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Fiscal year 1968-69 can be considered 

the Year of the Car at the San Fran
cisco Bay Area Rapid Transit District.
At the close of the fiscal period, Rohr 
Corporation was awarded a contract 
to provide the District with 250 rapid transit vehicles, whose oper
ation will be monitored at BART’s automatic train control center
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MESSAGE 
FROM THE 
PRESIDENT

□ At this time of year it is natural to reflect upon the economic value of the 
Rapid Transit project—particularly when Bay Area residents are about to 
receive their annual property tax bills. Such thoughts also have been stimulated 
by recent publicity concerning the District’s funding problem—and its subse
quent solution.

Residents of the three counties can take comfort, therefore, in the growing 
evidence of the project’s worth.

According to financial authorities, more than $850 million in new office 
buildings have been completed or programmed for construction near the 
downtown subway stations of the transit system. Much of this new economic 
development is directly attributable to the BART project.

Assuming a uniform tax assessment, it can be calculated that these new 
buildings will produce property tax revenues in a single year of over $21 
million for local government—equivalent to 55 per cent of BART’s current 
annual $38 million tax cost. And the amount of this contribution will go higher 
in the future.

Even more exciting social benefits are certain to be produced by the BART 
system—in future mobility for students, jobholders and ghetto residents.

It is significant that BART’s latest tax rate is almost exactly that which was 
projected for this year in 1962. The present outlook is that the peak tax rate in 
1971-72'will be even lower than was originally projected.

A great deal of credit must be given members of the California Legislature, 
who prevented further costly delays in the project by approving a measure to 
solve the District’s inflation-caused deficit problem. We are particularly grate
ful to members of the Bay Area delegation, including the bill’s author. Senator 
Lewis Sherman, and Assemblyman John Foran. □

Arnold C. Anderson/President



REPORT 
OF THE
GENERAL MANAGER

□ Fiscal 1068 60 was a year of groat 
significance for the San Francisco 
Bay Area Rapid Transit project. Not 
only did the project reach its peak 
construction phase, but State finan
cial assistance necessary for comple
tion of the project was finally 
approved.

The BART project at year’s end 
was approximately 60 per cent com 
pleted.

During the period, several notable 
milestones were achieved:
■ The fifty-seventh and final section 
of the Trans-Bay Tube was lowered 
into place.
■ A contract was awarded for pro
duction of the District’s 250 transit 
cars.
■ Actual rail-laying was begun on 
the Southern Alameda County tran
sit line.
■ Street restoration was begun fol
lowing completion of major subway 
structures in downtown Oakland 
and Berkeley.
■ Installation and programming of 
the automatic train control com
puters was started at BART’s cen
tral headquarters in Oakland.
■ Basic track structures on the en
tire 19-mile initial transit line in 
Southern Alameda County were 
completed.

Substantial progress was recorded 
in every phase of the transit pro
gram.

Attracting widest public attention 
was the achievement ot a solution 
to BART’S long standing fund do 
ficicncy problem. The California 
Legislature in April approved Senate 
Bill 2, sponsored by Senator Lewis 
Sherman, which provides the addi 
tional $150 million required for com
pletion of the system by authoiiziiig 
a one-half cent sales tax increase 
in the District’s three member coun- 
tie.s. Strongly supported by Bay Aren 
legislators and community leaders, 
the action climaxed a three-year 
effort to combat the deficit—caused 
by greater-than-anticipated cost in
flation and earlier project delays.
Design and Construction: By the
close of the fiscal year, design of 
the rapid transit system and its facili
ties was 93 per cent complete. Total 
expenditures on the $1.3 billion proj
ect reached a new figure of almost 
$860 million, and construction em^^ 
ployment totaled 3,200 on the 52 
major contracts then underway.

Construction work was in prog 
ress on 64 miles of the 75-mile 
network. Highlighting construction 
activity during the year was the 
placement of the fifty-seventh sec
tion of BART’s 3.6-mile Trans-Bay 
Transit Tube. The all-important link 
was lowered into place on April 3, 
1069, connecting completed portions 
of the tubo on both sides of the bay.

Rail-laying was nearing comple
tion on the entire Southern Alameda 
transit line, along with the installa
tion of electrical power equipment 
and train control and communica
tions facilities. Final architectural 
work, including installation of es
calators, was underway at seven pas
senger stations between Hayward 
and north Oakland.

Only on the outer extremities of 
the BART transit lines were there 
first-stage construction contracts still 
to be awarded —in the communities 
of Concord, Richmond, Fremont, and 
Daly City.

Total effort expended on the BART 
project as of June 36, 1969, eycepded 
22 million man-hours.

Real Estate Acquisition: More than 
90 per cent of all right-of-way needed 
for the transit network had been 
acquired by the close of the fiscal 
year—or 3,339 of an anticipated total 
of 3,700 individual property parcels.

The District’s specially-instituted 
relocation assistance program, which 
once required the service of seven 
full-time employees, was reduced 
to a part-time activity of one staff 
member—because nearly all affected 
residents and businesses along the 
transit route have been satisfactorily 
relocated.

Operations Planning: The award of 
a $66.7 million transit vehicle pro
duction contract to the Rohr Corpo
ration of San Diego made it at last 
possible to establish an accurate 
schedule for the start of train op
erations on the BART- network. 
According to the plan, the first 
prototype cars can be placed in test 
operation on the Southern Alameda 
County transit line in the fall of 
1970, and revenue passenger service 
can begin one year later. It is con
templated that other East Bay tran
sit lines will open during succeeding 
months, and that San Francisco and 
Trans-Bay service will be inaugu
rated by mid-1972.



To insure the operational reliabil
ity of BART’s transit car design, 
the District obtained a special $5 
million demonstration grant from the 
U. S. Department of Transportation 
to help purchase and test its initial 
ten prototype vehicles. The cars will 
be exhaustively evaluated during a 
prototype testing period—and if nec
essary, modified in design—before 
production is begun on the remain
der of the 250-car order.

A nucleus operations staff of 
nearly 50 key employees—many of 
them with extensive experience on 
other U.S. transit systems—was 
engaged in full-scale planning activi
ties. The schedule calls for expand
ing the group during the coming 
fiscal year to almost 160 supervisory 
and operations personnel in four 
main divisions: Transportation, 
Power and Way, Rolling Stock and 
Shops, and Electronics and Com
munication. The primary activities of 
these personnel during fiscal 1969-70 
will be devoted to the testing and 
checking out of equipment and 
readying the system for initial opera
tion of the prototype transit vehicles.

As the fiscal year closed, work 
was nearing completion on both the 
main vehicle repair shop at South 
Hayward and the maintenance-of- 
way facility in Oakland. Contracts 
have since been awarded for con
struction of two smaller maintenance 
and storage facilities at Richmond 
and Concord.
Safety and Insurance: Construction 
workers and contractors continued 
to maintain an outstanding safety 
record on the BART project. The 
accident ratio was approximately 25 
per cent lower than the statewide 
average for heavy construction.

As a result, the District has so 
far received almost $2 million in 
workman’s compensation dividends 
from its insurance underwriters.

The BART Compressed Air Medi
cal Center administered treatment to 
130 suhway tunnel workers who 
experienced minor but predictable 
cases of “bends” or decompression 
illness on San Francisco subway 
projects with no loss in work time. 
The medical center, maintained by 
the District’s Transit Insurance Ad
ministrators, has so far given health 
examinations to more than 2,000 tun
nel workers and supervisory person
nel.

Personnel: Close liaison was main
tained between the District’s per
sonnel department and the various 
construction contractors to insure 
creation of a growing number of 
minority job opportimities and to 
stimulate improvement in the con
tractor-sponsored affirmative action 
programs.

The District’s own equal oppor
tunity program was successful in 
improving the status of numerous 
minority employees, and in expand
ing the scope of the Youth Opportu
nity summer employment training 
program.
Finance: Another $140 million in 
general obligation bonds were sold 
during the 1968-69 fiscal year—fol
lowed by a subsequent sale of $72 
million in August 1969. This com
pletes the marketing of the District’s 
entire $792 million bond authoriza
tion approved by the voters in 1962. 
Proceeds from the two final general 
obligation bond sales will be used 
to redeem $142 million in bond an
ticipation notes which were issued 
earlier in the fiscal year.

