
• Support Facilities—includes construction of 
and equipment for support facilities (yards, 
shops, and administrative buildings). 

• Site Work and Special Conditions —includes 

capital costs for unique or non-typical 
elements. Elements that address project-wide 
construction activities include clearing, de-
molition, fine grading, and other earthwork 

items outside the guideway limits. 
• Systems—includes traction power, traction 

power substations, signals, crossing protec-
tion, communications, the fare collection 
system, equipment, and central control. 

• Right-of-Way, Land, and Existing Improve-

ments—includes securing and providing all 
property rights and relocations. 

• Vehicles —includes rail rolling stock and 
support vehicles. 

• Professional Services (Soft Costs) —includes 
engineering and design services, project 
management for design and construction, 
and other design-related activities. 

• Unallocated Contingency (Project 
Reserve) —includes contingency that applies 
to the overall project and cannot be applied to 
a specific standard cost category. 

• Finance Charges—includes costs related to 
financing the Project, including interest and 
bond issuance costs. 

In this chapter, the cost estimates for specific items 
are based on typical construction practices and 
procedures on similar projects. Quantities are 
estimated based on service plans and conceptual 
engineering performed to date. Estimated costs 
for each standard cost category were increased in 
accordance with FTA guidance for estimates devel-
oped prior to preliminary engineering, to account 
for unknown but expected additional expenses. 

Inflation was applied to the cost estimate based on 
the Project's implementation schedule (Figure 2-42 
in Chapter 2). The forecast of inflation is based 
on the Consumer Price Index for all Urban 

Consumers (CPI-U), as determined by the Hawai`i 
Department of Business, Economic Development, 
and Tourism. A consistent set of inflation assump-
tions has been applied to all costs and revenues. 
Early capital costs were escalated at an annual rate 
of 1.1 percent above the CPI-U in FY2009 and by 
an annual rate of 0.4 percent above the CPI-U in 
FY2010, to reflect the uncertainty of some near-
term labor and material costs. 

The capital cost estimate of implementing each 
Build Alternative is presented in Table 6-1. Capital 
cost estimates, excluding finance charges, range 
from $3.9 billion for the Salt Lake Alternative to 

$4.8 billion for the Airport & Salt Lake Alterna-
tive as of December 2007. The capital cost for 
the Airport Alternative is estimated to be about 
$200 million higher than the Salt Lake Alternative. 

6.1.2 Operating and Maintenance 
Cost Methodology 

Fixed Guideway Operating and Maintenance 
O&M costs for the Build Alternatives were esti-
mated based on historical O&M costs for existing 
rail transit systems that have similar characteristics 
to the Project, including Washington, D.C. 
(WMATA), Miami, and Los Angeles. These costs 
were adjusted to reflect 0`ahu's higher costs of 
goods and services, where appropriate. 

TheBus and TheHandi-Van 
Operating and Maintenance 
A cost allocation model was used to estimate O&M 
costs for each bus system component. For each 
Build Alternative, bus system O&M costs reflect 
current costs for TheBus, the transit service plan, 
and anticipated inflation. 

6.2 Capital Plan 
The capital plan analyzes capital expenditures for 
each Build Alternative and for ongoing systemwide 
capital costs. The capital plan reflects the costs and 
revenues related to implementing the Project and 
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Table 6-1 Capital Cost Estimates for the Build Alternatives by Cost Category (millions of 2007 and YOE dollars) 

Cost Categories 

Guideway construction 

2007$M 

$1,239 

Salt Lake Alternative 

YOE $M 	I12007 

$1,522 

Airport Alternative 

$M 

$1,300 

YOE $M 

$1,547 

Airport & 

Alternative 

L2007  $M 

$1,633 

Salt Lake 

YOE $M 

$1,961 

Station construction 255 328 297 359 325 396 

Yard, shops, and support facilities 120 137 120 138 120 138 

Site work and special conditions 668 781 664 763 732 849 

Systems 239 307 272 341 329 417 

Right-of-way 137 159 150 174 157 183 

Vehicles 286 355 295 357 295 357 

Professional services 756 937 795 972 941 1,129 

Unallocated contingency (project reserve) 221 270 232 278 271 324 

Total Cost Excluding Finance Charges $3,921 $4,797 $4,125 $4,927 $4,803 $5,753 

Finance charges 356 479 378 506 538 727 

Total Cost $4,277 $5,276 $4,503 $5,433 $5,341 $6,480 

Project cost (construction, vehicles, right-of-way, soft costs) $3,100 $3,824 $4,263 $3,897 $3,796 $4,546 

Contingency 821 973 862 1,030 1,007 1,206 

Total Cost Excluding Finance Charges $3,921 $4,797 $4,125 $4,927 $4,803 $5,753 

Totals may not add due to rounding. 

