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Mr. Biaine Frank, C.Tech., October 15, 2007
Director of Engineering

City of Weyburn

Box 370

-~ Weyburn SK

S4H 2K6

Dear Blaine:
Re: Feasibility Study of a Public Transit System for the City of Weyburn

Enclosed is our Final Report including "a detailed preliminary design and guidelines for
implementation” as requested in your letter of July 10th, 2007. The report includes a
transit route predesign, a discussion of service delivery options, a draft enabling bylaw,
guidelines for inter-agency agreements, four-year draft budgets, implementation tasks
and a recommended implementation schedule. The proposed transit routes to initially
service a population of approximately 12,000 residents are shown on the enclosed

route map.

Implementation of a new transit system requires at least a two-year funding
commitment. It also requires leadership and/or sponsorship from the community. At
present, this community support is likely to come from the members of the informal
Focus Group who have been providing advice and reviewing the design. (See
Appendix "B" attached to the report.) If invited, members of this group may be willing to
serve on an implementation steering committee.

Working with the City staff on this project has been an enjoyable experience. Please
do not hesitate to contact me should you reguire further clarification of the report.
Thank you again for the opportunity to meet and work with so many interesting people

in Weyburn.

| Yours truly,

W. G, (Wally?Atkinson, P. Eng.



TRANSIT GLOSSARY

The following definitions include the terminology in common usage by the operators of
urban transit systems in Canada:

Public Transit Services include all scheduled transportation services offered to the
general public or a segment of the general public on a non-exclusive or shared-ride
basis.

Conventional Transit refers to public transit services operating on fixed routes.

Handibus refers to a wheelchair accessible vehicle that provides doorstep transit
service on demand to people with disabilities. In Weyburn people with disabilities and
seniors are accommodated by the Care-A-Van service.

Physically Disabled Persons are those who have a physical disability such that they
are unable to board school or transit buses unless they are equipped with lifts.

Ambulatory Persons with Disabilities include people who may experience some loss
of function but who are able to travel with a minimum of assistance. Most people are
able to use conventional transit services when they are available within a reasonable
walking distance.

Transportation Dependent includes people for whom transportation must be provided
by someone else, or who are dependent upon taxis and public transit services.

Paratransit refers to flexible public transit services often provided through contractual
arrangements with taxi companies operating automobiles, vans and mini-buses.

Dial-a-Ride inciudes demand-responsive transit or paratransit services which are
activated by a telephone request. In Yorkton, for example, bus routes are established,
however the buses only travel over a particular route segment upon request. In Swift
Current buses follow the bus routes only during peak periods. Service must be
requested during off-peak periods.

Ridership (Revenue Passengers) refers to the number of one-way person trips made
on a public transit service for which a fare is received.

User-Side Subsidies are transportation subsidies given directly to riders by a funding
agency. They may be in the form of tickets or vouchers.
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1.0 INTRODUCTION

The Weyburn Public Transit Feasibility Study was completed in two phases. Phase
One included an analysis of transit and paratransit service options and comparisons of
the transit service strategies used by other small cities in Saskatchewan. Phase one
was completed during May and June of 2007. An Interim Report covering the work of
Phase One is attached to the Final Report as "Appendix A".

1.1  Summary of Phase One Feasibility Analysis

The main focus of a future transit service in Weyburn would be to accommodate lower
income families, young adults, chiltdren, residents of group homes, seniors and other
persons who may not have access to an automobile for a particular trip destination. In
addition, it is desirable to offer an alternative mode of travel to the private automobile
for social and environmental benefits. Trip purposes to be accommodated include
wark, education, shopping, personal business such as doctor's appom’tments and
social/recreational travel.

Demand Estimates: Of an estimated 270 potential customers for a public transit
service, approximately 52 persons that include downtown employees, adults in remedial
education programs, and the low income segment of the population have the greatest
need and are likely to be the regular transit riders. At a rate of 8 one-way trips per week
on weekdays, this group would generate approximately 21,000 annual trips. The other
‘segments of the population, mainly from subdivisions that are two or more kilometres
from downtown and other destinations, would use transit less frequently, generating an
additional 21,000 trips for a total of 42,000, or 4.2 rides per capita annually, for an
established bus transit service.