In addition to its $5 million ve
hicle prototype demonstration grant, 
the District received a $28 million 
capital grant from the U.S. Depart
ment of Transportation. Authoriza
tion was given by Federal officials to 
use the funds for the actual purchase 
of vehicles—thus augmenting $52 mil
lion in earlier capital grants awarded 
for system construction.

BART earned approximately $16.4 
million during the fiscal period from 
interest on its temporarily reinvested 
bond proceeds, and $137,000 from 
sales and rentals of its real estate.

Steps were underway at the close 
of the year to establish a centralized 
electronic data processing system 
that can help maintain control of 
the District’s future operating costs.

Public Relations: The first public 
open house of BART facilities was 
held on June 8 at the unfinished 
Berkeley and San Leandro stations. 
More than 10,000 persons visited 
the two construction sites, as well 
as the full-scale design model of 
BART’s transit car which was also 
on display. The BART mock-up car 
has now been viewed by nearly 
750,000 persons, including residents 
of the Los Angeles area where it 
was on loan in late 1968.



BART/
A LOOK
INTO THE FUTURE

□ The great cities of the world continue to expand and 
extend their rail transportation systems.

The classical cities of Europe ore well known for the 
transit they keep. London, Paris, Moscow, Berlin, 
Stockholm and Madrid are political as well as cultural 
capitals. Smaller capitals on the Continent—Vienna, 
Budapest and Lisbon—also enjoy rapid transit systems. 
Important “second cities” have built or are building 
underground rail transit as well: Russia’s beautiful 
Leningrad, Spain’s industrial Barcelona, Britain’s busy 
Glasgow, and rebuilt Rotterdam and Hamburg 
in Germany. Russia’s “third city,” its ancient capital, 
Kiev, in the Ukraine, has built and is planning more 
rapid transit.

Japan’s tremendous industrial and commercial growth 
has been marked by rapid transit expansion in its 
three largest cities. The Chinese, in their thrust for 
world prestige, are launching a subway project in 
Peking, their capital.

On the North American continent, Toronto’s leap 
forward—its emergence as a great city—was based 
upon underground rail transit.

Montreal created its new system within the decade; 
Mexico City, just now.

Washington, D. C., this year is attempting to build 
its rail transit network, a precedent set years or decades 
ago in the other major Eastern cities.

Today, the communities comprising the San Francisco 
Bay Area sit some 2,000 miles away from the nearest 
subway; yet they will join this favorite and favored list 
of subway cities in about two years.

What will it mean?
The years 1970-1980 will be the decisive, formative 

decade for Bay Area rapid transit. By 1980, personal 
travel habits and regional transport patterns of the 
Bay Area community will have been strikingly 
reshaped.

By 1980, BART will have had nine years of seasoned 
patronage—along with complex adjustments, 
“debugging” and growth factors that invariably go with 
something new and big. BART patrons will consciously 
and unconsciously bring BART into their daily formulas 
of life, work, shopping and leisure time. These changing 
habits and patterns will emerge with great force, and 
with or without regional land-use or regional 
transportation planning.

As BART schedules change personal habits, so too 
will personal choices on the part of hundreds of 
thousands of residents interact to change certain BART 
schedules. These choices, now unpredictable, will result 
in a new dimension in personal mobility—the sense



of security, if not self-realization, in being able to 
selectively move through and about the BART 
service area.

As future thousands sense the fact that they can shift 
jobs without changing homes, change homes without 
shifting jobs, enjoy professional services and shopping 
facilities on the same fast, BART-propelled visit, 
combine a sports event in one city with a downtown 
dinner in another, and otherwise watch new horizons 
open up, BART train schedules will change accordingly.

Extension and Expansion: The limits of personal 
mobility will depend upon where and when inexorable, 
powerful thrusts of a thriving Bay Area economy and 
a constantly growing population generate new housing, 
commercial and employment centers. Governmental 
action by BART or any other agency can modify, but 
now cannot reshape, these primary forces.

By 1980, the region’s population surge will have 
further tightened demand for central city land. The 
median age of the population will rise, experts declare, 
and a greater percentage of the population will thereby 
be employable (and “BART-able”). Particularly heavy 
growth is expected in such employment sectors as the 
finance industry, corporate headquarters, government, 
and personal services, according to the recently 
published Bay Area Transportation Study Commission 
(BATS) report.

By 1980, local and regional authorities will have been 
busy implementing several of the countless local and 
regional “plans” urging that BART be extended. 
Development policies incorporated in the Association 
of Bay Area Governments proposals of 1966, this year’s 
BATS conclusion that rapid transit should expand 
to 230 miles of track in nine counties, and the Bay 
Conservation and Development Commission’s concern 
with conservation and open space exemplify today’s 
regional need for more rail rapid transit tomorrow.

Two huge airports will be tied together by BART 
during the decade. In the process both will be tied 
to at least 34 regional BART stations, including 
a completed regional Embarcadero Station within the 
totally transformed lower Market Street sector 
of downtown San Francisco. One or more stations 
in San Mateo County will have been added with the 
San Francisco International Airport BART extension.

Bus feeder systems in outlying areas will have been 
planned. Some will be operating late in the decade.

Electronic Systems at Work: As still the only totally 
automatic rapid transit network in the world, BART 
will be a proving ground for systems technology.
“Train protection and supervision” will remain



as a BART contribution to the world of rapid transit. 
Constant, automatic adjustment of trains en route 
among the many BART stops will result from signals 
flowing in and out of the BART headquarters building.

New BART trains, built by a systems corporation 
rather than a conventional car manufacturer, will 
interface with other modes of transportation—perhaps 
skycars at airports, industrial parks and college 
campuses, and mini-buses downtown. Suburban 
systems will likewise be undergoing change, responding 
to the need for economical, individualized travel modes 
serving low-density residential areas.

Addition in 1969 of rapid transit as a function of the 
Golden Gate Bridge District will have triggered mass 
transit programs for suburban areas along the northern 
transportation corridor in Marin and Sonoma counties.

Highway construction will have continued—but 
in a total transportation complex. The need for a new 
freeway between and parallel to the Nimitz and 
MacArthur Freeways in Oakland, predicted in the 1969 
BATS report, will have been shown to be a questionable 
investment because of the decision to ultimately place 
a new BART line through this corridor—an alternative 
noted in the same transportation analysis.

A uniform, incremental fare structure and ticketing 
procedure will have been proposed in the early 
'seventies (to tie the BART system and local transit 
systems together), and acted upon.

The BART User: Many kinds of patrons will use 
BART during the 1970-80 decade . . . the white collar 
commuter, the blue collar worker, the shopper, the air 
traveler, the sports fan ... to name a few. But the most 
profoundly and happily affected will be those otherwise 
too young, too old, too handicapped or too poor to rely 
on the automobile for personal mobility.

Most BART users will be white-collared and will 
leave their homes in the weekday mornings destined 
for central business districts. It is their cars which will 
not overwhelm already scarce downtown parking 
facilities, not glut the arterial freeways. By 1980, 
a larger percentage of this breed of BART user will 
be living in apartments instead of single-family 
dwellings. The 1969 BATS study, in fact, identified 
certain BART station neighborhoods as likely sites for 
BART-induced apartment living.

Proportionately more middle-class commuters will 
travel to jobs in “satellite” commercial developments 
in the vicinity of BART stations in suburban or semi 
surburban settings. Single high-rise business structures, 
as well as clusters of them, will have arisen at various 
points along the BART line. The 1969 decision for



a high-rise structure at El Cerrito Del Norte station was 
an early and pivotal example.

Proportionately more white-collared commuters will 
be government employees, and San Francisco in the 
’sixties had already become the Number Two employer 
of Federal workers in the nation. Major new govern
ment offices will have sprung up near the BART admin
istration building in Oakland, which will also be the site 
for new high-rise residential and commercial activity.

