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We’re in the process of adding these documents to this website.  In the meantime, please contact NVTC for copies of these studies.

LIST OF STUDIES FOR AND BY NVTC

1. TRANSIT PLANNING AND FEASIBILITY STUDIES FOR OR BY NVTC
a. Transit Service for Alexandria Waterfront and Old Town, NVTC, (December, 1972).

Systems evaluated were specialized bus, light rail at grade and grade-separated light rail.  At the time, only fixed-route service from AB&W Bus Company was available, but the future Metrorail route was know.  Estimates of costs and revenues are given for the three alternatives.  Over the life of the projects, average annual capital costs are $60,000, $98,000 and $475,000, respectively, while operations and maintenance costs are $545,000, $485,000 and $370,000.

b. Air Pollution Control Measures for Northern Virginia, Chase, Rosen & Wallace, Inc. (June, 1973).

Following adoption by Congress of the 1970 Clean Air Act, Virginia’s Air Quality Control Board drafted an implementation plan for Northern Virginia to achieve the mandated standards.  Several strategies were proposed as transportation control measures to reduce motor vehicle emissions, including expanded transit systems and parking disincentives, among others.  The effectiveness of the strategies is evaluated and the role of NVTC in helping the region meet the standards is described.  Among the transit projects considered were nine new busways (seven counterflow lanes and two exclusive lanes), 1300 new buses, additional parking and shelters and subsidized fares.  

c. Alexandria Mini-Transit System Concepts – A Downtown Transit Distributor System, Barton-Aschman Associates, Inc. (1975).
The study examines potential small-vehicle transit systems to serve new east-west movements anticipated to occur within Old Town, Alexandria as a result of the new Metrorail system.  Future demand for transit is forecast and several types of transit systems are evaluated based on urban design, operational efficiency and community acceptance.

d. Northern Virginia Transportation Technical Study, NVTC (September, 1977).
At the time of this report, the Shirley Highway Express Bus demonstration was proving to be successful, dial-a-ride services were being tried throughout the country and public takeover of private bus companies was imminent.  The report combined several analyses of potential bus improvements in Northern Virginia, including priority bus movements and parking in two major corridors: Lee Highway and Route 1.

e. Paratransit Alternatives to Off-peak Bus Service, NVTC, (June, 1978).
The study provides an overview of potential paratransit systems, in terms of innovations, legality and possible areas for implementation.  Tysons Corner was determined to be the best area for initial implementation but Springfield and Old Town, Alexandria were two other areas that held promise.  The action plan called for services first in Vienna and then expanded to McLean and later to Falls Church.  Jitney loops would connect to linehaul Metrobus routes.  A lunchtime shuttle would serve the Tysons Corner area.  Funding would come from savings due to reduced service on Metrobus Route 5W.  Total costs were estimated at $76,000 annually.

f. Coordinated Transit Information Services, Lea + Elliott Transportation Engineers, (February, 1988).
At the time there was no unified source of information for transit customers.  These customers needed a prior source of knowledge about which bus system to call to request facts about routes, schedules and fares.  The report examines alternatives for providing such a single point of contact, together with cost estimates.  For example, a new system for Northern Virginia would cost $62,000 to set up and $115,000 annually for operations.  Cost sharing factors were proposed for each participating transit system.  Ultimately expanding the existing WMATA system to include local transit system information was selected as the preferred alternative.

g. Market Study of Commuter Bus Alternatives in Northern Virginia, SG Associates, Inc., Richard H. Pratt, Robert Hitlin Research Associates, Inc. (April, 1988).
This report examines the features that commuters consider to constitute “luxury” bus service and develops demand estimates in three Northern Virginia corridors.  Surveys and simulations were used to estimate a market of 175-200 inbound daily riders in the Route 7 corridor, 500-800 in the I-66 corridor and 1,750-2,250 in the I-95 corridor.  In all the corridors, reliable, on-time, fast service was valued much more highly than luxury attributes such as highback seats, restrooms, newspapers and luggage racks.

