MATN CONCLUSIGHNS fND RECOLMENDATIUNS

s Owing to the narrow streets and the scarcity of
parking facilities in the central businesas distriet
of Miami & substantial part of the relief from traffic
congestion thet 1s greatly needed must cowe from a
greater use of mass transportation for moceas to this
distriet. Approximately 45 per ocent of the persons
entering this district at the present tims use this
meansd of transportation. A recent survey indiceted
that 30 to 35 per cent of the persons now sntering

by private passenger cars caen be expected to change
to bus transportation under fevorable conditlons.

2 Such inecreasse in the uas of mess transportation
gen be oxpeoted only from voluntary choloe by the po-
tentlal riders in anticipation of servige well adapted
to thelir needs and comfort. More convenient and more
confortable service is imperstive to safoguard Miaod
ageinst undue decentralization and serious dzprecia=-
tion of the centrsl business district.

. Better supoervision and control of bug oporatlion

ar¢ needed to provide more dependeble serviee from
pregent schedules or eny others that mey be established,
Bottor maintennnee of scheduled hendweya 18 essentinol

to efficient use of mass trensportation cguipment and

to comfortable and setisfectory scrvice, Running ahond
of schedule at any point should be prevented and running
late should be discouraged,

. Buses on the same or different routes masking pass-
énger stops in the aswe bloek or using the same street
gshould be ag scheduled 23 to spread their departurs
times ond avold simultoneous departures, The presunt
plen of scheduling severcl buses for departure at the
aane time adds to traffie congestion in the central
businese dlstrict and to confusion on thé strouts far=-
thor out,

Sia Ta raduose the pumbar of transfers thet must now

bo made betwesn bus routes ln the central businesa dls=
triot it is pecommended thot o Bpecicl route be oatab-
lished from Blsceyne Bouloverd along 36th Street cnd
27th Avenue to the Coconut Grove businuss district,
Exprosa service should be providoed on this line, with
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buses stopping only at transfer points to recelve or
discharge passengers, It is estimated that by encour-
apgement of libersl use of this route for transforring
batween othker lines the number of downtown trensfers
gan be reduced by st least 6,000 per day.

6, To provide direct service for paasengers betwoen
the four major negro reaidentiel districts opd to ex=-
pedite travel from these districts to other routes
leading to working places, it is recommended thot o
special route be established butween Liberty City and
thie Coconut Grove negro distriet, passing through tho
Rallrosd Shops Addition and the central nogro crog.
The bus stops should be loecl within theso four croes
but should be limited only to transfer polnts clao=
whero.

Vs Express sorvice with limited stops should be es-
tablished along sections of major routes betweon the
gentrol busincss distriet and points where inbound
busaes normelly become filled, This oxpress scrvice
should be ovperatced during peck hours, Loeal tripper
gervicc should be innugurcted botween such polnts and
the centrcl business district to accommodeote loeal
passengers at such times,

8. More fregquent scervicc iz essenticl on routes with
high lond factors (ratios of londs carried to seating
papacity) to stimulstc the use of mess trensportation
that 1s now so cssenticl to the solution of Miami's
traffiec problem. This will be ospecinlly importont
during the tourist scason to eneourage mch groater
use of buses by nop-residents for nccess to ell nsjor
points of business or roeecroational interest. BSuch
survice sbould be perlodlieelly odjusted to changing
eonditions ond trenda, particularly those that are
seasonal.

