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INTRODUCTION 
This Klamath Falls–Redmond Transit Feasibility Study explores transit service options between Klamath 
Falls and Redmond, Oregon, in the US 97 corridor with potential stops at Chiloquin, Chemult, Beaver 
Marsh, Crescent/Gilchrist, La Pine, Sunriver, and Bend (see Figure 1). The former High Desert POINT 
route, discontinued in 2019, served the northern portion of the corridor. The study effort has been led 
by Cascades East Transit (CET) in coordination with Basin 
Transit Service (BTS). 

This report summarizes the study process, recommended 
transit service scenarios, and next steps for service 
planning and public engagement to move these 
improvements forward. 

KEY STUDY FINDINGS 

• Smaller communities between Bend and Klamath 
Falls have substantial low-income populations and 
essentially no transportation options except for 
private vehicles.  

• Demand for transit service in the corridor is low, 
largely because of the small population, but the 
benefits of service would likely be substantial in 
terms of mobility and access for vulnerable 
populations.  

• Transit service in the entire corridor is feasible, 
and there are multiple options for operating 
service. Promising options include public or private 
fixed-route intercity service with local stops in 
Klamath Falls and Bend. Given the length of the 
corridor, demand-response service is not likely 
feasible.  

• Privately operated service would be more 
cost-effective than a publicly run service. Existing 
transit to the Chemult Amtrak Station, provided by 
Pacific Crest Bus Lines (PCB) and subsidized by 
Amtrak, could be expanded to serve the entire corridor. 

• A critical barrier to expanding private service is PCB’s obligation to serve the Chemult Amtrak 
Station. PCB is obligated to wait in Chemult with (or for) passengers until the train arrives. As 
trains are often delayed (with northbound trains more often delayed than southbound), buses 
sometimes wait for hours at the station, making the bus unreliable and unable to adhere to the 
printed schedule. A station waiting area with restroom facilities is required in Chemult to fix this 
problem.  

• Based on the assumptions detailed in this report, a publicly operated fixed-route system is 
estimated to cost approximately $550,000 annually to operate. Expansion of private service 

 

Figure 1. US-97 Study Area 
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would cost approximately $365,000, assuming costs only for service expanded south of Chemult 
(PCB currently serves the Redmond-Chemult portion of the corridor). 

EXISTING CONDITIONS  
This section describes existing transit services and needs in the US 97 corridor. More details can be 
found in Appendix A. 

Available Transportation Services 

Public 

Currently, the most robust transit options in the corridor are from Bend to Redmond and La Pine to 
Bend. As of June 2020, there is no continuous public transportation service between Klamath Falls and 
Redmond. Fixed-route intra- and intercity public transportation services are provided by CET in the 
northern portion of the corridor, while BTS provides fixed-route services in Klamath Falls. Amtrak 
provides daily service between Chemult and Klamath Falls. Table 1 and Figure 2 summarize the existing 
options and departure times for public transportation services in the corridor. 

Table 1. Transportation Services in the Corridor 

Service  Locations Frequency Service Span 

CET Bend–Redmond Every 2 hours 5:55 a.m.–7:10 p.m. 

6:45 a.m.–4:45 p.m. 

CET La Pine–Bend Every 2.5 hours 6:31 a.m.–4:29 p.m. 

9:55 a.m.–2:30 p.m. 

Greyhound Klamath Falls–Medford 

Bend-Eugene 

Twice a day 

Once a day 

9:50 a.m. 

11:30 a.m. 

Amtrak Chemult–Klamath Falls 

Klamath Falls–Chemult 

Once a day Southbound: 8:08 p.m. 

Northbound: 8:17 p.m. 

Amtrak 
Thruway Bus 

Redmond–Bend–Sunriver–
La Pine–Chemult 

Chemult–La Pine–Sun 
River–Bend–Redmond 

Twice a day Southbound: 6:30 a.m. & 5:00 p.m. 

Northbound: 9:40 a.m. & 8:10 p.m. 

Central 
Oregon 
Breeze 

Bend–Redmond Once a day Southbound: 10:00 p.m.  

Northbound: 11:20 a.m. 
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Figure 2. Existing Corridor Transit Service by Frequency and Time of Day 

High Desert POINT was a public transportation service provided by ODOT that operated between 
Redmond and the Chemult Amtrak Station. The service had two daily round trips serving five stops: one 
AM and one PM stopping in Redmond, Bend-North, Bend-South, Sunriver, La Pine, and Chemult. The 
High Desert POINT service was discontinued in 2019 due to low ridership.  

Private 

The primary private and public-private transportation services along the US 97 corridor are Amtrak 
Thruway and Central Oregon Breeze. Amtrak Thruway bus service (operated by PCB) operates from 
Redmond to Chemult through Bend, Sunriver, and La Pine twice a day. The Central Oregon Breeze 
service offers a daily service from Bend to Redmond as a part of the route to the Portland International 
Airport.  

Private taxi companies also operate within some locations along the corridor, and Uber and Lyft operate 
within Bend.  

ODOT’s SouthWest POINT bus service provides connections between Medford and Klamath Falls. PCB 
provides bus service between Eugene and Bend. There is no Greyhound service in the US 97 corridor. 
Traveling from Bend to Klamath Falls is a 2-day trip, as bus schedules do not allow for a 1-day Bend to 
Klamath Falls trip. There is one Greyhound bus a day departing from Klamath Falls and one bus a day 
departing from Bend. 
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Corridor Travel Demand 
The study team used readily available tools and data to develop a high-level understanding of travel 
demand within the corridor. Data from the 2018 Statewide Integrated Model show approximately 182 
one-way trips from Klamath Falls to Bend each weekday (data from Bend to Klamath Falls were not 
readily available). Key corridor travel demand findings include:  

• The largest number of trips in the corridor occur between Bend and Redmond, which are 
already served by CET. In 2010, the Bend Metropolitan Planning Organization (MPO) regional 
travel model showed about 13,000 daily trips between Bend and Redmond with 22,500 daily 
trips anticipated by 2040.  

• There are not many workers from Klamath Falls that commute to the larger cities such as Bend 
and Redmond in the northern portion of the corridor.  

• There are a substantial number of trips between the smaller cities of La Pine and Sunriver to 
Bend, but fewer from La Pine and Sunriver farther north to Redmond. 

• Census data show that commuters from Sunriver mostly travel to places such as Three Rivers 
and Bend with a small portion of the commuters staying within Sunriver for work.  

Purpose of Travel 

There are limited data available on transit rider trip purposes in the corridor. CET surveyed riders of 
fixed and community connector routes to determine purpose of travel. In Bend, a majority of CET 
fixed-route customers are traveling for work (34 percent), while most CET Community Connector 
customers are traveling to school or college (42 percent).  

While these are the most common trip purposes, it is very likely that CET and BTS riders are using transit 
for many other trip purposes, including recreation, medical appointments, shopping, and socializing. 
Another significant regional trip attractor is the Redmond Municipal Airport, an important regional 
airport serving much of Central Oregon, including communities in the study corridor. Klamath Falls 
travelers are more likely to use the Rogue Valley International Airport in Medford (1.5-hour driving time 
to Medford vs. 2.5-hour driving time to Redmond).  

CORRIDOR NEEDS 
Presently, the lack of continuous service between Klamath Falls and Redmond, coupled with the low 
transit service frequencies in most of the corridor, make transit difficult to use and transfers very 
onerous for riders. Current transit options between Klamath Falls and Redmond are limited to one or 
two round trips a day south of La Pine, and approximately 2-hour service frequencies between La Pine, 
Bend, and Redmond, requiring several transfers between different transit providers. Transit options 
connecting smaller communities in the corridor to Klamath Falls or Bend and Redmond are similarly 
limited. However, communities such as La Pine and Chemult have some transit options connecting them 
to Bend and Redmond, while other small communities, such as Beaver Marsh, lack transit entirely.  

The former High Desert POINT service, which provided several round trips each day in the northern 
portion of the corridor, suffered from low monthly ridership. The high fare cost—$29 one way—may 
have contributed to low usage, as well as the low-density land use in corridor communities that is not 
conducive to transit. 
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Vulnerable populations are a focus of this study, as they are more likely to rely on transit to meet their 
travel needs. Overall, there are significant numbers of vulnerable populations in the study corridor. 
Based on CET rider surveys, the study team identified several trends along the US 97 corridor related to 
vulnerable populations. Most CET riders depend on transit services, as the majority come from 
households that do not own a vehicle. Klamath Falls, La Pine, and Redmond have significant low-income 
populations, and most CET riders are low-income individuals making less than $12,000 in household 
income. See Appendix A for more details on existing conditions and needs.  

TRANSIT SERVICE ALTERNATIVES 

Service Objectives 
The study team developed and assessed potential service models according to the following service 
objectives:  

• Increase access to essential destinations and services in Bend, Redmond, and Klamath Falls for 
vulnerable communities that may not have reliable access to personal transportation.  

• Ensure stops are accessible to people walking, biking, and using personal mobility devices, 

• Serve multiple travel markets to the extent possible (e.g., facilitate access to outdoor 
destinations such as Lava Lands National Monument). 

• Minimize transfers and wait times between transfers. 

• Maximize opportunities to leverage existing transit services. 

• Avoid duplicating existing transit service in the corridor.  

• Address first/last mile1 connections in low-density communities. 

The study team considered three main transit service types: (1) fixed-route; (2) demand-response; and 
(3) subsidized private service. The team looked at service between Klamath Falls and Bend, as opposed 
to between Klamath Falls and Redmond, because CET’s existing transit service provides a strong 
connection between Bend and Redmond. Appendix B describes the services evaluated. From this 
evaluation, the team identified two alternative service models, described below.  

Recommended Alternative #1 – Traded-Trip Fixed-Route Service  

Summary 

• A traded-trip fixed-route service model would consist of a fixed service schedule split between 
CET and BTS, such that each transit agency trades completing one round trip in the corridor, 
thereby splitting costs between each provider.  

 

1 Refers to “first and last mile” connections between transit stops and origins/destinations. Most transit riders in 
the United States are comfortable walking less than 0.25 miles to or from public transit stops. For distances longer 
than 0.25 miles, people will generally look for other non-walking options. 
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• Flag stops in smaller communities (e.g., along OR 422 through Chiloquin) could be allowed. Flag 
stops allow riders to flag down the bus to stop and pick them up if they are in a safe location to 
do so.  