h. Recommendations for Public Transit Service for the National Air and Space Museum Extension at Dulles Airport, NVTC (October, 1990).
NVTC staff led a team of transit and Smithsonian officials in developing recommendations for transit services and associated financial plans for the new Annex near Dulles Airport.  Criteria used to guide the selection of alternatives were: 1) Avoid duplication of service; 2) Match transit service with target markets; 3) Use conservative demand estimates; 4) Leverage plans for other transit investments; and 5) Document financial assistance needed from the commonwealth for transit capital and operations.  Among the several alternatives analyzed for costs and benefits was new direct bus service linking the Annex with the Smithsonian Mall.  That alternative was found to be more expensive than the preferred alternative that established new shuttle bus service from the West Falls Church Metrorail station to/from the Annex at 12-minute peak frequencies to match the Metrorail schedule.  A new van shuttle was recommended to link the Annex to Dulles Airport.  The report was prepared at the request of Virginia’s Secretary of Transportation to help guide the commonwealth as it worked to meet its commitment to the Smithsonian to assist with access.

i. Study of Coordinating and Integrating Northern Virginia’s Interjurisdictional Bus Routes, Abrams-Cherwony & Associates, MacDorman & Associates, SG Associates, (October, 1994).
The report describes how bus services in Northern Virginia could be better integrated and coordinated, especially those routes serving interjurisdictional travel.  Other factors were addressed such as garage facilities, characteristics of the bus fleets, potential use of private operators, suitability of public information and potential improvements to fare structures.  An additional study element was to investigate opportunities for new bus services in Loudoun County.  An executive summary describes the study process and highlights study results and recommendations while the main body of the report describes data collection and analysis.

j. Developing a Transportation Management Association and Shuttle Bus Circulator System for the Springfield District, NVTC (August, 1998).
The 1997 opening of the Franconia-Springfield Metrorail station in this suburban, but heavily developed, commercial area presented opportunities for internal circulator transit service within the business district.  A pro forma financial plan was proposed using federal and state grant funds.  Management alternatives were proposed along with alternative service plans and routes, as well as an analysis of the pros and cons of using federal funds for this purpose.  WMATA was selected to operate the proposed shuttle under the auspices of a new TMA known as TAGS.

k. Service and Finance Plan for Initial Dulles Corridor Express Buses to Loudoun County in FY 1995, NVTC (October, 1994).

The Washington Airports Task Force convened a group of agencies to plan this proposed bus service at the request of Representative Frank Wolf, who had obtained an earmark for almost $1 million of federal transit capital funds.  This report discusses a number of issues affecting operations and funding, develops a set of alternative service schedules and illustrates operating and capital budgets.  A project implementation schedule is also included.

l. Route 1 Corridor Bus Study, SG Associates, TransManagement Inc. and DMJM + Harris (May, 2001).
Examines current transit service in the extended Route 1 corridor south of Old Town, Alexandria through Fairfax and Prince William counties.  Recommends many improvements in transit services and facilities, including safer pedestrian access and technological innovations to help integrate transit service.  The report was prepared as input for a subsequent VDOT centerline study of highway, HOV and transit improvements.

2. FINANCING STUDIES FOR OR BY NVTC
a. Five Year Financial Plan for the Acquisition of: The Washington, Virginia and Maryland Coach Company; AB&W Transit; and Assumption of the Shirley Highway Express Bus-on-Freeway Demonstration Project, National City Management Company, (August, 1972).

This five-year financial plan was adopted by NVTC to guide its efforts to obtain funds for the local share of federal capital grants and for transit operations in an effort to bolster the services of the existing privately owned bus systems through acquisition by NVTC.  Also, 90 buses being used for the Shirley Highway demonstration were to be continued in operation by NVTC after the demonstration.  Total funding required for five years was $15,381,000, including $9.4 million for operations.

b. Metrobus Operations Evaluation and Financing for the Future, Stone & Webster Management Consultants, Inc. (July, 1974).

The study updated NVTC’s 10-year financial plan through 1980 as a basis for future legislative funding requests, developed a plan for allocating the costs of transit service to NVTC’s member jurisdictions and proposed a means for NVTC to periodically project costs and monitor the quality of regional transit service provided by WMATA.  Potential revenue sources are also evaluated.  NVTC’s funding requirements through 1980 are estimated at $236 million.  An appendix recommends a detailed format for measuring and reporting performance of the new regional Metrobus system.

c. Fiscal Impact of Metrorail on the Commonwealth of Virginia – Executive Summary, Peat Marwick, Mitchell & Company (November, 1985).