Orderly developments between, as well as near,
BART stations will also have begun. Public and private 
industrial planners will be relating new industries 
to mass transit access. They will tie directly to BART 
stations or to feeder routes fanning out from the 
stations. Many blue-collared city dwellers commuting 
to suburban work sites will board a bus or BART for 
a swift ride to connect with mini-buses which will 
transfer them to the major employment centers which 
are supporting a private mini-bus operation—rather 
than build costly parking lots and rely on congested 
freeways for their productivity.

In terms of dollars and cents, it will be the under
employed and unemployed who benefit most.

BART and the Poor: Just as bus feeders would be 
meshing outlying suburban areas to BART during the 
decade, so too will new inner-city bus routes emerge, 
created to provide home-to-BART and BART-to-home 
personal mobility for the unemployed and under
employed poor of the three BART counties.

More than a third of BART’s stations will serve 
poverty areas. This proximity to BART facilities will 
facilitate joint routings with AC Transit and 
the Municipal Railway.

Habits of the occasional user will markedly change 
as well. If the occasional user is also a non-driver, 
the changes will be dramatic.

For the off-hour woman shopper, the wares of the 
region—and the wares of the world sold near certain 
BART stops in the region—become accessible by rail 
rapid transit.

The Bay Area will have been the first major 
metropolitan area to have dealt successfully with 
airport-downtown-home access. The air traveler 
at Oakland’s or San Francisco’s jammed international 
airport will be able to choose regional destinations .. . 
no longer forced to go by freeway to a staging area.

The worlds of sports, recreation and cultural activties 
will have been altered for all time by the advent of 
BART operations in 1971-72, with the need for the auto 
minimized and opportunities for satisfying leisure 
activity maximized. □



An increasing number of world 
transportation experts, public offi
cials and other dignitaries were at
tracted lo the BART project. District 
staff members have conducted ap
proximately a dozen construction 
site tours each week for such offi
cial visitors, as well as local civic 
organizations, government leaders, 
and school groups.

The BART project received prom
inent attention in numerous publi
cations, including featured articles 
in all three national news magazines. 
Planning and Administration: Be
cause of the District’s growing in
volvement in all forms of regional 
planning, a new staff department for 
planning and research was created.

The District specifically is taking 
a lead in the study and planning 
of a possible transit connection be
tween BART'S Coliseum station and 
the Oakland International Airport. 
Together with five other agencies, 
it is seeking a Federal demonstration 
grant to finance the study, which 
possoEses nationwide implications in 
this era of increased air travel. The 
additional agencies are the Alameda- 
Contra Costa Transit District, Oak
land Port Authority, County of 
Alameda, City of Oakland and the 
Oakland Coliseum, Inc.

Similarly the BART Board of Di
rectors authorized the preparation 
of an application for another Federal 
fund grant to finance a study of the 
future impact of the rapid transit 
system on adjacent private i)ioperty 
and land use. Data from the study 
will be used to plan possible transit 
route extensions and community 
zoning recommendations.

In a major reorganization move 
dictated by the District’s increased 
volume of activities, the Board cre
ated a new staff legal department. 
Malcolm M. Barrett, who for many 
years served as Associate General 
Counsel while employed with the 
law firm of Pillsbury, Madison & 
Sutro, was named to the full-time 
position of District General Counsel.

District personnel received several 
honors during the fiscal year. The 
District’s chief engineering officer, 
David G. Hammond, was selected as 
one of the top ten American “Public 
Works Men of the Year’’ for 1969. 
The award was bestowed jointly by 
the American Public Works Associa
tion and Kiwanis International. In

addition, the General Manager was 
appointed by the U. S. Secretary of 
Transportation to serve as a special 
consultant to the National Urban 
Transportation Advisory Council 
and was selected as one of 15 dele
gates to the Anglo-American Confer
ence on Urban Transportation, spon
sored by the Ditchley Foundation in 
England.

The District Board of Directors in 
December elected Arnold C. Ander
son of Alameda County to be its 
new President for 1969. Succeeding 
Anderson as Vice-President was 
Director William M. Reedy of San 
Francisco.

This report is respectfully sub 
mitted to the Board of Directors pur
suant to Section 28834 (e) of the Cali
fornia Public Utilities Code. □

B. R. STOKES/General Manager



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

BALANCE SHEET
JUNE 30, 1969

Assets

Current assets:
Cash (including time deposits of $211,350,075]...........................................................$215,122,167
U.S. Treasury securities, at cost.................................................................................... 27,615,600
Federal Agency securities, at cost .............................................................................. 127,446,629
Miscellaneous receivables........................................................................................... 3,293,141

Total current assets.................................................................................................. 373,477,537

Construction in progress—(Note F].............................................................................. 768,763,419

Contract guaranty and other deposits.............................................................................. 2,206,254

Office furniture and fixtures, at cost.............................................................................. 306,003

Debt Service Funds, net assets (including
time deposits of $18,615,000] (Note A]....................................................................... 19,568,061

$1,164,321,274

Liabilities, Reserve and Capitalization
Current liabilities:

Bond Anticipation Notes (Note B].....................................................................................$142,000,000
Construction contracts.................................................................................................. 29,300,913
Other.................................................................................................................................. 361,523

Total current liabilities........................................................................................... 171,662,436

Other liabilities:
Withheld from contractors on progress payments.................................................... 2,911,905
Payable to State of California (Note D]........................................................................ 40,456,080

Debt Service Funds (Note A].............................................................................. 19,568,061

Reserve for self-insurance (Note E].............................................................................. 2,202,101

Capitalization:
Construction funds:

General Obligation Bonds 
($812,500,000 authorized,
$220,000 maturing June 15,1970]
(Note A].................................................................................... $732,000,000

U.S. Government Grants (Note C]....................................... 52,224,159
State of California Grant (Note D]....................................... 94,397,520
City of San Francisco contribution....................................... 3,426,322

882,048,001
Accumulated revenue................................................................. 43,355,147

Total construction funds.................................................... 925,403,148

General Fund accumulated net revenue....................................... 2,117,543 927,520,691
$1,164,321,274

{See notes to financial statements)



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

STATEMENT OF REVENUE, EXPENSES AND ACCUMULATED NET REVENUE
FISCAL YEAR ENDED JUNE 30, 1909

General Fund

Revenue:
Taxes.................................................................................................................................. $2,989,814
Interest.................................................................................................................................. 96,103

3,085,917

Expenses:
Personal services.............................................................................................................. 3,219,276
Professional and specialized services....................................................................... 397,593
Rent, leased vehicles and office expense................................................................. 424,003
Travel expense..................................................................................................................... 66,952
Other.................................................................................................................................. 39,841

4,147.665

Less charges to Construction in Progress................................................................. 1,065,518
3,082,147

Excess of revenue over expenses.................................................................................... 8,'/"/U
Accumulated net revenue at beginning of year.......................................................... 2,113,773
Accumulated net revenue at end of year....................................................................... $2,117,543

Debt Service Funds
Revenue:

Taxes............................................. .................................................................................... $27,655,788
Interest.................................................................................................................................. 1,466,441

29,122,229
Less matured interest........................................................................................................ 26,515,498

2,606,731
Balance at beginning of year.............................................   16,961,330
Balance at end of year ................................................................................................. $19,568,061

STATEMENT OF CHANGES IN CONSTRUCTION FUNDS
FISCAL YEAR ENDED JUNE 30, 1969

Total construction funds, beginning of year........................................................................$707,923,594
Additions during the year:

General Obligation Bonds—Series ] and K,
sold in November 1968 and May 1969 ................................................................. 140,000,000

U.S. Government grants received.............................................................................. 21,296,332

State of California grants received 
(less $14,392,140 estimated
repayable to the State)........................................................................................... 33,581,660

City of San Francisco contribution [principally land)............................................. 3,426,322

Accumulated revenue:
Interest........................................................................................... $17,786,634
Capitalization of prior years expenses (Note E) . . . 1,388,606 19,175,240

217,479,554
Total construction funds, end of year....................................................................... $925,403,148

(Soo notes to finsncigl stateinftnts)



NOTES TO FINANCIAL STATEMENTS
June 30,1969

SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

NOTE A-GENERAL OBLIGATION BONDS:
In 1962 voters of the member counties of the District authorized a 
bonded indebtedness totaling $792,000,000 of General Obligation 
Bonds of which $720,000,000 were outstanding at June 30, 1969, with 
principal maturities from 1972 to 1999. Payment of both principal 
and interest is provided by the levy of District-wide property taxes. 
During 1966 City of Berkeley voters formed Special Service District 
No. 1 and authorized the issuance of $20,500,000 of General Obligation 
Bonds for construction of subway extensions within that City. Special 
Service District No. 1 Bonds amounting to $12,000,000 were outstand
ing at June 30, 1969, with principal maturities from 1970 to 1998, Pay
ment of both principal and interest is provided by taxes levied upon 
property within the Special Service District.
Bond principal is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15 from Debt Service Funds. 
Principal of $220,000 Special Service District No. 1 Bonds matures on 
June 15, 1970 and interest of $15,923,235 on General Obligation Bonds 
and $278,283 on Special Service District No. 1 Bonds is payable on 
December 15, 1969. The composite interest rate on General Obligation 
Bonds currently outstanding is 4.02"/o.