• Provides a one-seat ride in the corridor.  

Description 

A traded-trip fixed-route service model would provide two daily round trips from Klamath Falls and 
Bend. The team chose Bend and not Redmond as the northern terminus because of the robust transit 
service already in place between Bend and Redmond; this makes transferring easier for riders. Based on 
the review of corridor demographics and likely needs of riders, it is also assumed that many riders would 
meet shopping, medical, or other needs in Bend.  

CET could take administrative lead of the service. The partnership between CET and BTS would require 
service integration including uniform fares and fare collection, joint marketing, ongoing communication 
and coordination, and a possibly service branding.  

Operations  

Service would operate between Klamath Falls and Bend; riders would have to transfer to existing service 
to complete a full trip to Redmond. For this model, it is assumed that the vehicle would make local stops 
in both Bend and Klamath Falls to provide easy access to shopping and services for riders. While not 
assumed in the conceptual schedule here, the service could also make seasonal stops at Lava Lands 
National Monument.  

The conceptual service includes two round trips each day, with CET and BTS each providing one round 
trip per day. Each trip would originate in the respective transit provider’s jurisdiction. For example, a BTS 
vehicle and driver would operate the daily round trip originating in Klamath Falls, while a CET vehicle 
and driver would operate the corresponding daily round trip originating in Bend. This provides the 
significant benefit of sharing the operations costs between two providers. It is assumed that a single 
driver and vehicle would complete each round trip (one CET and one BTS vehicle). 

Stops considered for this service include former stops used by the former High Desert POINT service 
(indicated with an asterisk [*]), existing transit stops, and additional stops: 

• Bend – Hawthorne Station* 

• Bend – 3rd at Yew Street 

• Bend – 3rd at Roosevelt (in the northbound direction); at Taft (in the southbound direction) 

• La Pine – Wikiup Junction Park & Ride 

• La Pine – 4th at Huntington (BTS downtown transit center) 

• Gilchrist – Historic Mall 

• Crescent – Main at Jones 

• Chemult – Amtrak Station* 

• Beaver March – Dalles Street 

• Chiloquin – Chiloquin Community Center 
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• Klamath Falls – Amtrak Station (Oak at Spring) 

• Klamath Falls – Downtown Transit Center (7th at Pine) 

• Klamath Falls – Shasta at Fred Meyer (at Washburn) 

• Klamath Falls – Washburn at Edison (Walmart Supercenter)  

Stop locations and a conceptual schedule are shown in Table 2 and Table 3 below.  

Table 2. Traded Trip Fixed-Route – Klamath Falls to Bend – Conceptual Service Schedule 

BTS Bus – to Bend  BTS Bus – Back to Klamath Falls   

Klamath Falls – Washburn at Edison  7:00 a.m. Bend – Hawthorne Station 11:37 a.m. 

Klamath Falls – Shasta at Washburn 
(Fred Meyer) 

7:08 a.m. Bend – 3rd at Yew Street 11:44 a.m. 

Klamath Falls – 7th at Pine 7:15 a.m. Bend – 3rd at Taft 11:48 a.m. 

Klamath Falls – Oak at Spring (Amtrak 
Station) 

7:22 a.m. La Pine – Wickiup Junction Park & Ride 12:19 p.m. 

Chiloquin – Chiloquin Community 
Center 

8:02 a.m. La Pine – 4th at Huntington 12:35 p.m. 

Beaver Marsh – Dallas Street 8:52 a.m. Gilchrist – Historic Mall 1:06 p.m. 

Chemult – Amtrak Station 9:03 a.m. Crescent – Main at Jones 1:19 p.m. 

Crescent – Main at Jones 9:32 a.m. Chemult – Amtrak Station 1:41 p.m. 

Gilchrist – Historic Mall 9:44 a.m. Beaver Marsh – Dallas Street 1:58 p.m. 

La Pine – 4th at Huntington 10:15 a.m. Chiloquin – Chiloquin Community Center 2:47 p.m. 

La Pine – Wickiup Junction Park & Ride 10:23 a.m. 
Klamath Falls – Oak at Spring (Amtrak 
Station) 

3:21 p.m. 

Bend – 3rd at Roosevelt 10:54 a.m. Klamath Falls – 7th at Pine 3:28 p.m. 

Bend – 3rd at Yew Street  10:58 a.m. 
Klamath Falls – Shasta at Washburn (Fred 
Meyer) 

3:35 p.m. 

Bend – Hawthorne Station  11:04 a.m. 
Klamath Falls – Washburn at Edison  
(Walmart Super Center) 

3:42 p.m. 
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Table 3. Traded Trip Fixed-Route – Bend to Klamath Falls – Conceptual Service Schedule 

 

CET Bus – to Klamath Falls  CET Bus – Back to Bend  

Bend – Hawthorne Station 2:12 p.m. Klamath Falls – Washburn at Edison  6:42 p.m. 

Bend – 3rd at Yew Street 2:20 p.m. Klamath Falls – Shasta at Washburn 
(Fred Meyer) 

6:49 p.m. 

Bend – 3rd at Taft 2:27 p.m. Klamath Falls – 7th at Pine 7:53 p.m. 

La Pine – Wickiup Junction Park & Ride 2:34 p.m. Klamath Falls – Oak at Spring (Amtrak 
Station) 

8:24 p.m. 

La Pine – 4th at Huntington 3:14 p.m. Chiloquin – Chiloquin Community Center 8:40 p.m. 

Gilchrist – Historic Mall 4:04 p.m. Beaver Marsh – Dallas Street 9:11 p.m. 

Crescent – Main at Jones 4:15 p.m. Chemult – Amtrak Station 9:24 p.m. 

Chemult – Amtrak Station 4:44 p.m. Crescent – Main at Jones 9:46 p.m. 

Beaver Marsh – Dallas Street 4:56 p.m. Gilchrist – Historic Mall 10:03 p.m. 

Chiloquin – Chiloquin Community 
Center 

5:27 p.m. La Pine – 4th at Huntington 10:52 p.m. 

Klamath Falls – Oak at Spring (Amtrak 
Station) 

5:35 p.m. La Pine – Wickiup Junction Park & Ride 11:26 p.m. 

Klamath Falls – 7th at Pine 6:06 p.m. Bend – 3rd at Roosevelt 11:33 p.m. 

Klamath Falls – Shasta at Washburn 
(Fred Meyer) 

6:10 p.m. Bend – 3rd at Yew Street  11:40 p.m. 

Klamath Falls – Washburn at Edison  
(Walmart Super Center) 

6:16 p.m. Bend – Hawthorne Station  11:47 p.m. 

 

Considerations 

The traded-trip fixed-route model provides advantages in terms of a one-seat ride through the corridor 
and consistent service expectations for riders. This model assumes intercity operation in the corridor 
with limited stops between Bend and Klamath Falls. Local stops in Bend and Klamath Falls would allow 
access to shopping and some services without having to transfer to another route at either terminus.  

Other considerations include: 

• Schedule – The conceptual schedule does not fully account for timing transfers with existing 
services in the corridor. Key transfer opportunities include BTS, CET, and Amtrak in Chemult; 
however, the priority for timing transfers should be with BTS and CET service.  
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• Operations – The traded-trip model provides benefits in terms of sharing the costs and burden 
of operations between two providers. However, this model requires ongoing coordination 
between the providers to ensure schedules are coordinated, problems are addressed, and 
administrative issues resolved. Based on the experience of other providers in Oregon, having a 
standing meeting between the providers is the best way to ensure coordination. Other issues 
that may need resolution are revenue sharing: if CET, for example, retained overall 
administration of the program and marketing, fare revenues might need to be distributed 
proportionately.  

• First/last mile – The smaller communities along the corridor—Chiloquin, Beaver Marsh, and 
others—often do not have walking and biking facilities on local roads. Allowing flag stops in each 
of the small towns effectively extends the reach of the service into the community by allowing 
riders to get on the bus at locations convenient for them.  

• Fare policy – Fare policy would need to be agreed upon by both providers. Fares could be a flat 
rate throughout the corridor (“single-ride” fare), distance- or zone-based fares (escalating rates 
based on distance), etc. Other fare considerations include eFare implementation (CET has 
TouchPass payment while BTS does not).  

• Marketing – Both agencies would engage in marketing, with one agency likely taking the lead on 
marketing materials. The service could be branded distinctly from other BTS or CET services, 
especially if each provider used a dedicated vehicle for the service that could have branded 
livery. Stop infrastructure could also include distinctive elements. 

Alternative #2 – Expand Existing Private Service 

Summary 

• Expand the existing privately operated Amtrak Thruway bus service to serve more of the US 97 
corridor. 

• May be more cost effective than publicly operated service options. 

• Would serve the same or similar stops as with Alternative #1, traded-trip service. 

• The Thruway route serves a significant number of Amtrak riders, and it is assumed that any 
future service expansion would continue serving this need. 

Description 

Expanding the existing Amtrak Thruway service would build on an existing transit market and could be 
cost efficient. The existing schedule and stops are shown in Table 4 and Table 5. Presently, PCB operates 
this daily service that connects Amtrak Coast Starlight riders to and from the Chemult Amtrak station.  

Table 4. Redmond to Chemult – Amtrak 
Thruway/Pacific Crest Bus Lines Existing 

Service Schedule 

Two Departures Daily  6114 6111 

Redmond Airport 6:30 a.m. 5:00 p.m. 
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Bend – Hawthorne Street 7:10 a.m. 5:45 p.m. 

Sunriver 7:45 a.m. 6:15 p.m. 

La Pine 8:10 a.m. 6:40 p.m. 

Chemult 9:10 a.m. 7:10 p.m. 

 

Table 5. Chemult to Redmond – Amtrak 
Thruway/Pacific Crest Bus Lines Existing 

Service Schedule 

Two Departures Daily 6214 6211 

Chemult 9:40 a.m. 8:10 p.m. 

La Pine 10:20 a.m. 8:50 p.m. 

Sunriver 10:40 a.m. 9:15 p.m. 