The purpose is to assess the benefits that accrue to the commonwealth through development, which creates jobs, incomes and sales that generate tax revenues.  From the start of service in 1978 through 1995 the study forecasts $660 million in additional state tax revenues with an excess over state investments in Metrorail of $284 million for an internal rate of return of 13 percent per year.  Quotes from developers are included testifying that they would not have made their investments in the way they did if Metrorail did not exist.

d. Fiscal Impact of Metrorail on the Commonwealth of Virginia – Technical Report, Peat, Marwick, Mitchell & Company (November, 1985).

Describes in detail the conservative methodology used (not relying on generous multipliers).  Lists actual and anticipated development and related jobs, incomes and taxes by Virginia Metrorail station area.

e. A Study of Financial Resources for Transportation in Northern Virginia—Executive Summary, KPMG Peat Marwick, (January, 1990).

Using the Northern Virginia Sub-Regional Transportation Plan (released in January, 1989), over $10 billion is needed in 1988 dollars over the next 20 years for transit and highway improvements, with only $2.75 billion of funds available.  Transit is short $2.4 billion for capital and $2.0 billion for operations.  Total sources in 1988 were $528 million, including 34.7 percent local (11.4 percent Metrorail fares).  The commonwealth provided 42.1 percent and the federal government provided 23.2 percent.  Of the $490 million of transportation-related revenues paid to the commonwealth by Northern Virginia residents, two-thirds was returned, included 75 percent of motor fuels taxes.  About half of the federal motor fuels taxes came back to the region.  Several alternative funding sources were evaluated to help meet the shortfall.

f. A Study of Financial Resources for Transportation in Northern Virginia – Technical Report, KPMG Peat Marwick, (January, 1990).

Describes in detail the sources and methods used to complete the analysis and reach the conclusions.  Estimates by jurisdiction are provided.

g. Fiscal Impact of Metrorail on the Commonwealth of Virginia – Executive Summary, KPMG Peat Marwick LLP, (November 1994).

This follow up study to NVTC’s 1984 report by the same consultant team using the same methods validated the earlier predictions.  The actual internal rate of return on Virginia’s investments in Metrorail was 12.4 percent annually from 1978 through 1994, based on increased taxes on sales, personal and corporate income, and recordation fees.  The new forecasts for 1995 through 2010 call for $1.4 billion of new state tax revenue compared to $589 million of state investments for a stunning annual internal rate of return of 19.2 percent.  As in the earlier study, quotes from developers document that Metrorail was responsible for their decisions to build and did not reflect a diversion of building from other parts of Northern Virginia.

h. Fiscal Impact of Metrorail on the Commonwealth of Virginia – Technical Report, KPMG Peat Marwick LLP, (November, 1994).
Sources and methods are described in detail together with jurisdiction-specific listings of projects and tax yields.

i. Institutional Forms and Financial Mechanisms Facilitating Successful Public Transit Enterprises –Lesson from Japan and Hong Kong, Richard K. Taube (June, 1999).
This report focuses on institutional and financial lessons from a study mission to Japan and Hong Kong in which 21 transit systems, agencies and firms were visited in Kobe, Osaka, Nagoya and Tokyo, Japan and 10 in Hong Kong.  Both countries display high transit use and vigorous leverage of land use and transit.  Among the lessons for the U.S. are: 1) Methods for accelerated transit project planning and implementation; 2) Region-wide electronic fare payment using smartcards; 3) Transit safety features such as platform screen doors; 4) Customer service innovations; 5) Aggressive joint development by transit agencies; 6) Deregulation and competition among transit providers; and 7) Emphasis on new technology.

j. Northern Virginia Transit Funding Resource Guide, NVTC (October, 2001).
This resource guide describes the many sources of funds available to sponsors of transit projects at various levels of government and in the private sector.  The table of contents can serve as a checklist of alternative components of financial plans.  For most of the sources, amounts available are indicated together with program administrators and web sites.  Over 50 federal and 30 state programs are described, plus many additional regional, local and project-specific sources.