It would likely take from two to three years for a new transit service to achieve this level
of demand. After that the demand would continue to grow at a rate approximately twice

the rate of growth of the population.

Transit Service Options: In Phase One the Consultant examined five transit options
which can also be viewed as stages in the evolution of a transit service. The more
flexible options can be used to introduce service which may eventually grow to the point
where fixed routes become more viable. The five options analysed include:

. A taxi subsidy similar to the current approach used in Lioydminster, Pincher
Creek, Fort Saskatchewan, and Canmore, for example.
. A Shared Ride Taxi system like the one used to introduce transit service to The

Battlefords in 1978.
A flexible route diversion system similar to the current transit service in Yorkton.
A Dial-a-Bus service similiar to the current transit service in Swift Current.

A fixed-route bus loop system similar to the technique used to introduce transit
service in many small communities throughout Canada.



Selected Service Option For Further Analysis: The City Administration and City Council
reviewed the Interim Report in July, 2007 and selected the fixed route transit option for
a more detailed analysis in Phase Two of the Feasibility Study.

1.2  Winning Conditions for Transit Service

The response of the community during the first two years of implementing a new transit
service is critical to its success or failure. Experience with both successful and
unsuccessful systems in other communities offers the following guidelines for success.

Sponsorship: Itis important to have a sponsoring agency that will assist with the final
design, implementation and marketing of the new service. For example, the sponsor
could be a public service agency, a society created for the purpose, a committee of
interested stakeholders appointed by the City or a business association.

Dedicated Operator: Whether transit systems are provided through contracting with a
society, public agency of private company there is no substitute for a dedicated and
enthusiastic transit operator that will assist the City in marketing the new transit service.

Administrative Support: ideally, the City employee who is appointed to supervise a
municipal transit system or transit service contract should be involved in the final design
and implementation of a new system. During the initial implementation period such a
person wouid likely be needed at least 50 percent of the time to oversee the myriad
tasks involved and to arrange for assistance from other municipal resource persons. In
the case of a service contract the employee would work closely with the contractor
during implementation. After the new system was established the duties of a transit
supervisor in Weyburn would not likely require more than 10 to 15 percent of such an
employee's fime.

Other municipal resource persons that are likely fo be needed during the design and
implementation stages of a new transit system include those responsibie for legal,
finance, marketing, public information, drafting and public works services.

Design Flexibility: Because it is difficult to predict the community response at a
neighbourhood level in advance, the transit service design must be flexible. The City
must be prepared to ad]ust schedules, revise routings and relocate bus stops to
accommodate the emerging needs of the transit riders.

Business Community Support: To be successful a transit service usually needs to be
given priorities over general traffic access and parking. Bus stops in commercial areas
need to be located for the convenience and safety of pedestrians. The Weyburn
business community will need to support the principle of maximizing pedestrian access
rather than maximizing auto spaces.

Involving the business community at an early stage in the development of a new transit
system will reveal opportunities for assistance with marketing and with the provision of
convenience facilities for bus drivers and passengers. For example, in some
communities businesses have supplied such items as benches, shelters, route maps



and schedules, and access to washroom facilities at little or no cost to the operator.

Transit Service Priorities: To maximize exposure to the transit service and therefore
ridership, the major retail generators need to have direct access to the bus service. In
Weyburn, the downtown mall and the major shopping destinations will become terminal
points while areas of higher density housing will be designated collection and timing
points.

Sustained Marketing Program: Marketing a new transit system requires a
comprehensive and sustained print media campaign. Transit schedules need to be
distributed to all households. During the introduction period a free trial service can be
offered. Recent experience in other cities suggests that an amount of $10,000 would
be appropriate to set aside for the initial service promotion. Ongoing promotion must
be provided for in annual budgets.