9. The skip stop plon, increasing tue distanaoc be=-
tween bus atops, woB flrst established =2 o war moasuroc
to oxpudite bus scrvice, Beccuse it does deorenmsc the
running time end reduce the interforonce with other
treffie, it is rucomacnded thet asklp atops be retolned
with stops genorelly no less than 400 feet ond no more
thon 800 feot eppart., It is estineted that the elinin-
ation of the prosent skip stops would add sbout lU por
eont to the running time and reduce the avorege running
speed proportionately.
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10, The loeding of passengers in the centrel busincas
district la now appreciambly delayed by bus operators
having to sell tokens and make change nt these terminanl
points. It is recommended that at the major peints

in this district personnel be provided to sell tokens
end moke change to enable passongers to board buses
prouptly ond proceed immedistely to thelr sents,

11, Postwer building is alrocody esteblishing now res-
ldontial arens which will shortly require bus service.
Existing lines should be cxtended and/or new onea ca=-
tablishod as such new sources of possengers devolop.
Every effort should be mnde to antlcipate the potentinl
necds of such areas and feeilitate their devolopnent

by providing trensportation in step with the reguiro-
ments,.

12, The City of Miomi should provide personnel and
facilities for making periodiec obssrvations of bus
service, Obscrvers should be especially slert for
dangerous opernting conditions snd for any tendency
to depart unduly from schedules, Reports should be
mode periodienlly to the Clty on the adequacy of moss
trangportation and rocomzendations for its loprove-
nant ,




DETAILED DISCUSSION OF CONCLUSICNS AND RECOMMENDATIONS

Buses Should Be Usod More

The seriousneas of the traffic problem in the contreol
business district of Minmi is well known to all in the
gity., Until importont changea are nade in the general
pattern of strect use this area will fast approach o
gcondition of more potential business copneity than the
traffic and porking focilities will support. The main
source of posaible rolief from this condition is sub-
stantial incremse in the number of persons transported
into this area per unit of treffic,

Buses provide much more pessenger capacity per unlt of
street area thon do private passenger cars, Although

an individual bus requires not more thon double the
atreet space for operation that is noeded for o private
passenger car, its avercge loed 1s several tinies es
great, Purthermore, the spoco required clong the ourb
for passenger stops is alnost negligible compared with
the porking space that passcnger cars ccceupy while thelr
drivers cre working or shoppling, or are othcrwlise on-
geged in the centrol busincss dlstrict, Henoce, bu59s

should be used for sccess to the coentral business dia=-
triot by a much larger porti.n of the publiec.

In the recent survey of parking practices uade for tho
Parking ond Traffic Improvement Counmittoo of Miand by
Maurice H. Connell and Associates wilth the cooperation
of the Clity Treffic Engineering Division, 89 patrons
of seven reataurants told how they ceame lnto the cen-
trel businsss district on April 15. Of these 3L.1 per
cent cams by bus, 53.3 per cent in thelr own cars, 8.0
per cent as panssengers in other cars, and 4.6 por cent
on foot. At tho some tinme the employees of three learge
business offices, totalling 1,273, reported that 57.6
per cent cone by bus, 23.0 per cent in their own cars,
11,8 per cent ns passengers in other cors, ond 7.6 per
gent on Toot,

Both .of thecac surveys revenled rueh suallor use of busoa
than in most other large oclties. The ususl pottern is
for 65 to 80 per cent to go to the contral busineas dias-
triet by mass tranaportatlion,
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Thot the number of person2® now using buses oon be
greatly increased wos rovesled by the answers of 1,604
persons to the gueation "If bus schedulcs wore moro
frogquent would you still drive?", Alnmost excetly 30
per cent said that they would not drive if bus service
were nore favorable, The restaurant questionnaires
showed 28 per cent willing to change while those to
enployees showed 42 por cent., It seens obvicus thon
thet substantisl inorocasecs are poasible in the use of
busea if conditions are nade favoreble.

Use Must Be Increcsed Veluntarily

Now thet World wWer IT is over and greater freedon in
the choice of nodes of trensportantion is made possible
by le=s restraint, the publiec connot be required by
reguletions to ride on ness tromsportation, The cholce
mst be voluntery. It will only cone fron pass tronge-
portation survice thnt will compete fevorably with
otiier typea from the combined standpoints of conveni-
ence to deatinaotisnas, dependability of service, total
tine rewuired for the trip, and generol comfort,

The followlng arc the conditions whiech will make such
gorvice mppeal to potontisl riders:

l, BSueller load factors that will reducc the
nunber of atandees at any tine of doy.