  

    

maintaining the bus and fixed guideway systems in 
a state of good repair. 

6.2.1 Capital Costs 
Capital costs for all Build Alternatives are pre-
sented in Table 6-2. 

The estimates include ongoing costs for replacing, 
rehabilitating, and maintaining capital assets in a 
state of good repair throughout the forecast period 
(2007 to 2030). Rail rehabilitation and replacement 
costs are expected to begin 16 years after initial 
construction activities are completed. 

Current bus service would be restructured and 
expanded to support general growth in service. 
To support this, the number of buses operating 
during peak periods is expected to grow from 
435 in FY2007 to 469 in FY2030. Assuming that 
20 percent of the bus fleet is held in reserve would 

increase the total bus fleet from the current 540 

buses to about 563 by FY2030. TheHandi-Van fleet 
is expected to grow from 146 vehicles in FY2007 to 

185 in FY2030. 

Figure 6-1 summarizes capital costs for all transit 
travel modes through the forecast period. It 
includes an expenditure of $129 million (YOE $) 
for bus facilities that are not part of the Project, as 
programmed in the 0`ahu Metropolitan Plan-
ning Organization's (0`ahuMPO) FYs 2008 -2011 
Transportation Improvement Program (0`ahuMPO 
2008). 

6.2.2 Proposed Capital Funding Sources for 
Build Alternatives 

This section describes the various funding sources 
assumed for implementation of the Project and 
for the system's ongoing capital needs. These 
sources include General Excise and Use Tax (GET) 

October 16, 2008 	 Honolulu High-Capacity Transit Corridor Project Draft Environmental Impact Statement 
	

6-3 

AR00142857 



Table 6 -2 Overview of Capital Expenditures through 2030 (millions of 2007 and YOE dollars) 

Fixed Guideway 
Alternative 

Implementation 

TheBus and 
Fixed Guideway 

TheHandi-Van 
Rehabilitation 

Expansion and 
and Replacement 

Replacement 

$0 	 $1,123 2007 $M $0 
No Build 

YOE $M $0 $0 

$59 

$1,792 

2007 $M $3,921 $933 
Salt Lake 

YOE $M $4,797 $113 $1,373 

2007 $M $4,125 $62 $933 
Airport 

YOE $M $4,927 $116 $1,373 

2007 $M 
Airport & Salt Lake 

YOE $M 

$4,803 $73 $933 

$5,735 $136 $1,373 

Totals may not add due to rounding. 

4I 

$1,123 

$1,792 

$4,914 

$6,283 

$5,121 

$6,416 

$5,809 

$7,262 

surcharge funds, FTA New Starts revenues, and 
other Federal assistance programs for ongoing 
capital needs, complemented by local assistance. 

General Excise and Use Tax Surcharge 
The local funding source for the Project is a 
dedicated 0.5-percent surcharge on the State of 
HawaiTs GET. In 2005, the Hawai`i State Legisla-
ture authorized counties to adopt this surcharge 
for public transportation projects. Following this 
authorization, the City enacted Ordinance 05-027 
establishing a 0.5-percent surcharge on the GET 
collected in the City and County of Honolulu to be 
levied through December 31, 2022. This revenue is 
to be exclusively used for the Project's capital and/ 
or operating expenditures and could be used to 
back General Obligation Bonds as needed for the 
Project. GET surcharge revenues are estimated to 
be $4,054 million (YOE $) through FY2023. 

FTA Section 5309 New Starts Program 
(49 USC 5309) 
The FTA's discretionary New Starts program is the 
primary Federal source of funds for supporting 
fixed guideway transit projects. This financial 
analysis assumes the Project would receive $1.2 bil-
lion (YOE $) for the Salt Lake Alternative and 

$1.4 billion (YOE $) for the Airport and Airport 
& Salt Lake Alternatives from the New Starts 
program. FTA has agreed to consider a funding 
request of $1.2 billion but has not been approached 
regarding a higher level. 

City General Obligation Bonds 
This financial analysis assumes that General 
Obligation Bonds would be the main financial 
instrument used by the City to finance the Project. 