3. TRANSIT AND RIDESHARING PERFORMANCE STUDIES FOR OR BY NVTC

a. The Operation and Management of the Shirley Highway Express Bus-on-Freeway Demonstration Project  -- Final Report, NVTC (September, 1976).

In September 1970, UMTA approved a demonstration grant to the Northern Virginia Transportation Commission (NVTC) to design and implement transit service on an 11 mile exclusive busway from suburban Virginia to downtown Washington, D.C.  The grant also called for development of fringe parking lots to serve the exclusive lanes.  The success of the project both in terms of ridership and fare box revenues has been widely recognized in the transit industry.  This document reports on the project from the viewpoint of the project sponsor.  Thus, the report contains information which in all probability could not be obtained from other sources and which would not ordinarily be reported in any technical evaluation of the project.  Also included in the report are some of the marketing and merchandising activities that contributed to the public’s awareness and acceptance of the express lane concept.

b. Analysis of Preferential Bus Treatment on Arlington Boulevard and Columbia Pike, NVTC (April, 1977).
Route 50 between Seven Corners and the Potomac River was determined to be the better candidate for such improvements, because congestion on Columbia Pike had benefited from the Shirley Highway express bus demonstration.  Several alternatives for Route 50 were considered, including contra-flow lanes and upgraded shoulders as new bus lanes.  Public hearings were held and bus lanes were constructed on the shoulders with an adjacent bike path.  Results of improved operations for buses are shown in an Appendix.

c. NVTC Experimental Ridesharing Project – Final Report, NVTC (May, 1984).

The report describes the results of a federal grant-funded project designed to promote the use of HOV, improve the performance of ride-matching services, experiment with public education techniques and identify transportation systems management techniques.  Lessons included difficulty getting direct access to private employees, low effectiveness of license plate surveys followed up with mailings and radio ads and high effectiveness of educating media representatives that I-66 is well used.  Existing government-sponsored ridematching programs were found to be very effective.

d. Northern Virginia Bus Service Coordination Plan
Approved Scope of Work   (July, 1984)

First Annual Report (September, 1985)

Second Annual Report (September 1986)

Third Annual Report (September, 1987)

                     Transit Service Coordination Plan



Fourth Annual Report (September 1988)



Fifth Annual Report  (September, 1989)



Sixth Annual Report (September, 1990)


Transportation Service Coordination Plan


Seventh Annual Report (September, 1991)



Eighth Annual Report (September, 1992)



Ninth Annual Report (November, 1993)



Tenth Annual Report (October, 1994)



Eleventh Annual Report (September, 1995)



Twelfth Annual Report (September, 1996)



Thirteenth Annual Report (October, 1997)


Annual Transportation Update


Fourteenth Annual Report (October 1998)



Fifteenth Annual Report – Supplement to 1998 Report (October, 1998)



Sixteenth Annual Report (October, 2000)



Seventeenth Annual Report (October, 2001)


Transit Performance Update



Eighteenth Annual Report (February, 2003)


The July, 1984 approved scope of work for this ongoing series of reports envisioned the need to coordinate locally and privately sponsored transit services with WMATA’s regional bus and rail systems.  This was in response to a study initiated by the Virginia General Assembly (SJR 20).  The legislative study envisioned gains from decentralization, but only if careful planning and coordination occurred in the form of a bus service management plan to be created by NVTC.  The scope called for initiating a process of transit performance data collection to guide this service plan.  Beginning with the first annual report later in 1984, NVTC began to develop these performance measurement tools, including detailed bus ridership by route, financial allocation spreadsheet models and productivity and marketing inventories.  The tools were applied to help plan real world improvements, such as extensively revised bus routes that accompanied the opening of Metrorail’s Orange Line in June, 1986.  Over time the name of report changed somewhat and the performance

measurement tools evolved.  The 2003 version of the report provided a transition to a new web-based format.

e. West Falls Church Metrorail Station Park-and-Ride, NVTC (November, 1985).
NVTC began an experimental express bus service and carpool staging area in May 1984 at a new parking lot located at the site of the inactive Metrorail station at West Falls Church.  Bus service continued until June, 1986 when Metrorail service began.  Ridership reached an average of 200 per day on the new Metrobus Route 66X with 16 peak hour bus trips and the service helped to establish the “transit habit” prior to the opening of Metrorail.  The relatively inaccessible location of the lot discouraged the formation of new carpools there.

f. Late-Night Taxi Feeder Services to Metrorail in Northern Virginia, (August, 1986).

