
    
  

 
Comprehensive Regional Transit Service Plan – Final Report 25   
Regional Transit Coordinating Council (RTCC)  
November 21, 2008 

7.4 Proposed Rapid Transit Corridors 2016-2020 
By 2020 it is anticipated that with the increase in ridership, some routes previously served by ART will convert to BRT and 
some ART or BRT routes may convert to LRT. These routes will move to BRT or LRT “if and only if” the intensive planning 
process shows that conditions warrant the investment in the modal upgrade.  As a result, some corridors have a dual 
designation on the map below. New ART corridors are proposed to be added to 7 Mile, 9 Mile, Greenfield, Haggerty/Williams 
Lake Road and Eureka Road to fill in gaps in the region and expand high quality transit service to the region. Regional 
service would be expanded with the additional of commuter rail from Detroit to Monroe and Port Huron. Commuter service to 
these communities is projected in this time period because both corridors have significant freight traffic that will require 
capital intensive solutions to allow implementation.  

Figure 16  Proposed Corridor Service 2020 
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7.5 Proposed Rapid Transit Corridors 2021-2025 
In a climate of continued use, the system is expected to continue to expand and upgrade in 2025.  The network is laid out 
with the proper mode addressing need. If ridership growth continues parts of Gratiot and M-59 will convert from BRT to LRT.  
The last ART route is added along Twelve Mile Road through Macomb and Oakland Counties. 
 

 

Figure 17  Proposed Corridor Service 2025 
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7.6 Proposed Regional Transit System 2026-2035 
In 2035, a completed system will balance Community Transit, expanded bus service, ART, BRT, Commuter Rail and LRT to 
provide a comprehensive system for the residents of Southeast Michigan. 

There are several other commuter rail options to the Regional Transit System that may merit further study.   The Detroit-Ann 
Arbor commuter rail line could branch off and terminate at Cobo Hall.  An option of using the Dequindre Cut to provide 
service to Downtown Detroit from Pontiac was considered but rejected due to the high cost of restoring the corridor. Service 
using rail corridors could also be evaluated that serve Southwest Macomb (Warren, Sterling Heights and Utica), 
Northwestern Wayne (Livonia, Milford, Novi and Plymouth).  

Figure 18  Proposed Corridor Service 2035 
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Time of Trip 2008-2015 2008-2035

Early AM 39% 64%

Peak 18% 27%

Mid-day 14% 29%

Night 19% 39%

Weekend 43% 49%

8.0 Mobility Benefits of Regional Transit Network  
Expanded regional transit brings increased mobility, allowing the residents of Southeast Michigan the choice to take transit. 
The proposed Regional Transit Network, including enhancements to existing services and the introduction of new rapid 
transit corridors, will provide the residents of Southeast Michigan better travel options and more frequent service.  
 
A well planned modern transit system integrates with other modes of transit.  The most efficient trip will use the most efficient 
mode, which includes, walking, cycling and driving.  Integrating transit with a combination of these different types of modes 
increases the quality of life of residents, specifically young adults, which is a goal of the plan. 
 

8.1 Transit Travel Time Savings 
The time saved and new trips that can be accomplished on transit are key ways to highlight the benefits of the proposed 
Regional Transit Network.  An analysis of the mobility benefits associated with an improved transit network in Southeast 
Michigan.  The analysis quantified the benefits, on a trip-by-trip basis, that are realized as a result of the expanded network.  
The mobility benefits calculated are quite substantial and appear to position transit travel to be much more competitive with 
the automobile as the network grows and expands. 

 
An approach was designed to assessing the mobility benefits that would address the following types of trips: work, 
entertainment, cultural, educational, medical and shopping. The travel times assessed covered the all time periods: peak, 
mid-day, early AM, night and weekends. Looking at different times and types of trips, the assessment covers a wide variety of 
riders including service industry and second shift workers.  
 
Thirty trips (origin to destination) from across the region were assessed. The 
trips evaluated were chosen to insure that the employment areas, major 
entertainment, culture and educational activities were covered been being 
considered.  The transit travel times were calculated in both directions simulating 
a person’s true round trip travel patterns. 
 