NOTE B-BOND ANTICIPATION NOTES:
In October 1968, the District sold $142,000,000 of Bond Anticipation 
Notes dated October 15, 1968, with principal and interest maturing 
September 15, 1969. The Notes were issued in anticipation of the 
sale of an equal amount of bonds of the District. Principal proceeds 
of the sale of Series K bonds, in the amount of $70,000,000 received 
in May 1969, are set aside to retire an equal amount of Bond An
ticipation Notes at maturity. On August 6, 1969, the District sold 
$72,000,000 General Obligation Bonds, Series L, and principal pro
ceeds were received on September 2, 1969. These proceeds are set 
aside for the retirement of the balance of the Bond Anticipation Notes. 
The September 15, 1969 interest requirement of Bond Anticipation 
Notes is $4,126,283. The interest rate on notes presently outstanding 
is 3.17%.

NOTE C-U.S. GOVERNMENT GRANTS:
The U.S. Government provides financial assistance for research, 
beautification, certain construction projects and transit vehicle pro
curement. Additionally, the District is administering federal grants 
to the City and County of San Francisco (CAL-UTG-4J for added 
features in three Market Street stations, and a grant to the City of 
Berkeley (CAL-UTG-9) in connection with the construction of subway 
extensions within Berkeley. The following grant contracts were in 
force or approved as of June 30,1969:

Project-purpose Maximum Funds
_ ; . grant received
Demonstration grants: ----- ------------ ----------------

CAL-MTD-2 (Transit Design) ........... $ 6,219,333 $ 6,081,886
CAL-MTD-4 (Fare Collection) ........... 1,133,333 947,756
CAL-MTD-7 (Transit Hardware) .... 800,000 732,242
Calif. BD-1 (Beautification .................... 447,953 301,140
CAL-MTD-14 (Prototype Vehicles) .. 5,000,000*

13,600,619 8,063,024

Capital grants—construction:
CAL-UTG-6 ................................................... 13,100,000 11,620,800
CAL-UTG-11 ................................................ 13,200,000 11,817,635
CAL-UTG-15 ................................................ 26,000,000 16,928,000
CAL-UTG-19 .............................................. 28,000,000
CAL-UTG-4 ................................................ 19,902,430 1,291,600
CAL-UTG-9 ................................................... 4,733,000 2,503,100

104,935,430 44,161,135

$118,536,049 $52,224,159

‘Grant is limited to $3,000,000 pending the legal availability of the 
additional funds in Federal fiscal year 1970 program appropriations.

NOTE D-STATE OF CALIFORNIA GRANT:
Pursuant, to Sections 30770-30782 of the California Streets and High
ways Code, the Department of Public Works of the State of California 
authorized the District to construct the San Francisco-Oakland 
rapid transit tube and its approaches with State funds. Under Code 
Section 30778 the District must reimburse the State for costs appli
cable to the tube approaches in the amount of $2,500,000 annually 
commencing December 31, 1971. At June 30, 1969, the District had 
received $134,853,600 of which an estimated $40,456,080 is repayable 
to the State of California.

NOTE E-CHANGES IN ACCOUNTING PRACTICE:
During the year the District changed its practice of accounting for 
construction funds expenses by charging professional and specialized 
services, bond issuance expense and certain other expenses directly 
to construction in progress, whereas in prior years such expenses 
had been charged against the revenue, principally interest, of the 
construction funds. In addition, all previous such expenses charged 
against construction funds revenues through June 30, 1963 were 
capitalized.

By resolution of the Board of Directors of the District, certain 
credits not committed for use in the planned construction of the 
rapid transit system have been set aside as a reserve for self- 
insurance. The aggregate amount of such credits received during 
the year, principally insurance premiums refunded, net proceeds 
from sales of real estate and rental income, was $2,202,101. The 
District intends to increase the reserve through future allocations 
of such uncommitted credits to the extent available.

NOTE F-CONSTRUCTION IN PROGRESS:
During the year, construction in progress increased as follows:

Balance, June 30, 1968 ........................
Construction.............................................. $199,594,073

$556,497,184

Real estate acquired ............................ 6,900,448

Utility relocation ................................... 3,518,326

General Fund expenses capitalized 1,065,518

Other ........................................................... 437,079
211,515,444

Less: Rental income and proceeds
from sales of real estate .... (136,912)

Insurance premiums refunded (500,903)
(637,815)

Capitalization of expenses through
June 30,1968, previously charged 
against revenues of construction 
funds (Note E)..................................... 1,388,606 212,266,235

Balance, June 30, 1969 ........................ $768,763,419

The July 1, 1969 estimate of project costs, based upon information 
then available, was developed to determine the estimated cost of 
the rapid transit system at completion. This estimate amounts to 
$1,362,426,000 (including $179,878,000 for the trans-bay tube and its 
approaches to be financed by the State of California, $78,307,000 for 
transit vehicles to be financed by Federal grant funds, revenue bonds, 
and other District sources, and $9,026,000 for Embarcadero Station 
shell to be financed by San Francisco sources). Presently, the ultimate 
cost of the system cannot be finally determined, as future economic 
conditions and possible changes in schedule to match fund avail
ability may have a significant effect on the final cost of the system. It 
is contemplated that initial operation of the system will begin in 1971, 
and that it will he operational in 1972.

REPORT OF INDEPENDENT ACCOUNTANTS

To the Board of Directors of the
San Francisco Bay Area Rapid Transit District

In our opinion, the accompanying balance sheet and the 
related statements of General Fund and Debt Service Funds 
revenue and expenses and changes in construction funds 
present fairly the financial position of the San Francisco Bay 
Area Rapid Transit District at June 30,1969 and the results 
of operations for the year then ended, in conformity with 
generally accepted accounting principles applied on a basis 
consistent with that of the preceding year, except for the 
change, which we approve, in accounting for construction 
funds expenses, as described in Note E. Our examination was 
made in accordance with generally accepted auditing 
standards and accordingly included such tests of the 
accounting records and such other auditing procedures as we 
considered necessary in the circumstances.

San Francisco 
September 5,1969



Carpeted floors, upholstered seats, 
wide picture windows and a self-ad
justing air-comfort system are high
light design elements of BART’s 
production vehicle. Each 70-foot-long 
car will seat 72 passengers. Governed by the automatic train con
trol program, trains will be capable of top speeds of 80 miles per 
hour, and average 50 miles per hour, including station stops ...
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While train attendants aboard BART 

vehicles will have capability to over
ride automatic train control com
mands, their main functions will be 
to monitor doors, call out upcoming 
stations over an on-board loudspeaker system, and perform other 
duties relating to the comfort of the passenger.
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Fiscal year 1968-69 can be considered 

the Year of the Car at the San Fran
cisco Bay Area Rapid Transit District.
At the close of the fiscal period, Rohr 
Corporation was awarded a contract 
to provide the District with 250 rapid transit vehicles, whose oper
ation will be monitored at BART’s automatic train control center 
(lower photograph) in downtown Oakland...
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MESSAGE 
FROM THE 
PRESIDENT

□ At this time of year it is natural to reflect upon the economic value of the 
Rapid Transit project—particularly when Bay Area residents are about to 
receive their annual property tax bills. Such thoughts also have been stimulated 
by recent publicity concerning the District’s funding problem—and its subse
quent solution.