Bend – Hawthorne Street 11:10 a.m. 9:45 p.m. 

Redmond Airport 11:45 a.m. 10:30 p.m. 

 

The service is almost exclusively used by Amtrak riders heading to and leaving from Chemult. Buses 
must frequently dwell at the Chemult station for extended periods, sometimes for hours at a time, as 
there is no adequate location for train passengers to wait for the station (the buses wait if the train does 
not arrive on time as well). Amtrak requires that their passengers have a comfortable place to wait for 
the train, including access to a restroom. The bus service is, therefore, frequently delayed and has 
difficulty adhering to schedule, making the service virtually unusable for local riders who could 
potentially use it.  

Operations 

This service could be extended south to Klamath Falls to serve the same stops previously described for 
the traded-trip service. Table 6 and Table 7 shows a conceptual schedule for this service that maintains 
the timed morning transfer with the Coast Starlight train at the Chemult Amtrak Station. 

Table 6. Redmond to Klamath Falls 

Redmond Airport 6:30 a.m. 2:00 p.m. 

Bend- Hawthorne Station 7:10 a.m. 2:45 p.m. 

Sunriver – Town Center 7:45 a.m. 3:15 p.m. 

La Pine – Shell Station 8:10 a.m. 3:40 p.m. 

Chemult – Amtrak Station* 9:10 a.m. 4:10 p.m. 

Beaver Marsh- Dalles Street 9:22 a.m. 5:27 p.m. 

Chiloquin – Chiloquin Community Center 9:53 a.m. 6:17 p.m. 

Klamath Falls – Oak at Spring (Amtrak Station) 10:01 a.m. 6:52 p.m. 

Klamath Falls – 7th at Pine 10:05 a.m. 6:59 p.m. 

Klamath Falls – Washburn at Edison (Walmart Supercenter)  10:11 a.m. 7:06 p.m. 
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Table 7. Klamath Falls to Redmond 

Klamath Falls – Washburn at Edison (Walmart Supercenter)   10:41 a.m. 7:36 p.m. 

Klamath Falls – 7th at Pine 10:51 a.m. 7:43 p.m. 

Klamath Falls – Oak at Spring (Amtrak Station) 10:58 a.m. 7:50 p.m. 

Chiloquin – Chiloquin Community Center 11:38 a.m. 8:20 p.m. 

Beaver Marsh – Dalles Street 12:28 a.m. 9:10 p.m. 

Chemult – Amtrak Station 12:39 a.m. 9:11 p.m. 

La Pine – Shell Station 1:17 p.m. 9:59 p.m. 

Sunriver – Town Center 1:47 p.m. 10:19 p.m. 

Bend – Hawthorne Station 1:07 p.m. 10:49 p.m. 

Redmond Airport 1:37 p.m. 11:24 p.m. 

 

Amtrak Coordination 

To support ridership and maintain access to Amtrak, the team assumed that PCB would continue to 
connect Amtrak riders to the Coast Starlight train in Chemult. A critical barrier to the bus adhering to the 
current service schedule, and any expanded service schedule, is that the bus must wait in Chemult, per 
Amtrak policy, with passengers until the train arrives (as Amtrak subsidizes the service, it is assumed 
that this requirement would continue). As trains are often delayed, buses sometimes wait for hours at 
the station, making the bus unreliable and unable to adhere to the printed schedule. A station waiting 
area with restroom facilities is required in Chemult to address this problem. 

The Chemult Amtrak Station was improved in the late 2000s, including a rebuilt platform and 
outbuilding for passengers to wait in. The outbuilding, though providing protection from the weather, 
does not have restroom facilities. This study did not evaluate the feasibility or cost of adding restroom 
facilities to the outbuilding, but major considerations include the availability of sanitary sewer/water 
service and need for ongoing maintenance. 

Other options have been previously explored, such as allowing Amtrak riders to use facilities at the Pilot 
gas station on US 97. However, this would require passengers (with luggage) to walk far and cross US 97 
where there is no marked or comfortable crossing.  
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Figure 3. Chemult Amtrak Station, with outbuilding for passengers to wait in. The building does not 
have a restroom. 

Additional Considerations 

A key advantage of this model is potential cost savings as compared to a public traded-trip service. By 
subsidizing private service that already operates in the northern portion of the corridor, service could be 
extended economically to Klamath Falls. If timed transfers with the Coast Starlight continue, a major 
drawback of this approach is schedule adherence given the Amtrak waiting area issue described above.  

Other considerations include: 

• Contracting – Amtrak is the contracting entity for the Thruway service, so this service model 
may take the form of a partnership with Amtrak as opposed to direct subsidy of the private bus 
operator. For this report, we have not commented on the viability of contracting with a private 
provider or providing public subsidies to a private provider to deliver this service.  

• Schedule – In addition to the schedule adherence problem discussed above, if the timed transfer 
with the Coast Starlight is maintained, the southbound trip from Redmond in the evening would 
result in a relatively late arrival time in Klamath Falls. CET and BTS service generally ends around 
7:30 p.m. on weekdays, meaning riders arriving late in the evening might have few connecting 
transportation options.  

• Operations – It is assumed that one round trip in the corridor, from Klamath Falls to Redmond, 
could be completed in a single driver shift. A conceptual schedule shows that this would take 
approximately 10 hours in total, not accounting for potential delays due to the Coast Starlight 
train. It is also assumed that this extension would not require additional vehicles beyond those 
already in use by PCB, which is a key cost consideration. A refined cost per revenue hour is 
needed. Further discussion is needed to clarify the number of drivers and vehicles needed for 
the service.  

• Fare policy and collection – Presently, a one-way fare from Chemult to Redmond is $32.00. This 
price point would be cost-prohibitive for many lower income riders. CET recently enacted a 
program that subsidizes fares on the Central Oregon Breeze route through the Confederated 
Tribes of Warm Springs 2019 - 2021 STIF Plan. The fares on the Central Oregon Breeze route 
would otherwise be cost prohibitive to many riders. This same fare subsidy model could be 
employed on the US 97 corridor; riders using the service to connect to Amtrak would continue 
to pay the standard fares while local trips could be subsidized.  
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• Marketing – Marketing for the service could be conducted jointly by PCB, Amtrak, CET, and BTS. 
This shared marketing could both reduce costs for each individual provider while also reaching 
more widely into the region to advertise the service. 

NEXT STEPS 

Costs 
Table 8 includes details for the estimated costs for the recommended alternatives. See Appendix B for 
more details about costing methodology.  

In addition to the costs in Table 8 for Alternative #2, the Amtrak station issue discussed above needs 
resolution for this service to be viable. The Chemult station was rebuilt several years ago at a cost of 
$731,000 including the passenger comfort building and station platform. The costs of renovating the 
structure to include restroom facilities and other improvements that are to be determined and are not 
included in the costs below. 

Table 8. Cost Estimates for Recommended Service Alternatives 

Service 
Model 

Cost 
Component Assumptions 

Short-term costs  
(year 1) 

Mid-term costs 
(years 2–5) 

Long-term costs  
(years 5–10) 

Traded-trip 
fixed-route 

Operating 4,900 revenue hours per 
year 

$548,000 $604,000 per 
year 

$722,000 per year 

 Capital Two Category C vehicles 
required, 7-year life 
spana 

Stop improvements:  
9 shelters with pad and 
flag, or just 
flags/markers 

Vehicles: $190,000 

Stop infrastructure 

• Just flags: $4,500 

• Full stop improvements: 
$328,500 

None Potential vehicle 
replacement: up to 
$190,000 

Subsidize 
private 
service 

Operating 3,650 revenue hours per 
yearb 

$365,000 $403,000 $481,000 

Capitalc Station improvements:  
9 shelters with pad and 
flag 

Stop infrastructure 

• Just flags: $4,500 

• Full stop improvements: 
$328,500 

None Potential vehicle 
replacement: up to 
$190,000 

a  Assumes vehicles must be purchased and existing fleet does not have capacity. Also assumes that CET and BTS have sufficient spares to not warrant purchase 
of spare vehicle.  

b  This is the number of revenue hours required to extend the existing service. It does not include the existing revenue hours that PCBs operates in the corridor.  

c  Assumes that the private operator would manage vehicle needs and replacement 

Potential Funding Sources 
A thorough summary of all available statewide funding sources is available on ODOT’s website. While 
there are many potential sources, including state and federal formula funds CET and BTS already 
receive, the study team assumed that this service would require new funding. The most promising grant 
funding sources are as follows: 

• If vehicle purchases are necessary, they could be supported through existing FTA bus purchasing 
programs such as Section 5339(b) grants. This funding source requires a 15 percent match. 
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ODOT has also granted some agencies 5311(f) funds for bus purchases or preventative 
maintenance as well.  

• The Statewide Transportation Improvement Fund (STIF) Discretionary program can also be used 
to purchase vehicles, in addition to other transit facility improvements. According to program 
rules, these funds could also be used for piloting new services, so long as a financial plan is in 
place to provide continued funding. This is a competitive grant program.  

• The Statewide Transit Network Program can similarly fund vehicles and facilities and can also be 
used as an ongoing source for operations. However, since it is also a competitive program, 
relying on it for ongoing operations can be risky. 

Another partnership and funding idea that would require more coordination with potential partners 
includes Section 5311(f) funds. In many states, federal Section 5311(f) funds (intercity set-aside funding) 
are distributed to private providers such as Greyhound to operate routes or route extensions that would 
not otherwise exist without a subsidy. Oregon is somewhat unique in that it uses a large share of its 
Section 5311(f) intercity allocation to operate the POINT intercity bus system. The balance of 5311(f) 
fund make up a portion of funds available through the Statewide Transit Network  Program described 
above. CET and BTS could discuss the potential for applying some of ODOT’s Transit Network Program 
funds to support ongoing service in the corridor (this is potentially applicable to any of the three 
models). This may be an attractive option; ODOT previously operated the High Desert POINT service in a 
portion of the corridor. A much smaller contribution of Section 5311(f) dollars than that required to 
operate High Desert POINT, in addition to other funding sources, could help support full service in the 
corridor, helping to achieve statewide transit goals.  