This funding source would be required to bridge 
funding gaps in any given year and would be 
repaid by the revenue sources described in previ-
ous sections. General Obligation Bonds are direct 
obligations of the City, for which its full faith and 
credit are pledged. Section 6.4, Cash Flow Analysis, 
provides further details on financing assumptions 
for the Project. 

6.2.3 Funding Sources for Ongoing 
Capital Expenditures 

Federal Assistance 
The City receives Federal assistance for ongo-
ing transit capital investments through various 
funding programs from the FTA. The three main 

sources of Federal funds for ongoing capital 
expenses are as follows: 
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Figure 6-1 Total Capital Expenditures by Alternative (Excluding Finance Charges) FY2007-FY2030 (YOE $M) 

• FTA Urbanized Area Formula Program 

(49 USC 5307)—these funds are distributed 
to the Honolulu and Kailua-Kane`ohe urban-
ized areas using a formula set by law. Activi-
ties eligible for Section 5307 funds include 
capital investments in bus and bus-related 
activities (e.g., the replacement of buses, 
overhaul of buses, rebuilding of buses, crime 
prevention and security equipment, and 
construction of maintenance and passenger 
facilities). The total amount of Section 5307 
funds received by the City through FY2030 
would depend on the alternative selected and 
would amount to approximately $1.0 billion 
(YOE $). 

• FTA Capital Investment Grants 
(49 USC 5309): Fixed Guideway Moderniza-
tion Program—these funds are distributed 
using a formula specified by law. Implementa- 

tion of the Project would increase Fixed 
Guideway Modernization funds for Honolulu 
because the formula is largely based on 
the number of fixed guideway miles. Total 
Section 5309 Fixed Guideway Modernization 
funding is expected to be approximately 
$120 million (YOE $) through FY2030. 

• FTA Capital Investment Grants 
(49 USC 5309): Bus and Bus-Related Equip-

ment and Facilities Capital Program—these 
funds are distributed on a discretionary basis. 
All bus-related elements of the Project are 
eligible for bus capital funds. It is assumed 
that Honolulu's bus capital allocations 
between 2008 and 2030 will be equal to the 
average of the allocations between 1996 and 
2008 ($6 million per year). Total Section 5309 
bus funding is expected to be $132 million 
(YOE $) through FY2030. 

October 16, 2008 	 Honolulu High-Capacity Transit Corridor Project Draft Environmental Impact Statement 
	

6-5 

AR00142859 



City General Obligation Bonds 
The City currently issues General Obligation Bonds 

to finance ongoing transit capital expenses. This 

includes TheBus and TheHandi-Van purchases, 

construction of facilities and transit centers, and 

other public transportation capital improvements. 

The financial analysis assumes that the City will 

continue to use General Obligation Bond proceeds 

to match Federal contributions and finance ongo-

ing systemwide capital expenditures. This would 

correspond to approximately $267 million (YOE $) 

in General Obligation Bond proceeds through 

FY2030. 

No private source of capital revenue was assumed 

to fund the Project. Opportunities for joint devel-

opment or other forms of public-private partner-

ships could affect the amount needed from the 

City or could help fund construction of additional 

sections of the Project. 

6.3 Operating and Maintenance Plan 
This section discusses the data and unit costs used 

to calculate O&M needs and the sources and uses 

of operating funds through FY2030 by alternative. 

6.3.1 Operating and Maintenance Costs 
Table 6-3 summarizes O&M costs in 2030 for each 

Build Alternative, by travel mode. Total O&M costs 

for the Salt Lake Alternative would be $109 million 

(YOE $) greater than for the No Build Alterna- 

tive in 2030. The O&M costs for the Airport and 

Airport & Salt Lake Alternatives would be $114 and 

$142 million (YOE $) greater than the No Build 

Alternative, respectively. 

The fixed guideway system's operating costs are 

anticipated to be 24 percent of total O&M costs for 

the public transportation system in FY2030. O&M 

costs would increase in a step-like manner as oper-

able segments are opened for revenue service, until 

the entire alignment is completed in FY2018. 

6.3.2 Operating and Maintenance Funding 
Sources 

This section describes the range of O&M funding 

sources anticipated. These sources include FTA 

Section 5307 funds for preventive maintenance, 

fare revenues, and transit contributions from the 

City's General and Highway Funds. 

Federal Funding 
Section 5307 funds were first applied to capital 

needs, with the remainder going to preventive 

maintenance. Based on historical trends, it is 

assumed that a maximum of 20 percent of annual 

O&M expenditures would be associated with 

preventive maintenance, and thus could be covered 

by Section 5307 funds. 