Trip times were calculated for 2008, which is the baseline.  Calculations of transit 
travel time were made for the same trip taking place on the network that is 
proposed to be in place in 2015 and third calculation was made using the 2035 recommended transit network.  
 
Special attention was paid to identify and assess typical trips for elderly.  Ten of the transit round trips calculated were 
designed to model typical trips taken by elderly travelers by selecting key typical origins and destinations as well as times 
concurrent to senior trips.  The elderly trips include the use of Community Transit which is targeted towards their use. 

 
The 2008 baseline transit travel times were determined by using the 
online trip planners for DDOT and SMART.  The 2015 and 2035 trips 
were determined by using the projected service in place of the network 
at that time with service frequencies based on the mode standard 
adjusted for the projected corridor use.  For the purposes of these 
calculations, traffic congestion in 2015 and 2030 is assumed to be the 
same as 2008 (a conservative estimating assumption).   

 
Using transit on the sampled trips in 2008 varied from extremely 
convenient to not possible for four of the trips. Comparing 2008 to using 
the proposed network in 2015, the average cut in trip time is 18%.  One of the four trips unavailable to transit users in 2008 
can be traversed using the 2015 network.  Comparing 2008 to the 2035 proposed transit network, the average reduction in 
transit trip time is calculated to be 32%. 
 
The total time savings for all 30 trips 2008-2015: 1085 minutes and for 2008-2035: 1722 minutes.  On average, transit users 
will save 18 minutes in trips from 2008-2015 and 29 minutes time on trips comparing 2008 and 2035. These times do not 

Table 4 Average Time Savings by Time of Day 
*Some trips are in multiple categories 

Category 2008-2015 2008-2035 

Cultural  7% 27% 

Education 22% 36% 

Elderly 9% 21% 

Entertainment 32% 47% 

Medical 13% 32% 

Work 35% 43% 

Table 5 Average Time Savings for Each Category* 
*Some trips are in multiple categories 
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take into consideration the environmental benefits such as less pollution, less fuel used and intangibles such relaxing while 
riding versus driving in congested traffic. Two trips reviewed will save more than 90 minutes each way, while seven trips will 
save a time of less than 20 minutes.  
 

8.2 ADA & Elder Mobility 
The proposed Regional Transit System will enhance the mobility of all residents and workers in Southeast Michigan.  
However, it is important to focus on the specific mobility improvements for the disabled and the elderly as these groups are 
key targets for improved services.  The use of transit by the elderly and disabled community was a focus from the outset of 
this project.  Increasing mobility for the disabled and elderly is not just about increasing service.  Improving facilities to better 
accommodate the disabled and elderly is useful to increase ridership and lower costs.  This plan proposes that all vehicles 
and new facilities be accessible which will be a benefit to both groups.  By working with communities to make sure that 
continuous sidewalks connect to shelters, the elderly and disabled will able to access and choose to take fixed route transit.   
Low Floor buses and light rail vehicles will allow both communities to enjoy the advantages that the Proposed Regional 
Transit System will provide. 
 
Extensive concerns were raised relating to the ability to use ADA service between SMART and DDOT service areas. With 
the need to reserve services on both providers to complete a trip that can be as short as a couple of miles, the system 
currently causes undue difficulty for ADA service that ‘crosses the boundary’ between DDOT and SMART service. The 
recommendation that SMART and DDOT ADA service be coordinated initially and eventually combined will solve this major 
issue in the region. Curb-to-curb and door-to-door service will need to be expanded. It will be a major step towards increasing 
the mobility of the disabled.  Trips that are difficult to make, if at all, will be possible. 

 
Access for the disabled to work, education, culture, entertainment will be enhanced by this plan.  The provision of more fixed 
route service that covers the area, with more service provided, makes most major destinations within the current SMART 
region accessible without paratransit service. Schedules must be made more available by a variety of methods; posted in bus 
shelters, available on-line, available via 1- 800 phone numbers and posted in Sunday papers. 