Partner Coordination 
By working as partners, transit agencies can improve service for riders by coordinating schedules and 
transfers, sharing in facility costs, and integrating service offerings between neighboring communities. 
The following bullets summarize future potential coordination between transit providers in the corridor: 

• Coordination between CET and BTS – the traded-trip fixed route service model assumes that CET 
and BTS would share in the operations of the corridor. It is also feasible for just one provider to 
serve the corridor. Significant coordination would be required between CET and BTS to set up 
the service and agree on operations details, but once established, the level of coordination 
would be reduced.  

• Amtrak – As described in the funding section, Amtrak is a potential funding partner. Future 
coordination with Amtrak would be needed to determine the viability of the private service 
model. Other coordination topics include the Chemult Amtrak Station facilities (potential bus 
stop) and any future service changes planned for the Coast Starlight route, which could affect 
the schedule for new corridor bus service.  

• PCB – In addition to Amtrak, discussions with PCB would be needed to understand the viability 
and costs of Alternative #2.  

• Interline ticketing agreements with both Amtrak and Greyhound would help encourage and 
support trips using the new service and either Amtrak or Greyhound, as well as increasing 
service visibility.  



Klamath Falls to Redmond Transit Feasibility Study 
Cascades East Transit 

 

July 2020 │ 274-6077-001 15 

• Coordination with Central Oregon Breeze, Greyhound, and SouthWest POINT2 – Discussions with 
these operators would help identify timed transfer, facility sharing, and coordinated marketing 
opportunities. 

Public Outreach Recommendations 
Public and stakeholder outreach should be conducted to ensure that services meaningfully address the 
transit needs of the most likely users of the system, inform service operations, and to gather 
stakeholder feedback on a preferred system concept. Recommended goals for future outreach include:  

• Understand riders – Gather more information on who would use the service and for what 
purposes.  

• Gather feedback on local access conditions – Gain a more detailed understanding of current 
access conditions to inform where stop locations should be and the role of other multimodal 
enhancements.  

• Assess mobility and station accessibility needs -- Understanding the needs of families, older 
adults, disabled individuals, and other people with mobility limitations can help influence stop 
amenities and accessibility features. 

• Gain feedback on stop frequency – Engage current and potential riders to understand if 
supplementing major transfer points with local stops in Bend and Klamath Falls would be 
beneficial and where they should be located. 

• Refine corridors and termini – Engage users to understand logical start and endpoints for future 
service and gain input on routing.  

• Vet opportunities to reach other markets – Look to other markets—such as recreational users—
who could use future services to access Lava Lands National Monument. 

A draft approach to conducting future outreach is summarized below. The approach is organized into 
two milestones with the community. Each milestone includes potential engagement methods for CET to 
consider as appropriate. The draft engagement approach also acknowledges outreach limitations 
presented by the COVID-19 pandemic and includes strategies for remote and hybrid engagement 
techniques that consider physical distancing requirements.  

Milestone #1: Target Stakeholders and Gather Feedback on Draft Service 
Concepts 

The first outreach milestone should focus on identifying key stakeholders and gathering feedback on 
draft service concepts resulting from this feasibility study. CET and partners should contact known rider 
advocacy groups, social service organizations that work with transit riders, The Klamath Tribes, and 
other community leaders to identify a core group of engaged stakeholders. Initial contact to identify this 
group can be done through a series of short phone calls and email correspondence. Once identified, CET 

 

2 The SouthWest POINT currently provides daily bus service between Klamath Falls, the Medford Airport, Crescent 
City, and Brookings. There are a total of nine stops. There is one trip per day in each direction with a layover at the 
Medford Greyhound Station. 
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should set up one to two video conference meetings or phone calls to engage these stakeholders in a 
relatively small group setting. CET should engage stakeholders to learn more about:  

• Service needs along the US 97 corridor, including service continuity, frequency, and accessibility 

• Needs of vulnerable riders such as low-income people, people with disabilities, older adults, and 
other transit-dependent populations 

• Who is likely to use this service and how they will access it 

• Willingness to pay for new services 

• Service model elements, including potential stop locations, alignment options, and scheduling 
needs 

CET can engage the general public and other stakeholders around the same topics using the 
engagement methods described below. 

Potential Engagement Methods 

• Online feedback platform – CET can share information and solicit feedback in an easy-to-use, 
cost-effective way. The website should summarize the outcomes of this feasibility study and 
incorporate a basic web form and/or interactive map to provide people with a convenient way 
to provide feedback on future service between Klamath Falls and Redmond. If practicable, CET 
can also consider implementing this platform through the use of a low-cost, drag-and-drop 
website builder. Social media can also be used to share information and gather thoughts from 
the community. Facebook’s Like, polling, and comment functions can also be used as a 
cost-effective tool for gathering feedback from potential riders. Finally, Remix can be used to 
easily share route and stop proposals with stakeholders.  

• Mail outreach – Web outreach will not reach everyone, so other engagement methods will be 
useful in reaching a broader audience, especially in smaller communities along the US 97 
corridor. CET could mail a one-page project summary and survey to addresses in the smaller 
communities such as Chiloquin, Beaver Marsh, and Chemult, as well as to businesses along the 
US 97 corridor. To increase exposure, high-traffic locations such as grocery stores could be asked 
to post project information in visible public spaces. For very small communities such as Beaver 
Marsh, CET should consider mailers to the employers in the area, such as South Chemult Pumice 
Inc., East Moon Pre-Cast, and Chemult Storage. In communities with main street areas such as 
Chiloquin, CET should direct mailers to places such as the Chiloquin Community Center, Family 
Food Center, and small businesses such as the Potbelly Café and Kircher’s Hardware store.  
Mailers can be augmented with in-person tabling events and direct outreach to community 
groups. 

Milestone #2: Refine Draft Service Concepts and Select Preferred Alternative 

Using the same engagement methods as described for Milestone #1, CET and partners should engage 
the community to gather feedback on final refinements to draft service alternatives. At this stage, CET 
should return to stakeholders with a selected alternative – either traded-trip fixed-route or expand 
existing private service. Stakeholder engagement could focus on refining these alternatives and setting 
up the next phases for implementation. Topics should include:  

• Draft service schedules 
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• Refined alignments and stop locations 

• Refined planning concepts for stops and stations, including amenities and access elements 

• Costs and benefits of future service 

• Draft implementation strategy, including funding strategy and timing of potential service 
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MEMORANDUM 

DATE: April 17, 2020 
 

TO: Andrea Breault, CET 
 

FROM: Ryan Farncomb, Eddie Montejo, and Garrett Augustyn 
 

SUBJECT: Final Existing Conditions and Needs Assessment 
  

PROJECT NAME Klamath Falls – Redmond Transit Feasibility Study 
 

 

INTRODUCTION 

The Klamath Falls - Redmond Transit Feasibility Study is exploring 
the viability of operating general public transportation service 
between Klamath Falls and Redmond, Oregon with potential stops 
at Chiloquin, Chemult, Beaver Marsh, Crescent/Gilchrist, La Pine, 
Sunriver, and Bend. The study outcome will be a recommendation 
for next steps for service planning and public engagement. This 
memorandum describes existing transit services, demographics, 
travel demand, and assesses transit needs in the corridor. This 
memo serves as a basis for exploring service models in the next step 
of the study.  

The study area is the 153-mile-long corridor from Redmond to 
Klamath-Falls along US 97 (Figure 1).  

AVAILABLE TRANSPORTATION SERVICES 

Public 

There is no continuous public transportation service between 
Klamath Falls and Redmond. Fixed route intra- and intercity public 
transportation services are provided by Cascades East Transit (CET) 
in the northern portion of the corridor, while Basin Transit provides 
fixed route services in Klamath Falls. CET offers seven (7) intercity 
Community Connector services along the US 97 corridor as detailed 
in Table 1. Intracity Dial-A-Ride services are provided by CET in the 
cities of Madras, Redmond, Sisters, Pineville, and La Pine.  

                                      Figure 1. Study Area  
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Amtrak provides daily service between Chemult and Klamath Falls. According to Amtrak, Chemult Amtrak station 
had 9,084 boardings and alightings in 2018, where Klamath Falls, a much larger population center, had 36,368 
boardings and alightings in the same year. The Klamath Falls station likely has higher ridership due to its larger 
population and closer proximity to Amtrak destinations in California that make the service more competitive with 
driving or flying. Table 1 and Figure 2 summarize the existing options and departure times for public 
transportation services in the corridor. 

Table 1. Transportation Services in the Corridor 

Service  Locations Frequency Service Span 

CET Bend–Redmond Every 2 hrs 5:55 AM–7:10 PM 

6:45 AM–4:45 PM 

CET La Pine–Bend Every 2.5 hrs 6:31 AM–4:29 PM 

9:55 AM–2:30 PM 

Greyhound Klamath Falls–Medford 

Bend-Eugene 

Twice a day 

Once a day 

9:50 AM 

11:30 AM 

Amtrak Chemult–Klamath Falls 

Klamath Falls–Chemult 

Once a day Southbound: 8:08 PM 

Northbound: 8:17 AM 

Amtrak 
Thruway Bus 

Redmond–Bend–Sunriver–La Pine–
Chemult 

Chemult–La Pine–Sun River–Bend–
Redmond 

Twice a day Southbound: 6:30 AM & 5:00 PM 

Northbound: 9:40 AM & 8:10 PM 

Central 
Oregon 
Breeze 

Bend–Redmond Once a day Southbound: 10:00 PM  

Northbound: 11:20 AM 

 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 2. Existing Corridor Transit Service by Frequency and Time of Day 
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High Desert POINT was a public transportation service 
provided by ODOT that operated between Redmond and 
the Chemult Amtrak Station. The service had two daily 
round trips serving five stops: one AM and one PM 
stopping in Redmond, Bend-North, Bend-South, 
Sunriver, La Pine, and Chemult. The service schedule can 
be seen in Table 2. The High Desert Point service was 
discontinued in 2019 due to low ridership (Figure 3). A 
one-way adult fare from Chemult to Redmond cost 
approximately $29.  