2.0 FIXED ROUTE PRE-DESIGN
2.1 Design Objectives and Assumptions

The transit routes should be designed to serve all or most of the primary trip generators
in Weyburn, inciuding the following:

. Downtown (for retail employment and shopping, personal services, medical
clinics, and government offices).

Malls and major retail outlets.

Hospitality industry (for employees).

Seniors' and Special Care homes.

Institutions providing post-secondary education (for low income students).
Recreational facilities (on weekdays).

The Weyburn General Hospital (for seniors visiting).

Areas of higher density housing where walking distances to downtown exceed
1.5 km.

Secondary trip generators which may provide additional riders for the transit system
inciude:

U Schools (As a back-up service.)
. Industrial sites. (Contract services for special needs and destinations.}

Acceptable travel times in Weyburn wouid require a loop system that provided access
to the downtown within 10 to 15 minutes. This would be similar to a system used to
introduce transit service in Yorkton in 1960 where one bus was able to make 20 minute
loops into three different residential areas each hour. For the predesign and cost
analysis, it is assumed that transit service in Weyburn would begin with a similar type

of loop system.



2.2 Proposed Transit Routes and Routing Options

The proposed transit routes to initially service a population of approximately 12,000
residents are shown on the enclosed route map. The four loops shown have a
combined length of 19 kilometres. They can be operated as a continous loop on an
hourly schedule with one vehicle. Individually, loops 1 and 3 and loops 2a and 2b can
be operated on a 20 minute schedule so that they can be combined in varying ways to
acommodate specific needs throughout the day. For example, loop 2b serving Sims
Avenue West may not be required throughout the day allowing the operator to use the
time saved to meet other needs. The following sections provide a description of service
provided by each of the four proposed loops.

Loop 1 NE Residential: This 6 km, 20 minute loop route would normally operate anti-
clockwise from a terminal point at City Centre Mall via Souris Ave., 4th St., Coteau
Ave., 18th St., Warren Ave., 16th St., Douglas Rd., and 5th St. to the Senior Centre
driveway on 1st St. From the Senior Centre the route would continue West to the
Hospital parking area returning to the Downtown terminal point via 2nd St. Activity
centres served by this loop route include:

Weyburn Health Centre

Haig School

Don Mitchell Playground
Sarcan/Workin Shop

Greystone Manor

Pennant Mancr {738 5th St.)
Weyburn Special Care Home
Assiniboia Park School via 13th St.
Weyburn Junior High School

St. Michael's Junior High School via 13th St
St. Dominic Savio Schog!
Weyburn Leisure Centre

Legion Towers

Wheatland Senior Drop-In Centre
Weyburn General Hospital
Downtown Area
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Loop 2a_South Hill; This 4 km ioop route would operate anti-clockwise from the
terminal point in the downtown south via 2nd St., Railway Ave., and 3rd St., to the
Signal Hill Art Centre on 10th Ave. S. From the Art Centre the route would continue
south via 4th St. to 2nd Ave. S. At this intersection the route would either return to the
downtown terminal via 3rd St., Railway Ave., Government Rd., and Souris Ave., or
-proceed west via the Loop 2b routing. Activity centres served by this loop route include:

. Hill Top Manor
. Parkway Lodge



Signal Hill Art Centre
Crocus Heritage Village
‘Souris School

River Park Campground
Downtown Area

Loop 2b _Sims Ave. West: This loop route can be operated independently as a 4 km
loop to and from the downtown terminal to meet the needs of the retail and hospitality
workers or combined with Loop 2a to meet the needs of shoppers througout the day.
When combined with Loop 2a the overall length of this route is 7 km which can be
acommodated in a 20 minute turnaround period due to the amount of highway travel.
The proposed routing is west on 2nd Ave S., via Brownlee St. to Sims Ave., and
utilizing the service road access points to and from Highway 39. The return route to
downtown is as described for Loop 2a above. Activity centres served by this route
include:

The hospitality industry on Sims Avenue

Major retail outlets on Sims Ave. West

The large trailer park on 1st Ave. S.