 
Addressing the disabled and elderly who cannot use fixed route services, this plan recommends that paratransit service 
increase by 50%. This is to accommodate the projected 50% growth in the elderly population in the next 25 years, who are a 
major consumer of paratransit services.  In combination with savings from a combined DDOT-SMART paratransit service, the 
disabled will be provided with more service so the number of trips can increase and the wait times for service will decrease. 
 
SMART and DDOT or the regional transit authority must work with community organizations to develop guide or travel coach 
programs to enable disabled or elderly travelers that cannot travel alone or need help learning how to travel via public transit. 

 
The elderly generally travel outside of normal peak periods. Proposing more service hours during midday will immediately 
increase the mobility elderly, and the disabled. The SMART service area, where the vast majority of growth in elderly 
population is projected to occur, midday service is sparse.  This increase in midday service will allow the elderly and disabled 
more opportunities to use transit for their elective trips for culture or entertainment. 
 

8.3 Multimodal Connections  
The best mobility advantage will come to Southeast Michigan when an improved transit network integrates seamlessly with 
all forms of transportation.  Currently transit does this by using Park and Ride lots, bike racks on some buses and providing 
walkways and shelters at certain locations.  These efforts need to be expanded.  Connections to greenways and expanded 
bicycle facilities will provide additional benefits to the region.  Additionally, transit oriented design principals should be 
established that will educate developers on ways to build properties that raise the prominence of the transit user to the 
automobile user.  
 

8.3.1 Mobility Hubs 
Mobility Hubs is a new concept to provide seamless, multi-modal trips for all types of transportation trips. Rapid transit 
stations are a natural location for the concept.  Integrative approaches such as information technology innovations and 



    
  

 
Comprehensive Regional Transit Service Plan – Final Report 31   
Regional Transit Coordinating Council (RTCC)  
November 21, 2008 

enhancements, service innovations, urban planning and design for accessibility, innovative financing and policies, and other 
integrative approaches are used to help transit riders in the most efficient mode for their trip. An example of this is the 
location of car sharing at a rail station to facilitate a trip which may not be accomplished on transit. 
 

8.3.2 Bicycles 
Bicycles are an environmentally friendly mode that extends the reach of transit. There are several different ways that bicycle 
riders interact with transit which are described below. With an increase in bicycle facilities, modal connection between 
bicycles and transit will increase.  
 
Bikes on Transit 
All new transit vehicles in the region should accommodate bikes.  Currently all SMART buses are equipped with bike racks. 
DDOT is testing bike racks with the goal of eventually equipping their fleet.  All new services in the Regional Transit Plan 
should accommodate bikes.  On ART and BRT vehicles this should be accomplished on the outside of the vehicle, while on 
Commuter Rail and LRT the racks will be inside of the vehicles.   

 
Secure Bike Storage At Stations 
All new BRT, LRT and Commuter Rail stations should have at a minimum of two bike racks to allow bike parking.  In many 
locations in the country, people will ride a bike to their rapid transit station. This option helps extend a station’s access area 
from ½ mile (the distance that people are willing to walk to rapid transit service) to over a mile. Larger stations that are 
integrated into the community can house bike stations.  Bike stations provide enclosed bicycle parking and facilities to wash 
up after a long bike ride. 
 

8.3.3 Park and Ride Connections 
Park and Ride lots are crucial to the success of transit in lower density areas as well as to access the new rapid transit 
corridors.  Ideally transit riders begin their trip on transit, but it is not always possible.  Providing a location for drivers to safely 
park their vehicles and comfortably wait for transit will help grow ridership. In the western parts of the region this will be a key 
policy to entice people to use transit. Park and Ride lots should be part of the design for ART, BRT, LRT and Commuter Rail 
stations. The lots should be built and in place as the service opens.  

 
Transit ridership can be quickly grown by the near term creation of Park and Ride lots to complement the numerous lots 
currently in service. The RTCC, DDOT, SMART, Macomb, Oakland, Wayne Counties should work with MDOT (who has 
jurisdiction over most of the major corridors in the region) to identify locations where Park and Ride lots can be conveniently 
located off of major corridors and highways. 
 