Residents of the three counties can take comfort, therefore, in the growing 
evidence of the project’s worth.

According to financial authorities, more than $850 million in new office 
buildings have been completed or programmed for construction near the 
downtown subway stations of the transit system. Much of this new economic 
development is directly attributable to the BART project.

Assuming a uniform tax assessment, it can be calculated that these new 
buildings will produce property tax revenues in a single year of over $21 
million for local government—equivalent to 55 per cent of BART’s current 
annual $38 million tax cost. And the amount of this contribution will go higher 
in the future.

Even more exciting social benefits are certain to be produced by the BART 
system—in future mobility for students, jobholders and ghetto residents.

It is significant that BART’s latest tax rate is almost exactly that which was 
projected for this year in 1962. The present outlook is that the peak tax rate in 
1971-72 will be even lower than was originally projected.

A great deal of credit must be given members of the California Legislature, 
who prevented further costly delays in the project by approving a measure to 
solve the District’s inflation-caused deficit problem. We are particularly grate
ful to members of the Bay Area delegation, including the bill’s author. Senator 
Lewis Sherman, and Assemblyman John Foran. □

Arnold C. Anderson/President



REPORT 
OF THE
GENERAL MANAGER

□ Fiscal 1968-69 was a year of great 
significance for the San Francisco 
Bay Area Rapid Transit project. Not 
only did the project reach its peak 
construction phase, but State finan
cial assistance necessary for comple
tion of the project was finally 
approved.

The BART project at year’s end 
was approximately 60 per cent com
pleted.

During the period, several notable 
milestones were achieved:
■ The fifty-seventh and final section 
of the Trans-Bay Tube was lowered 
into place.
■ A contract was awarded for pro
duction of the District's 260 transit 
cars.
■ Actual rail-laying was begun on 
the Southern Alameda County tran
sit line.
■ Street restoration was begun fol
lowing completion of major subway 
structures in downtown Oakland 
and Berkeley.
■ Installation and programming of 
the automatic train control com
puters was started at BART’s cen
tral headquarters in Oakland.
■ Basic track structures on the en
tire 19-mile initial transit line in 
Southern Alameda County were 
completed.

Substantial progress was recorded 
in every phase of the transit pro
gram.

Attracting widest public attention 
was the achievement of a solution 
to BART’s iong-standing fund de
ficiency problem. The California 
Legislature in April approved Senate 
Bill 2, sponsored by Senator Lewis 
Sherman, which provides the addi
tional $15U million required for com
pletion of the system by authorizing 
a one-half cent sales tax increase 
in the District’s three member coun
ties. Strongly supported by Bay Area 
legislators and community leaders, 
the action climaxed a three-year 
effort to combat the deficit—caused 
by greater-than-anticipated cost in
flation and earlier project delays.
Design and Construction: By the
close of the fiscal year, design of 
the rapid transit system and its facili
ties was 93 per cent complete. Total 
expenditures on the $1.3 billion proj
ect reached a new figure of almost 
$800 million, and construction em
ployment totaled 3,200 on the 52 
major contracts then underway.

Construction work was in prog
ress on 64 miles of the 75-mile 
network. /Highlighting construction 
activity ^during the year was the 
placeni^t of the fifty-seventh sec
tion of BART’s 3.6-mile Trans-Bay 
Transit Tube. The all-important link 
was lowered into place on April 3,
1969, connecting completed portions 
of the tube on both sides of the bay.

Rail-laying was nearing comple
tion on the entire Southern Alameda 
transit line, along with the installa
tion of electrical power equipment 
and train control and communica
tions facilities. Final architectural 
work, including installation of es
calators, was underway at seven pas
senger stations between Hayward 
and north Oakland.

Only on the outer extremities of 
the BART transit lines were there 
first-stage construction contracts still 
to be awarded —in the communities 
of Concord, Richmond, Fremont, and 
Daly City.

Total effort expended on the BART 
project as of June 30, 1969, exceeded 
22 million man-hours.

Real Estate Acquisition: More than 
90 per cent of all right-of-way needed 
for the transit network had been 
acquired by the close of the fiscal 
year—or 3,339 of an anticipated total 
of 3,700 individual property parcels.

The District’s specially-instituted 
relocation assistance program, which 
once required the service of seven 
full-time employees, was reduced 
to a part-time activity of one staff 
member—because nearly all affected 
residents and businesses along the 
transit route have been satisfactorily 
relocated.

Operations Planning: The award of 
a $66.7 million transit vehicle pro
duction contract to the Rohr Corpo
ration of San Diego made it at last 
possible to establish an accurate 
schedule for the start of train op
erations on the BART network. 
According to the plan, the first 
prototype cars can be placed in test 
operation on the Southern Alameda 
County transit line in the fall of
1970, and revenue passenger service 
can begin one year later. It is con
templated that other East Bay tran
sit lines will open during succeeding 
months, and that San Francisco and 
Trans-Bay service will be inaugu
rated by mid-1972.



To insure the operational reliabil
ity of BART’S transit car design, 
the District obtained a special $5 
million demonstration grant from the 
U. S. Department of Transportation 
to help purchase and test its initial 
ten prototype vehicles. The cars will 
be exhaustively evaluated during a 
prototype testing period—and if nec
essary, modified in design—before 
production is begun on the remain
der of the 250-car order.

A nucleus operations staff of 
nearly 50 key employees—many of 
them with extensive experience on 
other U.S. transit systems—was 
engaged in full-scale planning activi
ties. The schedule calls for expand
ing the group during the coming 
fiscal year to almost 160 supervisory 
and operations personnel in four 
main divisions: Transportation, 
Power and Way, Rolling Stock and 
Shops, and Electronics and Com
munication. The primary activities of 
these personnel during fiscal 1969-70 
will be devoted to the testing and 
checking out of equipment and 
readying the system for initial opera
tion of the prototype transit vehicles.

As the fiscal year closed, work 
was nearing completion on both the 
main vehicle repair shop at South 
Hayward and the maintenance-of- 
way facility in Oakland. Contracts 
have since been awarded for con
struction of two smaller maintenance 
and storage facilities at Richmond 
and Concord.
Safety and Insurance: Construction 
workers and contractors continued 
to maintain an outstanding safety 
record on the BART project. The 
accident ratio was approximately 25 
per cent lower than the statewide 
average for heavy construction.

As a result, the District has so 
far received almost $2 million in 
workman’s compensation dividends 
from its insurance underwriters.

The BART Compressed Air Medi
cal Center administered treatment to 
130 subway tunnel workers who 
experienced minor but predictable 
cases of “bends” or decompression 
illness on San Francisco subway 
projects with no loss in work time. 
The medical center, maintained by 
the District’s Transit Insurance Ad
ministrators, has so far given health 
examinations to more than 2,000 tun
nel workers and supervisory person
nel.

Personnel: Close liaison was main
tained between the District’s per
sonnel department and the various 
construction contractors to insure 
creation of a growing number of 
minority job opportunities and to 
stimulate improvement in the con- 
tractor-sponsored affirmative action 
programs.

The District’s own equal oppor
tunity program was successful in 
improving the status of numerous 
minority employees, and in expand
ing the scope of the Youth Opportu
nity summer employment training 
program.
Finance: Another $140 million in 
general obligation bonds were sold 
during the 1968-69 fiscal year—fol
lowed by a subsequent sale of $72 
million in August 1969! This com
pletes the marketing of the District’s 
entire $792 million bond authoriza
tion approved by the voters in 1962. 
Proceeds from the two final general 
obligation bond sales will be used 
to redeem $142 million in bond an
ticipation notes which were issued 
earlier in the fiscal year.

In addition to its $5 million ve
hicle prototype demonstration grant, 
the District received a $28 million 
capital grant from the U.S. Depart
ment of Transportation. Authoriza
tion was given by Federal officials to 
use the funds for the actual purchase 
of vehicles—thus augmenting $52 mil
lion in earlier capital grants awarded 
for system construction.