The Northern Virginia Transportation Commission designed and implemented a demonstration of taxi feeder services to Metrorail to explore cost-effective transit strategies during periods of low demand.  The Subway Shuttle Taxi (SST) service operated in two suburban communities with different operating procedures and subsidy requirements.  The SST proved to be an effective technique for increasing mobility during non-peak hours without incurring major subsidy costs.  This paper describes the advantages and disadvantages of the two approaches to taxi feeder services.  The economics, operations and management of the SST project are reviewed including observations on publicly contracted private transit services.

g. Development Plans for the Collection of National Transit Data and Transit Management Information, George Hoyt & Associates, Inc. (July, 1999).

The report provides two separate transit performance data collection plans.  First, plans are given to collect data to enable Northern Virginia’s transit systems to file reports to the National Transit Database.  This will generate additional federal formula funds for WMATA.  Sampling plans and estimation techniques are provided for this purpose.  The second work plan focuses on collecting ridership information needed by transit managers to increase transit efficiency.

h. Mode Share Comparisons for Northern Virginia’s Major Transportation Corridors, NVTC (September, 1999) and (October, 2000).

In the 1999 report, using data from periodic traffic counts performed by the Metropolitan Washington Council of Governments on two cordon lines (Beltway in 1998 and Core in 1996), NVTC staff reported shares of inbound commuters in several major commuting corridors (I-95/395, I-66, VA 267 Dulles Toll Road, and U.S. Route 1).  Transit shares ranged from 14 to 60 percent and HOV shares from 25 to 40 percent.  When measured in corridors in which major transit and ridesharing investments have been made, transit/ridesharing performance is strong.  For the 2000 report, more recent data from MWCOG’s 1999 Metro Core Cordon Count and the 1999 HOV performance report were used, together with the 1998 Beltway cordon report.

i. Results of the On-Board Survey: Fairfax Connector, DASH, CUE, Loudoun and ART, MCV Associates/Warner Transportation Consulting (April, 2001).  

Using methods developed for NVTC, the consultants administered on-board surveys to gather information from customers.  The results are useful for managing these several independent bus systems.  The results were also used by WMATA together with data from a compatible survey administered to the regional authority’s customers.  Findings of NVTC’s survey included detailed information about origins and destinations and high approval ratings for public transit (68 percent rated it good or very good).

4. STUDIES FOR AND BY NVTC REGARDING TRANSIT TECHNOLOGY
a. Dulles Corridor Rapid Transit Project Technology Implementation Plan, PB Farradyne, (December, 1999).

The Technology Task Group, chaired by NVTC’s executive director, recommended four concept packages of technological investments (universal electronic payment, safety/security, traveler information, operations/service response).  For each component of each package, required funding for capital and operations was specified together with the phases of the Dulles Rapid Transit project during which the investments should be made and the level of benefits to be expected.  A total of 45 components were described in the four concept packages.

b. Regional Payments System Partnership Plan, Volpe National Transportation Systems Center and Multisystems, Inc., Cambridge, MA (September, 2000).

The study examined the potential for integrating various smartcard-based revenue collection systems throughout the Washington Metropolitan region, including parking, highway tolls and transit fares.  Extensive interviews occurred of regional stakeholders.  An action plan was proposed to achieve a long-term vision of full integration.  It was determined that VDOT’s Smart Toll system was not compatible with the automated highway toll collection system implemented in the Northeast Corridor by several other states and that WMATA’s SmarTrip system—a

proprietary system provided by Cubic Transportation Systems, Inc.—was also not compatible with VDOT’s.  Nonetheless, the potential for the region’s many transit systems to utilize WMATA’s system was shown to offer substantial benefits and was strongly recommended.

5. STUDIES RELATED TO THE FEASIBILITY OF VRE

a. Proposed Washington-Alexandria-Franconia Commuter Train Service, E.L. Tennyson. (March 1967).

