsequentlty shifted the project to South Dade, a rapidly growing 
suburban area, which had ■everal circuitous routes, as a result of numerous 
bu■ route extensions. There MOTA attempted to implement its suburban service 
concept, in which express service to dovntovn is complemented by long local 
route ■, while off-peak ■ervice is oriented to local ■hopping needs. The 
■ervice changes actually implemented were only a portion of the total concept 
a■ originally planned. The change ■ that were implemented caused inconvenience 
to some pa■sengers who vould have to transfer, while others benefited from 
more direct service . Pas■enger complaints about the ■ervice changes and low 
ridership on mo■t of the new express ■ervice caused MOTA to restore the old 
■ervice and eliminate all but one express run. Thu ■, the project was not 
succesful in meeting its aim. The ■uburban service concept never received a 
full test, although it appears that it needs to be modified to take into 
account the inconvenience that transferring may cause ■ome passengers. 

As the South Dade corridor phase of the project was being completed, MOTA 
planners were restructuring most South Dade routes to feed the new Metrora i l 
■ervice. The demonstration project is continuing with a study of passenger 
responses to this re■tructuring of the bu■ system. 

18. Distr ibution Statement 

Suburban Transit Service, Zoned Bus, 
Route Restructuring, Service and 
Methods Demonstration 

Document available from the Service 
Assessment Division, DTS-64. 
Transportation Systems Center, 
Kendall Square, Cambridge, MA 02142 

i 19. Security Classif . (o f this report) 
I 

20 . Security Class1f. (of this page) 21 . No . of Pages 22 . Price 

Unclassified Unclassified 58 

Form DOT F1700 .7 (8-72 ) Reoroduct1on of comoietea cage 3Ut "' or,zed 



08190 

HE 
5634 
.M4!5 
E53 
:1.985 



PREFACE 

The Metro-Dade Transportation Authority (MOTA) received a 
grant from the Urban Mass Transportation Administration under 
its Service and Methods Demonstration Program to experiment 
with route restructuring to improve efficiency and service 
quality. As a service to UMTA, the Transportation Systems 
Center of the U.S. Department of Transportation took 
responsibility for the evaluation and contracted with 
Multisystems to carry out evaluation activities and prepare 
th is report. 

Multisystems used counts and surveys conducted by the MOTA 
as sources of information for the evaluation. The authors wish 
to thank Ms. Suzanne LaPlant of the MOTA, Mr. Robert Waksman of 
TSC and Mr. Joseph Goodman of UMTA for their assistance. 
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EXECUTIVE SUMMARY 

INTRODUCTION 

Beginning in 1980, Miami's Metro Dade Transportation 
Administration (MOTA) undertook a "Corridor Route 
Simplification Demonstration" project, using an UMTA Service 
and Methods Demonstration Program grant, to experiment with 
ways to simplify its complicated route structure. Although the 
initial test corridor was in Miami Beach, the project shifted 
its focus during a second phase to suburban south Dade County. 
This report concentrates on the South Dade portion of the 
demonstration, but summarizes the Miami Beach phase briefly as 
well. 

MIAMI BEACH PHASE 

The first phase of the demonstration involved the 
reorganization of routes in Miami Beach where several 
north-south routes were interwoven in a complicated and 
duplicative pattern. The revised configuration, called 
"zoned-bus", involved providing feeder services within 
neighborhood zones to access a single high frequency trunk 
line. Miami Beach was considered an ideal location for the 
zoned-bus concept since it is a long narrow island that could 
be served with a single trunk route. MOTA started by adding 
the new trunk line, planning to remove the duplicative services 
after the necessary public hearings. However, the "zoned-bus" 
phase of the project was short-lived as a result of the 
substantial adverse passenger reaction to the planned changes 
in service, particularly changes which required increased 
transferring between routes. MOTA attributed the negative 
public reaction to characteristics of the local ridership, such 
as the primarily elderly nature of the Miami Beach population 
(who presumably are most averse to transfers), and shifted the 
demonstration to the South Dade area, where the percentage of 
elderly residents is low. The experience in Miami Beach cannot 
be considered a valid test of the zoned-bus concept. 
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SOUTH DADE PHASE 

aim was to simplify 
efficient service. 

In South Dade, as in Miami Beach, the 
route structure and provide better and more 
Due to the different characteristics of 
demonstration concept was modified as well. 

South Dade, the 

In recent years as South Dade developed rapidly as a 
suburb of Miami's center city, bus route extensions and 
piecemeal modifications were common, resulting in a rather 
circuitous pattern of routes. MOTA reviewed the needs of the 
area and proposed a new service concept, dubbed :• the suburb.an 
service concept," which included a wide variety of service 
modifications including the following key elements: 

1. Peak Period Service 

2. Off-peak Service 
3. Late evening Service -

to Direct express service 
downtown and other workplaces 
Longer radial routes to serve 
local trips 
Express shuttle service 
distant neighborhoods to 
trunk expresses 

from 
the 

Short direct local services 
Services tailored to outbound 
drop-off (e.g., route-deviation) 

These were eventually reduced in scope as a result of both 
public input and internal review at the MOTA. MOTA proceeded 
to implement the remaining elements of the demonstration, which 
consisted of: 

1. Express feeders to downtown expresses 
2. More direct peak local routes 
3. Shortened off-peak service 

The aim of the evaluation was to answer the following 
questions: 

1. Were more riders attracted to transit in the corridor? 

2. Have the changes caused inconvenience to many 
passengers as a result of the need to transfer between 
routes? 

3. Are there particular areas of the corridor that have 
been positively or negatively impacted? 

Although the project never really demonstrated the entire 
"suburban service concept," as originally proposed, the changes 
to corridor local routes and the new express bus services were 
not successful. The express bus feeders achieved little 
ridership; the only successful run was a run proceeding into 
downtown Miami. The local route changes were not popular. It 
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appears that while riders in some neighborhoods gained more 
direct and faster service, Metrobus underestimated the impact 
of additional transfers on the residents of one neighborhood. 
The inconvenience of transfers compounded by a schedule change 
on another route in the corridor led to vocal protests against 
the demonstration changes. This led to a decision to restore 
the original service. Although MOTA estimated that, after 10 
months of operation, overall corridor ridership increases of 
10% resulted (based on revenue data), actual boarding counts 
collected during a selected week in the tenth month of the 
demonstration (November 1983) showed an overall decrease in 
ridership relative to one year earlier. 

Thus, MOTA found that the demonstration resulted in low 
ridership on new services and significant negative reactions by 
current riders to the changes in existing routes. 
Interestingly, once the configured routes were restored to 
their original configuration, there were complaints by riders 
who had benefited from the change. These complaints subsided 
after some time, as had the original complaints regarding the 
demonstration changes. Thus, we cannot conclude that the 
demonstration configuration was better or worse than the 
original route, but it seems clear that one group benefited 
from the change while another group found the change 
detrimental. 

Al though never fully tested in its original form by th is 
demonstration, the suburban service concept appears to need 
substantial refinement. This experiment found the resistance 
to transfers among all segments of the population to be greater 
than anticipated, and a likely key factor inhibiting 
ridership. Any future application of the concept should take 
this into account. This finding has important implications for 
MOTA which has been reorganizing the Metrobus route structure 
to serve as feeders to Metrorail (implemented since the 
demonstration). As a result, an additional phase of the 
demonstration is being undertaken, using the remaining funds of 
the original grant, to examine MOTA bus planners' current focus 
-- the integration of bus and rail service. 
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1.BACKGROUND 

1.1 INTRODUCTION 

Beginning in 1980, Miami's Metro Dade Transportation 
Administration (MOTA) undertook a "Corridor Route 
Simplification Demonstration" project, using an UMTA Service 
and Methods Demonstration Program grant, to experiment with 
ways to simplify its complicated route structure. Although the 
initiai test corridor was in Miami Beach, the project shifted 
its focus during a second phase to suburban south Dade county. 

The first phase involved the reorganization of routes in 
Miami Beach where several north-south routes were interwoven in 
a complicated and duplicative pattern. The revised 
configuration, called "zon~d-bus", involved providing feeder 
services within neighborhood zones to access a single high 
frequency trunk line. Miami Beach was considered an ideal 
location for the zoned-bus concept since it is a long narrow 
island that could be served with a single trunk route. MOTA 
started by adding the new trunk .line, planning to remove the 
duplicative services after the necessary public hearings. 
However, the "zoned-bus" phase of the project was short-lived 
as a result of the substantial adverse passenger reaction to 
the planned changes in service, particularly changes which 
required increased transfering between routes. MDTA attributed 
the negative public reaction to character is tics of the local 
rider ship, such as the primarily elderly nature of the Miami 
Beach population, and shifted the demonstration during a second 
phase to the South Dade area, where the percentage of elderly 
residents is low. There too, the aim was to simplify route 
structure and provide better and more efficient service. Due 
to the different characteristics of South Dade, the 
demonstration concept was modified as well. 

South Dade, an area of several municipalities within 
southern Metropolitan Dade County, has developed rapidly in 
recent years as a suburb of Miami. Bus route extensions and 
piecemeal modifications were common as new residential 
developments were constructed, resulting in a rather circuitous 
bus network. MOTA reviewed the needs of the area and proposed 
a new service concept for the demonstration in South Dade. 

-1-



The original goals in South Dade included: 

1. Decrease the current operating cost of transit service 
in the South Dade area without cutting service 
availability; that is: 
-eliminate duplication of service 
-improve productivity 
-tailor service to travel patterns by time of day 

2. Simplify the existing route structure to make target 
area bus service quicker and more direct between major 
origins and destinations 

3. Restructure the South Dade bus network to provide 
better neighborhood-oriented service to residents 

4. Increase the flexibility of transit service to respond 
to neighborhood transportation needs; that is, a 
smaller service area for each route 

5. Improve transfer point facilities by locating them in 
activity centers and providing shelters, phones and 
information 

6. Realign the target area bus network to be consistent 
with the Dade County· Transit Development Plan, that is 
to be direct with limits on · the number of transfers 
needed 

7. Reduce impact of transfer cost (by offering free 
transfers during off-peak hours for one year during 
which time the need for transfers would be reduced) 

8. Simplify route numbering for target area express routes 

9. Examine the possibility of implementing several TSM 
techniques, such as express bus feeders and scheduled 
route deviation 

Metrobus staff developed a comprehensive set of proposals 
designed to achieve the above objectives in the corridor, 
originally consisting of the following key elements: 

1. Peak Period Service 

2. Off-peak Service 
3. Late Evening Service -

Direct express service to 
downtown and other workplaces 
Longer radial routes to serve 
local trips 
Express shuttle service from 
distant neighborhoods to the 
trunk expresses 

Short direct local services 
Services tailored to outbound 
drop-off (e.g., route-deviation) 
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The proposals collectively dubbed "the suburban service 
concept," were eventually reduced in scope as a result of both 
public input and internal review at the MOTA. Some were 
dropped entirely from the program, while others were modified 
somewhat. MOTA proceeded to implement the remaining elements 
of the demonstration, which consisted of express feeders to 
downtown expresses, more direct peak local routes, and 
shortened off-peak service, only to find low ridership on new 
services and negative reaction by current riders to the changes 
in existing routes. 

This report describes the results of the Cc;,rridor Route 
Simplification Demonstration. It focusses on the South Dade 
phase of the project, after reviewing the Miami Beach phase in 
Chapter 2. 