2. Dependebility of sorvice which will reduce
the uncertainty of orrivels and the waiting
poricod and thus distribute the load evenly
upon tho buses that ere operoted,

3., Dircetness of scrvice which will take passen=-
gers betweon their dostinetions with greoctcsat
dispateh.

The rocommendations of this report have been devel.pod
with these objectives in nind., They were not developed
through choice for ony node of transportaticsn but,
rather, to aid in preserving the cheracteristics of
Mianmi's pottern of development and avoid the blighting
of ifunportnnt sress through inadequoate nmeans of acccss.

If steps nre not taken to divert tu mass transportation
a ruech larger percentage of the persons who are now
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entering the central business district by other means,
serious decentralization is bound to cccur. While
private passenger cera make 1t possible for shoppers
and eclisnts to go long distancos to fevorable markets
and professional end recreational centcrs, they elso
make it possible for the same persons toc go other
places where the conditions are more favorable if
congestion, hazerd, inconvenience, discomfort, or un-
certainty meke access to such districts diffioult.
Miemi fnces such danger with scrious threats of de-
gentralization unless greeter use is made of mass
transportation in response to improved cnd more in-
viting service.

Better Supervision end Control Are Required

Observations were mede of how nearly buses conformed
with schedules during typicnl six hour periocds at three
key points in the Miomi Trensit System, These points
were Biscayne Bouleverd and 36th Street, West Flagler
Street and 22nd Avenue, and Maln Highway and Grand
Avenue., The arrival and departure times of all buses
on routes Nes. 1, 2, 3, 6, 11, 14, 15, 16, 22, and 33
were observed and recoerded. These cbservaticns are
summarized in Teble I,

In this Table under "Scheduled Heodwey"™ are shown the
time intervels in minutes et which buses are scheduled
to depart at the points and in the directiuns indicated
on the different routes., These show the theoretical
perfornance, Under "Actual Headway Range" are shown
the shortest and longest intervols between successive
buses os they actually ron during the timea that the
observations were taken. "0" in this column indicates
that at lesst two buses left st tho same time. Thae
larger figure in each cnso shows the greatest inter-
val between successive buses during the period of ob-
servationa.

Under the gencral heading "Conformance With Seheduled
Bus Performance™ are shown the detaila of the actual
headway range = the number of buses that were on time,
the number ahead »f schedule, and the number behind
schedule, This does not relate individual buses to
their scheduled dcpartures from the observetlon points,
but it shows the extent to which the depnrtures of
succossive buses on the individual lines conformed
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with the scheduled times at which passengers at these
stops could expect them to depart, For exemple, ob-
gervaetions for route No. 11 ocutbound at Bisceyne Boule-
vard and 36th Street showed that out of 17 buses depart-
ing during the period that the sacheduled hezsdwa)y was

15 minutes, 1 was on time, 4 were 1 to J minutes ahcad
of schedule, averaging 2.5 minutes, and 12 were from

l to 23 minutes lete, averaging 12 minutes,

The effect of this performance on the length of fime
that passangers had to walt for buses efter scheduled
departures is shown under the general heading "Waiting
Time After Due", Under "Range" are shown the minimun
and the maximum lengths of time that passengers who
were at the stops when buses were due, had to walt be-
fore buses departed., Under "Average" 1s shown the
avaroge time that passengers hed to walit for buses
after they were scheduled to depart. Referring again
to route No, 11 cutbound, opposite the 15 minute sched-
uled headway it is shown thot passengers had to walt

0 to 23 minutes after buses were scheduled to leave
before corresponding departures, Their average waiting
time was 10.8 minutes,

It will be seen thot the informetion in this Table is
presented from the standpoint of the riding public
rather than from that of the operation of individual
buses. Substitution of one bus for another would not
affect this Toble except 8o far as a departure from
Boheduled servioce resulted.