Private 

There are three transportation services offered by 
private agencies in the corridor. The first is Greyhound 
bus service that travels from Medford to Klamath Falls 
and from Eugene to Bend; there is no Greyhound service 
in the US 97 corridor. Taking Greyhound from Bend to 
Klamath Falls would be a two-day trip, as bus schedules 
do not allow for a one day Bend to Klamath Falls trip. 
There are two Greyhound busses a day departing from 
Klamath Falls and one bus a day from Bend. There is an 
Amtrak Throughway Bus service (operated by Pacific 
Crest Bus Lines) that operates from Redmond to 
Chemult through Bend, Sunriver and La Pine twice a day. 
The Central Oregon Breeze service offers a daily service 
from Bend to Redmond as a part of the route to the 
Portland International Airport. Figure 4 summarizes 
private and public connections within the corridor by 
stop location.  
 

 

Figure 3. High Desert POINT Ridership 2017–2019 

 

 

Table 2. High Desert POINT Schedule 

Stop AM PM 

Redmond 

Redmond Municipal Airport – 
Roberts Field 
2522 SE Jesse Butler Cir. 
Redmond, OR 97756 

6:50 AM 5:20 PM 

Bend – N 

The Riverhouse Hotel 
3075 Hwy. 97 Bus. 
Bend, OR 97701 

7:15 AM 5:50 PM 

Bend – S 

Hawthorne Station 
NE 4th St. & NE Hawthorne 
Ave. 
Bend, OR 97701 

7:30 AM 6:05 PM 

Sunriver 

Shell Gas Station – Crossroads 
Station 
56896 Venture Ln. 
Sunriver, OR 97707 

8:05 
AM* 

6:35 PM* 

La Pine 

Shell Station/McDonald’s 
16515 Reed Rd. 
La Pine, OR 97739 

8:30 AM 7:00 PM 

Chemult – Amtrak Station 

Amtrak Station 
128 Gc Palmer St. 
Chemult, OR 97731 

9:10 AM 7:40 PM 
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Figure 4. Existing Corridor Transit Service by Stop Locations 

 

CORRIDOR TRAVEL DEMAND 

The study team used readily available tools and data to develop a high-level understanding of travel demand 
within the corridor. 2018 Statewide Integrated Model (SWIM) data shows approximately 182 one-way trips from 
Klamath Falls to Bend each weekday (data from Bend to Klamath Falls was not readily available). Census data 
shows that commuters from Sunriver mostly commute to places like Three Rivers and Bend with a small portion 
of the commuters staying within Sunriver for work. There are not many workers from Klamath Falls that commute 
to the larger cities such as Bend and Redmond in the northern portion of the corridor. Table 3 shows daily 
commute flows from community to community in the study area and displays where workers live along the 
corridor. This can be read as “workers live in (Origin) and work in (Destination).”  

 

Table 3. Commuter Origins and Destinations 

  Destination 

  Redmond Bend Sunriver 
Three 
Rivers La Pine  

Klamath 
Falls 

Origin Klamath Falls 33 87 - - 1 N/A 

LA Pine 26 142 - - N/A 4 

Three Rivers 4 41 11 N/A 9 1 

Sunriver 31 378 N/A 187 59 8 

Bend 3,769 N/A - - 173 190 

Redmond N/A 2,100 - - 16 48 

Source: U.S Census LEHD Data 2017 
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Regional travel model data gathered as part of the analysis for the CET Transit Development Plan helps illustrate 
travel demand. As shown in Table 4, there are a substantial number of trips between the smaller cities of La Pine 
and Sunriver to Bend, but fewer from La Pine and Sunriver further north to Redmond. 

Table 4. Regional Trips to Bend and Redmond from La Pine/Sunriver 

  

2010 2040 

Bend Redmond Bend Redmond 

La Pine/Sunriver 9,009 353 11,567 653 

Source: CET Needs Assessment Memo, August 2019 

 

The largest number of trips in the corridor occur between the cities of Bend and Redmond, which are already 
served by CET. In 2010, the regional travel model showed about 13,000 daily trips between Bend and Redmond 
and 22,500 daily trips anticipated by 2040.  

Purpose of Travel 
There is limited data available on transit rider trip purposes in the corridor. CET surveyed riders of fixed and 

community connector routes to determine purpose of travel. In Bend, majority of CET fixed route customers are 

traveling for work, while majority of CET Community Connector customers are traveling to school or college.  

Bend Fixed Route 

• Work is the most common primary trip purpose (34%) 

•  School is the second most common trip purpose (16%) 
Community Connector Routes 

• School/college is the most common primary trip purpose (42%) 

• Work is the second most common trip purpose (23%)  

While these are the most common trip purposes, it is very likely that CET and Basin Transit riders are using transit 
for many other trip purposes, including recreation, medical appointments, shopping, and socializing. Another 
significant regional trip attractor is the Redmond Municipal Airport, an important regional airport serving much of 
Central Oregon, including communities in the study corridor. Klamath Falls travelers are more likely to use the 
Rogue Valley International Airport in Medford (1.5 hour travel time to Medford vs. 2.5 hour travel time to 
Redmond).  

CORRIDOR DEMOGRAPHICS 

Table 5 summarizes data on vulnerable communities, as well as population and population density, in the study 
corridor. Vulnerable populations are a focus of this Study, as they are more likely rely on transit to meet their 
travel needs. Notable findings include the following: 

• Klamath Falls, La Pine, and Redmond have significant low-income populations.  

• Sunriver has a high share (42%) of older adults 

• Klamath Falls has a large share of persons with disabilities (15.6%), minority populations (24%), and low 
income individuals (33%).  

• Overall, there are significant numbers of vulnerable populations in the study corridor 
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Table 5. Study Area Demographics 

Place Population 
Population 

Density  Minority 
Low-

Income1 

Limited 
English 

Proficiency  > 65 Veterans 
People with a 

disability 

Redmond 28,304 1,685 19% 24% 5% 16% 6.4% 9.9% 

Bend 87,215 2,642 14% 17% 2% 16% 6.7% 6.7% 

Sunriver 826 93 9% 17% 0% 42% 9.4% - 

Three 
Rivers 

3,668 487 7% 21% 0% 20% - - 

La Pine 1,648 236 7% 32% 1% 23% 6.9% - 

Chiloquin 807 1,034 37% 21% 2% 27% 6.2% - 

Klamath 
Falls 

20,932 1,125 24% 33% 2% 16% 9.5% 15.6% 

Source: 2014-2018 ACS 5-Year Estimate  

CET completed a survey for customers of both fixed route and community connector services. The survey found 
that: 

• 79% of Bend fixed-route riders and 70% of Community Connector riders reported themselves as 
Caucasian 
➢ 10% of Bend fixed-route and 7% of Community Connector riders reported themselves as Hispanic or 

Latino 
➢ 1% of Bend fixed-route and 12% of Community Connector riders reported themselves as American 

Indian or Alaska Native 

• The largest cohort of Bend fixed-route riders are aged 25 to 34 

• 42% of Community Connector riders are 18 and younger (83% of these riders are students) 

• 10% of riders are 65 or older 

• A majority of Bend fixed-route riders are employed 

• 37% of Community Connector riders are students 

• approximately 45% of riders on both Bend fixed-routes and Community Connector route report 
household earnings of under $12,000 per year 

• The majority of riders on Bend fixed-routes (53%), and 22% of those on Community Connector routes 
come from households that do not own a vehicle.  

FINDINGS AND CORRIDOR NEEDS 

Improved transit service would benefit vulnerable communities which compose a substantial share of the corridor 
population. CET’s rider surveys indicate a large share of existing riders do not have access to a car at home. 
Though trip purpose data is limited, many CET riders use transit to get to work or school, meaning improved 
transit can help increase access to jobs and education in the corridor. For the smaller served communities along 
the corridor in particular, access to every day needs and medical services are also important travel needs that 
could be better served by transit. 

Presently, it is nearly impossible to make a trip from Klamath Falls to Redmond in a reasonable amount of time. 
The current trip requires several transfers between different transit providers. Transit options connecting smaller 

 
1 Low-Income is defined by EPA Environmental Justice Toolkit as “Percent of individuals whose ratio of household income to 
poverty level in the past 12 months was less than 2 (as a fraction of individuals for whom ratio was determined). Calculated 
from the Census Bureau's American Community Survey 5-year summary estimates. 
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communities in the corridor to Klamath Falls or Bend and Redmond are similarly limited. However, communities 
like La Pine and Chemult have some transit options connecting them to Bend and Redmond, while other small 
communities, like Beaver Marsh, lack transit entirely. The most robust transit options in the corridor are from 
Bend to Redmond and La Pine to Bend.  

The lack of continuous service in the corridor presents a significant mobility barrier. The low transit service 
frequencies in most of the corridor – one or two round trips a day south of La Pine, and approximately two-hour 
service frequencies between La Pine, Bend, and Redmond – makes transit difficult to use and transfers very 
onerous for riders.  

The former High Desert Point service, which provided several round trips each day in the northern portion of the 
corridor, suffered from low monthly ridership. The high fare cost - $29 one-way – may have contributed to low 
usage, as well as the low-density land use in corridor communities that is not as conducive to transit. 

For the next phase of the Study, the following should be considered in the development of alternative service 
models: 

• By leveraging the existing transit connection between Bend and Redmond, this Study could potentially 
focus on improving connections in the corridor segment between Klamath Falls and Bend. Hawthorne 
Station could be used as the main transfer point.  

• There are a number of public and private operators in the corridor. This presents significant opportunity 
to partner for improved service, and multiple potential providers that could offer expanded transit 
services in the corridor.  

• At a minimum, more seamless transfer between existing services would make public transportation more 
viable for the entire corridor. Improving transfers could include adjusting timetables to better align transit 
services and ensuring amenities like shelters at transfer locations to improve rider comfort.  

• Overall, travel demand along the full length of the corridor is not high, except between Bend and 
Redmond. This has implications for service assessment that will be considered in the next phase of the 
study including: 
o Evaluating appropriate service models: fixed route vs. demand response or hybrid models that may 

be more suited to the level of transit demand in the corridor.  
o Service frequency and span: based on likely rider demographics and trip purposes, schedules more 

accommodating of all-day travel vs. “9 to 5” commuters would likely be more appropriate.   
o Fare policy: depending on the fare, the cost of a transit trip could be prohibitive to many riders who 

may be low income. Fare policy will need to be considered to balance revenue with access to service.  
o Quality first/last mile connections and stop amenities in smaller, dispersed communities are key to 

ensuring riders can access and use transit comfortably.  