1.2 SUMMARY OF THE SOUTH DADE EVALUATION 

In order to assess the ridership, level of service and 
travel behavior impacts on travelers in the South Dade Corridor 
as a result of Metro's implementation of the "suburban service 
concept" demonstration, the evaluation made use of direct 
ridership counts and data available from operator records. The 
aim of the analysis was to answer the foll~wing questions: 

1. Were more riders attracted to transit in the corridor? 

2. Have the changes caused inconvenience to many 
passengers as a result of the need to transfer between 
routes? 

3. Are there particular areas of the corridor that have 
been positively or negatively impacted? 

The results of the analysis are presented in Chapter 4 and 
the conclusions of the project in Chapter 5. A discussion of 
planning and implementation issues is presented in Chapter 3. 

The project never really demonstrated the complete 
"suburban service concept," as originally planned. The Route 2 
corridor changes and the new express bus services were largely 
unsuccessful, however. Express bus feeder services did not 
generate ridership sufficient to meet MDTA's standards for 
continued operation. Local bus route changes were apparently 
unpopular. It appears that while riders in some neighborhoods 
gained direct and faster service, Metrobus underestimated the 
impact of additional transfers on the residents of one 
neighborhood Richmond Heigh ts. The inconvenience of 
transfers (compounded by a schedule change on another route in 
the corridor) led to vocal protests from this neighborhood 
against the demonstration changes. This led to a decision by 
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MOTA to restore the original service (as a new Route 110). 
Although MOTA estimated eventual ridership increases of 10% in 
the corridor as a result of the demonstration changes (based on 
revenue data), actual boarding counts collected for the 
demonstration during a selected week in November 1983 (the 
tenth month of the demonstration) showed a decrease in overall 
ridership relative to counts one year earlier. (There were 
actually increases in some neighborhoods and decreases in 
others.) 

After Route 110 (the restored service) was in place, MOTA 
reports that ridership decreased and comlaints were received 
from riders who preferred the demonstration service. However, 
no project data collection efforts accompanied the restoration 
of the old route configuration to verify the ridership impacts 
and, within a few months, Metrorail service began operating 
from the corridor and numerous bus route changes were 
implemented. 

-4-



2. THE MIAMI BEACH PHASE 

This section documents the origin and results of the 
MDTA's ten month experiment in 1980 ano 1981 with the 80 
Special bus route serving Miami Beach and connecting it with 
the mainland. The service was initiated as a precursor to 
major restructuring of Miami Beach bus routes under the 
corridor Route Simplification SMD Project. However, the 
public's lack of response to the 80 Special led to a 
reappraisal and withdrawal of the overall restructuring plan 
for Miami Beach, the demise of the 80 Special, and the 
subsequently shift of the demonstration to South Dade County. 

2.1 BACKGROUND 

The original concept for the demonstration involved a 
major restructuring of Miami Beach's bus routes (something 
which had never been done before). The centerpiece of the new 
design was to be a high frequency (e.g., 10 minute headway), 
limited stop (approximately once or twice per mile) trunk route 
which would connect Miami Beach to downtown Miami and to the 
163rd Street Shopping Center, accessing the island at the 
northernmost (i.e., Sunny Isles) and southernmost (i.e., 
MacArthur) causeways. (See Figure 2-1.) Most of the route was 
to be on the city's principal arterial(s) (generally Collins 
Avenue, but southbound on Indian Cr eek Drive where Collins is 
one way northbound). Connections between the new trunk route 
and other restructured Miami Beach routes were to be available 
at approximately 11 cross streets. The underlying design 
consideration for the other routes was to be that they would 
serve a very limited number of adjacent neighborhoods and/or 
nearby activity centers; that is, the other routes were 
generally expected to serve as neighborhood circulators and as 
feeders to the trunk service. The aim of the demonstration was 
to provide more and better service than was currently provided, 
without an increase in cost; the improved effectiveness of the 
restructured routes was to make this possible. 

2.2. MIAMI BEACH SITE CHARACTERISTICS 

The target area for the first phase of the Corridor Route 
Simplification Demonstration Project was the City of Miami 
Beach, together with the much smaller neighboring cities of 
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Figure 2-1 

80 SPECIAL ROUTING 
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Surfside and Bal Harbour and a small adjacent area of 
unincorporated Dade County. Miami Beach is a truly unique 
urban area located on a barrier island an average of one mile 
wide located about three miles from the mainland (i.e., the 
City of Miami). According to 1970 census figures, the 
population of Miami Beach was approximately 87,000 persons. 

One of the unique features of Miami Beach is its status as 
both a beach resort area (catering to tourists from all over 
the world) and an area with an extremely high concentration of 
elderly residents. Census figures for 1970 indicate that 
approximately 50% of the population was 65 years of age or 
older. 

Mass transit (bus) service in Miami Beach and to/from the 
city and the mainland is provided exclusively by the 
county-owned Metro Dade Transportation Administration (MOTA), 
formerly known as the Metropolitan Transit Agency. Bus service 
is extensive, particularly in Miami Beach, and typically 
operates between about 5 AM and 2 AM on weekdays · and Saturdays, 
with headways as short as 20 minutes throughout much of the day 
on certain routes. (Sunday service is less extensive but quite 
frequent.) Nevertheless, there is considerable overloading on 
many routes, and the need to improve service was recognized 
within MOTA. 

About 50,000 daily transit trips originate on the Beach, 
and about 29,000 of these have a Beach destination as well. Of 
the originating trips with non-Beach destinations, about 40% 
are to downtown Miami. 

The local fare at the beg inning of the demonstration was 
50¢ per trip, with free transfers which allowed unlimited 
travel for 90 minutes regardless of direction or number of 
boardings. However, fares changed twice during the ten months 
of the 80 Special I s operation. On November 1, 1980, the base 
fare rose to 60¢ and the roundtrip feature of the transfer was 
eliminated; on January 1, 1981, the base fare rose further to 
75¢. Elderly and handicapped passengers rode for 25¢ during 
off-peak periods throughout the demonstration period. 

A total of 19 local routes provided service in Miami Beach 
immediately before the 80 Special was implemen tea. The 
narrowness of the island together with the relatively limited 
access to it provided by the six causeways which connect it to 
the mainland had led to the development of a route network 
characterized by significant overlapping of service on two 
adjacent major arterials (Collins Avenue and Indian Creek 
Drive). (See Figure 2-2.) Although different routes covered 
various portions of the island's length (because they 
entered/left the city on particular causeways) , serious 
duplication of service (i.e., a high number of overlapping 
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Figure 2-2 
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routes) existed in certain segments of the city; this may have 
been confusing to existing (as well as potential) users, 
resulting in a situation where service frequency may have been 
perceived to be considerably lower than it actually was. 

Land use is characterized by relatively distinct 
neighborhoods and usage patterns. The narrowness of the island 
implies that most of the predominantly north-south bus routes 
traverse a number of areas of highly diverse populations and 
needs. This makes changes to bus service/routing particularly 
difficult to accomplish to the satisfaction of those concerned. 

At the outset of the demonstration, no limited stop or 
express service was offered either within Miami Beach or 
between the Beach and Miami. Bus stops were relatively closely 
spaced (on the order of 8 to 10 per mile), partially in 
response to the needs of elderly citizens; consequently a 
limited stop service was believed by transit officials to offer 
a perceptible advantage in travel time and comfort, 
particularly for those making the relatively long trip from 
downtown Miami or the 163rd Street Shopping Center (on the 
mainland) to central Miami Beach. 

2.3 IMPLEMENTATION OF THE 80 SPECIAL 

From the outset, Metrobus planners were concerned about 
public acceptance of the new trunk/feeder concept, partly 
because much of the existing ridership is elderly and strongly 
averse to transferring, which would be more prevalent for 
non-neighborhood trips under the restructured routing. In 
order to test the reaction to limited stop service and to help 
identify the best stop locations (which would also be the 
transfer points after restructuring) , a decision was made to 
implement the demonstration in two major phases. 

The first phase, which involved only the introduction of 
the 80 Special route (i.e., the trunk route) without any 
additional feeder service, began on June 23, 1980 with the new 
route operating in the off-peak only, on twenty minute 
headways, and between Lincoln Road Mall and Hau lover Marina, 
both on the Miami Beach side of Biscayne Bay. On December 7, 
1980, the route was extended southward from Lincoln Road to 
downtown Miami and the schedule was expanded into the morning 
peak in an effort to capture worktrip riders commuting to the 
Beach from the mainland. ( See Figure 2-3.) Note that th is 
first phase involved no modifications to existing 
routes--parallel local service was still maintained. 
Consequently, little (if any) negative public reaction was 
anticipated (or received). Note that the competing routes 
offered a combined headway averaging 6 minutes along Collins 
Avenue while the 80 Special had a 20-minute headway. 
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Figure 2-3 
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Implementation of the first phase of service was 
accompanied and advertised by the distribution of flyers 
describing the route, as well as newspaper spots several times 
during the week before and during the week of introduction. 
(See the Appendix) However, no marketing accompanied the 
expansion of service to the downtown in December 1980. MDTA 
was reluctant to herald the expanded service, since by that 
time it had already been decided that the route would be 
terminated in April 1981. Thus, there were no announcements or 
other efforts to promote the 80 Special, other than the initial 
marketing in June, 1980. 

Since the 80 Special was a limited stop service, special 
signs were required to identify which bus stops it served. 
Unfortunately, the new signs were not in place in time for the 
service's introduction. Furthermore, although a few of the bus 
stops were moved shortly thereafter,* the bus stop signs were 
never moved from the original locations. As a result, there 
was confusion on the part of both passengers and drivers as to 
where the buses would stop; some drivers continued to stop at 
those former 80 Special stops with signs so as to avoid 
bypassing any waiting riders. This bus stop sign problem was 
never resolved during the period of the service's operation. 

At a series of meetings held in July 1980 to determine 
residents' reactions to the planned rest~ucturing of Miami 
Beach routes under the demonstration, there was little support 
for a restructuring; the general desire was for better schedule 
adherence, better maintained equipment and more courtesy from 
drivers on existing routes. This input, together with MDTA 
staff's concern over the viability of the demonstration's 
concept in Miami Beach, led to a decision to abandon the Beach 
as the implementation site. 

2.4. USER RESPONSES TO THE 80 SPECIAL 

Utilization of the 80 Special was low throughout its 
period of operation. (Figure 2-4 traces the growth of monthly 
ridership and passengers per one-way bus run over the route's 
life.) While 80 Special ridership was apparently growing, 
comparison with competing local routes serving many of the same 
locations (e.g., the S, D, H, and T routes) indicate that the 
80 Special was a relatively poor performer. Cost per passenger 
for the 80 Special and the competing local routes is compared 
in Figure 2-5. Note that despite some ridership growth the 
cost per passenger remained very high on the 80 Special. 
Figure 2-6 shows ridership on the competing routes and the 
system as a whole. It is evident that some seasonal variation 
in ridership on the 80 Special is also reflected on the other 

* Generally a block or so to facilitate operations or to ease 
transferring. 
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Figure 2-4 
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Figure 2-5 
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Figure 2-6 
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routes and that the competing routes closely parallel the 
fluctuations in ridership on the system as a whole. 