Downtown apartment complex on Government Rd.
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Loop 3 Tatagwa Drive: This 6 km, 20 minute loop route would normally operate
clockwise from the downtown terminal point via 2nd St., Bison Ave., Government Rd.,
Tatagwa Dr., Saskatchewan Dr., returning to the downtown via Government Rd., Bison
Ave., and 2nd St. There would be an option of a route diversion via Elizabeth St., 2nd
Ave., Aitken St., 3rd Ave., and Elgin St., for example, to provide access to the playing
fields and to residences upon request. The route could also be diverted for special
events in the Exhibition Grounds. Activity centres served by this loop route include:

Tatagwa View residences

Souris Valley Extended Care Centre
Community Health Services Building
Queen Elizabeth School

Weyburn Comprehensive School
Southeast Regional Coliege

Weyburn Public Library

Exhibition Grounds and Sports Complex
Weyburn Youth Centre via Coteau Ave.
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2.3 Transit Scheduling

The draft budgets in Section 7.0 of the Final Report provide for an introductory level of
transit service of 10 hours daily, Monday through Friday. This would acommodate a
scheduled service that operated from approximately 7:00 am until 9:30 am and from
11:30 am until 7:00 pm. If this service is successful, evening and weekend service

could be added.



Schedule design is dependent upon the opening and closing times of offices, retail
stores, schools, medical clinics and personal service facilities such as banks and credit
unions, insurance agencies and counselling services, for example. The actual travel
times of transit passengers may also be impacted by related trips to life style and day
care facilities and the location of food and beverage outlets. The following are
examples of typical opening and closing times in Weyburn.

. City Hall and several other business offices 8:00 am t0 4:30 pm

. All schools and Southeast Regional College 9:00 am to 3:30 pm

. Weyburn Health Centre 9:00 am to 5:00 pm

° Weyburn Denture Clinic 9:00 am to 4:00 pm

. Weyburn Co-op Grocery store 8:00 am to 7.00 pm

° Weyburn Library Noon to 8:00 pm

. Community Low Income Center 8:00 am to 6:00 pm

. Chiropractic Clinic _ - 8:30 am to 5:00 pm

° Highway retail outlets . B:00 am to 8:00 pm

. Downtown retail outlets (Thur. night to 9:00 pm.) 8:30 am to 5:30 pm

9:00 am to 6:00 pm
9:30 am to 6:00 pm

The following are general guideiines for scheduling transit service:

o The above variations in start and finish times are a benefit to transit scheduling
allowing the schedules to be adjusted to meet specific needs.
. Most transit riders prefer to arrive at their destinations approximately five minutes

prior to start times and depart within ten minutes of their finish times. Since itis
not possible to acommaodate this preference in all residential areas at the same
time the option of patronizing adjacent retail and service facilities enroute will
need to be encouraged.

. The sequence in which the above loop routes are operated will affect the ability
of the transit service to acommodate trips from one area of the City to another.
For example, transit passengers originating in South Hill whose destination is the
College would have direct service if these routes were in sequence. Similarly
passengers from the Northeast areas whose destination is on Sims Ave. may

- prefer a direct routing.

. Since it is not possible to anticipate all needs in advance the service will need to
be monitored and redesigned as ridership patterns emerge and potential
customers describe their needs.

24 Service Delivery Organization

The Consultant has assumed that the City would like to deliver any future public transit
service at the least cost by utilizing the knowledge and experience of existing
transportation providers. Such an approach would encourage volunteers to continue to
participate in the delivery of services and take advantage of the experience of those



who understand the City's transportation needs.

it has also been assumed that for any future transit system design the door-to-door
service for people with disabilities currently provided by "Care-A-Van" would remain
and be enhanced. The experience of other cities is that when transit service is

intfroduced, some ambulatory persons with disabilities may choose to use the public
transit service because it is more convenient. The important issue is one of choice.

Based upon the above assumptions, a future transit delivery organization can be
illustrated by assigning potentially new and/or expanded roles to the existing funding
agencies and transportation providers.