Concludes that, with a reordering of AB&W bus routes, only 2 ½ percent of bus riders will divert.  AB&W will gain a ½ percent influx of new riders, plus retire nine buses for a net gain.  Four rush-hour train trips (plus later trips for stragglers and possible mid-day shuttles between Forrestal Building and Pentagon) would be operated with two, seven-car trains on the RF&P right-of-way.  About $1 million annually in revenue was expected from 2 million riders, or 9,000 daily.  Also suggests service to Richmond on weekends would contribute to fixed costs with only 100 passengers each way each Sunday.  Three different patronage estimating methods were used:  Gravity models; travel times in mode split calculations; and using experience of other cities with similar rail operations.  Costs were estimated at $2 million annually, including maintenance of way at 5 ½ cents per mile; maintenance of equipment as a per car item; transportation, including fuel at 4.75 cents per mile and crews as a fixed item; Union Station costs based on the number of moves (and totaling almost $1 million); plus amortization and interest on rolling stock at $420,000.  A comparison is given to the costs of building two four-lane arterials for equivalent capacity.  The land, construction, parking, and new cars total $38 million.  Amortized over 40 years at 4 ½ percent, plus taxes lost on land occupied by arterials, plus police, parking management, injuries, less fuel taxes collected, yields $2.7 million annually.  Adding time saved and increased property taxes fro commuter rail raises the total to $3.3 million per year, versus a $1 million expenditure for commuter rail.

b. Washington Metropolitan Area Rail Commuter Feasibility Study, Carl R. Englund, Jr. (May, 1971).

Report evaluates B&O (Gaithersburg to D.C.), RF&P (Quantico-D.C.) and PC (Baltimore to D.C.).  Annualized expenses would be $2.7 million, and revenues $2.4 million.  Capital costs with rehabilitated equipment would be $9 million.  New equipment would raise these costs to $15 million.  Ridership would be 12-14,000 daily (with 4,500-5,000 on the RF&P).  RF&P and B&O trains would be interlined.  Recommends against a SR route to Manassas: Shirley highway competition, track capacity, access to station sites and duplication of service territory south of D.C.  Up to 15 miles from CBD, commuter rail attraction areas are confined to two miles.  Beyond 15 miles, the areas fan out.  Off-peak service is not recommended due to union work rules.  Three to four trains would be operated in each period, or two crews per line.  If both SR and RFP operated, 3,400 and 4,000 daily trips would be served, respectively.  If only one operated, trip totals would be 4,800 or 5,600.  Off-peak ridership would be about 10 percent of the above totals.  Because of Shirley Highway competition, rail shares would be near one percent of journeys-to-work.  Railroads have begun using machines for switching and storage for hours at a time.  Under these practices, capacity problems exist.  Various station sites are reviewed, and track condition and equipment evaluated.  The study favors electrifying beyond D.C. Union Station to L’Enfant Plaza to permit PC trains to reach the latter station.  Do not favor the use of RDC cars: Higher maintenance, lower capacity.  Also, a mixed fleet is too costly.  RFP requires 550 parking spaces @$300 each.  Also a storage terminal at Quantico ($750,000) and other track improvements total $620,000.

c. Feasibility of Commuter Rail in Northern Virginia, R.L. Banks & Associates, Inc. for MWCOG, (October 1984).

Task 1 reviewed 11 commuter rail systems, including applications to the NVA situation.  Maryland DOT’s service, for example, illustrates the importance of arranging for local ownership and/or maintenance of stations.  Task 2 reviewed cost estimates.  The importance of negotiating a favorable labor contract as a condition of starting service is stressed.  Also, start small and gradually expand.  For four trains daily in each direction (on each line) capital costs would be $46.2 million in $1984 exclusive of land.  Annual operating costs would be $4.4 million, and revenues $3.3 million, for a net operating deficit of $1.1 million.  Ridership would be about 3,000 daily, but an extra 1,000 if begun prior to the I-95 HOV-lane extensions.  Four-car trains seating 95-100 in each car would be used.  Eight locomotives, eight control cars and 23 trailer cars would be needed, totaling over $40 million, if new.  Stations would be modest ($2.8 million total).  Seven four-man crews are needed.  Total personnel would be 57, including 28 maintenance and one sales.  Six administrative personnel are needed.  Annual crew costs are $1.3 million, plus extraboard ($185,000) and fringes ($448,000) to total $2.0 million.  Maintenance is $1.4 million.  Fuel is over a half million.  An extra $2 million is needed in annual operating costs and $4.2 million in capital costs to extend service to D.C.’s Union Station.  Only 100 more riders would result from either Calverton or Gainesville extensions at costs of $175,000 capital and $175,000 operating for either alternative.