Three important devietions from good operating prac=
tices were revealed by these observations. They are -

1. Serious irregularity of time spacings be-
twesn buses,

.3 Some buses running ahead of schedule and
others running late.

3. Considerable variation in the losds carried
by succesaive buses,

Running aheand of schedule is a source of serious in-
convenience to passengers because they are unable to
plan their arrival at bus stops in accordance with
the schedules, PMFurthormors, thia is apt seriously
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to inecrease the load of the bus following which maat
receive not only its own passengers but those who
niss the ecrlier bus becasuse it wos ahend of achecdule.

More thorough supervision by the opereting company 1a
obviously necessary to keep buses runhing on schedule.
Two importent operating polieles should be established
end closely followed,

: Buses should never be permitted to run ahead
of seheduls,

2e Latencas should be tolerstcd only when it
results from unavoidoble delays in traffic
aor at rallwny crossings.

Such imnprovenents will moke whatever schedulea ere

egtablished from time to time much more satisfactory
pnd the serviece mmuech more convenient and comfortable,

Bus Depertures Should Be Stoggered

The present bua schedules inelude sovercl cases of two
or more buses scheduled to leave the some atop in the
central business distriet simultanecusly. There are
soses in which as many o8 four are so socheduled, This
hes serious discdventages from the standpoint of bus
loading snd operatliun and it alsv interferes with other
traftic,

Such schedullng meons that seversl buses lay hoave to
stand in line at the curb in one block. This tends

to confuse persons walting to board them and it noceass-
itatea large groups waiting for buses to arrivo.

Thia practice often groups busea at stops cutside of
the central businesa district, many of which are of
sufficient length to accommodate only one buse ot -
time. This rogquires ocemsional stopping of the second
bus farther out in the street or anctunlly within the
interseetion., At points where only one of two or nore
buses needs to atop, the others will have to pass or
walt in line, In the ona case this results in lnter-
ferencc with other traffiec and in the other it resulta
in unneccassary bus delays,
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Staggering bus departures from downtown stops should
reduce these conflicts, expedite bua operatioh, cnd
improve general traffic movement, all of which are
essentials of the solution of Miomi's serious traffiec
problemns, Bus deportures from stops in the contrael
business distriet should be re-scheduled to avoid
more than one departure from the same stop at one
time and to reduce the number of busss that will be
at any one stop simultaneously.

Intercepting Loop Proposed

Neerly all bus routes in the City converge inte the
centrel business district. There is pnow little oppor-
tunity for transfers between lines outside of this
district, excepting those thet croass each other or
troeverso the same street, There are no other conven-
ient ond expeditious means of transferring botweeon
linea that are rather widely seperated as they leave
this centrel ares,.

To relieve thls condition an intercepting route is
reconmnendad extondlng boetween Biscoyne Boulovard and
N. W. 27th Avenue slong 36th Street and betwoen N. We.
36th Street and the Coconut Grove business distriet
along 27th Avonue, This route wlill provide direct
tranafers with 23 other routes leading in all of the
ii{fgrant directisns from the central business dis=-
I' L] o

By operating this o8 an express route with stopa
limited to the 15 tronsfer points, this will serve

a8 on expeditious by-poss for the centrnl business
district, Loented molnly on wide, straight thorough=-
fares with foster moving troffic and less chance for
interruption by bridge openings and trein erossings,
this route should result in appreclinble saving of tine
although an extre tranafer may be necessary where two
other routes are involved.