MOTA received complaints from some citizens because the 
competing local route buses were overcrowded and the 80 Special 
was obviously running almost empty; the citizens wanted the 80 
Special vehicles redeployed to the more heavily utilized 
routes. When a severe bus shortage developed in the fall of 
1980, MOTA officials pursued this strategy and temporarily 
suspended service on the 80 Special to provide "more essential" 
and better utilized service; not a single complaint was 
received during this period regarding the suspens1pn of service 
on the 80 Special. When a series of three public meetings were 
held in early 1981 to provide an opportunity for citizens to 
oppose the scheduled termination of several routes, including 
the 80 Special, again not a single person commented in favor of 
retaining the limited stop route. 

In an effort to understand the cause for the 80 Special' s 
lack of acceptance before it was eliminated, plans were made to 
interview a sample of "potential" riders that is, people 
waiting for a bus at designated 80 Special stops.* The primary 
purpose of the effort was to determine why 80 Special ridership 
was disappointingly low. 

On March 11 and 12, 1980 the interview content and 
procedures were pretested on a sample of people waiting at four 
bus stops served by the 80 Special ( three on Miami Beach and 
one in downtown Miami).** In each case, the interviewer 
approached an individual apparently waiting for a bus and asked 
if he/she could survey them. Since the interview would be 
terminated if the respondent's bus arrived, speed in completing 
the process was important. 

A total of 145 interviews were conducted during the 
pretest. A major constraint was the lack of a Spanish language 
version of the interview and a bilingual interviewer. A 
significant percentage of those approached at some stops could 
not be interviewed in English. Nevertheless, the pretest 
appeared to provide reasonable explanations for the limited use 
that the 80 Special had been receiving. A decision was 
subsequently made to cancel the remainder of the interviews, 
since it appeared that sufficient data were already available 
to meet the effort's objectives. 

Bearing in mind the small size of the pretest, the fact 
that it was conducted at a small number of stops, and the fact 
that it was not conducted in Spanish (as well as English), the 
following statistics are still noteworthy: 

* 

** 

Note that all 80 Special stops were served by one or more 
other routes as well. 

A single interview was conducted at a fifth location. 
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1. Of those interviewed, 24% were making trips which could 
conveniently be made using the 80 Special.* Since only 
people waiting at 80 Special stops were surveyed, the 
percentage of all riders along the route who could use 
the service as designed was notably less than 24% - one 
can only guess at the percentage since data are not 
available to calculate it. 

2. Among those who could conveniently use the 80 Special, 
59% were aware of the service and 60% of these people had 
tried it. (Many people seemed to have learned about the 
route either by asking drivers or starters,, or through 
conversations with friends.) 

3. Of those who had used the 80 Special,** 43% wait for it 
specifically, while the remainder generally take the 
first suitable bus available. 

To supplement the data obtained through the pretest, an ad 
hoc on board survey of 80 Special riders was conducted, and a 
total of 15 riders were interviewed on the bus. Ten of these 
people made their trip at least once a week and four of these 
people specifically waited for the 80 Special rather than 
taking the first suitable bus; these people were all making 
relatively long bus trips. Of the 15 riders, 12 were year 
round residents of the Miami area. Only two of the riders had 
read about the service; the remainder saw it, asked about it, 
or were informed ,by others. All (who answered) felt the 
service was faster for their trips; several mentioned the 
advantage of fewer stops and less crowding than alternative 
routes. 

The interview pretest also provided an opportunity to 
observe the route in operation, and to discuss the route with 
transit starters and other MOTA operating officials. With the 
caveat that these comments reflect both hearsay comments and 
isolated observations, they are nevertheless presented: 

1. 

* 

** 

On several occasions, 80 Special buses were observed to 
be running significantly ahead of schedule. In one case 
the schedule deviation at a point midway through the 
route was approximately one-half the headway of 20 
minutes. It appears that this is a consistent problem 
with the lightly loaded route. 

Note that since MOTA officials strongly believe that riders 
will not accept walking to (or from) an adjacent bus stop 
to access (or egress) the bus, convenient service was 
defined as service to a traveller's preferred stop. 

Including those interviewed 
interview discussed later. 
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2. MOTA operating staff 
rather than a letter, 
Beach was confusing 
have been conditioned 
bus routes. 

2.5 CONCLUSIONS 

believed the choice of a number, 
to designate a route serving Miami 

to most transit riders. Citizens 
to associate numbers with mainland 

It is apparent (in hindsight) that problems with the 
design, implementation, marketing, and operation of the 80 
Special, aided by the unique characteristics ,of its target 
population, combined to ensure its low utilizat·ion. However, 
it is questionable whether any limited stop service, no matter 
how well executed, could succeed in an environment in which: 

l. it offers relatively little ( if any) travel time 
advantage over competing routes for most travellers' 
trips ( the survey indicated that many orig in-destination 
pairs were not served by the 80 Special and those that 
were served were offered only slight travel time 
reductions), and 

2. local service, which is well known by the public, is 
unaltered and directly competes over virtually all 
origin-destination pairs served by the limited stop 
service (headways for the 80 Special were 20 minutes 
while other routes offered a combined trunk headway of 
about 6 minutes). 

Essentially, for most travelers the 80 Special offered no 
significant advantages over competing routes, and it served a 
smaller market. It is therefore not surprising that it did not 
attract a large loyal ridership. 

However, the 80 Special experience should not be 
misconstrued as a relevant test of the corridor route 
simplification concept. The 80 Special was simply one piece of 
that concept implemented out of context; one can only speculate 
how well a completely restructured system would have 
performed. While the public's reluctance to transfer is well 
understood, corridor route restructuring was expected to have 
provided benefits to offset that burden. The value of this 
concept still remained to be tested. Recognizing this, MDTA 
chose to pursue demonstration activities in South Dade where it 
believed there would be less public opposition to changes in 
service and transferring and where route restructuring was 
already deemed necessary. The rest of this report describes 
the South Dade portion of the demonstration. 
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3. PLANNING AND IMPLEMENTATION OF THE SUBURBAN 
SERVICE CONCEPT IN SOUTH DADE 

The Miami SMD project was originally conceived as a 
demonstration of the "bus corridor efficiency" ·concept which 
claims that by replacing overlapping routes in a corridor with 
a fast, frequent trunk route, local feeders, and transfer 
amenities, service costs can be reduced without cutting level 
of service (or level of service improved without additional 
operator expense). Miami Beach was chosen as a demonstration 
site because it is a naturally long, narrow corridor. However, 
passenger opposition to the service changes, particularly 
increased transfers prompted a shift in site to south Dade 
County, a large area south of South Miami bisected by U.S. 
Route 1. There the focus of the demonstration changed to 
testing the "suburban bus service" concept. This section 
describes South Dade, the existing Metrobus routing and the 
service changes that were included in the proposed and actual 
demonstration of the suburban service concept. 

3.1 SOUTH DADE AREA SITE CHARACTERISTICS 

South Dade consists of a number of incorporated and 
unincorporated areas located south of Miami in Dade County (See 
Figure 3-1). Among the largest communities are .coral Gables, 
a wealthy suburban community; South Miami, the site of the 
University of Miami; and Kendall, a middle class community of 
increasing density, adjacent to the Dadeland Mall. 

South Dade has seen considerable population growth in 
recent years as the Miami metropolitan area continues to 
expand. Housing developments have been spreading southward and 
westward amidst older communities. The resulting residential 
pat tern is a checker board of black and white, rich and poor, 
families and retirees. Many of the newer developments have 
been superimposed on the theoretical grid street system without 
maintaining the continuity of streets and avenues; some are 
even enclosed by walls limiting access to and from major 
arteries. As a result, bus routes have become long and 
meandering. 

Key destinations for work trips from South Dade include 
downtown Miami's retail and government center, the Civic Center 
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Figure 3-1 

SOUTH DADE 
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just northwest 
corridor south 
district. 

of 
of 

downtown, 
downtown, 

the airport, the Brickell Avenue 
and the Coral Gables business 

There are several major shopping destinations in South 
Dade. Dadeland Mall is the largest by far and is located in 
the center of the area of interest to this study. Cutler Ridge 
Mall is located at the southern end of the heavily suburbanized 
South Dade region. Northernmost is Coral Gables retail 
district, which is older and less regional in attraction. 

South Dade is served by a separate division ', of Metrobus, 
most of whose local routes currently terminate at the Coral 
Gables bus terminal, located in Coral Gables retail district 
(see Figure 3-2). 

The demonstration corridor neighborhoods affected by the 
changes (listed in north to south order below) have very 
different characteristics: 

1. Coral Gables business district small high-priced 
stores, workplaces and bus terminal 

2. Coral Gables residential wealthy, single family 
homes, little ridership except housekeepers 

3. University - student ridership 

4. Sou th Miami - pockets of lower income and minority 
residents, transfers 

5. U.S. 1 Strip - shopping, some residents off the main 
highway, some low income housing 

6. 

7. 

8. 

Dadeland the major shopping destination plus 
workplaces and apartments 

North Richmond Heights 
single family homes 

middle income, minority, 

Richmond Heights 
new construction 

middle to upper income, families, 

9. Perrine (north) low income minority area, public 
housing, considerable ridership 

10. South Miami Heights - middle income, low density area 

11. Cutler Ridge Mall the other major shopping 
destination of the corridor, also some apartments 

12. Goulds - lower income minority area 
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Figure 3-2 

PRE-IMPLEMENTATION SOUTH DADE METROBUS SERVICES 
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Table 3-1 shows Census data for the tracts which were 
impacted by the South Dade demonstration changes. Note that 
the corridor includes some very different areas in terms of 
racial composition but that for the most part the population is 
younger than the county average. Note that the new express 
services are targeted at white suburban areas with high growth 
in the period from 1970 to 1980. In general, the changes 
implemented in January 1983 seem to improve service for the 
"choice" riders while cutting back service somewhat for those 
without a choice. 

3.2 METROBUS BACKGROUND 

This section provides background on MDTA's Metrobus 
service and its ridership profile, with particular attention to 
the South Dade corridor. 

3.2.1 The Metrobus System 

With a fleet of 644 air-conditioned buses in active 
service, Metrobus operates 23 million bus miles and serves 64 
million passengers each year throughout Metropolitan Dade 
County. The system has grown substantially over the past 
decade (from 16 to 27 million miles in the period from 1971 to 
1981) although the past few years have exhibited a downward 
trend. Metrobus operates local, express and special bus 
routes, and seven park-and-ride lots~ STS, a special needs 
transportation service, is offered for the physically disabled. 

Metrobus' frequency of service varies by route but is 
rarely more frequent than every 15 minutes, and many routes 
operate every 30, 40, or 60 minutes in the peak. The system 
includes 93 routes, including 21 expresses, and one downtown 
shuttle loop. The system is divided into three divisions: 
North Dade, South Dade and Miami Beach. 

Regular local bus fares are 75¢, express buses are $1.00, 
shuttle buses are 35¢ and transfers are 25¢. Discounted fares 
of 35¢ are offered to students all day and to elderly and 
disabled during the off-peak. Transfers are also free to 
students, elderly and disabled during off-peak hours. Monthly 
Metropasses offer unlimited rides on all services for $40. 00 
per month. Discount passes are also offered with restrictions 
on their use. 