8.3.4 Greenways 
The Regional Transit Network should integrate connections greenways when possible. Greenways are corridors that are 
designed for non motorized travel.  Built in urban and suburban environments they provide a pathway for pedestrians, 
cyclists and skaters and the opportunity for safe travel without concern of motorized vehicles.  In some settings in the region, 
they can help provide a part of a transit trip that normally may not be made.  All different modes and pathways of travel that 
are accessible to transit will help grow transit. 

 
Greenways often provide connections to natural areas which are destinations not often accessible on transit and thus will be 
a destination for transit users.  Future transit and greenway plans in the region should be coordinated as early as possible in 
the planning stage to promote these connections.  Transit stations could also provide services for greenway users.  Services 
such as bike shops (that rent bicycles), sports stores and restaurants can be located at these modal hubs to provide a 
synergy around transit-greenway nodes.  
 
There should be ongoing coordination with greenways projects to assure that there is harmony between motorized transit, 
non-motorized and greenway corridors. 
 



    
  

 
Comprehensive Regional Transit Service Plan – Final Report 32   
Regional Transit Coordinating Council (RTCC)  
November 21, 2008 

 



    
  

 
Comprehensive Regional Transit Service Plan – Final Report 33   
Regional Transit Coordinating Council (RTCC)  
November 21, 2008 

9.0  Economic Benefits of Transit Investment       
 

9.1 How Transit Affects the Local Economy 
Industry research shows that for every dollar invested in transit, that there is a return of between $4 and $8 to the regional 
economy3.  In region after region throughout the country, the development of transit corridors has been shown to accrue 
benefits to the wider community –through direct benefits of development, but also through indirect benefits related to 
improved property values, increased sales and the creation of a more attractive investment climate.  An expanded transit 
system provides more transit jobs, provides better access throughout the region and can have a stimulus effect in the 
corridor and throughout the region. 
 
Transit, when it is part of broader aggressive economic development strategies can enhance the impact of overall economic 
strategies.  In other words, the addition of a transit component as part of economic development strategies can make “good” 
development results become “great” development results.  Transit is a proven ‘accelerant’ of development results. Transit, on 
its own, does not have as significant an impact as when it is paired with broader economic development strategies. 
 
Current SEMCOG population and employment estimates in the three coiunty Southeast Michigan region are nearly flat, with 
annual growth around 0.5% between now and 2035.  Additionally, corridor level growth in some cases is declining.  Without a 
concerted effort to spur the economic conditions of Southeast Michigan, involving aggressive economic development 
strategies and the introduction of transit corridors, very little growth can be expected. 
 
Transit has very direct development impacts in station influence areas.  There is strong evidence that the presence of a 
transit station, when supportive development policies are in place, creates development value capture that does not exist in 
the absence of transit.  Greater density is often possible in the vicinity of transit stations because of the ability of transit to 
deliver customer right to the site and reduces the need for parking at that location.  Land that was otherwise used for parking 
can become revenue generating property.  Through research, the maximum benefit has been seen with rail stations, 
however BRT/ART stations are likely to also have a strong impact on development at stations.   
 
To fully realize the benefits on jobs and housing requires a combination of near term and long term efforts and the use of the 
best practices and innovative strategies that have been used in other areas.  Investment in an expanded transit system, of 
the type identified in this project can ultimately have an impact on how the region grows, where people live and work and in 
the development investment climate.  There will need to be regional dialogue to address the multi-jurisdictional issues that 
will ultimately need to be addressed as any rapid transit corridor passes through numerous jurisdictions.  Transit corridor 
implementation will be most effective if it is carried out under a broad framework that establishes regional strategies to 
advance economic development at the system level.  These regional strategies will set a near term goal to establish a 
positive development and regulatory environment that will be able to “incentivize” transit oriented development before the 
transit is implemented. 
 
One additional consideration is important to discuss.  A number of business site selection professionals have noted that 
regions with rapid transit and a robust transit system or those that are investing in that type of ‘infrastructure’ for the region 
are looked upon more favorably in the job location evaluation than those that are not perceived to be addressing mobility in 
their region.  Transportation is one of the many factors that is considered when a corporate location decision is being made.  
While some of the economic development issues affect where development will take place within the region, this aspect is 
affects whether someone will choose to locate in Detroit rather than Kansas City.  Focusing on improving transportation and 
job access is viewed in a positive light in corporate location decisions. 
 

