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Part I: Introduction
The Maryland Transit Administration (MTA) has proposed a series of changes on

eight bus routes for implementation later in 2008.  Since the formation of the Transit
Riders Action Council of Metropolitan Baltimore (TRAC), this is the first set of bus
changes that the MTA has proposed in which every single one of the MTA’s proposed
changes would, in our view, lead to better service than now exists.  Clearly, the MTA has
been paying attention to types of concerns voiced by bus riders over the last several
years.  We at TRAC congratulate the MTA and its Department of Service Development
for the best set of changes that TRAC has seen coming out of MTA.

While all of the changes are improvements over existing service, there are
nevertheless certain concerns that transit riders have which do require examination and
consideration, and we have discussed alternate proposals that have come forth as part of
this process.  Overall, this set of changes, and MTA’s process for presenting them to the
public, represent a vast improvement over previous practice and theory.  For the first
time, the MTA has shown a willingness to modify their proposals prior to the public
hearings based solely upon public input at community meetings.  Furthermore, MTA has
demonstrated an interest in public opinion actually shaping proposals rather than just
being a backstop to prevent the implementation of bad proposals.  We at TRAC are very
pleased with this apparent change and we commend MTA for it, and we would encourage
MTA to continue to use this new process in the future.

We would again encourage the MTA to adopt a set of bus system design rules,
and we are pleased that the Department of Service Development is beginning to show
some interest in bus system design rules, as we have discussed in previous years.  (TRAC
has prepared Bus System Design Rules, which are available online at www.getontrac.org.)

Below, you will find the analysis and recommendations of TRAC with regard to
the MTA’s current proposal bus routing changes. It is our intention at TRAC that these
analyses and recommendations help to stimulate a broader public discussion as to what
steps we can take to make our bus system functional.  Additionally, in Part III, we
respond to the MTA’s solicitation for comments on the restoration of limited stop bus
service between Baltimore and Annapolis.
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Part II: Analysis of the Proposals to Take Effect in February 2008
In this analysis of the most recent proposals for restructuring the Baltimore bus

system, we have given each route’s proposed changes one of four ratings or the label
“Uncertain.”  The latter designates a route where the MTA’s proposals are not specific
enough to analyze.  The rating “Improved,” our highest, is given to those lines that not
only enhance the system as a whole but, if changed as proposed, would follow a better
route than the one that they currently operate.  “System Positive” and “Line Positive,” our
second highest ratings, denote respectively routes where the changes would constitute a
net improvement to the system as a whole but not necessarily to that route’s service and
routes where the changes would constitute a net improvement to the route’s service but
not necessarily to the system as a whole.  “Neutral” is the label given to routes where the
changes would provide, in sum, neither better nor worse service than is currently offered.
Changes rated “Negative,” our lowest rating, would worsen the specific route.  According
to our analysis, the changes rank as “Improved” for five routes, “System Positive” for no
routes, “Line Positive” for one route, “Neutral” for no routes, “Negative” for no routes,
and “Uncertain” for two routes.

Route #12

• Summary of Change: The Route #12 will now shadow the Route #8
between North Avenue and Dulaney Valley Road and Fairmount
Avenue.  It will no longer travel across Fairmount Avenue and up York
Road to Lutherville Light Rail Station.
• Positive impact: The new routing restores direct transfer connections
between Stella Maris and the Route #3, the Route #11, the Route #13,
the Route #22, the Route #33, the Route #36, the Route #44, and the
Route #55; and it travels a longer distance along the York Road
corridor, where a number of Stella Maris employees live.
• Negative impact: There will no longer be any direct transfer between
Stella Maris service and the Route #9 to Hunt Valley or to the Central
Light Rail.  This will increase trip travel time for Stella Maris
employees who live in places like Cherry Hill and Westport along the
southern end of the Central Light Rail.
• Concern: The problem that the MTA is attempting to address with
regard to Stella Maris access was created with the establishment of the
Route #12 during the Greater Baltimore Bus Initiative (GBBI).  Prior to
GBBI, Stella Maris service had been on the Route #8, traveling from
University Transit Center all the way along the York Road and Dulaney
Valley Road corridors.  The MTA proposal does not restore direct
transfer connections to the Route #21 crosstown bus or to numerous bus
lines that only connected with the Route #8 in the downtown area.
Given that the current Route #12 would not be operating, it is not clear
how there is any advantage to this proposal over restoration of the old
service on the Route #8.  Even extension of the Route #11 up to Stella
Maris would be better than this proposal, although it would be more
difficult to implement and would probably not be as popular with the
Stella Maris employees.
• Proposed Modification: MTA should consider restoration of Stella
Maris service on the Route #8 as it was before the establishment of the
Route #12 in GBBI.
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Route #12 in GBBI.
• Overall Rating: Improved