• Existing transit stop locations, as well as former locations served by High Desert Point, should be 
considered first when assessing future stop locations.  

• There should also be consideration of travel markets beyond those who may rely on transit, such as 
recreational users. Places such as Sun River, Lava Lands National Monument, and other destinations 
present substantial recreational opportunities in the corridor as well as opportunities for funding 
partnerships with other agencies.   

The existing conditions, travel markets, and needs described in this memo will provide the basis for developing 
and evaluating different service models in the next phase of the Study.  
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TECHNICAL MEMORANDUM 

DATE: May 22, 2020 
 

TO: Andrea Breault, CET 
 

FROM: Ryan Farncomb, Eddie Montejo, Garrett Augustyn 
 

SUBJECT: Task 2a & 2b: Service Models, Financial Feasibility, and Political and Outside Coordination 
 

CC:  
 

PROJECT NUMBER: 2746077001 
 

PROJECT NAME: Klamath Falls - Redmond Transit Feasibility Study 

 
This memorandum describes potential service models for intercity transit service between Klamath Falls and 
Redmond along the US-97 corridor that addresses gaps and needs found in the Existing Conditions and Needs 
Assessment memorandum. This memorandum also describes potential funding options and short, medium- and 
long-term costs of each service scenario, as well as next steps.   

SERVICE OBJECTIVES AND POTENTIAL MODELS 

Service Objectives 

This memo considers financially viable service models that meaningfully address the following objectives:  

• Increase access to essential destinations and services in Bend, Redmond, and Klamath Falls for vulnerable 
communities that may not have reliable access to personal transportation.  

• Serve multiple travel markets to the extent possible (e.g., facilitate access to outdoor destinations like 
Lavalands National Monument). 

• Minimize transfers and wait times between transfers. 
• Maximize opportunities to leverage existing transit services. 
• Avoid duplicating existing transit service in the corridor.  
• Address “first/last mile” connections in low-density communities. 

Potential Service Models 

Several approaches to serving the corridor could meet the objectives listed above. Service models are organized 
broadly around fixed-route, demand response, and private transportation services. These services can be 
operated in multiple ways. Services can also be integrated as hybrid models. The following sections describe 
potentially viable models for service connecting Klamath Falls to Redmond along the US-97 corridor. A subset of 
these models will be refined into more fully described scenarios to evaluate feasibility.  
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Fixed-route 

Table 1 describes potential fixed-route1 service variations in the corridor. In general, fixed-route service would 
stop at communities between Redmond (or Bend) and Klamath Falls. Stops could include major destinations and 
transfer points, e.g., Pine Street Station in Klamath Falls, single stops in small communities on US 97, the Chemult 
Amtrak station, and Hawthorne Station in Bend. “Flag stops” could be allowed on locations on or off of US 97. 
Additional local stops in Bend, Redmond, or Klamath Falls are also possible to access shopping, medical facilities, 
or other key destinations for riders.  

Note: any of these options could operate on a variety of schedules to meet corridor travel needs, e.g., daily 
service, weekend service, twice a week service primarily aimed at shopping trips, etc. Schedules are discussed for 
the scenarios later in this memorandum.  

Table 1 - Fixed-Route: Potential Service Models 

Fixed-route  

Potential Service 
Model 

Description  Pros & Cons 

Traditional fixed-route 
service with “trip 
trading” between CET 
and BTS 

• A fixed service schedule would split 
trips between providers, such that 
each provider trades completing one 
complete round trip in the corridor, 
thereby splitting costs between 
providers 

• Flag stops in smaller communities (e.g., 
along OR 422 through Chiloquin) could 
be permitted 

• Would require service integration 
between providers: uniforms fares and 
fare collection, joint marketing, 
ongoing communication, and 
coordination 

• Could be a branded service 
• Could have seasonal stop locations at 

Lavalands National Monument  

Pros 

• “One Seat” ride throughout the 
corridor, though transfers may be 
needed to access local destinations 

• Connections to local service on 
both ends of corridor 

• Cost-sharing between providers 
• Ability to market the service 

distinctly 

Cons 

• Capital and operating costs 
• Scheduling and timing transfers to 

other services 
• Rider education – different 

vehicles serving trips, different fare 
structure 

• Ongoing coordination required 
between providers 

 

1 Assumption is that “fixed-route” service would operate as “commuter bus” per FTA definitions and that complementary paratransit 
would not be required.  
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Fixed-route  

Potential Service 
Model 

Description  Pros & Cons 

“Meet in the middle” 
– Extension of existing 
fixed services and 
timed connections 

• BTS could provide northbound fixed 
intercity service to a shared transfer 
stop 

• CET could extend existing intercity 
service south from La Pine to the 
shared transfer point (or run new 
service) 

• Flag stops in smaller communities (e.g., 
along OR 422 through Chiloquin) could 
be permitted 

• Chemult may be best transfer point 
due to presence of services and other 
transportation options (Amtrak, 
private bus). Midway point in corridor.  

• Could have seasonal stop locations at 
Lavalands National Monument 

Pros 

• Provides service in entire 
corridor 

• Effective cost-sharing among 
providers 

Cons 

• Capital and operating costs 
• Riders must transfer to 

complete a full trip in corridor 
• Transfers must be timed to 

avoid long waits 

Close the missing link 
between La Pine and 
communities to the 
south 

Fixed-route service could be introduced 
to connect only the parts of the corridor 
that presently lack viable service. Similar 
to the ‘meet in the middle’ approach 
above, service could connect Klamath 
Falls to La Pine, serving smaller 
communities along the way.  

Pros 

• Provides service in entire 
corridor 

Cons 

• Capital and operating costs 
• Need to determine who would 

operate service 
• Riders must transfer to 

complete a full trip in corridor 
• Transfers must be timed to 

avoid long waits 

Flexible Fixed-Route 
(Deviated Fixed-
Route) – CET or BTS 
led 

• Fixed-route with deviations allowed in 
smaller communities between Klamath 
Falls and Bend/Redmond. Potential for 
deviations from US 97 in other 
locations as well.  

• Trip trading may be possible, though 
introduces complications in terms of 
trip reservations and dispatch 

Pros 

• Flexibility to provided curb-to-
curb service riders who need it 

• Expanded reach into 
communities 

Cons 

• Longer travel times 
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Fixed-route  

Potential Service 
Model 

Description  Pros & Cons 

• Could consider route deviation or point 
deviation. Point deviation works better 
for low passenger volumes.  

 

• Higher operating costs 
• More complicated to 

implement in “traded trips” 
scenario.  

• Phone/internet access required 
to reserve deviations – may be 
limited in some corridor 
communities 

Demand Response 

A publicly operated demand response service in the corridor would likely focus on unserved, small communities 
between Klamath Falls and Bend. This could include an extension of CET’s rural dial a ride service and/or 
extension of BTS’s service area as well. This service would likely be very costly on a per-trip basis and may result in 
very long travel times for riders. Another scenario is providing feeder demand-response service to fixed-routes 
corridor services, e.g., demand response service that brought people to fixed-route in Chemult or La Pine. 
Demand response service could be deployed between Klamath Falls and La Pine where there are not viable 
options today. BTS is likely the more natural provider for this service because it would focus on locations in the 
southern part of the corridor; however, CET’s existing dial a ride service provides a closer precedent than BTS’s 
existing complementary paratransit service.  

Private Transportation 

Private and public-private transportation services along the US-97 corridor include Greyhound, Amtrak 
Throughway, and Central Oregon Breeze. Private taxi companies also operate within some locations along the 
corridor. Uber/Lyft operate within Bend. Table 2 describes potential private transport models for intercity service 
between Klamath Falls and Redmond.  

 

Table 2. Private Transport: Potential Service Models 

Private Transport 

Potential Service 
Model 

Description  Pros & Cons 

Subsidize existing 
private service 

Subsidies to the private 
transportation services that operate 
in the corridor such as Greyhound, 
Amtrak Throughway, and Central 
Oregon Breeze could fund service 

Pros 

• Expansion of service area 
• Supplementary service to fixed-

route/ demand response  
• Boost service options and 

frequency  
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expansions to serve more of the 
corridor.   

• Improved connections to other 
regional Amtrak/Greyhound  
stations outside of the corridor 

Cons 

• Funding  
• Ongoing coordination with 

private providers required 
 

Subsidize other 
private services such 
as providing taxi 
vouchers and 
ridesharing service 
such as Uber. 

There are taxi services offered in the 
corridor as well as presence of Uber 
between Bend and La Pine. There 
could be a potential partnership 
between fixed-route, private services, 
and Uber to connect existing gaps in 
service.   

Pros 

• Would provide essential service 
for those with few options 

Cons 

• High per-trip cost 
• Need to determine eligibility 
• Barriers to access 

(phone/computer/Wi-Fi & data) 

 

Models Not Carried Forward 

Based on the assessment of pros and cons in the tables above, the following models were not reviewed further: 

• Close the missing link between La Pine and communities to the south: while this model would take 
maximum advantage of existing service in the corridor, forcing riders to transfer in La Pine is not ideal. 
Service frequencies are relatively low between La Pine and Bend. Riders would need two transfers to 
make a trip to Redmond. This model would provide reduced utility to riders as compared to others.  

• “Meet in the middle” – Extension of existing fixed services and timed connections: This model would 
require riders to transfer at a location midway between Bend and Klamath Falls, likely Chemult. This 
model is viable, but would force many riders to transfer, reducing utility of the service. The “traded-trip” 
fixed-route service described below would be very similar in terms of costs and implementation and 
would provide the advantage of a “one seat” ride.  

• Subsidize other private services such as providing taxi vouchers and ridesharing service such as Uber: the 
high per-trip costs, administrative costs, long trip distances, and barriers to scheduling (e.g., rural 
community access to phones and/or computers) are major issues. Additionally, private taxi and 
ridesharing services are very limited in the more rural parts of the corridor today, meaning this model 
may not be viable.   