                                                           
3 Street Smart: Streetcars and Cities in the Twenty First Century. Shelley Poticha and Gloria Ohland. 2006, Pages 3-4  
 The Benefitls of Public Transportation, Essential Support for a Strong Economy. APTA 
 Public Transportation and the Nation’s Economy: A Quantitative Analysis of Public Transportation’s Economic Impact. Cambridge 
Systematics, Inc. 1999 

 Portland Streetcar Development Oriented Transit. Portland Office of Transportation and Portland Streetcar, Inc. 2006 
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9.2 Representative Corridor Economic Development Impact 
As part of the Comprehensive Regional Transit Service Plan (CRTSP) project, specific research was conducted on 4 
representative / illustrative corridors. This analysis looked at the value of new development directly related to transit. Four 
sample corridors were selected, each representing different development environments.   A similar type of economic 
development impact studies have been done recently in connection with the Aerotropolis. 
 
The four representative / illustrative corridors studied were: 

• Woodward 
• Telegraph 
• 8 Mile 
• M-59 

 
For each of these corridors the economic and fiscal impacts of the proposed phasing was calculated for the four 
representative / illustrative corridors.  (There are more than 4 corridors being recommended, so the quantitative results that 
are obtained in the evaluation of the 4 representative /illustrative corridors provides a lower quantification of the overall 
impacts than if the full set of recommended corridors were implemented.  The RTCC can use the methodology established in 
this analysis to project the impact of implementation in more corridors.) 

 

9.2.1 Economic Impact of 4 Representative Corridors 
The economic impact (again related just to the 4 representative / illustrative transit corridors) at 2035 buildout is seen below: 
 

• 30,000 new jobs (direct and indirect impacts) 

• $1.4 billion in payroll 

• 10,800 new housing units created 

• $1.9 billion in new development value created 

• $224 million in annual retail sales 

 

9.2.2 Fiscal Impact of 4 Representative Transit Corridors 
In addition to the economic impact of the development created by the introduction of these 4 representative transit corridors, 
a fiscal impact can be calculated.  The fiscal impact is the effect of this development on tax revenue based solely on the new 
development that can be attributed to transit implementation.  The development generated the 4 representative transit 
corridors will create $87 million in annual tax revenue to the State of Michigan and local jurisdictions.  The fiscal benefit from 
existing development that increases in value as a result of the transit corridor implementation is over and above the $87 
million annually. 
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10.0 Network Costs 
The capital and operating costs of all the proposed Regional Transit Network are listed below.  Capital expense for each 
service includes vehicles and facilities, including support facilities for the maintenance of vehicles.  Operating costs are the 
yearly costs to run the network.  The majority of operating costs covers labor and is estimated to increase every year. The 
capital costs are listed as total expenses for the time period listed.  The 2009-2012 costs are for ART only and do not include 
any LRT costs.  The operating costs are listed as the yearly operating costs during the time period listed. Commuter rail 
projects are the responsibility of SEMCOG and MDOT and all the costs have been separated to reflect this. 
 

10.1 Capital Costs 
Corridor Development – ART, BRT and LRT(Section 7.0); (Section  Service Frequency Increase (Section 4.2.2); New Routes 
and Additions (Sections 4.2.1 and 4.2.3); Job Connectors (Section 4.1); Connector Service (Section 4.4);  People Mover 
Enhancements (Section  3.3.2); Paratransit (Section 4.3); and Bus Stop Enhancement Shelters (Section 4.5).   
 
FTA New Starts funding for capital costs is available from the Federal Government, theoretically at a match rate of 80% 
Federal/20% Local.  However, recently Federal New Start Funding has typically required a 50% Local Match.  As a 
conservative estimate, a local match of 50% is assumed for capital costs.  The funding that Southeast Michigan and/or the 
State of Michigan will have to provide each year to build the Regional Transit Network is listed as Total Annualized Capital 
Cost. Again, all costs are listed in current year dollars (2008). 
 