Route #14

• Summary of Change: Route #14 Jumpers Hole Road service is
diverted to Quarterfield Crossing to serve the new Wal-Mart Superstore
in Severn.
• Positive impact: This altered route provides better bus access for
Wal-Mart shoppers.
• Negative impact: Lengthens travel time for riders on the Jumpers
Hole Road branch service who are going beyond Glen Burnie.
• Overall Rating: Improved

Route #19

•  Summary of Change: The MTA had proposed unspecified
modifications to the local and express Route #19 Joppa Heights service.
The intent was that the proposal would reflect community sentiment.
No users of the service attended the 6 May 2008 public meeting
regarding the route, and the route is not listed in the changes noted in
the Summary of Proposals to Modify Bus Service.
• Overall Rating: Uncertain

Route #20

• Summary of Change: The MTA proposed to restore the routing
along West Hills Road that was eliminated during GBBI in order to
provide better service to the senior and disabled residents of Abundant
Life Tower.  The MTA announced to the community at a 29 April 2008
public meeting that it would withdraw the proposal at the public hearing
and that it would explore ways to provide a different kind of service for
the community in the future.  The willingness of the MTA to announce
at the public meeting that it would withdraw its proposal based upon
consultation with the community is a noteworthy change in the way the
MTA is proposing this round of changes compared to its past behavior.
The MTA is to be applauded for this new sensitivity to community
concerns.  It would have been even better, however, had there been
more even notification of all segments of the West Hills Community,
the apartment dwellers as well as the homeowners.
• Positive impact: This change would provide access to ambulatory
residents of West Hills, including those living in the Garden Apartments
nearby.
• Negative impact: Homeowners along West Hills Road strongly
oppose the restoration of service on their street because they believe that
it is too narrow.  They would not oppose a community shuttle to serve
the residents who need it, but the MTA does not have small enough
vehicles available to suit the community nor could it put small vehicles
on a heavy hauling route like the Route #20.
• Overall Rating: Uncertain

Route #22

• Summary of Change: The proposal is to eliminate service along
Kane and Lombard Streets, which serves the MTA print shop.
Currently the service has no ridership at all.
• Positive impact: The elimination of empty mileage makes available
operator hours and buses for services where they are more needed.
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operator hours and buses for services where they are more needed.
• Negative impact: Anybody who wants to go where nobody goes now
will not be able to get there as easily.
• Overall Rating: Improved