3.2.2 Characteristics of Metrobus Riders and Trips 

Table 3-2 
Metrobus riders 
compares them 
characteristics. 
bus survey which 
somewhat biased 

summarizes key demographic characteristics of 
in the South Dade Corridor (see Figure 3-3) and 

with systemwide and area population 
These data are derived from a 19 80 on-board 

had a 23% response rate and is believed to be 
toward more educated riders. The data show 
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Table 3-1 

CHARACTERISTICS OF AFFECTED AREAS (1980 Census) 

- - -------Route 2 Area---------

Census Tract: 106.03 83.01 83.02 83.03 

Total Population 12,888 12,434 11,116 9,747 

% under 18 years of age 30.9 32.3 33.0 35.9 

% aged 65 and over 5.6 4.5 4.3 8.9 

% Black 3.7 67.7 15.7 63.4 

% Hispanic 13.1 5.3 13.0 7.4 

% change in no. of 

housing units (1970-80) 26 117 119 46 

--Route 74X--

--Route 152X-

Census Tract: 84.04 101.13 101.14 DADE CO. 

Total Population 8,726 12,014 5,322 1,625,979 

% under 18 years of age 21.8 29.8 35.3 24.0 

% aged 65 and over 7.1 2.2 3.2 15.7 

% Black 1.4 1.6 14.3 17 . 2 

% Hispanic 16.6 21.1 37.3 10 . 7 

% change in no. of 

housing units (1970-80) 257 9700 95 47 
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Table 3-2 

DEM(X;RAPHICS OF BUS USERS (1980 On-Board Survey) 

South Dade 
Corridor* Riders 

Over 60 years old 27% 

Female 63% 

Black 20% 

Hispanic 43% 

Non-Hispanic White 34% 

Earn less than $10,000 45% 

Employed 63% 

College Educated 47% 

Single-Person Household 42% 

No Automobile 44% 

Automobiles/Household n.a. 

Have Drivers License 33% 

Reside in Dade Co. 10-12 mos./yr. 92% 

*South of S. w. 16th Street 

Total 
Rider Sample 

24% 

62% 

29% 

27% 

40% 

51% 

63% 

42% 

45% 

50% 

0.78 

39% 

91% 

All Dade County 
Residents 

20% 

53% 

17% 

36% 

42% 

33% 

58% 

34% 

26% 

n.a. 

2.11 

71% 

98% 

SOURCE: Metro-Dade Transportation Administration, The Dade County On-Board 
Transit Survey Data Analysis Report, February, 1984. 
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Figure 3-3 
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that South Dade riders for the most part resemble the riders 
systemwide but are more "transit dependent" than residents of 
the county in general. Note that the demographics and transit 
dependency of riders may be somewhat different for the "South 
Dade Corridor" as a whole (as reported here) from those for the 
selected study routes in this demonstration. 

Table 3-3 summarizes trip character is tics for the Sou th 
Dade corridor and systemwide, again showing the two to be quite 
similar. Note that almost half the riders transfered during 
their trip (on the 1980 non-grid system) and that few used 
automobiles to reach the bus stop. 

3.3 THE ORIGINAL PROPOSAL 

Loosely stated, the suburban service concept which was the 
basis for the South Dade demonstration is simply that bus 
service in distant suburbs should be structured differently 
than service in central cities to reflect the different travel 
patterns found there. Specifically, "suburban service" 
included three concepts of route structure: 

1. During the peak period, demand is primarily for 
express downtown service, and secondarily for 
intercommunity trips within the corridor. Therefore, 
peak period service should be characterized by express 
routes and long, radial local routes. The most 
economical and attractive way to serve distant 
neighborhoods may be to provide express shuttles to 
the trunk of the corridor where patrons can transfer 
to express and local service, rather than to serve 
these neighborhoods with slow, meandering local routes 
that entail long travel times to almost all desirable 
destinations. 

2. In contrast to the peak period, demand in the off-peak 
is primarily for short trips to and from activity 
centers within the same community or in nearby 
communities. Off-peak routes should therefore be 
short and direct. 

3. During the late evening, service should be provided 
for outbound dropoff. If a route serves a few 
different neighborhoods along the corridor, and no 
passengers want to alight in one of those 
neighborhoods, the bus driver should be free to remain 
on the trunk, skipping the loop (or semi-loop) that 
serves this neighborhood, thereby reducing travel time 
for passengers continuing to more distant 
neighborhoods. 

3.4 PUBLIC REACTION AND REDESIGN OF THE PROPOSAL 

This section documents the public reaction to the network 
changes proposed by Metrobus to demonstrate the "suburban 
service" concept and their redesign. 
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Table 3-3 

BUS TRIP CHARACTERISTICS (1980 On-Board Survey) 

South Dade Corridor Riders Total Rider Sample 

Get to bus by walking n.a. 93% 

Walk 5 min. or less to and from bus 47% 43% 
10 min. or less to and from bus 74% 71% 
21 min. or more 9% 

Wait 5 min. or less 11% 11% 
10 min. or less 31% 30% 
21 min. or more 39% 41% 

Pay 50¢ fare 62% 65% 
Senior citizen fare 15% 13% 
Student fare 12% 12% 
Express fare 10% 7% 

Captive Riders 53% 53% 

Transfer 52% 52% 
Transfer twice or more 8% 

Regular Riders (20 or more days/mo.) 74% 73% 

Work Trips {to ·or from) 30% 30% 

Express Buses 9% n.a. {24% 
Northeast) 

Very Satisfied with Metrobus 52% 51% 

SOURCE: Ibid. 
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The proposed late evening route deviation service was 
dropped due to strong objections from street supervisors. The 
objections focussed on a prior experience with route deviation, 
in which there was severe driver abuse. (For example, drivers 
would tell passengers that they didn't serve the 
neighborhood.) The street supervisors felt that drivers would 
take undue advantage of any flexibility granted them. Since 
the proposed route deviation scheme would leave operating costs 
essentially unaffected while offering small travel time savings 
to only a few riders, it was considered not to be worth the 
risk of the expected driver abuse. 

Local service proposals for both peak and off-peak were 
aimed at improving the efficiency of the existing Route 2. The 
major local route in the demonstration corridor, Route 2, used 
to meander 16 miles over an airline distance of 6 miles to 
serve the three communities of Goulds, South Miami Heights, and 
Richmond Heights, and then continued north on the corridor 
trunk, U.S. 1, to the Coral Gables terminal (See Figure 3-4). 
Minor realignments had already reduced the travel distance by 1 
or 2 miles. Route 2 operated at 60-minute headways during most 
of the day. Three extra trips performed during each peak by 
trippers provided essentially 30-minute headways for the trunk 
portion of the route south of South Miami City Hall during peak 
periods. 

The suburban service concept called for splitting Route 2 
into two or three more direct routes that served only one or 
two neighborhoods each. During the peak the new routes would 
be long, serving commuters, but in the off-peak they were to be 
shortened, terminating service before Coral Gables. Two routes 
replacing Route 2 were scheduled for implementation in January 
1983: a new Route 2, following the old alignment in Goulds and 
South Miami Heights but then following U.S. 1 northward; and 
new Route 68, following U.S. 1 northward from the Cutler Ridge 
Mall, then deviating into Richmond Heigh ts following the old 
Route 2 alignment, and then returning to U.S. 1. The routes' 
northern termini were different in the peak and off-peak 
periods: 

1. The proposal for peak service was to operate both 
Route 2 and Route 68 at 60-minute headways. Route 
2's northern terminus was at the Coral Gables 
terminal, while Route 68 terminated at South Miami 
City Hall like the previous tripper runs. 

2. The original proposal for midday service was to have 
neither route extend into Coral Gables. Supporting 
this proposal was an origin-destination survey done 
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Figure 3-4 

PRE-IMPLEMENTATION ROUTE 2 ALIGNMENT 
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on May 1981 as a part of demonstration planning which 
indicated that few midday trips were made between the 
three Route 2 Route 68 communities and trunk 
portions north of Dadeland Mall, and that still fewer 
went beyond South Miami City Hall. However, on board 
counts in the summer of 1982 showed that demand going 
to Coral Gables was twice as high as originally 
measured, so that midday service to Coral Gables was 
felt to be a necessity. Consequently, the revised 
proposal had Route 2 going to the Coral Gables 
terminal in the off-peak as well as in the peak. In 
order to preserve some demonstration of 'the concept of 
shorter off-peak routes, Route 68 terminated at 
Dadeland Mall in the off-peak, 1.5 miles short of its 
peak terminus (South Miami City Hall). 

3. Route 2 previously deviated a few blocks on each trip 
to serve the Morgan Technical School in South Miami 
Heights. The revised Route 2 made this deviation only 
when there was a class change, or on about 60% of its 
trips on weekdays. 

4. Public hearings were held in all of the affected 
neighborhoods. In Richmond Heigh ts, the area lasing 
direct service to Coral Gables, only a handful of 
residents showed up and there was no opposition. 
Other neighborhood hearings in Perrine and Goulds had 
somewhat better turnouts and generally reflected 
favorable reactions. 

A new express route, Route 74X, was implemented in 
January. Its primary market was a new development west of the 
Florida Turnpike that had no previous Metrobus service. Two 
trips per peak period were planned. Since high demand was not 
expected, and since existing express routes in the corridor had 
available capacity, the route was designed to terminate when it 
reached U.S. 1 at the Blue Dash Park/Ride Lot near the Dadeland 
Mall, where passengers could transfer to express routes going 
to downtown Miami, Miami's Civic Center, and the airport. The 
outer half of the route operated on local streets, the 
remainder on expressway (Routes 874/878). 

A second new express route, Route 152X, was also initiated 
in January. Its primary markets were a Coast Guard housing 
development west of the Florida Turnpike that previously lacked 
Metrobus service and the northern part of Richmond Heights 
which had requested improved service. The route passed through 
Richmond Heights on its way to U.S. 1 where it began express 
( limited stop) operation. The greater part of the alignment 
through Richmond Heights supplemented local Route 68 and 
restored half-hour service to one area while providing service 
to a new area. 
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Two trips per peak period were scheduled. The Coast Guard 
housing promised such great demand that Metrobus expected the 
first bus to be filled and consequently had it continue into 
downtown Miami. The second trip had its northern terminus at 
the Blue Dash Park/Ride Lot, like Route 74X. 

Finally, another proposed change was to reroute express 
Route 71X (two trips per peak period) via the Florida Turnpike 
rather than via the existing U.S. 1 alignment. However, the 
Turnpike alignment would leave run time unchanged in the 
morning, reduce run time by at most 5 minutes in the evening, 
and in neither case affect operating cost measurably. The 
planner's justificaton for the realignment was that passengers 
boarding at Cutler Ridge Mall would be attracted to Route 71X 
because it would be perceived as quicker (indeed, speeds would 
be higher but travel distance longer). By thus filling Route 
71X, perhaps an express trip serving Cutler Ridge Mall could be 
saved. However, the proposal was dropped due to overwhelming 
opposition from Route 71X riders who believed that the 
realignment would result in a loss in ridership on the route. 

Additional changes which were implemented included 
reroutings of Route 63 ( to eliminate duplication of service 
with another route); elimination of the 39X express; removing a 
duplicative and circuitous loop on the 40X express, routing of 
the 64/65 to a new shopping center; shortening and rerouting 
the 70 to include a small neighborhood which was previously 
served by Route 2, and minor route modifications on the 36S. 