Table II shows the routes that would be intercepted
by this proposed loop., Coleulatlions based on o study
of the 24,000 transfers that were unde between mll
routes on April 12, 1946 indicate that more than
6,000 can be shifted from the central business dis-
triet to the 15 outlying trensfer points by the in=-
auguration of this loop.
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TABLE 11

Trensfer Points Along: Proposed Intercepting Loop

Routes Transfer Points

1 5. W. Grend Avenue and Mein Highwey
3 8. W. 27th Avenue and 8th Strost

L 5., W. 27th Avenue and Coral Wey

2 9. W. 27th Avenue and 8th Street

& N. W. 27th Avenue and 36th Strecet

7 N. Minni Avenue ecnd 36th Street

8 N. W. 13th pvenue cnd 36th Street

10 M., E. 2nd Avenue end 36th Street

11 N. E. Biscoyne Boulevard and 36th Street
12 WN. B, 2nd Avenuc and 36th Strect

13 H. W. 2nd Avenue and 36th Street

1L 27th Avenue and W. Flogler Strect
15 27th Avenue snd W. Flagler Street
16 27th Avenue and W. Flagler Streset
19 N. W. 27th Avenue and 7th Street

21 N, W. 10th Avenue and 36th Street
22 N. E. 2nd Avenue ond 36th Street

23 N. W. 22nd fvenue and 36th Strect
25 N. W. 17th Avenue and 36th Street
26 N. W 7th Avenus and 36th Street

28 8. W. 27th Avenue and 8th Strect

29 N. W. 10th Avenue nnd 36th Street
a3 8. We CGrand jvenus and Main Highwey

Speeisl Route Between Nepro Distriets Recormcnded

Where precticable dircet routea should be establlished
between sections with common interests and charactor-
isties to expedite tho service and make transfers un-
necessary. One outstanding exasmple of the desirebllity
of this is the need for dircet bus morvice between the
four negro residentisl districta, To provide thlis a
route is recommended extending from the Coconut Grove
negro distriet to Liberty City by waey of the Central
negro district and tho Railrosd Shop Addition (46%Th
Street). The following routing is proposod:
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Dougles Rood, Grend Avenue to S. W. 22nd Strost
S. W 22nd Strest, Douglas Romd to lZth j[venus
S« W. 12th Avenue, 22nd Street to 9th Lvenue

3. We 9th Avenus, 12th Avenue to Bth Avenuc

8th Avenue, S. W. 9th Avenue to 5th Street Bridge
N« W. 5th Street, Bridge to Jrd Avenue

N. Wo 3rd Avenue, 5th Street to 20th Jtrest

N+ We 20th Street, 3rd Avenue to 1lO0th Avenus

Ne We 10th Avenue, 20th Street to LO6th Stroet

N. W. 46th Street, 10th Avenus to 17th Avenue

N« W, 1?th “renua, LE6th Street to Liberty Square

In eddltlon to direct connection between these four
residentinl districts, thls provides negroes eosy
acoeas to working places in Coral Gablea and other
areas and to the bathing facilities at Virginia Key
Banch,

The service on thlis route should be loeal withln the
four negro reaidentlial distriets, but express petween
the transfer pointa with other routes throughout the
rencinder of the line, The frequency of the service
should, of course, depend upon the potential pessenger
requirementa,

Express Service Needed On Certoin Routes

The purpose of expresas bus service is generally to
concentrate the loading of certain buses within limited
areas and then run then without passenger stops for
sond distance, except possibly at transfer polnts.
Thus, on o route leacdling to the central business dis-
triot local stops would be made between the cuter ter-
minel ond the point at whieh buses norually booene
loaded to capocity. From that point on to the ecentral
busineas distriot they would meke no stops. Outbound,
buses would run express to the same point, where they
would start to moke local stops. The locel service

on the express portion of such routes is provided by
either special tripper buses or, possibly under unusual
eiroumstances, by the buses on other lines using the
gane stroct.

The points at which buses should change from loeal to
express operation must be determined by cbservation
of the rntea of loading and the points at which they
becone filled to the nccepiable load faotoar when
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ilnbound., For exonple, if busea on route No. 5 operat-
ing ematbound on S. W. 8th Street should normelly
become filled at 27th Avenue, 1t would be practicable
to have them operate as express buses fron there to
thie central business distriet. This would naterially
expedite the operation sefter the bus becams loaded,
particulerly if the streets were wide and treffic in
general moved rapidly.