Route #64

• Summary of Change: The proposal is to divert northbound Route
#64 buses westbound at Mount Royal Avenue and northbound at
Charles Street in order to serve Penn Station northbound as well as
southbound on this route.  Late night southbound service would no
longer divert into Harbor Hospital but will follow the same routing
southbound at all hours.
• Positive impact: This proposal provides people in south Baltimore,
along Calvert Street in downtown, and at the National Federation for the
Blind with better access to Penn Station.
• Negative impact: Whereas hospital workers are not using southbound
service into the Hospital at night, families of patients going to the
emergency room would be more inclined to use service that does not
require a two block walk towards Potee Street at late hours.  Of greater
concern is that the transfer between the northbound Route #64 and the
westbound Route #21, which is currently at Calvert Street and Preston
Street, will now necessitate an extra one block walk between Preston
and Biddle Streets for those making the transfer.
• Concern: The Mount Vernon-Belvedere community has requested
that the diversion to Charles Street travel across Madison Street from
Calvert to Charles Streets rather than across Mount Royal Avenue.  This
would increase bus service along commercial, retail, and institutional
Charles Street and leave service in the commercial and institutional
portion of Calvert Street unaffected, but it would completely eliminate
bus service on the residential and professional portions of Calvert Street
north of Madison Street.  The MTA said at the 7 May 2008 public
meeting regarding the Route #64 that they would consider this as an
alternative to the proposal.  The Mount Vernon-Belvedere proposal does
appear to eliminate the problem of the extra block walk on the transfer.
The portion of Calvert Street that would lose bus service on the Mount
Vernon-Belvedere proposal is only six additional blocks compared to
the MTA proposal.  The Mount Vernon-Belvedere proposal does not
deny ridership access to anyone who currently uses the system.  Since
the northbound Route #61 was moved from Calvert to Charles Streets,
there is virtually no boarding of buses on Calvert Street north of
Madison Street any longer; northbound passengers may walk two blocks
west to Charles or two blocks east to the Fallsway to catch northbound
service.  People who cannot walk two blocks need to be using Mobility
service anyway.  Northbound passengers who currently get off of the
Route #64 north of Madison Street are more likely to be near their final
destination if the bus is on Charles Street than if it is on Calvert Street.
The MTA proposal poses a positive but unnecessary trade-off, whereas
the Mount Vernon-Belvedere proposal does not.  Traveling through
Federal Hill, the MTA had originally proposed taking northbound Route
#64 buses off of Light Street and placing them on Charles Street during
GBBI, forming a couplet so that buses traveling in opposite directions
would not have to squeeze past one another on narrow Light Street.
Whether or not the buses should be southbound on Light Street and
northbound on Charles Street or vice versa between Lee Street and Fort
Avenue is something that can be studied, but it needs to be done in a
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Federal Hill, the MTA had originally proposed taking northbound Route
#64 buses off of Light Street and placing them on Charles Street during
GBBI, forming a couplet so that buses traveling in opposite directions
would not have to squeeze past one another on narrow Light Street.
Whether or not the buses should be southbound on Light Street and
northbound on Charles Street or vice versa between Lee Street and Fort
Avenue is something that can be studied, but it needs to be done in a
coordinated way to determine how south Baltimore should be served not
only by the Route #64 but also by the Route #1, the Route #3, the Route
#27, and the Route #61.
• Proposed Modification: MTA should implement the Mount Vernon-
Belvedere proposal.
• Overall Rating: Line Positive (Mount Vernon-Belvedere proposal:
Improved)