BART earned approximately $16.4 
million during the fiscal period from 
interest on its temporarily reinvested 
bond proceeds, and $137,000 from 
sales and rentals of its real estate.

Steps were underway at the close 
of the year to establish a centralized 
electronic data processing system 
that can help maintain control of 
the District’s future operating costs.

Public Relations: The first public 
open house of BART facilities was 
held on June 8 at the unfinished 
Berkeley and San Leandro stations. 
More than 10,000 persons visited 
the two construction sites, as well 
as the full-scale design model of 
BART’s transit car which was also 
on display. The BART mock-up car 
has now been viewed by nearly 
750,000 persons, including residents 
of the Los Angeles area where it 
was on loan in late 1968.



BART/
A LOOK
INTOTHE FUTURE

□ The great cities of the world continue to expand and 
extend their rail transportation systems.

The classical cities of Europe are well-known for the 
transit they keep. London, Paris, Moscow, Berlin, 
Stockholm and Madrid are political as well as cultural 
capitals. Smaller capitals on the Continent—Vienna, 
Budapest and Lisbon—also enjoy rapid transit systems. 
Important “second cities” have huilt or are building 
underground rail transit as well; Russia’s beautiful 
Leningrad, Spain’s industrial Barcelona, Britain’s busy 
Glasgow, and rebuilt Rotterdam and Hamburg 
in Germany. Russia’s “third city,” its ancient capital, 
Kiev, in the Ukraine, has built and is planning more 
rapid transit.

Japan’s tremendous industrial and commercial growth 
has been marked by rapid transit expansion in its 
three largest cities. The Chinese, in their thrust for 
world prestige, are launching a subway project in 
Peking, their capital.

On the North American continent, Toronto’s leap 
forward—its emergence as a great city—was based 
upon underground rail transit.

Montreal created its new system within the decade; 
Mexico City, just now.

Washington, D. C., this year is attempting to build 
its rail transit network, a precedent set years or decades 
ago in the other major Eastern cities.

Today, the communities comprising the San Francisco 
Bay Area sit some 2,000 miles away from the nearest 
subway; yet they will join this favorite and favored list 
of subway cities in about two years.

What will it mean?
The years 1970-1980 will be the decisive, formative 

decade for Bay Area rapid transit. By 1980, personal 
travel habits and regional transport patterns of the 
Bay Area community will have been strikingly 
reshaped.

By 1980, BART will have had nine years of seasoned 
patronage —along with complex adjustments, 
“debugging” and growth factors that invariably go with 
something new and big. BART patrons will consciously 
and unconsciously bring BART into their daily formulas 
of life, work, shopping and leisure time. These changing 
habits and patterns will emerge with great force, and 
with or without regional land-use or regional 
transportation planning.

As BART schedules change personal habits, so too 
will personal choices on the part of hundreds of 
thousands of residents interact to change certain BART 
schedules. These choices, now unpredictable, will result 
in a new dimension in personal mobility—the sense



of ser.iirity, if not self-realization, in being able to 
selectively move through and about the BART 
service area.

As future thousands sense the fact that they can shift 
jobs without changing homes, change homes without 
shifting jobs, enjoy professional services and shopping 
facilities on the same fast, BART-propelled visit, 
combine a sports event in one city with a downtown 
dinner in another, and otherwise watch new horizons 
open up, BART train schedules will change accordingly.

Extension and Expansion: The limits of personal 
mobility will depend upon where and when inexorable, 
powerful thrusts of a thriving Bay Area economy and 
a constantly growing population generate new housing, 
commercial and employment centers. Governmental 
action by BART or any other agency can modify, but 
now cannot reshape, these primary forces.

By 1980, the region’s population surge will have 
further tightened demand for central city land. The 
median age of the population will rise, experts declare, 
and a greater percentage of the population will thereby 
be employable (and “BART-able"). Particularly heavy 
growth is expected in such employment sectors as the 
finance industry, corporate headquarters, government, 
and personal services, according to the recently 
published Bay Area Transportation Study Commission 
(BATS) report.

By 1980, local and regional authorities will have been 
busy implementing several of the countless local and 
regional “plans” urging that BART be extended. 
Development policies incorporated in the Association 
of Bay Area Governments proposals of 1966, this year’s 
BATS conclusion that rapid transit should expand 
to 230 miles of track in nine counties, and the Bay 
Conservation and Development Commission’s concern 
with conservation and open space exemplify today’s 
regional need for more rail rapid transit tomorrow.

Two huge airports will be tied together by BART 
during the decade. In the process both will be tied 
to at least 34 regional BART stations, including 
a completed regional Embarcadero Station within the 
totally transformed lower Market Street sector 
of downtown San Francisco. One or more stations 
in San Mateo County will have been added with the 
San Francisco International Airport BART extension.

Bus feeder systems in outlying areas will have been 
planned. Some will be operating late in the decade.

Electronic Systems at Work: As still the only totally 
automatic rapid transit network in the world, BART 
will be a proving ground for systems technology.
“Train protection and supervision’’ will remain



as a BART contribution to the world of rapid transit. 
Constant, automatic adjustment of trains en route 
among the many BART stops will result from signals 
flowing in and out of the BART headquarters building.

New BART trains, built by a systems corporation 
rather than a conventional car manufacturer, will 
interface with other modes of transportation—perhaps 
skycars at airports, industrial parks and college 
campuses, and mini-buses downtown. Suburban 
systems will likewise be undergoing change, responding 
to the need for economical, individualized travel modes 
serving low-density residential areas.

Addition in 1969 of rapid transit as a function of the 
Golden Gate Bridge District will have triggered mass 
transit programs for suburban areas along the northern 
transportation corridor in Marin and Sonoma counties.

Highway construction will have continued—but 
in a total transportation complex. The need for a new 
freeway between and parallel to the Nimitz and 
MacArthur Freeways in Oakland, predicted in the 1969 
BATS report, will have been shown to be a questionable 
investment because of the decision to ultimately place 
a new BART line through this corridor—an alternative 
noted in the same transportation analysis.

A uniform, incremental fare structure and ticketing 
procedure will have been proposed in the early 
’seventies [to tie the BART system and local transit 
systems together), and acted upon.

The BART User: Many kinds of patrons will use 
BART during the 1970-80 decade . . . the white collar 
commuter, the blue collar worker, the shopper, the air 
traveler, the sports fan ... to name a few. But the most 
profoundly and happily affected will be those otherwise 
too young, too old, too handicapped or too poor to rely 
on the automobile for personal mobility.

Most BART users will be white-collared and will 
leave their homes in the weekday mornings destined 
for central business districts. It is their cars which will 
not overwhelm already scarce downtown parking 
facilities, not glut the arterial freeways. By 1980, 
a larger percentage of this breed of BART user will 
be living in apartments instead of single-family 
dwellings. The 1969 BATS study, in fact, identified 
certain BART station neighborhoods as likely sites for 
BART-induced apartment living.

Proportionately more middle-class commuters will 
travel to jobs in “satellite” commercial developments 
in the vicinity of BART stations in suburban or semi- 
surburban settings. Single high-rise business structures, 
as well as clusters of them, will have arisen at various 
points along the BART line. The 1969 decision for



a high-rise structure at El Cerrito Del Norte station was 
an early and pivotal example.

Proportionately more white-collared commuters will 
he government employees, and San Francisco in the 
'sixties had already become the Number Two employer 
of Federal workers in the nation. Major new govern
ment offices will have sprung up near the BART admin
istration building in Oakland, which will also be the site 
for new high-rise residential and commercial activity.

Orderly developments between, as well as near,
BART stations will also have begun. Public and private 
industrial planners will be relating new industries 
to mass transit access. They will tie directly to BART 
stations or to feeder routes fanning out from the 
stations. Many blue-collared city dwellers commuting 
to suburban work sites will board a bus or BART for 
a swift ride to connect with mini-buses which will 
transfer them to the major employment centers which 
are supporting a private mini-bus operation—rather 
than build costly parking lots and rely on congested 
freeways for their productivity.