Several faotors are involved in the decision as to
whether any individual route should have express ser-
vice. Prominent among thesse are the following:

1e The load factor (the ratio of the totel
number of passengers to the seating capacity)
is en inoportent consideratlion. A high load
foactor, perticulerly at pesk hours, gencrelly
means that additional scrvice i3 needed,

2. If individurl buses on o long route load
rether quickly at one end of the line and
these passengers usually go to the far end
ar to iptermediate transfer points other
stops nre genorelly unnocesscry.

3. Wide streets with fast traffiec arc partiou=-
larly fovorable to express service, while
slow mavement with frequent stops for aignels
ar other treffic delays defeats itas purpose.

Considering these factors, express service at the peak
hours is recommended between the central business dis-
trict ond the points indicated un the routes showm in
Table III. The load foctors shown in this Table ere
based on epproxinctely 18 hours of operation on all
lines JE the Miaul Transit Company on Fridey, April
12, 1940,

At off-peck hours when buses rre not so proumptly filled
efter starting from their outer destinati.ns loeczl
sarvice should be adequnte, cs fewer stops will be
necesaary all alung the route and the number of deleys
will thws be greatly reduced,
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TABLE III
RECOMMENDED EXTRESS SERVICE

ROUTE BETWEEN CENTRAL LOAD FACTOR CONDITICNS
BUSINESS DISTHICT &
5 27th Avenue 146 Wide street; pro-

gregalve ocontrol

6 36th Street 201 Wide street; pro-
greasive oontral;
Tast traffic

10 36th Strect 155 wide street;
moderate apscd

11 36th Street 122 Progressive contral;
wide street;
fest treffilc

12 J6th Street 174 Wide street;
uoderate apeed

14 27th Avenue 141 Wide street;
onst traffic

15 27th Avenuo 167 Wide streot;
fast traffic

26  36th Street 147 Wide street;
nadercte speed

More Froguent Service Necded

The freguency of bus service recuired to hendle the
potential 1lond is o mntter needing constant atudy and
sbservatizn., In an erea with seasouncl fluctuations

in trrffic ns grest ns those in Micnl schedule aodjuat-
ments must be sufficlently elestic to meat the chong-
ing neods.

The lond fretor is an inportant conslderntion in deter-
mining the nead for additional service. Ordinance No.
2356, the Bus Frunchise provides thet the number of
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stending pessengers in any individual bus shsll never
exceed 75 per cent of the seating eapacity. This
neansa that the load feotor on any bug ot z2ny tlne
should never exceed 175 per cent, It slso meuns that
for the 18 hours of noroal operation in a typlecal day
the overall load faoctor should fall far below 175 per
cent.

Table IV shows the load factors on all routea for
approximately 18 hours of normel operation on Friday,
April 12, 1946, These are erranged in order from high
to low., PFifteen had load factors above 120 ond twenty-
threea mbove 100, This shows an ocutstanding need for
substential inprovenent in the enpacity mnd frogquency
of serviece rendered on nany of the routes.

Buch relief may be provided in either of two ways, de-
pending on the loeel ¢:nditions snd the poasible effect
of other neasures rocomnended in this report. DBuses
may be run nore rreguently on the route in questlon,
particularly at peak hours. Or, the entire operction
may be chonged, with complete re-routing of portions
end/or the substituticn of portions of other routes,
These ecre operetling problema the detenlls of which
should be worked out by the operating conipany. The
objeotives should be to reduce the locd fretors and
produce safer and uore comfortable operntion.
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o TABLE IV
LOAD FACTORS ON BUS LIMNES

“TRIDAY, LPR

These laed fonetors cre brsed on approxiuntely
18 houra of operation, onmitting the ao=called
"Owl Service®.