Route #54
Route #M-3
Route #M-8

• Summary of Change: The proposal is to link the ends of the Route
#M-3 and the Route #M-8 at the Milford Mill Metro Subway Station,
creating a new route—the Route #54—operating between Penn-North
Metro Subway Station and Randallstown Loop at Chapman Road and
Liberty Road.
• Positive impact:  This proposal will allow for through ridership
without transfer for riders of the Route #M-3 and Route #M-8 traveling
past Milford Mill Metro Subway Station.  It will restore the following
six transfers lost during GBBI when the Route #M-8 moved from
Rogers Avenue Metro Subway Station to Milford Mill Metro Subway
Station: Route #27, Route #33, Route #44, Route #51, Route #58
(replaces Route #M-10), and the Route #91.  New direct transfers,
which did not exist even when the line went into Rogers Avenue Metro
Subway Station, for current Route #M-8 riders are created with the
following twelve routes: Route #1, Route #5, Route #7, Route #13,
Route #16, Route #21, Route #22, Route #58, Route #59, Route #60,
Route #98, and Route #M-2. New direct transfers for current Route #M-
3 riders are created with the following two routes: Route #77 and the
county end of the Route #M-1.  Neither Route #M-3 nor Route #M-8
riders lose any transfers that they currently have.  This is the best
change that the MTA has proposed in local bus service in the last
decade.  This also connects Randallstown to Pikesville Town Centre via
the Route #59 or via the Route #M-2, with a transfer at Reisterstown
Road and Slade Avenue.
• Concern: The current scheduled running time on the Route #M-8 is
unrealistically fast, on time performance is very poor, and the buses tend
to be overcrowded.  The Route #M-3 routinely is too full to pick up
passengers along lower Park Heights Avenue, headed in both directions.
There was a great deal of community opposition to this proposed
change, but not on its merits.  The concern is that a longer route will
have even worse performance than the two shorter routes.  Currently, at
peak service hours, MTA operates nine blocks on the Route #M-3 and
four blocks on the Route #M-8.  The MTA should refrain from
implementing this marvelous change until they can secure a sufficient
number of service blocks to run it properly.  TRAC estimates that
increasing the total number of blocks from thirteen to seventeen and
recomputing the running time on the line to match observed running
times at various times of day is what is necessary to make this change a
big success.  MTA should be able to find four blocks in a number of
ways: (1) through staffing and equipment expansion as a result of its
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four blocks on the Route #M-8.  The MTA should refrain from
implementing this marvelous change until they can secure a sufficient
number of service blocks to run it properly.  TRAC estimates that
increasing the total number of blocks from thirteen to seventeen and
recomputing the running time on the line to match observed running
times at various times of day is what is necessary to make this change a
big success.  MTA should be able to find four blocks in a number of
ways: (1) through staffing and equipment expansion as a result of its
increased budget as soon as the next order of new buses is available for
service and (2) by switching from uniform running times, uniform
headways, and clock-faced scheduling to empirical running times
individualized to each run and demand based headways.  Such a policy
change as (2) should provide enough equipment and manpower to
alleviate overcrowding throughout the system.  The only pre-GBBI
transfers that the Route #M-8 riders had that are not restored by this
change are to the Route #67 and the Route #M-6 at Rogers Avenue
Station.  One could still transfer from the Route #M-6 to the Route #M-
3 from the following lines: Route #27, Route #33, Route #44, Route
#51, Route #77, Route #91, and Route #M-1.  The Route #67 is a shuttle
between Rogers Station and Pimlico Race Course.  Because the Route
#M-3 serves the Race Course directly, that transfer is unnecessary.
• Proposed Modification: Implement the change with an increase in
the number of blocks up to seventeen at peak service hours.
• Overall Rating: Improved