Many of the small routing changes took place during late 
1981 and 1982 and served to reduce total route miles. The 
evaluation did not study the effects. This evaluation report 
focusses on the major changes which were finally implemented: 
(See Figure 3-5) 

1. the modification of old Route 2 ( a long circuitous 
route) into new and more direct Routes 2 and 68 

2. the introduction of short peak-hour 
services (Routes 74X and 152X) most of 
terminate at a park-and-ride lot rather 
downtown. 

express bus 
whose trips 

than proceed 

The modification to Route 2 provided more direct service 
from two neighborhoods to a trunk line where transfers to 
express service could take place. In the case of one 
neighborhood, the benefit was obtained at the expense of some 
local travelers whose trip could not be made on the shortened 
Route 68 without transferring to another local route. It was 
hoped that passengers in this neighborhood would be compensated 
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Figure 3-5 

REVISED SOUTH DADE DEMONSTRATION ROUTES 
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by the availability of express service on new Route 152X whose 
service area over laps with that of Route 68 in some respects. 
Unfortunately, passenger reactions evidenced by complaints and 
written petitions for restoration of the old service indicated 
that the Route 2 changes were not welcomed by the riders. The 
implementation process is described below. 

3.5 IMPLEMENTATION 

On January 31, 1983, the changes to Route 2 went in to 
effect. These changes were advertised with an insert in the 
"shopper advertiser" that is routinely delivered to all 
households in the neighborhood (see Figure 3-6). This 
advertisement also included a free coupon good for a ride on 
the new express service that was redeemable during the first 
week of operation. 

With in a few days of implementation, unexpected passenger 
complaints were received. Thirteen complaints were received 
during the first week and nearly 30 were received in the first 
two months of service. These complaints largely revolved 
around the long transfer times that would be necessary for 
users of the new Route 68 during evening and weekend hours when 
the Route terminated at Dadeland. This was a particular 
problem for nurses at the South Miami Hospital. As a result, 
Metrobus responded to the community with a service change that 
extended Route 68 to South Miami City Hall (just beyond the 
Hospital) during the problem time periods. This left only the 
midday period as a test of the shortened Route 68 concept. 
During those hours the Route 66 is available to Route 68 riders 
who wish to transfer for trips beyond Dadeland. The Route 68 
extension went into effect promptly on February 9th. 

While the above change solved some of the problem, there 
were additional complaints regarding the transfer from Route 
68,. This resulted because changes in the Route 66 schedule 
caused transfer times between Route 68 and 66 to be longer than 
originally designed. A petition was also submitted to Metrobus 
signed by 72 residents of the Route 68 area requesting a return 
to the former route structure in the Route 2 corridor. 

On April 10th, a service change was made which reduced 
transfer times between Route 66 and 68 and helped to reduce 
passenger complain ts. Th is was advertised to riders in rider 
notice. (See Figure 3-7). Nevertheless, the ridership on 
Route 68 failed to meet the Metro standard of one-half the 
system average revenue per mile and, in light of the petition, 
it was decided to recombine Routes 2 and 68 in the next 
possible line-up. Since the July line-up was not to include 
substantial service changes, the routes were recombined as the 
new Route 110 and data was collected for evaluation immediately 
preceding the change, one year after the "before" data. 
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The Metropass 
Express Gold Card 
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Traveling by bus is easier when you 
~ carry the Metropass Express gold card 
Ul 
I 

Ride all month. no transfers or coins. Use It anytime on any Metrobus express. 
local shuttle and special route. Simply show your Metropass Express gold card 
to the bus operator when boarding the bus. 

Save moneyl 
The Metropass Express gold card Is available for $40.00 a month. Also available 
is the Local pass for $30.00 a month and the Discount pass for $15.00 a month. 

~---------Extra Bonusl---------~ 
Get a discount admission by showing your Metropass at: 
• Metropolitan Museum and Art Center • Spanish Monastery 
• Coral Castle • Space Transit Planetarium 
• Museum of Science • Metrozoo 
• Orchid Jungle • Monkey Jungle 
• Vizcaya • Serpentarium 
• Planet Ocean • Historical Museum 

For details on where to purchase. call 638-6777. 
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AND WE9=.LL BE GOING WHERE 
WE'VE NEVER GONE2BEFORE! 
ROUTE 74 EXPRESS 
Serving the communities of The Crossings, Cypress, 
Devon Aire, Summit Park, Sabal Chase, Glen Cove, and 
MDCC-South Campus 
Travelling between SW 137 Avenue at 104 Street and 
the Blue Dash Park-Ride lot on SW 80 Street at 
72Avenue 

·ROUTE 152 EXPRESS 
$erving Deerwood, the US. Coast Guard Housing 
Oomplex, Coral L-\oods, Coral Villas, and Richmond Heights 

First AM and PM trips to and from SW 127 Avenue at 
147 Street and Downtown Miami. Second AM and PM 
trips to and from the Blue Dash lot with connections to 
other express buses. 

YOUR FIRST TRIP'S ON US! 
FREE EXPRESS TRIP COUPON INSIDE. 
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YOUR FIRST TRIP ON NEW EXPRESS ROUTES 
74 AND 152 IS ON US! - t 

~ 

l __ ~yt!()SI 

For one free one-way trip on the 74 . ~xpress or 152 Express, 
present the coupon below to the bus operator. (Free transfer 
ticket provided when boarding, only upon request.) This offer 
is good for one week, from January 31 to February 4, 1983. 

ROUTE 74 EXPR_ESS_ ROUTE 152 EXPRESS 
WEEKDAY EASTBOUND WEEKDAY NORTHBOUND 

SW 137 Ave SW 12:I Ave SW104SI Blueo..11 SW 127 Ave SW 103 Ave Blue Duh SE 3 Ave Blee Blvd 
I 104 SI I 112SI I 108 ct Peril-Ride &147 SI I 152&1 Peril-Ride I 1 Bl &tliSI 

6:30 6:40 6 :◄ 5 6:55 6 :21 6:37 6 :5◄ 7:20 7:26 
7:10 7:20 7:25 7:35 6:52 7:06 7:25 - -

WEEKDAY WESTBOUND WEEKDAY SOUTHBOUND 
BlueDaah SW 10481 SW 12:1 Ave SW 137 Ave Beyaho,. Mleml BlueDeah SWI03 SW127 
Par1l-Rlde I IOIICl 1112 SI I 104 SI Dr Ave Par1l-Rlde Ave Ave 

11551 &ISi &152SI I 147SI 
5:00 5:10 5:15 5:25 ◄ :02 ◄ : 12 ◄ :38 ◄ :55 5:11 
540 5:50 5:55 6:05 - - 5 :◄5 6:02 6:18 

SERVICE ON 66 METRDBUS RDl/TES WIU CHANGE 
SUNDAY, JANUARY 30, 1983 
These Routes are affected: 
1, 2, 3, 4, 5, 6, 6 Special, 9, 10, 11, 12, 13x, 14, 14 Beach, 15, 19, 20, 21, 21 Special, 22, 23, 24, 
25, 26, 27. 28, 29, 30, 31, 33, 34, 35, 39x, 41x, 42x, 44x, 45x, 47x, 49x, 50x, 51x, 53, 56, 58, 
59x, 63, 64, 65, 66, 77, 83, 87, BB, A. C, Q G, K, L, M, 0, R, S, T, X, Roun'towner 

Watch for the METROBUS Service Change Information free take-one or call 
638-6700 for details. 

METROBUS Telephone lnfonnation Services 
Ml:.IROBUS Route llllotrnaoon 
Comments!SuggeSlOlS 
Maps-By-Mall 
METROPASS Hollu>e 
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IMPROVED ROUTE 2 MADE SHORTER 
TO PROVIDE MORE DIRECT SERVICE 
NEW ROUTE 68 WILL PROVIDE 
ADDED SERVICE 
Federal funds have made ft possible for METROBUS to make 
improvements to Route 2. The new k>cal Routes 2 and 68 will 
more effectively serve the same area with more direct service. 

RDlffE_68 
Serving Cutler Ridge Mall, Per­
rine Plaza, Richmond Heights, 
and Dade/and during off-peak 
hours, with trips continuing to 
South Miami (Sunset Drive at 
SW 61 Avenue) during peak 
hours only. 

A.M. WEEKDAY NORTHBOUND 
L_,. Perrin• 0-l•nd Mlw cu,.., SunNI 
Ridge 11AYe 

5:25 5 :48 5:54 
6:20 6:'8 6:53 

7 13 7.23 7:54 8:02 
~ - _,... 
Buses run appro,clmatety once an hou,, 
~ 

10 10P.M. 1020 10:4-t 

A.M. WEEKDAY SOUTHBOUND 
L....,. Dadeland Pe,rlne Arrive 
S..nNI Cutlet ., ....... Rldjjo 
6 .03 608 6:37 6 .◄6 
7 02 7·08 7:39 7 ◄9 
8 09 8.15 8 ◄6 8 56 

Buses ,un app,o.irlmately once an hour 

[~ 
·-- - ~ -- ~ --- _1_1~-- - ---~ :~_J 

RDtnE2 
1i'avelling from Goulds, Cutler 
Ridge· Mall, South Miami 
Heights, Perrine Plaza, Dade­
/and, and South Miami to the 
Coral Gables Bus Terminal 
(weekday stops at the Robert 
Morgan Vocational School for 
class changes only). 
A.M. WEEKDAY NORTHBOUND 

1. D9de Dadeland Coral Gable■ 
tt.ahh Cen1er T■rmlnal 

A.M. 
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Figure 3-7 

ROUTE 68 SERVICE CHANGE NOTICE 

fM]Route68 
: CD CD I Rider Notice 
l . 

TII( ROUTE 68 SCHCOUlC \llll OIANGt 

10 PRCIVIIJC ~ R(OUCTION IN \IAITINC Ttr-C roR TRANSrCRRINC PASSCNCERS 

O(Cl:'<',;(':C ~Pflll 10, l?BJ, passenqers travelinq northbound froo, Rictwnond lleights 
to Coral CJblcs c:>n t3ke Route 68 and tr3nsfer to Route 66 at either Dadeland or 
South M1aia1. Uur1ng morning rush hours, Route 152 Express also serves Richmond 
lluqnto ot 6: in .111 and 7:30 All and will provide service to Sunset Urive/61 1 
.lvenue v1a the P;uk-R1de lot at SU 90 Street/ 72 A\lenue. 

Southbound paasengers trovelinq to Ricmand llcights rraa the Cord Cablen Bus 
TerM1n:1l can take Route 66 from the Terminal to either Sunset Drive/61 Avenue 
or O.xJe,land. Route 152 (xc:,ress afternoon trips will also serve South Miami at 
a:Jl PM and ~:40 PM berore continuing to Rict->nd Heights via Oadeland • 

.\ :»CMdule of Route 68 connections ta and fr0111 Routes 1, 2, 66, and 152 Express 1 

is provided belov. 