ROUTE LOAD FACTOR ROUTE LOAD FiCTOR

6 201 8 117

12 174 2 115

15 167 33 112

10 155 28 104

22 154 9 103

29 1,3 19 102

26 147 27 102

23 146 20 93

5 146 1 g2

14 141 17 28

13 138 7 78

I 134 2l 17

25 129 18 75

4 3 129 21 67

11 122 31 L3
1o 120

Skip Stops Should Bo Retsined

ganfronted during the wer with the necesslty for
obtnining neximum serviee from ell passengers coarry-
ing wohicles, the Office of Defense Transportation
regquired transit conpanies to censo stopplng ot every
intersection along routes regordlesa of spacing and
to speroe atops from 500 to 1,000 fect apart.

wWith many short blocka and with irrepular spacings of
interasections, Miani fmoes the need for continuing
mensures which will provide nore regular spacing of
atops =pnd preduce the npumber to those reculred for
proupt and rogular servico., A4 study bas been uade of
the effeet of changing from the prosent skip stop

plan of opornticon to zne of deslgnoting atops at overy
intersection., This was brsed on obaecrved stops and
the number of persons bonrding snd alighting during

- the reak hour on a typlcal day.
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Chenging from the present plen of stops averaging 500
feet apart to one in which they would average 300
feet would inecreasa the nuuber of actual stopping
points by approximete 65 per cent, Considering the
probeble number of stops thet would be made, the re-
duction in the number of persons that would board
and/or elight at each stop, end the time lost in more
frequent stopping, it is esatimated that the running
time would be increamsed at least 10 per cent.

Since the distance between no two adjecent stops ex-
ceed 600 feet and the average is now 500 feet, little
more than a long city block, it 1s felt that the pres-
ant systen presents no hardship, whereas the inereased
running time that would result from inereasing the
numbar of stops would mske the service less comfortable
and convenlent. Hence, 1t 1s rocommended that the skip
stop plan be retained,

Change and Tokens Before Boarding

When bus operators have to poke change or sell tokens
at the major loading pointe in the central business
district serious delays result, The passengers st
be sarved one by one and the buscs cannot start until
all have bosrdoed,

IT all fecilities wore aveilable for obtaining the
proper change and purchasing tokens before boarding
the buses et these points, all passengere could loed
quickly and the waiting time could be materially re-
duced, This would not only expedite the service but
would also reduce the number of buses that would tend
to accumulate at such polntas st any one tinms,

New Areas Must Be Scrved

Owling to the scarcity of wmcterisls apnd the restrictions
on building during the war the construetion of hones
was reterded. Now, however, new bullding is sterting
end with further lifting of restrictions and nore
naterials avallable, meny seoctions of the Clty should
experience extensive development. This will greatly
inerease the potential number of passengers and will
ereate a rapldly growing demand for new transit service,
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One of the seotlions in which repld growth is now beling
experienced 1s in the vieclnity of N. W. 7th 3treet,
Anothor is in the western portion of the north end of
the Ccity.

Rosad justment through new routes or extentiuns of prasont
onea to serve these ond osthor siniler oreans, ore essan-
tial, These readjustments nay et times have to develop
oore rapidly than the aetusl demand, in anticipntion

of suoch changes and to avold long periods without easen=-
tial nnss transportation service,

The .City Should Inspeot Operations ond Conditions

There 13 need for perizdiec offlicicl checking of the
adequaoy of bus operatisn cnd service to moet the
ghonging requirenents of the City of Mieml., One exanme
ple of this is the checking o>f the eonforunenge of busea
with schedules thet wns done during this survey. Other
needed observati nse would deal with deternining the
need rar changes end extensins in service, the desig-
natisn of bus stops, cnd the revision of routings to
meat changing requiremsnts.

The Qity should eatablish spuropricte foellities end
peracnnel for continulng stucles -f this type, Thip
ghould not be intended to engege ln the planning of
operati.ns, which 1s the function of the tronsit cone
pany, It ashould, bhowever, oheck the ndeguacy of suoh
gperationse and recomnend types of luprovement that
will neke the service thet ls rendered meet the neoeda
of the City nwore effectively,
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