Route #M-10
Route #58
Route #60

• Summary of Change: The proposal is to break the Route #M-10 into
two new routes, the Route #58 and the Route #60.  The Route #58
would follow the current Route #M-10 along Glen Avenue and Willow
Glen Road to Smith Avenue and Greenspring Avenue, then turn north
on Greenspring Avenue to serve the new Quarry Lake Commercial
Development.  The Route #60 would bypass Mount Washington by
continuing straight across Clarks Lane and Sanzo Road to Smith
Avenue, providing a faster trip for all current Route #M-10 riders east of
Greenspring and Smith Avenues in Mount Washington Village, Falls
Lake Village, Falls Road Light Rail Station, Greenspring Station, and
Villa Julie College.
• Positive impact: The proposal would result in faster trips for current
riders of the Route #M-10 who are traveling along the Falls Road
corridor and new access to the Quarry Lake Commercial Development
for transit riders.
• Concern: Under the Route #58 proposal, the Route #58 would
shadow the Route #60 from Reisterstown Plaza Metro Subway Station
to Park Heights Avenue and Clarks Lane.  During GBBI, the Route #44
Brighton service was eliminated; this service used to travel from
Reisterstown Plaza Metro Subway Station up Reisterstown Road to
Fallstaff Road and then westbound on Fallstaff Road, connecting the
Metro Subway Station, Reisterstown Plaza Shopping Center, and
Northwestern High School.  That bus used to leave Reisterstown Plaza
Metro Subway Station with 20 to 25 people on board.  Since the
demand for service on Clarks Lane between Reisterstown Road and
Park Heights Avenue is modest, the routing of the Route #58 should be
modified to serve the areas that previously received service from the
Route #44 Brighton branch.
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Northwestern High School.  That bus used to leave Reisterstown Plaza
Metro Subway Station with 20 to 25 people on board.  Since the
demand for service on Clarks Lane between Reisterstown Road and
Park Heights Avenue is modest, the routing of the Route #58 should be
modified to serve the areas that previously received service from the
Route #44 Brighton branch.
• Proposed Modification: Implement the Route #58, but alter it to head
northbound on Reisterstown Road to Fallstaff Road, eastbound on
Fallstaff Road to Park Heights Avenue, and then southbound on Park
Heights Avenue to Glen Avenue.  The extra half dozen blocks should
not be a significant impediment to such a modification.  MTA indicated
that it would consider such a modification.
• Overall Rating: Improved
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Part III: Restoration of Baltimore to Annapolis Service
The MTA’s Summary of Proposals to Modify Bus Service states:

New Route Between Baltimore and Annapolis
The MTA will survey rider interest for a potential new limited stop service
between Baltimore and Annapolis
• Survey to evaluate potential for limited stop bus service between
Baltimore and Annapolis during peak hours with select midday service.

The MTA’s request for rider input regarding reestablishment of limited service between
Baltimore and Annapolis clearly describes the former Route #210 service that used to
operate between State Center in Baltimore and State Circle in Annapolis, which was
discontinued in 2003.  The Route #210 was discontinued because MTA claimed that its
farebox recovery rate was poor.  MTA now agrees that farebox recovery rate is not a
valid measure for individual bus line service.  The old Route #210 had at least 170
regular riders every day in each direction.  There were trips to both Annapolis and Kent
Island, and for a number of years, there was regular midday service to Annapolis as well.
In 2003, the level of service was slightly more than demand, by one run in each direction
on each of the branches at both morning and evening rush hour.  The reason that the
farebox recovery rate was so poor was twofold: (1) the average trip length on the route
was the longest for any line in the system, and farebox recovery rate as a measure is
invalidly biased in favor of short-haul lines and (2) the vast majority of riders of the
Route #210 were classified state employees, who as part of the labor negotiations
between the state and classified employees accepted a lower wage in return for free
transit.  Because the savings in classified state employees’ salaries were determined in
secret negotiations and therefore were not quantifiable, and because the savings to the
state were in terms of salaries—which do not pass through the MTA Finance Office—the
savings never appeared on the MTA’s books and were never credited towards farebox
recovery for the Route #210.

In response to the MTA inquiry, TRAC calls for the restoration of Route #210
service between Baltimore and Annapolis and between Kent Island and Annapolis as it
existed prior to 2003, but with one fewer run in each direction at both the morning and
evening rush hours on both branches of the line.  Additionally, one block should operate
between Baltimore and Annapolis in midday service during the week, as existed back in
the 1980s.  Not only would this line again serve many people whose travel times have
been lengthened, whose costs have been raised, or who have been forced to drive and
increase congestion and pollution, but it also seems likely that the restoration of Route
#210 service could significantly reduce MTA operating costs elsewhere.  Since the
demise of the Route #210, many disabled riders who used to use the line either to go to
work or to go to Annapolis to testify on legislation now travel by Mobility paratransit
service between Baltimore and Annapolis.  Such a trip currently costs the MTA
somewhere in the neighborhood of $85.00 per passenger.  These costs would be
eliminated for a significant fraction, and possibly the majority, of current paratransit users
between Baltimore and Annapolis if Route #210 service were available.