d. Patronage and Revenue Forecasts for the Virginia Railway Express), Richard H. Pratt in association with the Metropolitan Washington Council of Governments, (May, 1987).

At a time when VRE was still viewed as a two-year experiment, existing 1984 patronage forecasts based on an Alexandria--versus downtown D.C.—terminus needed to be updated.  Estimates based on both constrained and unconstrained parking were produced using a travel demand model chain that forecast 2005 ridership of 10,100 and 8,500, respectively.

e. Attitudinal Surveys and Market Research for the Virginia Railway Express, J.H.K. & Associates with Catherine Bryant and Associates and John Gobis (May, 1991).

The primary objectives were to determine public awareness and acceptance of VRE, establish a profile of potential VRE patrons, determine customer expectations of VRE and provide data for the estimation of patronage at specific stations and systemwide.  Over 580 telephone interviews and 1,000 on-board commuters bus surveys were administered.  Sixty-six percent were aware of VRE; positive public opinion existed; fares were perceived as higher than expected; parking is a critical need; over half of potential patrons now drive alone to work.

f. Impact Assessment of the Virginia Railway Express Commuter Rail on Land Use Development Patterns in Northern Virginia, Base Line Phase 1984-Mid 1992, Northern Virginia Planning District Commission – Now Northern Virginia Regional Commission, (August, 1993).

This is the first, or base line, report of a two-phase study of the possible impacts on land use in suburban Northern Virginia which may be associated with the introduction of the Virginia Railway Express (VRE) commuter rail system into the study area.  This report identifies local data variables for study monitoring and future comparison.  Future comparisons may help identify land use, employment, commuting, and related changes which have been influenced by introduction of the commuter rail system.  The study monitors the years 1984 to mid-1992 for base line point and trend information.  The study also relies upon information from the first VRE ridership survey to compare the presumed ridership catchment area with actual catchment information derived from the survey.  The study determined that housing location choices began to be based on future access to commuter rail the year system planning began and increased significantly as system opening approached.  The potential area for residential development impacts was shown to be from five to 10 miles from the station sites, depending upon the degree of suburban development as reflected in travel time and travel distance to commuter rail stations.  The second report will be released in 2003.

g. Investment Analysis – Virginia Railway Express Versus Equivalent Highway Capacity, NVTC, (April, 1995).

This analysis compares the cost of constructing and operating the Virginia Railway Express, a commuter railroad in Northern Virginia, to the cost of constructing an equivalent lane of Interstate highway in the I-66 and I-95 corridors in which VRE operates, and operating enough automobiles in those lanes to serve the same number of peak period commuters as are projected to use VRE during Fiscal Year 1996.  The analysis demonstrates that at present levels of operation, between 1992 (VRE’s start-up year) and 2012, VRE will cost $264 million less to build, maintain, and operate than would the lanes of Interstate.  While VRE is not a substitute for all highway construction and cannot solve all of the region’s commuting problems, the railway was and continues to be a very sound investment decision by the citizens of Northern Virginia.

h. New Start Handbook: Tips and Resources for Planning and Implementing a successful Commuter Rail Enterprise, Richard K. Taube for the American Public Transportation Association (March, 1996).

The handbook compiles information from experts at existing commuter rail systems in the U.S. and Canada to describe where and why commuter rail can be the best commuting alternative.  Ideas are given on how to plan a new system, with lessons on implementation and suggestions on how to create the capacity for growth.  Benchmark data are shown for existing systems and references are made to files of operating and access contracts maintained by the American Public Transportation Association.  Many of the experiences of VRE are documented in this report.

