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 Position on Transit Alternatives 

For The I-70 Corridor In Jackson County 
 
The following position is based on the April 2012 presentations by the Jackson 
County Commuter Corridors Alternatives Analysis Project Team. We understand 
these numbers are not final. But while we expect them to change to some extent, 
we do not anticipate they will change in orders of magnitude. 
 

1. TAN favors developing Enhanced Express Bus service along 
the I-70 corridor.  
 

• Commuter rail offers too little bang for the buck. 
  

While commuter rail is estimated to attract two to four times the 
number of riders as Enhanced Express Bus, the capital cost is 
estimated at fourteen to fifteen times the cost of the Enhanced 
Express Bus Alternative.  
 
Additionally, the annual operating cost of rail is about three times 
that of Enhanced Express Bus. 
 
The following chart is from the April public presentations by the 
Project Team. 
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DMU 1,150-2,800 $480-$600 $742-$1806 Oak Grove 61 $10.7 
  
 

By way of comparison, the downtown streetcar is estimated to 
attract 6,000 riders per day by 2035 representing a per person 
capital cost of $64 (260 day operation). 

 
• Commuter rail is unlikely to receive Federal funding 
  



 
 Transit Action Network's preliminary conclusion is that, in all 

probability, the commuter rail plan would not qualify for New Starts 
federal funding due to the relatively high cost for the low ridership 
with no travel time savings. The FTA uses these factors to measure 
cost-effectiveness. The numbers in the preliminary study are being 
revised, but large improvements would be needed to change this 
assessment. Other federal funding sources, such as a TIGER 
grant, would be insufficient to make a dent in this project’s cost.  

 
• For a fraction of the cost of a rail system Jackson County could create 

a much more extensive bus system that would serve far more people. 
 
• There are few user benefits of commuter rail compared with 

automobile or bus. In fact projected transit times appear to be worse 
than for automobile. 

  
The model MARC used for forecasting congestion on I-70 indicates 
only an additional 3 to 5 minutes travel time in 2035 compared with 
today. This compares to an average transit time for express bus of 
59 minutes and rail at 61 minutes according to the Project Team’s 
projections. It is very difficult to see why commuters would choose 
a more time consuming commute by rail over a faster, and probably 
cheaper, one by automobile or Enhanced Express Bus.  

 
• Ridership numbers are low for rail because all rail leads to Kansas 

City’s Central Business District where only a fraction of suburban 
workers want to go. 

  
Only 14% of the region’s jobs are in Kansas City’s CBD.  

 
• Real Estate Appreciation is not Economic Development  

  
o The Project Team’s estimates of “development” do not 

represent new construction or new businesses created. Instead, 
they are estimates of real estate appreciation around stations. 
We believe the following about the potential for real estate 
appreciation and prospects for economic development. 
 Most, but not all, rail projects experience real estate 

appreciation within ½ mile of rail stations. This is especially 
true for single-family residences. 

 Rail projects do not “create” development. Most often 
development, which would occur elsewhere, is channeled to 
areas around stations, but only if local zoning policies and 
incentive packages are conducive to such location decisions. 

 Appreciation and development around stations will be 
minimal without natural or man-made barriers to sprawl. 
Without one of these curbs on sprawl, most development 
and property appreciation will continue to occur along 
interstates rather than around rail stations. 



    

2. Transit facilities should be located and designed to maximize 
development potential around them.  

• Bus transit facilities are too often given short shrift. TAN advocates 
creating bus facilities with amenities comparable to rail, within walking 
distance of town centers, and within zoning districts encouraging 
commercial and multistory residential development. Though buses 
may not attract the ridership of rail, there are increasing examples that 
comparable bus transit facilities can stimulate development and create 
jobs. 

3. Jackson County should create a County Transit Authority to 
fund this and other expanded inter-city transit service, 
thereby relieving localities of this burden.  

• A County Transit Authority (CTA) provides a mechanism for creating a 
stable funding source for any kind of transit, whether fixed guideway or 
buses. 

• We believe a dedicated tax through a CTA is also essential for any 
significant expansion of the bus system. 

• A CTA would not be expected to actually operate transit service. 
Instead, it would be a funding and contracting mechanism. 

• An important potential benefit is that it would create a small cadre of 
transit professionals who could continuously monitor and adjust transit 
resources to changing needs and wishes of the citizens of the county.  

• The CTA allows for a maximum one-cent sales tax to be levied in 
Jackson County, which amounts to about $80 million.  
 

4. Jackson County should negotiate an agreement with the City 
of Kansas City to acquire the use of land adjacent to the 
northern edge of Kessler Park sufficient for a right-of-way for 
future commuter rail to Second and Grand.  
 

• Someday commuter rail may be a sensible transit option for areas east 
of Kansas City’s urban core. Getting into the core itself at an 
acceptable cost has proven challenging. The latest Alternatives 
Analysis identified a potential rail corridor to Second and Grand on 
land owned by Kansas City. Jackson County should secure an interest 
in this property for future use. The cost of such an acquisition should 
be very small and it could be a key factor in enabling commuter rail at 
some future time. 

 

5. Jackson County and Kansas City should develop a working 
relationship with the Kansas City Terminal Railway to preserve 
sufficient right-of-way to accommodate additional tracks east of 



 
Union Station, so that the possibility of additional rail access 
(freight and passenger) to the Union Station area is not further 
compromised.  
 

• Second and Grand is the designated fallback location for a terminal for 
future commuter rail. Everyone would prefer that Union Station be the 
terminal. (Kansas City’s FOCUS comprehensive plan identified the 
area north of Washington Square Park as the preferred site of a future 
intermodal transportation terminal.) Union Station is more central to 
downtown Kansas City; is a walkable distance from Crown Center, the 
IRS center and the Crossroads; and would provides good access to 
the MAX and the future Downtown Streetcar. 

 
• The Kansas City Terminal rail corridor past Union Station is already 

congested. Any attempt to accommodate commuter trains would 
require additional tracks. Because of the nature of the terrain on either 
side of the existing tracks and the fact that structures supporting 
bridges over the tracks have been allowed to encroach upon the right 
of way; building additional track east of Union Station is extremely 
costly. The current estimate is in the neighborhood of a billion dollars.  

 
• Nevertheless it is highly desirable to expand the capacity of this 

corridor, not only to accommodate commuter rail but also expansion of 
freight capacity and, eventually, additional passenger service across 
the state. With all of these potential uses maybe someday a creative 
financing package could be created to increase capacity in this 
corridor. In the meantime the Kansas City Terminal Railway, the 
Missouri Department of Transportation and the city and county 
government need to avoid actions which would make this right of way 
still more costly to expand; and should take opportunities afforded by 
normal bridge rehabilitation and replacement to eliminate obstacles to 
capacity expansion. 

 
• National and regional freight movement patterns shift over time. 

Therefore existing, or future, rail capacity in the KCT corridor past 
Union Station may become capable of accommodating additional 
commuter rail and/or passenger service. Jackson County, in 
cooperation with Kansas City and MoDOT, should use potential public 
funding and or financing assistance for KCT and the other railroads’ 
projects as opportunities to negotiate access for commuter rail in this 
corridor should capacity become available. 