In FY2008, the Honolulu and Kailua-Kane`ohe 

urbanized areas were apportioned a combined 

$29 million in Section 5307 formula funds by FTA. 

This amount is expected to increase to $31.5 mil-

lion in FY2009 based on current authorization 

levels. Over the longer term, the City is expected to 

receive a total of approximately $1.0 billion (YOE $) 

through FY2030 from this funding program, 

$650 million of which is assumed to be used for 

capital needs and the remainder going to preven-

tive maintenance. 

Fare Revenues 
Approximately 273,000 linked trips per day are 

forecast in 2030. The fare structure for the fixed 

guideway is assumed to follow the current bus fare 

structure, with transfers between modes assumed 

to be free. This would yield fare box revenues rang-

ing from $41 million in FY2007 to $140 million 

(YOE $) in FY2030. 

To maintain consistency with the travel demand 

analysis, the actual 2007 average fare of $0.77 per 

linked trip was assumed to grow with inflation 

throughout the forecast period. Figure 6-2 shows 

the annual fare revenues (in YOE $) expected for 
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Table 6 -3 2030 Operating and Maintenance Cost by Alternative, by Mode 

  

TheBus 	Fixed Guideway 	TheHandi-Van 	Total 	
Difference from 

No Build Alternative 

 

  

YOE $M 2007 $M YOE $M 2007 $M YOE $M 2007 $M YOE $M 2007 $M YOE $M 2007 $M 

No Build $363 $186 $48 $25 $411 $211 — 	— 

Salt Lake $348 $179 $123 $63 $48 $25 $519 $267 $109 	$56 

Airport $349 $179 $133 $68 $48 $25 $530 $272 $119 $61 

Airport & Salt Lake $348 $179 $187 $96 $48 $25 $583 $300 $172 $88 

Totals may not add due to rounding. 

the Project's Salt Lake Alternative; revenues for 
the other Build Alternatives would be similar. 
Fares would likely be increased in steps consistent 
with historical practice. In 2001, the City Council 
adopted a resolution to adjust fare levels so that 
the fare box recovery ratio (the ratio of annual fare 
revenues to annual O&M costs) for TheBus would 
be maintained between 27 and 33 percent in any 
given year. The assumed average fare discussed 
previously would result in a fare box recovery ratio 
for the combined bus and fixed guideway systems 
that follows the City's resolution in most years, 
including 2030 when the ratio is expected to equal 
about 30 percent. 

City Contribution 
The City's contribution to transit O&M is cur-
rently funded using revenues from the General 
and Highway Funds. The General Fund mainly 

comprises real property tax revenues, but also 
includes revenues from a transient accommoda-
tions tax (transferred from the State), motor 
vehicle annual registration fees, and a public ser-
vice company tax. The Highway Fund consists of 
revenues from the City fuel tax, the vehicle weight 
tax, and a public utility franchise tax. General 
and Highway Fund revenues were assumed to 
increase by the CPI-U inflation rates (as defined 
in Section 6.3.1, Operating and Maintenance 
Costs) plus 1.5 percent, which reflects the histori-
cal real growth rate of General and Highway 
Fund revenues. 

Between FY1994 and FY2002, the transit subsidy 
has averaged 11 percent of the total Highway and 
General Fund revenues. Since 2003, City revenues 
have increased, as a result of large increases in real 
estate values on 0`ahu, more quickly than O&M 
costs for TheBus. This has resulted in a transit sub-
sidy below 10 percent. Figure 6-3 shows that this 
percentage is likely to increase through FY2030, 
averaging 14 percent over the entire forecast period 
with the Build Alternatives. 

The City receives about $375,000 annually in 
transit-related advertising revenues, but this analy-
sis is conservative and does not assume operating 
revenues from advertising or parking. In the event 
that more of these revenues are made available, the 
City's required operating subsidy would be propor-
tionally lower. 

6.4 Cash Flow Analysis 
The cash flow analysis compares costs with rev-
enues on a year-by-year basis, factoring in financ-
ing as necessary. Table 6-4 summarizes funding 
sources and the use of funds for each Build 
Alternative over the forecast period. The Honolulu 
High - Capacity Transit Corridor Project Summary 

Cash Flow Tables (RTD 2008s) present the year-by-
year cash flow tables for the Build Alternatives. 