Rt 6,1 

nt 60 

Cutler 
P.it19e 

Rt 68 7:07 

Rt 68 8:07 

PP1 - r:ni,r1,n,111,11: 

Cables 
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Rt 66 ,~ 2:20 PM 
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~ ~ ~ 6,1 Ave ~ ~ : 
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Rt 1 -5:45------- 6:JO 
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Rt 66 :t--6,~~--1-----::~~-------7-,-15 _____ 7' 30 ,, 
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7:17 7:30 7:48 7:56 
Rt 66 -7:50---7:58---8 : 15 

Rt 1 ~:05------- 8:50 

8:17 8:30 8:48 8: 56 
Rt 66 ll--8:50----8:5ij--9 : l5 

Rt I 0--9:15---------10: 00 

T j,VI Pni1rr 6/i rl?f'?1 r:.,ntr--: T(f'IHl'11\I rn 'illN":rT n~ nn,nn ,\\11 
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~ ~ Heiqhts ~ Rid9~ 
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Rt 60 •:l---3 :00 3:06 J:24 J: J7 J:47 
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Transfers turned out to be a key issue inhibiting the 
growth of ridership on the new express routes as well. Route 
74X operated service only to the Blue Dash lot where continuing 
passengers had to transfer to downtown or airport expresses. 
On Route 152X, only the ear lier of the two peak hour trips 
proceeded into downtown Miami; the later trip terminated at the 
Blue Dash lot. The 74X did very poorly from the start with 
only a handful of passengers on a.m. and p.m. peak trips. The 
152X enjoyed greater patronage on the early downtown-bound trip 
with 20-30 passengers by May but only about 10 passengers on 
the later short express bus. 

Because of the generally low response to the express 
routes, Metrobus tried during February to refine the design and 
market the service more vigorously. For Route 152X, flyers 
were redistributed at the Coast Guard housing which was 
originally expected to be a major genera tor. The schedule of 
the 74X was adjusted to leave later in the a.m. and held the 
early p.m. bus until the express bus from downtown arrived. 

These improvements helped a little. However, by June, 
other changes were considered to boost ridership further, since 
the routes did not generate sufficient ridership to continue, 
except for one 152X trip. Route 74X was made less circuitous 
and was extended to a new development otherwise lacking 
service. This change went into effect in July. In December, 
following the "after" study, the earlier 152X trip and the 74X, 
which required transfers for downtown-bound trips were made 
local fare routes (Routes 122, 74). In April 1984, Route 122 
was terminated and Route 152X was rerouted to start in Perrine 
(which had lost some service in the Route 2-68 changes) and to 
exclude the Coast Guard housing. 
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4. EVALUATION OF THE IMPACTS OF THE SOlJTH DADE 
SERVICE CHANGES 

This section presents the evaluation findings 
the impacts of the service changes in South Dade on 
service, ridership and operator economics. The 
service and ridership impacts are presented first 
Route 2 corridor and then for the new express routes. 

4.1 ROUTE 2 CORRIDOR LEVEL OF SERVICE AND RIDERSHIP 

4.1.1 Peak Period Changes 

regarding 
level of 

level of 
for the 

The changes in the peak period Route 2 operation preserved 
60-minute headways in the off-trunk neighborhoods · and 30-minute 
average headways on the trunk south of South Miami City Hall. 
However, direct service was no longer to be provided between 
the two (new) Route 2 communities, Goulds and South Miami 
Heights, and the Route 68 community, Richmond Heights. Except 
for the Morgan Technical School and a small industrial area in 
South Miami Heights, there -are no attractors in these 
cornrnuni ties and so little intercommuni ty travel was expected. 
Passengers traveling between Richmond Heights and points north 
of South Miami City Hall no longer had direct service either, 
but had to transfer at the City Hall. Nevertheless, it was 
expected that most Route 2 travelers would save 5 to 10 minutes 
of travel time because their trips would be less circuitous. 

It was anticipated that new ridership arising from the 
small time savings would be too small to measure. Ridership 
losses due to the elimination of direct access were also 
expected to be small, because little demand was believed to 
exist between the points with interrupted access. 

4.1.2 Off-Peak Period Changes 

The off-peak changes in Route 2 caused the same access 
interruptions and travel time reductions as in the peak. In 
addition, direct service was no longer available to Richmond 
Heights residents traveling to and from points between the 
Dadeland Mall and the South Miami City Hall. 
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The changes also increased the number of buses on the trunk 
between Richmond Heights and Oadeland by one, since both the 
new Route 2 and Route 68 traversed this segment. Sincethe 
trunk was also covered by the off-peak Route 36S, with a 
frequency of one run per hour, the over- all frequency rose 
from two to three trips per hour. Headways previously were not 
a constant 30 minutes, and they were not a constant 20 minutes 
in the new schedule, due to scheduling constraints. The 
theoretical average wait time, which was about 19 minutes, was 
expected to diminish to about 12 minutes with the new schedule, 
benefiting people traveling within this 5-mile segment. 

It was anticipated that any ridership gain due to the 
shorter wait times along the trunk would be small, but probably 
the greatest positive level of service impact of the Route 2 
changes. 

4.1. 3 Analysis 

In order to examine the actual level of service and travel 
behavior impacts of the Route 2 changes, we have divided the 
old route into several analysis segments as shown in Figure 
4-1. Riders from each segment experience somewhat different 
level of service changes, as shown in Table 4-1. While zones 4 
and 9 (Richmond Heights) suffer from a lack of direct service 
into Coral Gables and most significantly in the off-peak when 
new Route 68 service is short-turned at Oadeland Mall, these 
zones also suffer a doubling of headway from 30 to 60 minutes 
during peak hours. On the other hand, zones 3 and 10 (south of 
Oadeland) benefit in the off-peak by a halving of the headway 
from 60 minutes to 30 minutes. 

Ridership counts were conducted on selected runs of 
pre-implementation and post-implementation routes. Table 4-2 
shows the change in riders per hour for each segment where 
these changes were significant at the 98% confidence level (5% 
significance level) • For the most part, the measured changes 
correspond to the expected changes. Table 4-3 shows 
qualitatively the expected ridership effect and the measured 
effect. Overall, the ridership in the corridor as a whole 
dropped 21% in the a.m. peak period, 8% in the mid-day period 
and 12% in the p.m. peak period. (No significance test has 
been performed for this aggregate ridership loss.) 

MOTA utilizes a formula to convert revenue to ridership. 
Table 4-4 shows the estimated monthly ridership figures and the 
difference between 1982 (pre-demonstration) and 1983 
(demonstration) figures. Note that a 10% increase is shown 
between November 1982 and 1983, while the traffic analyst 
counts conducted over several days during those months showed a 
21%, 8% and 12% decrease in passengers per hour for the a.m. 
peak, mid-day and p. m. peak periods respectively. The MOTA 
data is believed to be less reliable than the direct counts. 
(Recently, MOTA has detected deficiencies with its 
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Table 4-1 

ROUTE 2 SERVICE CHANGES 

Before After 
Area Zone Before Route After Routes 

SB NB Peak Off Peak Off 

Coral Gables 
to So. Miami 1 12 60 60 2 60 60 2 

So. Miami 
to Dadeland 2 11 30 60 2 30 60 2,68(peak) 

Dadeland 
to SW 152 St. 3 10 30 60 2 30 30 2,68* 

Richmond Hts. 4 9 30 60 2 60 60 68** 

So. Miami 
Heights 5 8 60 60 2 60 60 2** 

Goulds 6 7 60 60 2 60 60 2+ 

* Two peak hour trips are also available on Route 152X, an express 
Route on SW 152nd St. 

** Passengers may walk to US 1 to utilize the other route. 

+ Route 68 covered a small portion of the old Route 2 alignment in 
this area. 
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Table 4-2 

SIGNIFICANT DIFFERENCES IN RIDERS PER HOUR (95% CONFIDENCE) 
(Based on ridership counts performed in November 1982 and 1983) 

Segment Route 2 vs. AM Peak Mid-dai'.: PM Peak 

Southbound: 

l Route 2 X X X 

2 Route 2 & 68 X X X 

3 Route 2 & 68 X +22 (+208%) X 

4 Route 68 X X -10 (-56%) 

5 Route 2 X -9 ( -57%) +12 (+44%) 

6 Route 2 X* X X 

Northbound: 

7 Route 2 X X -8 (-54%) 

8 Route 2 X X X 

9 Route 68 -29 ( - 51 % ) X -9 (-56%) 

10 Route 2 & 68 X +16 (+198%) X 

11 Route 2 & 68 X X* X 

12 Route 2 X X X 

NOTE: X indicates no significant difference. 

* A significant difference was detected that was too small to 
be important. 
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Table 4-3 

EXPECTED VS. MEASURED EFFECTS 

Seg­
ment 

AM Peak 

Expected Expected 
Headway Transfer Measured 
Effect Effect Effect 

Southbound: 

1 

2 

3 

4 

5 

6 

Northbound: 

7 

8 

9 

10 

11 

12 

0 

Midday PM Peak 

Expected Expected Expected Expected 
Headway Transfer Measured ' , Headway Transfer Measured 
Effect Effect Effect Effect Effect Effect 

+ 

0 

0 

0 

+ 

0 

0 

0 

+ 

0 

0 0 + 

0 0 

0 

+ 

Key: + indicates positive effect on ridership, - negative effect, 
(shown only on segments with some expected or measured effect) 

O no effect 
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Table 4-4 

MONTHLY RIDERSHIP (Estimates by MDTA based on revenue) 

--1982-- ----------------1983---------------

Pre-
Demonstration Demonstration Service 

Month Route 2 Route 2 Route 68 Routes 2 & 68 

Jan 

Feb 

Mar 

Apr 

May 

June 

July 

Aug 

Sept 

Oct 

Nov 

Dec 

64,216 

57,196 

61,809 

56,890 

56,505 

54,911 

57,266 

54,490 

55,352 

57,738 

54,858 

55,349 

--1983--

Demonstration 
Month Routes 2 & 68 

Jan 

Feb 

Mar 

53,899* 

50,291 

59,423 

52,960 

33,937 

40,108 

39,380 

39,761 

37,460 

38,650 

40,904 

40,592 

41,858 

41.252 

46,941 

939* 

16,354 

19,315 

18,032 

17,666 

17,931 

18,617 

20,530 

19,079 

20,446 

19,211 

2,360** 

53,899 

50,291 

59,423 

5 7, 412 

57,427 

55,391 

57,267 

61,434 

59,671 

62,304 

60,463 

49,301 

----------------1984---------------

Post-Demonstration Service 
Route 110 

50,206 

46,792 

49,370 

* Route 2 was split on January 30, 1983 

** Routes 2 and 68 were recombined on December 4, 1983 
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Comparison 

Change 

-10,317 

- 6,905 

- 2,386 

+ 

+ 

+ 

+ 

522 

922 

480 

1 

+ 5,944 

+ 4, 319 

+ 4,566 

+ 5,605 

- 6,048 

% 
Change 

-16 

-12 

- 4 

+ 1 

+ 2 

+ 1 

0 

+11 

+ 8 

+ 8 

+10 

-11 

Comparison 

Change 
% 

Change 

- 3, 69 3 - 7 

- 3,499 - 7 

-10,053 -17 



revenue-ridership conversion formula, although fare 
payment-boarding counts conducted before the demonstration in 
1982 indicated that the formula was fairly accurate at that 
time.) Therefore, the MOTA ridership estimates are shown here 
to examine the trend rather than the specific ridership level. 
Figure 4-2 shows the estimated monthly ridership on Routes 2 
and 68 before, during and shortly after the demonstration, 
based on Metrobus revenue data. Note the trena before the 
changes was declining ridership (of about 420 riders per month) 
while the trend after the change seems to be increasing 
ridership by approximately the same rate. The change cannot be 
attributed solely to service changes; marketing associated with 
the changes as well as other factors may have had some effect. 
Furthermore, while the MDTA's figures show a decline in 
ridership when the routes were recombined, it is not known what 
longer term ridership impacts would be, particularly since 
Metrorail service began in May accompanied by marketing and 
route changes. The fir st few months after recombination seem 
to point to a ridership decline and MOTA reported that riders 
making longer distance trips on Route 2 complained about the 
slow, circuitous trips on the new Route 110. (Similar 
complaints had been an impetus for the route split in the first 
place.) 