These costs grow over time, anticipated to peak in the 2016-2020 time period with the addition of two commuter rail lines 
(Planning, implementation and funding is the responsibility of SEMCOG and MDOT), three LRT corridors, three BRT 
corridors and five ART corridors.  Job Connector costs drop over time because it is anticipated that the service will be scaled 
back as rapid transit service grows in the region.   
 

10.2 Operating Costs 
Operating costs listed include the costs for providing all the new service proposed in this report with the except of the 
commuter rail.  Those costs are listed separately because the service will be the responsibility of SEMCOG and MDOT. The 
operating cost for the new service in the Regional Transit Network are anticipated to almost double the current combined 
operating costs of DTC, DDOT and SMART of $293 million4.  While these projected operating costs are significant, when 
compared to other areas, Southeast Michigan will still have a per capita expense lower than the national average of $184.   
 
Beginning in the late 1990s federal funding for operating transit was discontinued.  Capital funding is permitted to be used for 
some maintenance costs, but on the whole, operating costs must be funded from non-federal sources. All operating costs for 
transit, like the capital match, must come from local sources. The bottom half of Table 6 details the annual operating cost for 
the Regional Transit Network, which increases from $352 million to $600 million per year.  
 
 

                                                           
4 Reported 2006 Budgets, 2008 National Transit Database 
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Table 6 Estimated Costs of Regional Transit Network 

Total

CAPITAL EXPENSES 2009-2012* 2013-2015 2016-2020 2021-2025 2026-2035 2009-2035

Corridor Development   (+/- 20% ) $82,693,000 $1,280,078,000 $3,503,291,000 $2,944,696,000 $2,607,252,000 $10,418,010,000

Expanded Fixed Routes $22,800,000 $22,800,000

New Routes & Additions $35,600,000 $35,600,000

Job Connectors $2,100,000 $1,300,000 $700,000 $700,000 $4,800,000

Connector Service $1,820,000 $700,000 $700,000 $700,000 $3,920,000

People Mover Enhancments $17,000,000 $17,000,000

Paratransit $1,800,000 $1,170,000 $1,170,000 $1,170,000 $5,310,000

Shelters (+/- 20%) $1,125,000 $4,500,000 $4,500,000 $9,000,000 $19,125,000

TOTAL $82,693,000 $1,362,323,000 $3,510,961,000 $2,951,766,000 $2,618,822,000 $10,526,565,000

Total Annualized Capital Cost $41,346,500 $454,107,667 $702,192,200 $590,353,200 $261,882,200 $389,872,778

Local Annualized Match Share (50%) $41,346,500 $227,053,833 $351,096,100 $295,176,600 $130,941,100 $194,936,389

Commuter Rail (SEMCOG and MDOT) $147,560,000 $315,840,000 $463,400,000

OPERATING COSTS

2008 Base Annual Operating Costs $293,000,000 $293,000,000 $293,000,000 $293,000,000 $293,000,000

Incremental Annual Operating  Costs     

(+/- 10%) $59,394,534 $251,816,000 $291,602,000 $302,153,000 $307,070,000

TOTAL ANNUAL OPERATING COSTS $352,394,534 $544,816,000 $584,602,000 $595,153,000 $600,070,000

Per Capita Expense including current 

$293,000 funding             (+/- 3% ). **
$86.20 $102.56 $106.52 $107.81 $109.45

TOTAL ANNUAL OPERATING AND 

CAPITAL SHARE COSTS
$771,869,833 $935,698,100 $890,329,600 $731,011,100

Incremental Annual Commuter Rail 

Costs (SEMCOG and MDOT) $10,001,000 $24,035,000 $24,035,000 $24,035,000

* ART only

TIME PERIODS

** NOTE: The current per capita funding in the Southeast Michigan region is $75 per capita. The current 

average per capita transit funding for the top 25 municipalities in the USA is $184.
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11.0 Funding the Regional Transit Network  
Implementation of the proposed regional transit network will require additional funding to be generated.  In addition to funding 
from the Federal government that can be used to help build the system, funds will be needed to operate the system.  
Operating funds generally must be raised at a local or state level.   
 