The following models provide the greatest opportunity for benefits to riders and providers and are explored in 
more detail in the following sections: 

• Traded-trip fixed-route service between Bend and Klamath Falls 
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• Flex-route service between Bend and Klamath Falls 
• Subsidize existing private service 

SERVICE SCENARIOS 

Traded-trip fixed-route service between Bend and Klamath Falls  

Description 

A traded trip fixed-route service model would provide two daily round trips from Klamath Falls and Bend. The 
Study team chose Bend and not Redmond as the northern terminus because of the robust transit service already 
in place between Bend and Redmond; this makes transferring easier for riders. Based on the review of corridor 
demographics and likely needs of riders, it is also assumed that many riders would meet shopping, medical, or 
other needs in Bend.  

It is anticipated that CET would take administrative lead of the service. The partnership would require service 
integration between providers which would require uniform fares, fare collection, joint marketing, ongoing 
communication and coordination, and a possibly branded service.  

Operations  

Service would operate between Klamath Falls and Bend; riders would have to transfer to existing service to 
complete a full trip to Redmond.  For this model, it is assumed that the vehicle would make local stops in both 
Bend and Klamath Falls to provide easy access to shopping and services for riders. While not assumed in the 
conceptual schedule here, the service could also make seasonal stops at Lavalands National Monument.   

CET and BTS would partner to provide one round trip each. For example, a BTS vehicle and driver would operate 
the daily round trip originating in Klamath Falls, while a CET vehicle and driver would operate the corresponding 
daily round trip originating in Bend. This provides the significant benefit of sharing the operations costs between 
two providers.   

Stops considered for this service include former stops used by the former High Desert Point service: 

• Bend - Hawthorne Station – former High Desert Point stop 
• Bend – 3rd @ Yew Street 
• Bend – 3rd @ Roosevelt (in the northbound direction); @ Taft (in the southbound direction) 
• La Pine – Wikiup Junction Park & Ride 
• La Pine – 4th @ Huntington (downtown transit center) 
• Gilchrist – Historic Mall 
• Crescent – Main @ Jones 
• Chemult - Amtrak Station – former High Desert Point stop 
• Beaver March – Dalles Street 
• Chiloquin – Chiloquin Community Center 
• Klamath Falls – Downtown Transit Center (7th @ Pine) 
• Klamath Falls – Washburn @ Edison (Walmart Supercenter) 

Stop locations and a conceptual schedule are shown in Figure 1 and Figure 2 below. The conceptual service plan 
includes two round trips each day, having both service vehicles leave from and return to their original service 
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area. It is assumed that a single driver and vehicle would complete each round trip (one CET and one BTS vehicle). 
If this service model is selected, the service schedule will be refined in the Final Report. 

 

Figure 1. Fixed-route - Klamath Falls to Bend – Conceptual Service Schedule 

 
Figure 2. Fixed-route - Bend to Klamath Falls – Conceptual Service Schedule 

 

Considerations 

The “traded trip” fixed-route model provides advantages in terms of a “one seat” ride through the corridor and 
consistent service expectations for riders. This model assumes intercity operation in the corridor with limited 
stops between Bend and Klamath Falls. Local stops in Bend and Klamath Falls would allow access to shopping and 
some services without having to transfer to another route at either terminus.   

Other considerations include: 

• Schedule: the conceptual schedule included here does not fully account for timing transfers with existing 
services in the corridor. Key transfer opportunities include BTS, CET, and Amtrak in Chemult; however, 
the priority for timing transfers should be with BTS and CET service. The conceptual schedule would be 
refined for the Final Report.  

• Operations: the “traded trips” model provides benefits in terms of sharing the costs and burden of 
operations between two providers. However, this model requires ongoing coordination between the 
providers to ensure schedules are coordinated, problems are addressed, and administrative issues 
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resolved. Based on the experience of other providers in Oregon, having a standing meeting between the 
providers is the best way to ensure coordination. Other issues that may need resolution are revenue 
sharing: if CET, for examples, retained overall administration of the program and marketing, fare 
revenues might need to be distributed proportionately. Another major consideration is how funding will 
be split between providers, and what the sources of funding will be.  

• Fare policy: fare policy would need to be agreed upon by both providers. Fares could be a flat rate 
throughout the corridor (“single ride” fare), distance-based fares (escalating rates based on distance), etc. 
Other fare considerations include eFare implementation on the service (CET has Touchpass payment 
while BTS does not).  

• Marketing: both agencies would engage in marketing, with one agency likely taking the lead on marketing 
materials. The service could be branded distinctly from other BTS or CET services, especially if each 
provider used a dedicated vehicle for the service that could have branded livery. Stop infrastructure could 
also include distinctive elements, or simply refer to the service as a joint venture between BTS and CET.  

Flex-route (or deviated fixed-route) service between Bend and Klamath Falls 

Description 

A flex route between Bend and Klamath Falls would have similar operational functionality to the traded-trip fixed-
route service model described above. The flex route could operate as “deviated fixed-route” in which buses are 
allowed to deviate from the fixed path to collect or drop off passengers. This reduces the first/last mile problem 
for riders by picking up and dropping them off closer to their origins and destinations. However, a drawback is 
increased travel times and costs as compared to a more traditional fixed-route system. A deviated fixed-route 
would likely mean that a single operator (e.g., CET or BTS) would serve the corridor, since a dispatch system 
would be needed to serve deviations.  

Instead of a deviated fixed-route, the Study team proposes a flexible fixed-route that would benefit smaller 
communities along the corridor by offering “flag” service in those communities. The route would travel on local 
roads into smaller communities in the corridor and allow riders to flag the driver to stop and pick them up, so long 
as it is safe to do so. This would increase access to the service with reduced effects on travel time and at lower 
costs compared to a more traditional deviated fixed-route. There would still be a fixed-route stop in each 
community that would have a timed arrival/departure.  

Operations  

This service would operate very similarly to the traded-trips service. However, it would have less direct routing 
and would operate on more local streets in communities like Beaver Marsh, Chiloquin, Chemult, and Gilchrist. The 
bus would still stop at a timepoint stop in each community to keep the bus on a reliable schedule. Flag stops 
would not be allowed in Bend or Klamath Falls, where the bus would serve several local stops as described for the 
traded-trip fixed-route model.  

Trading trips between CET and BTS is also possible.  

Figures 3 and 4 display a conceptual schedule for flex-route service.  The schedule is identical to the fixed-route 
service schedule, except that an addition 10-minutes of travel time was added in the following communities to 
account for additional travel time on local streets and flag stops: 

• La Pine 
• Gilchrist 
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• Crescent 
• Beaver Marsh 
• Chiloquin 

 

Figure 3. Flex Route - Klamath Falls to Bend -- Conceptual Service Schedule 

 
Figure 4. Flex Route – Bend to Klamath Falls – Conceptual Service Schedule 

 

Considerations 

The primary advantage of this model is that it provides greater reach into the smaller rural communities where 
accessing a bus stop may be difficult due to a lack of safe walking facilities or just long distances. The primary 
tradeoff of this increased access is increased travel times and slightly increased costs as the bus would make more 
deviations from US 97 in rural communities. Many of the considerations are similar to the traded-trip fixed-route 
model: 

• Schedule: the conceptual schedule included does not account for timing transfers with existing services in 
the corridor. Key transfer opportunities include BTS, CET, and Amtrak in Chemult; however, the priority 
for timing transfers should be with BTS and CET service.  

• Operations: As with the “traded trips” fixed-route model, there are benefits in terms of sharing the costs 
and burden of operations between two providers. However, this model requires ongoing coordination 
between the providers to ensure schedules are coordinated, problems are addressed, and administrative 
issues resolved. CET would need to establish guidance for drivers and riders as to how and when flag 
stops would be allowed, e.g., only when it is safe for the bus to pull off the road to pickup or drop off 
riders. Safety would be a top consideration for operating flag stops in rural communities.  
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• Fare policy: fare policy would need to be agreed upon by both providers if both CET and BTS were to 
operate the service. Fares could be a flat rate throughout the corridor (“single ride” fare), distance-based 
fares (escalating rates based on distance), etc. Other fare considerations include eFare implementation 
on the service (CET has Touchpass payment while BTS does not).  

• Safety: flag stop operations would require guidelines and training for drivers in terms of when and where 
it would be safe to pick up or drop off a passenger.  

• Marketing: both agencies would engage in marketing, with one agency likely taking the lead on marketing 
materials. The service could be branded distinctly from other BTS or CET services, especially if each 
provider used a dedicated vehicle for the service that could have branded livery. Stop infrastructure could 
also include distinctive elements, or simply refer to the service as a joint venture between BTS and CET. 
Additional outreach effort would be needed to communicate how and where flagging the bus would be 
allowed.  

Subsidize existing private service 

Description 

Subsidizing private service providers such as the 
existing Amtrak Thruway service, operated by 
Pacific Crest Buslines, could serve as an efficient 
means to expanding service in the corridor. The 
existing schedule and stops are shown in Figure 5. 
Presently, Pacific Crest Buslines operates daily 
service aimed at providing connections for Amtrak 
Coast Starlight riders arriving to or leaving from the 
Chemult Amtrak station. The bus schedule is subject 
to delays depending on whether the Coast Starlight 
train is delayed.  

Unlike the other two models above, this model 
would terminate in Redmond as opposed to Bend.  

Operations 

This service could be extended south to Klamath Falls to serve the same stops described for the Fixed-route 
service previously. Table 3 shows a conceptual schedule for this service that maintains the timed transfer with the 
Coast Starlight train.  
  