6.4.1 Financing Assumptions for the Project 
This financial analysis assumes that GET surcharge 
revenues would be the only source of funding 
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Table 6 - 4 Project Sources and Uses of Capital Funds by Alternative (Millions of YOE Dollars) 

Salt Lake Alternative 	Airport Alternative 	Airport & Salt Lake 
(YOE $M) 	 (YOE $M) 	Alternative (YOE $M) 

II 

GET and New Starts (PAYGO Only) $2,564 $2,622 $1,001 

GO bond proceeds $2,255 $2,329 $3,707 

Project Sources $4,819 $4,951 $4,707 

Project capital cost (excluding finance charges) $4,797 $4,927 $5,753 

lssurance cost on GO bonds $23 $23 $37 

Project Uses $4,819 $4,951 $5,790 

Surplus/(Shortfall) $0 $0 ($1,083) 

Totals may not add due to rounding. 

   

    

through FY2012, with FTA New Starts funding 
starting in FY2013. 

In years when GET surcharge revenues and/or 
New Starts funding would not be sufficient to 
meet the cash flow requirement to cover capital 
expenditures, a mix of City General Obligation 
Bonds and short-term borrowing would be used 
to bridge the funding gap. The weighted average 
interest rate on long-term debt is assumed to be 
3.71 percent, which is consistent with the City's 
current AA financial rating and based on rates 
as of July 17, 2008. All General Obligation debt is 

assumed to mature in FY2023, corresponding to 
the last fiscal year of receipt of GET revenues. 

The finance charges incurred for each Build 
Alternative would range from $479 million for 
the Salt Lake Alternative to $727 million (YOE $) 
for the Airport & Salt Lake Alternative. Most of 
these finance charges would correspond to inter-
est payments on General Obligation Bonds. The 
remainder would include finance charges related 
to the cost of issuance of General Obligation Bonds 
and short-term debt and the interest expense on 
commercial paper proceeds. 

Interest would be earned on any positive year-
end cash balances, which has been calculated at 
3 percent per year. Interest income is expected to 
range from $9 million for the Airport 8z Salt Lake 
Alternative to $32 million for the Airport Alterna-

tive (YOE $). 

6.4.2 Project Cash Flow 
The Salt Lake and Airport Alternatives would 
be financially feasible. The primary difference 
between them is the amount of Federal funding 
assumed in the capital plan. The Salt Lake Alterna-
tive is based on $1.2 billion of Federal funding and 
the Airport Alternative would require $1.4 billion. 
The Airport 8z Salt Lake Alternative would require 
much higher revenues from the GET surcharge 
and/or New Starts funding to be financially viable. 
While FTA has agreed to consider a funding 
request of $1.2 billion, the agency has not been 
approached to consider the $1.4 billion for the 
Airport Alternative. Should additional New Starts 
funding not be available, other funding would be 
necessary. 

Airport Connection 
The Airport 8z Salt Lake Alternative could be con-
structed in phases, with completion of the guideway 
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between East Kapolei and Ala Moana Center along 
Salt Lake Boulevard followed by a connection from 
the Middle Street Transit Center to the airport. 
Additional funding would be required to build the 
phased airport connection. The cost of this alterna-
tive phasing would be somewhere between the costs 
of the Salt Lake and Airport Alternatives. There-
fore, this could be a more feasible short-term option 
for serving the airport than building the Airport 8z 
Salt Lake Alternative. 

6.4.3 Ongoing Capital Expenditure Cash Flow 
Systemwide ongoing capital expenditures include 
all necessary replacement, rehabilitation, and 
improvements to the existing system (TheBus and 
TheHandi-Van) as well as the Project. Funding 
sources used to pay for these capital expenses 
consist of discretionary and formula-based Federal 
funding programs (see Section 6.2.3, Funding 
Sources for Ongoing Capital Expenditures, for 
descriptions of these programs). Any resulting 
funding gap is assumed to be bridged on an annual 
basis with City General Obligation Bonds, as is 
currently the case with transit-related budgets. 
Therefore, the resulting ongoing capital sources 
and uses would balance in any given year. 

6.4.4 Operating and Maintenance Expenditure 
Cash Flow 

O&M funds would be used for the bus and para-
transit system as well as for the Project. Sources of 
O&M funds include fare box revenues and Federal 
grants, and any remaining funding requirements 
are assumed to be funded through City subsidies 
from its General and Highway Funds. The resulting 
operating sources and use of funds would balance 
in any given year. The Summary Cash Flow Tables 
(RTD 2008s) include year-by-year ongoing operat-
ing expenditure cash flows. 