It is difficult to draw conclusions from the 
demonstration, other than the fact that some riders benefited 
from the demonstration changes in the Route 2 corridor while 
others lost out, and that this situation was reversed with the 
restoration of a single route. (It should be noted that other 
route changes that were introduced along with Metrorail 
start-up ameliorated the original service problem, by offering 
disgruntled long-distance riders an alternative direct service 
so that they would not have to use the circuitous Route 110. 
Thus, the demonstration appears to have failed to offer a 
superior service, but merely traded off benefits between two 
neighborhoods. With any such change, complaints are likely to 
result, and to be more vocal than favorable comments by those 
who benefit. Apparently, for the MOTA, restoring the old 
service was the best public relations strategy. 

4.2 EXPRESS ROUTE RIDERSHIP 

The new express routes, targeted to serve new residential 
developments, were expected to generate demand. Metro believed 
these changes were consistent with the demonstration objective 
of increasing productivity in suburban communities previously 
receiving conventional local service, since the areas served 
were not entirely new service areas. On the other hand, it is 
not really clear that the changes represent a reapportionment 
of existing resources. In a sense, they involved additional 
service. Each new route had a local portion in neighborhoods 
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that previously had service. Overall the number of diverted 
and generated riders from the old neighborhoods was expected to 
be quite small. 

4.2.l Route 74X: 

As described in Section 3. 5, from its initiation, Route 
74X did very poorly in attracting riders. Only a handful of 
riders used the route. Adjustments were made to the schedule 
to better reflect travel patterns and the earlier p.m. bus was 
held at Blue Dash until the express bus from downtown arrived. 
Later, in July 1983, the route alignment was changed to 
eliminate its circuity and to serve a new neighborhood. In 
October 1983, northbound a.m. peak period counts at Blue Dash 
for three days showed an average of only 47 passengers per a.m. 
period or 23 per bus. 

By April 1984, Route 74X carried 371 passengers per month 
as to compared to 188 one year ear lier; the mileage had also 
increased from 1,776 to 2,204. Thus, the route carried 0.17 
passengers per mile. Route 74 was eliminated in November 1984, 
since ridership has been poor and mileage cuts are necessitated 
by budget constraints. Metrobus hoped to cov~r some of the new 
service areas of Route 7 4 with other local routes which now 
provide access to Metrorail. 

4.2.2 aoute 152X 

By May 1983, Route 152X served 20-30 riders on its early 
trip which proceeded to downtown but had attracted only about 
10 passengers on its shorter trip. In July 1983, to boost 
ridership, the route was extended into Perrine which had lost 
some service as a result of the Route 2 corridor changes and 
the Coast Guard housing, originally expected to be a major 
generator, was dropped from the route. Three days of counts in 
October 1983 found Route 152X carrying an average of 34 
passengers per a.m. peak period or 17 per bus. The average, of 
course, blurs the fact that the early trip was quite 
successful. The later Route 152X trip eventually became local 
Route 122. By April 1984, the single trip Route 122 was 
discontinued since it still had not generated ridership. It 
was believed that its conversion to a Route 110 tripper would 
generate more ridership. The remaining 152X carried 1,142 
passengers per month and had a mileage of 1,957 ( 0. 58 
passengers per mile). Note that one year earlier the route 
carried 1,114 passengers with a mileage of 3,003 (0.37 
passengers per mile). By November 1984, Route 152 was 
discontinued, since local service on Route 110 provides 
adequate access to Metrorail for downtown trips. (With 
Metrorail transfers required, single trip routes create 
problems for outbound p.m. service.) 
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4.3 OPERATOR IMPACTS 

The only significant operator impacts expected to occur 
were the costs of vehicle-hours (and vehicle-miles) of 
service. Route 2 previously used four vehicles all day long, 
with two additional tripper runs in each peak. The schedule 
was very inefficient, with layover consuming 70 of the 240 
minutes or 29% of turnaround time for the four regular runs. 
(The same trips could be made with three runs if layover were 
reduced to 10 minutes.) In the new schedule, Route 2 needed 
three vehicles and Route 68 two. The new schedule was much 
more efficient, with layover consuming 12% of running time. 
The result was a net increase of one vehicle in the off-peak 
and a decrease of one in the peak to serve the Route 2 corridor. 

Route 74X had its two morning trips 40 minutes apart and 
its two evening trips about 60 minutes apart. One vehicle 
served both evening trips, and one vehicle made the 20-mile 
morning round trip in 40 minutes. 

Route 152X needed two vehicles in the morning peak but 
only one in the evening peak. The difference was due to the 
fact that the earlier of the two Route 152X trips extended into 
downtown Miami. In the evening one vehicle had only to 
deadhead to the Blue Dash Park/Ride Lot between trips. 

Overall, then, ·the changes in both the Route 2 corridor 
and express bus services called for one net additional bus in 
the morning peak, one additional bus in the evening peak, and 
one additional bus off-peak (midday, evening, and weekends) • 
This increase in operator costs appears to be in conflict with 
the objectives of the demonstration, which are to either 
maintain level of service at lower operator costs, or to 
maintain operator cost while raising level of service. 
However, the demonstration balances the service increases 
against service cuts that had been implemented in the South 
Dade area since the demonstration began in July 1981. Measured 
in annual vehicle miles, total service provided in South Dade 
with the demonstration changes was about O. 3% less than the 
July 1981 level (See Table 4-5). However, the majority of the 
cuts that offset the demonstration service increases were 
reductions in service on weekends and in late evening and in 
areas not affected by the demonstration improvements. Finally, 
the assumption that operator cost changes are proportional to 
vehicle mileage changes probably would overestimate the cost 
savings, since many of the changes instituted by Metrobus were 
minor realignments that reduced mileage but left the number of 
runs unchanged. Nevertheless, this is how Metro typically 
calculates cost changes. 
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Table 4-5 

ANNUAL MILEAGE OF SOUTH DADE ROUTES 

Total annual miles as of: 
JULY 19, 1981 

ROUTE Pre-Demonstration 

2 & 68 477,588 

7 32,283 

35/70 727,855.7 

36 Sp 192,858 

63/66 288,308.5 

64/65 138,643.5 

13X 38,607 

16X 185,436 

38X 101,235 

39X 36,159 

40X 86,827.5 

41X 46,155 

51X 63,418.5 

71X 36,057 

74X 

152X 

TOTAL 2,451,431.7 
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Mileage differences 
JULY 19 , ' 81 ~ JAN • 3 0 ' 8 3 

+ 45,218.6 

15,198.0 

80,001.9 

+ 14,454.5 

60,211.0 

+ 14,025.0 

+ 11,424.0 

+ 28,381.5 

+ 33,201.0 

36,159.0 

7,165.5 

21,318.0 

+ 2,014.5 

+ 6,655.5 

+ 21,318.0 

+ 36,618.0 

6,742.8 



5. CONCLUSIONS AND TRANSFERABILITY 

5.1 CONCLUSIONS 

The Miami demonstration aimed at improving Metrobus level 
of service and operating efficiency in a selected corridor 
through a program of route simplification. Once the 
demonstration was shifted from Miami Beach to the South Dade 
corridor, the route simplification program became MDTA' s 
"suburban service concept." This was a series of route 
modifications tailored to the needs of peak commuters and 
off-peak local travelers. Due to reductions in the scope of 
the South Dade demonstration, the suburban service concept as 
originally proposed was never fully tested. Nevertheless, 
Metrobus planners did test out in one corridor . a route 
configuration that they believed would · provide superior service 
to that offered by the pre-demonstration route structure. 
However, the actual effect of the change was to reduce level of 
service in one neighborhood and improve level of service in 
another. The data collected as part of the project indicated 
that ridership decreased significantiy in the areas affected by 
the additional transfer and increased significantly in areas 
which gained more direct service. The overall ridership effect 
was a loss -- boarding counts conducted over several days in 
November 1982 and 1983 indicated an overall decline in 
ridership of 10 - 20%. 

MDTA staff under-estimated the negative impacts on and the 
reaction of residents in one neighborhood who had to transfer 
as a result of the service change. Decreasing service to some 
existing riders in one neighborhood while trying to attract new 
riders from another neighborhood is certainly unpopular and 
MDTA chose to restore the old service rather than endure 
passenger complaints. 

The express bus component of the demonstration was a 
failure in that insufficient ridership was generated on all 
express routes which required passengers to make a transfer. 
The shuttle express concept tested in two different 
neighborhoods seems to be a poor one. 

The apparent resistance of all market segments to 
transferring from one bus to another is perhaps the single 
inference that can be drawn from the entire demonstration. The 
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first phase of the project, Miami Beach Zoned Bus, led MDTA to 
the conclusion that it was difficult to market a more efficient 
route structure which would require transfers, in part due to 
the resistance of elderly passengers. However, the MDTA 
abandoned the concept before giving it a full test and shifted 
the project to an area that it felt would be less resistant to 
change. In general, the shift to South Dade, where the percent 
of elderly residents is very small, did not change the 
results. Riders in South Dade objected to route changes that 
required transferring. The demonstration was complicated by 
the fact that changes in the schedule of another route made 
these transfers more onerous. The exper i'ence of the 
demonstration could have serious implications for MDTA which 
has recently implemented Metrorail in South Dade and converted 
all downtown-bound express bus routes to local routes to feed 
the rail stations. MDTA expected the higher speed and higher 
frequency of rail service and the sheltered transit stations to 
make transferring more palatable to South Dade residents. 
Passenger reaction to this major service change will be 

· examined in a final phase of the demonstration. 

5.2 TRANSFERABILITY 

While overall the project has limited transferability, due 
to the very specific nature of the changes ultimately 
implemented, there is one aspect that may be of relevance to 
other transit providers. In South Dade, Metro was dealing with 
an area that has grown rapidly in a manner probably typical of 
Sunbelt suburban areas. Many individual communities have 
sprung up with limited access to main highways. These 
communities include downtown workers who need commuter service 
to surmount congested radial highways. Yet the residential 
densities and the mode share are low and so it is difficult to 
provide service at high frequencies. At the same time the area 
is dotted with less affluent minority communities which have 
greater need for transit and produce higher per capita 
ridership, including work, school and shopping trips. Routes 
in these areas have grown very long due to a series of 
expansions over the years, creating a situation in which trip 
times to farther-away destinations are impractical. Thus, the 
suburban service concept was designed to: 

1. Provide direct express services to workplaces in 
the peak; 

2. Provide longer local routes for travel between 
adjacent communities in the peak; and, 

3. Provide shorter local routes in the off-peak when 
travel is primary for local shopping trips. 
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Many transit agencies face similar problems to that in 
South Dade, particularly in other Sunbelt cities where growth 
has been rapid and development less dense. If the concept was 
successful, it would have provide a solution to the planning 
dilemmas of other transit services in sprawling American cities. 