Figure 5 Amtrak Thruway / Pacific Crest Buslines 
Existing Service Schedule 
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Table 3. Conceptual Schedule - Subsidized Private Service 

From Redmond to Klamath Falls 

Redmond 
Airport 

Bend - 
Hawthorne 
Station 

Sun River La Pine – 
Shell Gas 
Station 

Chemult – 
Amtrak 
Station 

Beaver 
Marsh – 
Dalles 
Street 

Chiloquin –
Community 
Center 

Klamath 
Falls – 
Downtown 
Transit 
Center  

Klamath 
Falls – 
Walmart 
Supercenter 

6:30 am 7:10 am 7:45 am 8:10 am 9:10 am 9:20 am  10:02 am 10:35 am 10:45 am 

5:00 pm 5:40 pm 6:15 pm 6:40 pm 7:40 pm 8:00 pm 8:42 pm 9:15 pm 9:25 pm 

From Klamath Falls to Redmond 

Klamath 
Falls – 
Walmart 
Supercenter 

Klamath 
Falls – 
Downtown 
Transit 
Center 

Chiloquin – 
Chiloquin 
Community 
Center 

Beaver 
Marsh – 
Dalles 
Street 

Chemult – 
Amtrak 
Station 

La Pine – 
Shell Gas 
Station 

Sun River Bend - 
Hawthorne 
Station 

Redmond 
Airport 

8:00 am 8:10 am 8:43 am 9:29 am 9:40 am 10:20 am 10:40am 11:10 am 11:45 am 

6:36 pm 6:46 pm 7:16 pm 7:59 pm 8:10 pm 8:50 pm  9:15 pm 9:45 pm 10:30 pm 

 

Considerations 

One of the main advantages of this model is cost. By subsidizing a service that is already operating in half of the 
corridor, service could be extended economically to serve more of the corridor. A major drawback is the need to 
time transfers with the Amtrak Coast Starlight train, which reduces schedule flexibility and the utility of the 
service.  

While not an exact comparison, this model as-proposed is used by many state DOTs in their distribution of federal 
Section 5311 funds to private providers to run intercity bus service that would not otherwise exist without the 
subsidy. Amtrak is the contracting entity for the Thruway service, so this service model may take the form of a 
partnership with Amtrak as opposed to direct subsidy of the private bus operator.  

Other considerations include: 

• Contracting: for this exercise, we have not commented on the viability of contracting with a private 
provider or providing public subsidies to a private provider to deliver this service. If this model were 
chosen as a promising path forward, these fundamental issues would need resolution before pursuing 
further.  
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• Schedule: If the timed transfer with the Coast Starlight is maintained, the southbound trip from Redmond 
in the evening would result in a relatively late arrival time in Klamath Falls (around 10:00 PM). CET and 
BTS service generally ends around 7:30 PM on weekdays, meaning riders arriving late in the evening 
might have few connecting transportation options. Additionally, the frequently-delayed Coast Starlight 
train delays the departure time from Chemult northbound, meaning schedule adherence for the rest of 
the route would be difficult and unreliable.  

• Operations: It is assumed that one round trip in the corridor, from Klamath Falls to Redmond, could be 
completed in a single driver shift. A conceptual schedule shows that this would take approximately 10 
hours in total, not accounting for potential delays due to the Coast Starlight train. It is also assumed that 
this extension would not require additional vehicles beyond those already in use by Pacific Crest Buslines, 
which is a key cost consideration. A refined cost per revenue hour is also needed.  Further discussion is 
needed to clarify the number of drivers and vehicles needed for the service.  

• Fare policy and collection: presently, a one-way fare from Chemult to Redmond is $32.00. This price point 
is likely cost-prohibitive for many lower income riders.  

• Marketing: marketing for the service could be conducted jointly by Pacific Crest Buslines, Amtrak, CET, 
and BTS. This shared marketing could both reduce costs for each individual provider while also reaching 
more widely into the region to advertise the service.  

COSTS AND FUNDING 

Costing Methodology 

Operations costs are based on the estimated revenue hours of service generated from Remix for each service 
model. Cost per revenue hour are assumed to be $100 for the first year of operation; $110 per revenue hour for 
years 2 – 5, and $132 per revenue hour for years 5 – 10. This assumes an average 4% escalation per year. This 
cost per revenue hour is used for all three service models. It is likely that the cost per revenue hour for the 
privately subsidized service model is lower than is used for these calculations. Seven day service is assumed.  

Capital costs include construction costs for shelters and pads at stops and vehicles (assumed to be Category C per 
ODOT definitions). Based on recent construction cost estimates for other transit projects, a shelter and 5’ x 8’ 
concrete pad are assumed to cost $36,500. This estimate assumes shelter electricity and lighting but does not 
include site-specific costs like demolition or contingency costs; a lower cost could be assumed for simple flag 
stops ($500 per stop). A Category C vehicle is assumed to cost $95,000, per information provided by CET.  

Table 4 describes estimated costs for the three service models. Costs for the selected alternative will be refined 
for the Final Report.  
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Table 4. Cost estimates for conceptual services 

Service 
Model 

Cost 
Component 

Assumptions Short-term costs 
(year 1) 

Mid-term costs 
(years 2 – 5) 

Long-term costs 
(years 5 – 10) 

Traded-
trip Fixed-
route 

Operating 

4,900 revenue hours 
per year 

 

$548,000 $604,000 per 
year 

$722,000 per 
year 

Capital 

2 Category C vehicles 
required, 7 year 
lifespan2 

Stop improvements: 
9 shelters with pad 
and flag, or just 
flags/markers 

Vehicles: $190,000 

Stop infrastructure: 
• Just flags: $4,500 
• Full stop 

improvements: 
$328,500 

None 
Potential vehicle 
replacement: up 
to  $190,000 

Flexible 
Fixed-
route 

Operating 

5,500 revenue hours 
per year 

 

$621,000 $685,000 $818,000 

Capital 

2 Category C vehicles 
required, 7 year 
lifespan 

Station 
improvements: 9 
shelters with pad and 
flag 

Vehicles: $190,000 

Stop infrastructure: 
• Just flags: $4,500 
• Full stop 

improvements: 
$328,500 

None 
Potential vehicle 
replacement: up 
to  $190,000 

Subsidize 
Private 
Service 

Operating 

3,650 revenue hours 
per year3 

 

$365,000 $403,000 $481,000 

 
2 Assumes vehicles must be purchased and existing fleet does not have capacity. Also assumes that CET and BTS have 
sufficient spares to not warrant purchase of spare vehicle.  
3 This is the number of revenue hours required to extend the existing service. It does not include the existing revenue hours 
that Pacific Crest Buslines operates in the corridor.  
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Service 
Model 

Cost 
Component 

Assumptions Short-term costs 
(year 1) 

Mid-term costs 
(years 2 – 5) 

Long-term costs 
(years 5 – 10) 

Capital4 

Station 
improvements: 9 
shelters with pad and 
flag 

Stop infrastructure: 
• Just flags: $4,500 
• Full stop 

improvements: 
$328,500 

None None 

OUTSIDE COORDINATION AND FUNDING 

This section describes funding considerations and next steps with regard to coordination to advance the selected 
intercity bus alternative. 

Funding Options  

Of the three service models explored in more detail above, two would be operated by CET and/or BTS and the 
third would subsidize an existing route operated by a private provider. A thorough summary of all available 
statewide funding sources is available on ODOT’s website. While there are many potential sources, including state 
and federal formula funds CET and BTS already receive, the Study team assumed that this service would require 
new funding. The most promising grant funding sources are as follows: 

• If vehicle purchases are necessary, they could be supported through existing FTA bus purchasing 
programs e.g., Section 5339(b) grants. This funding source requires a 15% match.  

• The Statewide Transportation Improvement Fund (STIF) Discretionary program can also be used to 
purchase vehicles, in addition to other transit facilities like stop improvements. According to program 
rules, these funds could also be used for piloting new services, so long as a financial plan is in place to 
provide continued funding. This is a competitive grant program.  

• The Statewide Transit Network Program can similarly fund vehicles and facilities and can also be used as 
an ongoing source for operations. However, since it is also a competitive program, relying on it for 
ongoing operations can be risky. 

Other partnership and funding ideas that will require more coordination with potential partners include: 

• Section 5311 funds. First, in many states, federal Section 5311 funds (intercity set-aside funding) are 
distributed to private providers like Greyhound to operate routes or route extensions that would not 
otherwise exist without a subsidy. Oregon is somewhat unique in that it uses a large share of its Section 
5311 intercity allocation to operate the POINT intercity bus system. Some 5311 funds are also included in 
the STIF Discretionary program described above. CET and BTS could discuss the potential for applying 
some of ODOT’s Section 5311 funds to support ongoing service in the corridor (this is potentially 
applicable to any of the three models). This may be an attractive option: ODOT previously operated the 
High Desert POINT service in a portion of the corridor. A much smaller contribution of Section 5311 
dollars than that required to operate High Desert POINT, in addition to other funding sources, could help 
support full service in the corridor, helping to achieve statewide transit goals.  

 
4 Assumes that the private operator would manage vehicle needs and replacement 

https://www.oregon.gov/odot/rptd/pages/funding-opportunities.aspx
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• Partnership with Amtrak: Increasing corridor service could benefit Amtrak. Depending on operations 
details, the service could provide greater connectivity for Amtrak passengers at the Chemult and Klamath 
Falls stations. This may provide an incentive for Amtrak to participate financially.  

• Partnerships with local businesses: As conceived above, all of the service models would connect to 
several major shopping destinations, including Walmart in Klamath Falls, and Walmart and Fred Meyer in 
Bend, that would benefit from the new service. CET has had past successful funding partnerships with 
external organizations. These businesses could provide funding for bus stop improvements or could  
support operations.   

Future Coordination 

Other providers’ present opportunities to coordinate schedules and transfers, share in facility costs, and improve 
service for riders. The following reviews future coordination with other providers in the corridor.  

• Coordination between CET and BTS: the traded-trip and flex route services assume that CET and BTS 
would share in the operations of the corridor. It is also feasible for just one provider to serve the corridor. 
Significant coordination would be required between CET and BTS to set up the service and agree on 
operations details, but once established, the level of coordination would be reduced.   

• Amtrak: As described in the funding section, Amtrak is a potential funding partner. Future coordination 
with Amtrak would be needed to determine the viability of the “subsidize existing private service” model. 
Other coordination topics include the Chemult Amtrak Station facilities (potential bus stop) and any 
future service changes planned for the Coast Starlight route, which could affect the schedule for new 
corridor bus service.  

• Pacific Crest Buslines: In addition to Amtrak, discussions with Pacific Crest Buslines would be needed to 
understand the viability and costs of the “subsidize existing service” model.  

• Coordination with Central Oregon Breeze, Greyhound, and Southwest POINT: Discussions with these 
operators would help identify timed transfer, facility sharing, and coordinated marketing opportunities. 
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