11.1 Needs 
• The RTCC will need to develop a plan to leverage the maximum level of Federal funds for capital projects (new 

vehicles, enhancements to bus stops, ART/BRT/LRT development).  It will also be necessary to identify a dedicated 
source of local funds.   

 
• The RTCC will also need to identify a source of dedicated local/regional funding for transit projects.  The dedicated 

funding source can be used to match the Federal capital dollars or to bond capital projects.  The dedicated funding 
source is also needed to fund the annual operating cost of service. 

 
• The RTCC or the regional transit organization will need to work closely with the FTA to study and evaluate Private 

Public Partnerships (P3) as a method for funding corridor development and operations. The FTA is currently 
working on a Private Public Partnership Pilot Project (“Penta –P”) with three Regional Transit Authorities to develop 
modals for future P3 programs. P3 programs are intended to provide a method of sharing risk and accelerating the 
speed of project funding approvals.  

 
In the industry, there is a very wide array of how other regions obtain their dedicated local funding – everything ranging from 
property tax (or millage) to employer head tax to sales tax.  Nearly 2/3 of regions, however, have chosen a sales tax as the 
basis of their dedicated funding source.  The type of funding source selected depends very much on local politics and the 
types of agreements that can be brokered.   
 
Discussions at the Federal level about a new Federal Transportation bill are commencing.  (The current 6-year transportation 
funding bill is called SAFETEA-LU - Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users is in 
place through 2009).  With each 6-year transportation bill, renewed and revised objectives guide its development.  It is 
essential that the Southeast Michigan region engages in discussions at the federal level with staff and elected delegations 
about the vision of the region and the capital funding needs to make the vision a reality.  The time is right to have these 
discussions now.  
 
Any efforts to raise funding for a regional transit organization must be closely coordinated with other legislative or ballot 
initiatives, including the SMART millage renewal in 2010. 
 

11.2 Modal Funding 
Federal funding will need to be obtained to support a portion of the capital costs related to building rapid transit corridors and 
enhancing bus stops.  Often, a significant challenge exists within a region to move from the level of transit capital funding that 
is currently in place to a level of funding that allows for the implementation of new services.  Help in the effort will be sought 
by pursuing Private Public Partnerships as the matching local source to help facilitate quicker access to Federal funds.  
 
For this plan, the goal would be to begin implementation of ART services through formula or earmark federal sources (Bus / 
Bus Discretionary, Clean Fuels, Section 5307 funds) or the use of flexible transportation funds from Surface Transportation 
Program.  Many states choose to provide transit projects access to this flexible funding pool. 
 
Implementation of Bus Rapid Transit and Light Rail projects would most likely require successful pursuit of New Starts 
funding from the Federal Transit Administration.  There is a long lead time on projects that are successful achieving New 
Starts funding.  The competition from throughout the country for funding from this is very strong and the program is 
oversubscribed. There is a long back up of projects that are seeking projects through this source.  It is possible that there will 
be changes, possibly even substantial changes, to this program with the next reauthorization of the transportation bill, but 
then nature of these changes and the impact of a new incoming president won’t be known for some time.  
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12.0 Next Steps for RTCC  
There are a number of recommended Next Steps for the Regional Transit Coordinating Council to advance regional transit in 
Southeast Michigan and to meet the projected network implementation plan. 
 

• Adopt the Comprehensive Regional Transit Service Plan for Southeast Michigan 

• Work with DDOT, DTC and SMART to implement the Opportunities for Enhancement Through Coordination 

• Commence planning for Arterial Rapid Transit funding and implementation 

• Begin the process of establishing a regional transit organization with the powers to plan, fund and operate 
transit service 

• Begin planning for 2013-2015 network improvements (BRT on Gratiot and LRT extension from Grand 
Boulevard to 11 Mile) 

• Obtain a dedicated funding source 

• Implement the regional transit organization including staffing and institutional arrangements 

 