In terms of dollars and cents, it will be the under
employed and unemployed who benefit most.

BART and the Poor: Just as bus feeders would be 
meshing outlying suburban areas to BART during the 
decade, so too will new inner-city bus routes emerge, 
created to provide home-to-BART and BART-to-home 
personal mobility for the unemployed and under
employed poor of the three BART counties.

More than a third of BART’s stations will serve 
poverty areas. This proximity to BART facilities will 
facilitate joint routings with AC Transit and 
the Municipal Railway.

Habits of the occasional user will markedly change 
as well. If the occasional user is also a non-driver, 
the changes will be dramatic.

For the off-hour woman shopper, the wares of the 
region—and the wares of the world sold near certain 
BART stops in the region—become accessible by rail 
rapid transit.

The Bay Area will have been the first major 
metropolitan area to have dealt successfully with 
airport-downtown-home access. The air traveler 
at Oakland’s or San Francisco’s jammed international 
airport will be able to choose regional destinations . . . 
no longer forced to go by freeway to a staging area.

The worlds of sports, recreation and cultural activties 
will have been altered for all time by the advent of 
BART operations in 1971-72, with the need for the auto 
minimized and opportunities for satisfying leisure 
activity maximized. □



An increasing number of world 
transportation experts, public offi
cials and other dignitaries were at 
tracted to the BART project. District 
staff members have conducted ap
proximately a dozen construction 
site tours each week for such offi
cial visitors, as well as local civic 
organizations, government leaders, 
and school groups.

The BART project received prom
inent attention in numerous publi
cations, including featured articles 
in all three national news magazines.
Planning and Administration: Be
cause of the District’s growing in
volvement in all forms of regional 
planning, a new staff department for 
planning and research was created.

The District specifically is taking 
a lead in the study and planning 
of a possible transit connection be
tween BART’S Coliseum station and 
the Oakland International Airport. 
Together with five other agencies, 
it is seeking a Federal demonstration 
grant to finance the study, which 
possesses nationwide implications in 
this era of increased air travel. The 
additional agencies are the Alameda- 
Contra Costa Transit District, Oak
land Port Authority, County of 
Alameda, City of Oakland and the 
Oakland Coliseum, Inc.

Similarly the BART Board of Di
rectors authorized the preparation 
of an application for another Federal 
fund grant to finance a study of the 
future impact of the rapid transit 
system on adjacent private property 
and land use. Data from the study 
will be used to plan possible transit 
route extensions and community 
zoning recommendations.

In a major reorganization move 
dictated by the District’s increased 
volume of activities, the Board cre
ated a new staff legal department. 
Malcolm M. Barrett, who for many 
years served as Associate General 
Counsel while employed with the 
law firm of Pillsbury, Madison & 
Sutro, was named to the full-time 
position of District General Counsel.

District personnel received several 
honors during the fiscal year. The 
District’s chief engineering officer, 
David G. Hammond, was selected as 
one of the top ten American “Public 
Works Men of the Year” for 1969. 
The award was bestowed jointly by 
the American Public Works Associa
tion and Kiwanis International. In

addition, the General Manager was 
appointed by the U.S. Secretary of 
Transportation to serve as a special 
consultant to the National Urban 
Transportation Advisory Council 
and was selected as one of 15 dele
gates to the Anglo-American Confer
ence on Urban Transportation, spon
sored by the Ditchley Foundation in 
England.

The District Board of Directors in 
December elected Arnold C. Ander
son of Alameda County to be its 
new President for 1969. Succeeding 
Anderson as Vice-President was 
Director William M. Reedy of San 
Francisco.

This report is respectfully sub
mitted to the Board of Directors pur
suant to Section 28834 le] of the Cali
fornia Public Utilities Code. □

i(. >hL.
B. R. STOKES/General Manager

I



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

BALANCE SHEET
JUNE 30, 1969

Assets

Current assets:
Cash (including time deposits of $211,350,075).......................................................... $215,122,167
U.S. Treasury securities, at cost.................................................................................... 27,615,600
Federal Agency securities, at cost . . ;.......................................................... 127,446,629
Miscellaneous receivables........................................................................................... 3,293,141

Total current assets .................................................................................................. 373,477,537

Construction in progress—(Note F).............................................................................. 768,763,419

Contract guaranty and other deposits.............................................................................. 2,206,254

Office furniture and fixtures, at cost.............................................................................. 306,003

Debt Service Funds, net assets (including
time deposits of $18,615,000) (Note A)....................................................................... 19,568,061

$1,164,321,274

Liabilities, Reserve and Capitalization
Current liabilities:

Bond Anticipation Notes (Note B).....................................................................................$142,000,000
Construction contracts.................................................................................................. 29,300,913
Other.................................................................................................................................. 361,523

Total current liabilities........................................................................................... 171,662,436

Other liabilities:
Withheld from contractors on progress payments.................................................... 2,911,905
Payable to State of California (Note D)....................................................................... 40,456,080

Debt Service Funds (Note A)........................................................................................... 19,568,061

Reserve for self-insurance (Note E).............................................................................. 2,202,101

Capitalization:
Construction funds:

General Obligation Bonds 
($812,500,000 authorized,
$220,000 maturing June 15,1970)
(Note A)...................................................................................... $732,000,000

U.S. Government Grants (Note C)....................................... 52,224,159
State of California Grant (Note D)....................................... 94,397,520
City of San Francisco contribution....................................... 3,426,322

882,048,001
Accumulated revenue................................................................. 43,355,147

Total construction funds.................................................... 925,403,148

General Fund accumulated net revenue....................................... 2,117,543 927,520,691
$1,164,321,274

(See notes to financial statements]



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

STATEMENT OF REVENUE, EXPENSES AND ACCUMULATED NET REVENUE
FISCAL YEAR ENDED JUNE 30, 1969

General Fund

Revenue:
Taxes.................................................................................................................................. $2,989,814
Interest.................................................................................................................................. 96,103

3,085,917

Expenses:
Personal services............................................................................................................... 3,219,276
Professional and specialized services....................................................................... 397,593
Rent, leased vehicles and office expense................................................................. 424,003
Travel expense..................................................................................................................... 66,952
Other.................................................................................................................................. 39,841

4,147,665
Less charges to Construction in Progress . .   1,065,518

3,082,147
Excess of revenue over expenses..................................................................................... 3,770
Accumulated net revenue at beginning of year.............................................................. 2,113,773
Accumulated net revenue at end of year........................................................................ $2,117,543

Debt Service Funds
Revenue:

Taxes.................................................................................................................................. $27,655,788
Interest.................................................................................................................................. 1,466,441

29,122,229
Less matured interest........................................................................................................ 26,515,498

2,606,731
Balance at beginning of year.................................................................................................. 16,961,330
Balance at end ot year........................................................................................................ $19,568,061

STATEMENT OF CHANGES IN CONSTRUCTION FUNDS
FISCAL YEAR ENDED JUNE 30, 1969

Total construction funds, beginning of year.................................................................$707,923,594
Additions during the year:

General Obligation Bonds —Series J and K,
sold in November 1968 and May 1969 ................................................................. 140,000,000

U. S. Government grants received.............................................................................. 21,296,332

State of California grants received 
(less $14,392,140 estimated
repayable to the State)........................................................................................... 33,581,660

City of San Francisco contribution (principally land)............................................. 3,426,322

Accumulated revenue:
Interest........................................................................................... $17,786,634
Capitalization of prior years expenses (Note E) . 1,388,606 19,175,240

217,479,554
Total construction funds, end of year....................................................................... $925,403,148

(See notes to financial statements)



NOTES TO FINANCIAL STATEMENTS
June 30, 1969

NOTE A-GENERAL OBLIGATION BONDS:
In 1962 voters of the member counties of the District authorized a 
bonded indebtedness totaling $792,000,000 of General Obligation 
Bonds of which $720,000,000 were outstanding at June 30, 1969, with 
principal maturities from 1972 to 1999. Payment of both principal 
and interest is provided by the levy of District-wide property taxes. 
During 1966 City of Berkeley voters formed Special Service District 
No. 1 and authorized the issuance of $20,500,000 of General Obligation 
Bonds for construction of subway extensions within that City. Special 
Service District No. 1 Bonds amounting to $12,000,000 were outstand
ing at June 30, 1969, with principal maturities from 1970 to 1998. Pay
ment of both principal and interest is provided by taxes levied upon 
property within the Special Service District.
Bond principal is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15 from Debt Service Funds. 
Principal of $220,000 Special Service District No. 1 Bonds matures on 
June 15, 1970 and interest of $15,923,235 on General Obligation Bonds 
and $278,283 on Special Service District No. 1 Bonds is payable on 
December 15, 1969. The composite interest rate on General Obligation 
Bonds currently outstanding is 4.02"/o.