The demonstration was not successful. The transferability 
of the conclusions drawn from the South Dade experience is in 
some question. One would expect that the resistance to 
transferring is rather universal, and that any transit 
authority might have obtained similar results from a 
restructuring of this type. However, the reaction of the 
residents may have been exaggerated by the fact that a 
scheduling error made the transfer worse than planned and that 
community participation in planning was minimal despite public 
hearings. The suburban service concept did not envision 
substantial transferring activity. It is not possible to draw 
conclusions therefore about the potential success or failure of 
the original suburban service concept either in a Miami setting 
or elsewhere. 
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Figure A-1 

80 SPECIAL FLYER 

We're 
Going Your 

Way On Miami Beach ride the fast, 
new 80 Special 

METROBUS has created an exciting new S8fVice for Miami Beach that's special for the 
SO's •.. the 80 Special. The 80 Special takes you to hotels, restaurants, beaches, banks 
and shopping areas along Collins Avenue and Indian Creek Drive. Special bus stop 
signs designating certain stops for the ·so Special" will be placed ONLY on streets 
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where that route stops. 
You can ride from Lincoln Road to 

Haulover Marina, making only one stop a 
mile, instead of 8 to 10 a mile. Your trip will 
be faster, cutting 7 minutes from Haulover 
Beach to Lincoln Road mall. 

• Riding the 80 Special doesn't cost 
you any more to ride than the usual 50¢, 
with elderly and handicapped persons riding 
for25¢. 

• Service begins June 23, running 
Monday through Friday.from 9 am. to 3 p.m. 

• The 80 Special runs every 20 minutes. 
• Get on and off ONLY at stops 

marked ·so Special.· 
• Transfer directly to 18 Miami Beach 

routes at one or more 80 Special stops (you 
can catch Route O three blocks west on 
Lincoln Road at Meridian Avenue.) 

Other Miami Beach Improvements 
Route D-Buses will leave all 

scheduled time-points 5 minutes ear1ier than 
the present schedule. 

Routes S & T-Service will be 
increased to operate every 20 minutes on 
SIA'lday rather than every 30 minutes . 

Call Us 
METAOBUS 
Route lnformalion: 638-6700 
Suggestions and Comments: 638-6600 
Maps by mail: 638-6137 
(Metro Transit Agency) 
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Figure A-2 

NEWSLETTER ARTICLE 

~ iflnutr iExprroo ·---•--2 -·-----· Fian...--

,,,..,,__ ____ .,.__..,......,_., .. __ 
good. 

......, _______ c-,._.., ____ .....,..-c ..-.---~--
Special service 

starts on Miami Beach 
Improvements to 26 other routes begin June 22 

A new IOIIIC for the 111·1 bicl>- r..., - .,..--. 
li1hts service improvcmea&1 :.,_.".t3 :~ia1 a.elective 
and chan1es throu1hou1 lhe routes to mak.C tbcm operate 
METIIOBUS nctworlt c4'ective mon, efficicndy. - an, pvin1 
June 22. METAOBUS-•-

T he ro u I e • D d IC bed ulc IDWlded transportalioa service ... 
cllan1H and impn,v_,,u have Emal R. Gerlach. Meau 1lamit 
evolved after careful llhldy al dil- "-Y Din,ctor. said. 

80 Special to provide 
faster service 
on Miami Beach 
. .. "M1h . lhe ael" dccade .... io....._ru.,u._tbc...,._..,eJdetlYllw!!!~ !!lie o1 
swin1. METitOBUS is lhe boner 2$c. For elderly cilizens who do 
way 10 ride in lbe so·s with lhe - have a Medican, cant. which 
innoduction of a new concqM in is Ille primary I.D. cant. 1M _. 
bus 1ranspona1ion - lhe Miami cial METROBUS I.D. c:ard ia 
Beach Roule 80 Special. ·-11 a q,ec:ial MTA offlc:e 

1--u •win be aac1c 
,,atem-wid.c. with tllc -.ajor 
cllaDp takin& place on Miami 
Beach willl lbe s&anolanew. tim­
.... op METitOBUS rouce on 
Collins Aveaue. called 1bc 80 
Spcial. 

ML\ will --e " -

This new limiled Slop IOIIIC will II J.401 NW 36111 St., Moeday 
bepn operatina on Collins /We- duoql, Friday - 9 LIii. tu , 
nue be1ween Lincoln Road and p.m. 'lbu must apply ill - for 
Wuhin1100 Avenue and the tbis canl and have pmo("' - · 
Haulover Marina June 23, provid- Special dnipwed sips will be 
inarapid,diiectservic:eforMiami placed .. all METROBUS ...... 
Beach puaen1en. All other served by Illa., S.-;at. A­
'°"'" alona Collins Avenue wiD ride is mticipal9d - ,_ -
continue ID open1e u usual ex- - - will - loave tu 
cept u explained dacwbcft ia 111Dpnayti,,,1D,._blacbllu ·-- -=wdiaa. Roule Swill 
tbis publicaaoG. 11111 - IS - _... - laave DDwmawa Miami (SE la 

The 80 Special will mab stopa Miami-· . - and flacler _, ia a 
appn,IWIWCly oae mile apart a& Choicea for tho_, si-ial'bDa .....,_ . ......,., dwms tbo 
...;o,- acuvity ceaicn and - stopa - baMd - amtyaa al claytnm--.yaal.lland 

-fer paiDU oe Collim A- and - - _.. ... Oil -41 --·-· ll'a..i- · 
lndiaa c-k Drive. II is -- ud off METROBUSES .... ... --.... ROIIIC s will 
ciallyi_...,ilD_tba&_ - ....... -~ laave-S-andCollilot• 
-"caDIOtODandalrtbisbua an lonted. Paa-n cu -••.:za-•-aftar 
oaly a& daipaled stopa. The 10 tn■afer to aJI Miaai -• 1M - · 
Specialwillru■ every20mi■utn, IUUICl•--0•-• -T (Haulo¥er -• to 
Monday .-ip Friday. from 9 - IO Spocial -· 0-.-- Miami via Ca11i111 /W• 
LIii. ID 3 p.m. a.....-· L :... J1olia 1llale C-W.y and 
F- for lbia -- METRO. _,..., QalgllS Biacayae Blvd.) - T SU..y 

BUS ride will be lbe - u all - S (19'111 SUwl and~ - will be - io _.. 
rqvJar and special rau&a: SOc . Avenue to DoW1KOW11 Miami via &le ewery 20 minutes lnvina 
Elderty and handicapped penona MacArtllur Cauacway) Roule S Dow-.. Miami(NE IS1 A­
who llave a valid bluciredlwbilC Nrvil:a will be - ID-· - Ill Street)on Ille hour. lOand 
Medicare canl or METROBUS lie every 20 minulCI OD Sunday 40 minutes after die hour. Soulh-
1.D. c:an1 will be a11ie ID ride for ralJlcrtlla■ every 30--ID,. bouod from Haulover Park. 

A-3 

IINMIC appro1i.malcly 23 million 
annual miles of service from 
S1ruahan Parl. F1. Laudenl.J< . 
in lJle nonh to Wint PaJm Dn"e , 
Florida. City. in the $0Ulh : and 
from Collins Avenue . Miami 
Bach. in the cast to SW 1117th 
Avenue. Homestead. in the ,.est . 

· ... ..;·,...:;.,_. 

.... 

lloutcTw,iidqiatt119.29and•9 --diie-.. 
....,_ S a■d T combined wiU 

provide JO..IIUIIUte Sunday scr• 
vice oe Miami lleach between 
4111 SINe1 - Haulover.- - - -
- D (HollywoodlHallandal 
IO 0--- Mami via Collins 
Avea•e a ■ d MacArchur 
Cauacway) R.o•te D •ill bt: 
.,......, ID leave all oc-uled 
---paillai .5 nauw cartier lban 
11111 ~ _,__ Rou~ D. 
wu:11.....-60-«Mnuleaemce 
daily, tnvcls m>m Downtown 
Miami toCoti:im Avenue and con• 
lmucs north ra lbuns Cin:lc in 
Hollywood via US I in H-
er A-1-A ill lfolJywood. 
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We're 
GoingYour 

waywtth 26 route 
Improvements starting 
June 22 and the new 
Route 80 Special on 
Miami Beach 

Service ~IS and changeS 
throughout the METROBUS route 
nelWOlk will be implemented June 22, 
1980, according to Metro Transit 
Aqenc, Director E,,_ R. Gerlach. 
The route and ~ cnanges and 
improwments haw el/OMld altercare­
lul study of different area transit neede. 
· ay streamlining selective routes to 
make them operate more efficiently, -
are giving METROBUS passengers a 
mora well-rounded transpOrtalion ser• 
vice ... Gerlach said. 
lffl!)tOY81T1811 will be made system-­
wide, although major changes wiU be 
made on Miami Beach with the start of 
a ,-, limited stop METROBUS route 
on Collins Avenue. 
Service improvements are listed with 
a brief descnption of each change. ~---METRO 

BUSII 

MIAMI BEACH 

The IQ Speclal. a ,_ limited stop 
route on Collins Avenue be_, Lin­
coln Road and Washinglon Avenue 
and Ille Haulover Marina will be sched­
uled ~ 20 minutes Monday through 
Friday from 9:00 a.m. until 3:00 p.m. 
Mal<ing limited stops approximately 
one mile apart at major activity centers 
and transfer points on Collins Avenue 
and Indian Cr- Drive, Ille IQ Special 

A-4 

....... u.nr. 
■ lllllwbllrShapa 

D --AnwicanaHoell 
DHalldaylnn 
■ l'Ulnpanll'•~ 
II ~Hoell 
■ 9---"bowaw.a& 
• EdalAocHoell 
• .... .. lillllMI Hoell 
1111..&aanHoell 
Ill Aalwt lladlcal Plua 
• IJnDaln Aliad .... 

will provide high speed, direct service 
for Miami Beach passengers. 
R- S and R- T: Frequency of 
service will be increased to every 20 
minutes on Sunday. 
R- D: Sefvice will be changed to 
leave all scheduled time points 5 min• 
utes earlier than the present schedule. 

• 

• 
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Figure A-3 

80 SPECIAL ROUTE GUIDE 

METAOBUS ope,ates undet ,,.. E1ac1 F.,. System Please ETRO 8 0 
":::·:::nge ,_,., •hen)OU boanl soc1s, BUS ~.Aw• 
E1p,eu Aout•• 1a11 passo,egers) 1£J!J/J/IIT SPECIAL r.=:.,~_1ca_. 1••'" M«i,c;•"' O< 

2
sc Route Guide 

MTA I D non-peak hours ontv·1 
St-•'--1•12(graoes 7-12 
w,tnMTA IO I 

25< 

Speclat E....ca Part! RkM 
25< 

$1 00 

Limited stop bus operating mid-day 
between Lincoln/Washington and 

"Non-peak nours -days 9am 10 4pm. and all"' 6:30pm 
-ends and notodays• all day 

Haulover Marina. Fare is 50¢, 25¢ for elderly 
and handicapped during non-peak hours. 

HAULOVER 
MARINA 

Limited Stop Bus 

(Bus Bay) 41 St 

f 
< 18St 

ir 

87 St (Holiday Irv,) 

72 St (Bus Bay/Shelter) 

67 SI (Pumpemil<s) 

55 SI (Kor.over Hotel) 

45 St (Eden Roe Hotel) 

(Lucem Hotel) 

24SI 

(Ptoney Plaza) .. 
~ .. 
C 

~ 

,,: 

-1 I 
Lincoln Rd 
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