6.5 Risks and Uncertainties 
The financial analysis described in this chapter 
and the sources and uses of funds are subject to a 

number of risks and uncertainties. Some risks are 
project specific and others are related to macro-
level uncertainties affected by the local and global 
economies. Although this analysis has defined a set 
of most-likely scenarios based on the cost, revenue, 
funding, and financing assumptions described, 
several operating and capital risks could materially 
affect the final financial results. Uncertainties can 
be organized into the following major categories. 

6.5.1 Project Cost Risks 
Changes in Project Scope 
As the Project progresses through the plan-
ning stages and more information is gathered, 
differences in construction costs could occur. 
Cost increases could be due to unexpected soil 
conditions and geotechnical issues, the need for 
unexpected utility relocations, the presence of 
unanticipated groundwater and other environmen-
tal impacts and mitigation measures, and changes 
stemming from the community involvement 
process. 

Changes in Project Schedule 
Schedule delays could be related to unforeseen 
construction challenges, local decision-making 
processes, equipment malfunctions, or general 
construction delays. Although a longer construc-
tion period would translate into a greater exposure 
to inflationary risk, this may be somewhat miti-

gated by a better match between available sources 
and uses of funds, which would reduce the amount 
of borrowing required. 

Operating Cost Increases 
Potential increases in labor, fuel, electrical rates, 
and other key variables that comprise operat-
ing expenses could have a material impact on 
O&M costs. As an example, fuel costs have risen 
drastically in the past year and continue to go 
up. Differences in bus and rail operating costs 
are possible, due to differences in technology and 
variations in labor productivity and unit costs 
between the two modes. 
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System Operation 
Project costs have been estimated assuming that 
trains would operate with drivers, even though 
they would be able to function in fully automated 
mode without drivers. A decision not to use drivers 
could reduce operating costs. 

6.5.2 Economic and Financial Risks 
Inflation 
Inflation is applied to costs and revenues alike, and 
risks would exist if construction-related inflation is 
underestimated. For example, global factors such 
as a supply/demand imbalance in commodities 
play a major role in construction material prices, 
such as steel. 

Interest Rates 
Variations in interest rates could affect the interest 
earnings rate on cash balances and the interest 
paid on any outstanding debt, as well as the size of 
the long-term bonded debt service. 

Municipal Market Uncertainties 
Because it is assumed that the City will continue to 
be able to issue bonds in the tax-exempt municipal 
marketplace, uncertainties about market factors 
should not be overlooked. For example, although 
municipal borrowing rates are near historical lows, 
interest rates, issuance expenses, tax-exempt status 
and regulations, and preferred debt structures may 
change from today's market factors. Also, given the 
global credit climate and the challenges that bond 
insurance providers are currently experiencing, 
liquidity and access to credit enhancement mecha-
nisms may be structurally different in the future. 

GET Surcharge Revenues 
Local tax revenues are dependent on 0`ahu's 
economic activity, which relies heavily on the 
economy on the mainland and Japan. Variables 
like tourism spending and retail sales could 
materially impact the net GET surcharge revenues 
available to fund the Project. 

6.5.3 Funding Risks 
FTA New Starts Funding 
The Project assumes Federal participation in fund-
ing through the Section 5309 New Starts process. 
The magnitude of this funding source requires the 
City to have confidence and assurance that Federal 
funding will be forthcoming once a commitment is 
made to the Project. For its part, FTA must assure 
that any Federal funds provided will be fully and 
productively used and leveraged by the City to the 
greatest extent possible. During final design, these 
and other mutual assurances would be described in 
a Full Funding Grant Agreement between the City 
and the FTA. 

The amount of money that a project sponsor can 
expect to receive in any given year depends on 
available authorizations by Congress and the 
nationwide competition for this funding. The avail-
ability of New Starts or other funds could affect 
the Project's timing and ultimate cost. Additional 
bond proceeds could be used to cover shortfalls in 
capital funds, but as a result the Project's overall 
cost could increase due to debt service expenses. 

Fare Policy and Ridership 
Growth in transit ridership is uncertain because 
the availability of alternate modes and riders' price 
sensitivity could decrease ridership, at least in 
the short-term. For purposes of the Draft EIS, the 
assumption is made that there would be free trans-
fers to and from the fixed guideway service. Upside 
risks also exist, and demand could be higher than 
expected. Although this would affect fare revenues 
positively, it could also increase the system's level-
of-service requirements. Any changes in ridership 

that vary from what is forecasted could also affect 
the required level-of-service, which would affect 
operating costs. 
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