City of Weyburn: Budget for transit operations, acquire and own capital equipment,
apply for and manage senior government funding, contract with an operator(s), install
signs, maintain transit routes, assist in the promotion of the service, establish fare and
service policy and provide contract liason.

Transit Operator. Employ drivers, arrange for maintenance, repairs and servicing of
- vehicles, supervise operations and assist the City in the promotion of the service.

Care-a-Van Operator. Assist in the training of drivers in the care of passengers using
wheelchairs and mobility aids, provide back-up service during emergencies and at
times that the transit service is not operating (eg 9:30 am to 11:30 am).

South East Cornerstone School Division #209: In addition to being a potential operator
of the service, the Public School Division may have a role in acommodating some
public transit passengers at certain times of the day on their extensive school bus
network which covers all areas of the city.

Not-for-profit agencies: Potential role in providing information service to the public
and/or determining elegibility for subsidized services.

Private Transportation Companies: Potential operators of the transit service.

3.0 PROVIDING FOR FLEXIBLE TRANSIT OPERATIONS

The experience of the City of Yorkton with their transit service provides some useful
insights into the way to deliver a flexible, cost-effective and efficient fixed route transit
service in Weyburn. This subject was discussed previously in the "Interim Report"
which included comparative cost and revenue data.

From the year 1960 through 1996 Yorkton utilized a fixed route transit service delivered
through an operating contract. In 1997 with increasing costs and declining ridership the
City decided to allow their buses to divert off of the regular bus routes upon request.
This technique is similar to the way in which evening bus service is provided in some
larger cities such as Red Deer, for example.
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Yorkton's experience was that with more flexible transit operations ridership and
therefore revenues increased, reducing the net cost to deliver their transit service. This
experience was taken into account when estimating ridership and revenues for the
proposed transit service in Weyburn and is reflected in the budget estimates in Section
7.0 of the Final Report.

The key to flexibility will be to let the customers design the transit service. If there is no
response from some anticipated trip origins and activity centres the service to these
areas should be reduced in favour of the areas and activity centres which are
generating trips.

4.0 DETAILED GUIDELINES FOR IMPLEMENTATION

The transit system needs to be custom designed to serve community needs. It is more
important to provide service when it is needed than at frequent intervals. Once the
ridership patterns are established the new transit system can be adjusted to meet new
and emerging needs. As discussed in Section 1.2, flexibility is the key to marketmg
success and therefore economic success.

4.1 Transit Stops

Transit stops should be established along the routes at approximately two-block
intervals (300 metres) and at terminal points for major activity centres. Some
judgement will be required as to the precise locations. Generally, transit stops should
be located in a relatively flat area or on a downgrade. This allows for easier
acceleration, particularly on slippery streets. Transit stops are normally located on the
far side of an intersection and are approximately twice the length of the vehicles to be
utilized. This distance can incorporate lanes, fire hydrant clearances, super mail box
allowances, and driveways to minimize the impacts on local parking.

The location of transit stops in residential areas is sensitive. One approach is to
operate transit vehicles on a 'hail stop' basis until travel patterns emerge. This
technique allows the location of transit stops to be established by the clientele. If
possible stops should be located in the boulevard or green space, rather than in
residential lawns.

A typical transit stop sign used in residential areas can be made from a single 8 foot, 4"

x 4" fence post. The post can be painted "traffic yellow" and the words "transit stop" or

"bus stop" stencilled in black along the sides. (The wording "TRANSIT STOP" is
preferred because there are many different types of buses whose drivers may use a
"BUS STOP".) A short post sign is much less infrusive in residential lawns and can
easily be relocated as conditions change.

In commercial areas two signs may be required plus the curb can be painted yellow.
The sign plates can be similar to standard rectangular information signs with the "no
stopping" or "no parking" designation, a "bus vehicle logo", "Mon. to Fri. 8:30 a.m. fo
6:30 p.m." and a directional arrow, for example.



Portable signs may be needed while the transit routes are being adjusted to the needs
of the riders. These can be fabricated by welding a pipe post to a discarded truck
wheel. Such a sign can be used when transit stops have to be temporarily relocated
due to construction or in troublesome areas such as mall parking lots.

4.2 Passenger Shelters

Shelters are often located at major gathering points in outlying areas. Within the
commercial areas it may be possible for passengers to use lobbies and vestibules. in
shopping centres it may be necessary to locate a shelter within the parking area to
define the bus stop location. Some communities permit advertising on shelters which
helps to defray capital and maintenance costs.

The most important locations for shelters would be at the City Centre Mall terminal and
the Wal-Mart, Canadian Tire and Co-op Centre stops, for example.

4.3 Benches

If bench advertising in residential areas is acceptable to the community it may be
possible to find a commercial sponsor for such amenities. Benches shouid be portable
in case routes are changed. Contracts for bench advertising should provide for
maintenance by the operator.

44 Fare Policy

It is recommended by the transit Consuitant that the City initiate the transit service with
an exact cash fare policy. Tickets and/or passes could be made available later,
depending upon demand. Passes are often used for people with special needs whose
fare is being paid for by a social service agency. An exact cash fare policy is the
easiest for the City to administer, however there are advantages to the selling of tickets:

. Parents can pre-purchase tickets for dependants rather than dole out cash which
may be used for other purposes.
Institutions can purchase tickets for their clientele.
The City would receive funds in advance.
The City would benefit by "shrinkage” when tickets are not presented.
There would be less cash to count.

The financial analysis contained in the Interim Report (see Appendix "A") assumes an
average fare of $1.90. This would accommodate the following fare policy:

Adults (including seniors) $2.00 to $2.50 cash per one-way ride
Children 6 to 12 years $1.50 cash per one-way ride
Chiidren 5 and under Free

Exact change or equivalent tickets or a pass required



Tickets should bear a City logo and the words "Weyburn Transit” and good for one
(Adult or Child) fare on one side. Tickets are always serialized for audit control.
Samples of suitable tickets and the names of specialized ticket printers can be supplied
to the City. Master artwork and proof copies of tickets are treated like banknotes by
such printers. Tickets can be printed in sheets of 10 or 20 under a common serial
number. Higher value adult tickets should be printed on the lightest colour stock, while
lower value tickets can be printed on darker stock. This helps to prevent counterfeiting
by persons darkening low-value tickets to increase their value.

4.5 Feeder Vehicles

It was anticipated that taxi feeder vehicles could be needed in new sub-divisions where
it may not be feasible to extend the transit routes. The subject was discussed with the
taxi operators. Other options include:

. Having the transit operator do an extra trip or diverting the regular route if time
permits.

. Attaching a feeder trip to a school bus run.

3 Using the Care-A-Van when available.

Feeder services are normally a less expensive option until such times as new
residential areas can support fixed-route transit service. Taxis, in shared-ride feeder
service, average about two persons per taxi trip. In Weyburn a taxi vehicle might carry
five persons per hour.

If taxis become involved in providing transit services in the future there are several
options. Taxis need not be limited to operating conventional sedans. In specialized
‘paratransit’ systems serving people with disabilities, taxi operators may employ vans
equipped with wheelchair ramps or lifts.

Contractual arrangements with taxi firms need to be on a flat rate per trip or per hour
basis because of the difficulty in auditing charges. The best arrangement for Weyburn
may be one in which the City accumulates requests from potential customers in new
sub-divisions or remote areas and purchases feeder trips from a taxi firm. Such
feeders would meet the transit vehicle at the ends of the transit route and the transit
driver would collect the fares.

4.6 Administration

The responsibilities of a City appointed Transit Supervisor would fikely include the
following:

. Provide liaison between the City and the operator. Approve routes and
schedules, administrative forms and logos.
Initiate the marketing of the new transit service. Distribute tickets and schedules. -
Provide liaison with the business community and solicit their support. Solicit
supporting amenities.