NOTE B-BOND ANTICIPATION NOTES:
In October 1968, the District sold $142,000,000 of Bond Anticipation 
Notes dated October 15, 1968, with principal and interest maturing 
September 15, 1969. The Notes were issued in anticipation of the 
sale of an equal amount of bonds of the District. Principal proceeds 
of the sale of Series K bonds, in the amount of $70,000,000 received 
in May 1969, are set aside to retire an equal amount of Bond An
ticipation Notes at maturity. On August 6, 1969, the District sold 
$72,000,000 General Obligation Bonds, Series L, and principal pro
ceeds were received on September 2, 1969. These proceeds are set 
aside for the retirement of the balance of the Bond Anticipation Notes. 
The September 15, 1969 interest requirement of Bond Anticipation 
Notes is $4,126,283. The interest rate on notes presently outstanding 
is 3.17"/o.

NOTE C-U.S. GOVERNMENT GRANTS:
The U.S. Government provides financial assistance for research, 
beautification, certain construction projects and transit vehicle pro
curement. Additionally, the District is administering federal grants 
to the Gity and Gounty of San Francisco (GAL-UTG-4J for added 
features in three Market Street stations, and a grant to the City of 
Berkeley (CAL-UTG-9) in connection with the construction of subway 
extensions within Berkeley. The following grant contracts were in 
force or approved as of June 30,1969:

Project-purpose Maximum Funds
: . grant received

Demonstration grants: ----- ------------ -----------------
CAL-MTD-2 (Transit DesignJ ........... $ 6,219,333 $ 6,081,886
CAL-MTD-4 (Fare CollectionJ ........... 1,133,333 947,756
CAL-MTD-7 (Transit Hardware! .... 800,000 732,242
Calif. BD-1 (Beautification .................... 447,953 301,140
CAL-MTD-14 (Prototype Vehicles! .. 5,000,000* ___________

13,600,619 8,063,024

Capital grants-construetion:
CAL-UTG-6 ................................................... 13,100,000 11,620,800
CAL-UTG-11 ................................................. 13,200,000 11,817,635
CAL-UTG-15 ................................................. 26,000,000 16,928,000
CAL-UTG-19 ................................................. 28,000,000
CAL-UTG-4 ................................................. 19,902,430 1,291,600
CAL-UTG-9 ................................................... 4,733,000 2,503,100

104,935,430 44,161,135

$118,536,049 $52,224,159

•Grant is limited to $3,000,000 pending the legal availability of the 
additional funds in Federal fiscal year 1970 program appropriations.

NOTE D-STATE OF CALIFORNIA GRANT:
Pursuant to Sections 30770-30782 of the California Streets and High
ways Code, the Department of Public Works of the State of California 
authorized the District to construct the San Francisco-Oakland 
rapid transit tube and its approaches with State funds. Under Code 
Section 30778 the District must reimburse the State for costs appli
cable to the tube approaches in the amount of $2,500,000 annually 
commencing December 31, 1971. At June 30, 1969, the District had 
received $134,853,600 of which an estimated $40,456,080 is repayable 

. to the State of California.

■J- ^

SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

NOTE E-CHANGES IN ACCOUNTING PRACTICE:
During the year the District changed its practice of accounting tor 
construction funds expenses by charging professional and specialized 
services, bond issuance expense and certain other expenses directly 
to construction in progress, whereas in prior years such expenses 
had been charged against the revenue, principally interest, of the 
construction funds. In addition, all previous such expenses charged 
against construction funds revenues through June 30, 1'969 were 
capitalized.

By resolution of the Board of Directors of the District, certain 
credits not committed for use in the planned construction of the 
rapid transit system have been set aside as a reserve for self- 
insurance. The aggregate amount of such credits received during 
the year, principally insurance premiums refunded, net proceeds 
from sales of real estate and rental income, was $2,202,101. The 
District intends to increase the reserve through future allocations 
of such uncommitted credits to the extent available.

NOTE F-CONSTRUCTION IN PROGRESS:
During the year, construction in progress increased

Balance, June 30, 1968 ........................
Construction.............................................. $199,594,073

Real estate acquired............................ 6,900,448

Utility relocation ................................... ■ 3,518,326
General Fund expenses capitalized 1,065,518

Other .......................................................... 437,079
211,515,444

Less: Rental income and proceeds
from sales of real estate .... (136,912)

Insurance premiums refunded (500,903)
(637,815)

Capitalization of expenses through
June 30,1968, previously charged 
against revenues of construction 
funds (Note E) ..................................... 1,388,606

as follows: 
$556,497,184

Balance, June 30, 1969

212,266,235
$768,763,419

The July 1, 1969 estimate of project costs, based upon information 
then available, was developed to determine the estimated cost of 
the rapid transit system at completion. This estimate amounts to 
$1,362,426,000 (including $179,878,000 for the trans-bay tube and its 
approaches to be financed by the State of Galifornia, $78,307,000 for 
transit vehicles to be financed by Federal grant funds, revenue bonds, 
and other District sources, and $9,026,000 for Embarcadero Station 
shell to be financed by San Francisco sources). Presently, the ultimate 
cost of the system cannot be finally determined, as future economic 
conditions and possible changes in schedule to match fund avail
ability may have a significant effect on the final cost of the system. It 
is contemplated that initial operation of the system will begin in 1971, 
and that it will be operational in 1972.

REPORT OF INDEPENDENT ACCOUNTANTS

To the Board of Directors of the
San Francisco Bay Area Rapid Transit District

In our opinion, the accompanying balance sheet and the 
related statements of General Fund and Debt Service Funds 
revenue and expenses and changes in construction funds 
present fairly the financial position of the San Francisco Bay 
Area Rapid Transit District at June 30,1969 and the results 
of operations for the year then ended, in conformity with 
generally accepted accounting principles applied on a basis 
consistent with that of the preceding year, except tor the 
change, which we approve, in accounting for construction 
funds expenses, as described in Note E. Our examination was 
made in accordance with generally accepted auditing 
standards and accordingly included such tests of the 
accounting records and such other auditing procedures as we 
considered necessary in the circumstances.

San Francisco 
September 5,1969



Carpeted floors, upholstered seats, 
wide picture windows and a self-ad
justing air-comfort system are high
light design elements of BART’s ^ 
production vehicle. Each 70-foot-long 
car will seat 72 passengers. Governed by the automatic train con
trol program, trains will be capable of top speeds of 80 miles per 
hour, and average 50 miles per hour, including station stops ...

- <
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While train attendants aboard BART 
vehicles will have capability to over- 
ride automatic train control com- Kpr 

mands, their main functions will be . 
to rhonitor doors, call out upcorhing 
stations over an on-board loudspeaker system, and perform other 
duties relating to the comfort of the passenger.

■ -.i;.
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Guiding the activities ol the San Francisco Bay Area Rapid Transit District as it 
draws ever closer to revenue operations will be these members ot the BART 
Board ot Directors. Representing the three-county district are (lett to right, seated) 
William M. Reedy, President, San Francisco; Stanley T. Grydyk, Vice-President, 
Contra Costa; William C. Blake, San Francisco; James P. Doherty, Contra Costa, 
and George M. Silliman, Alameda. Standing from lett to right are Richard O. Clark, 
Alameda; Joseph S. Silva, Contra Costa; Nello J. Bianco, Contra Costa; Arnold 
C. Anderson, Alameda; Ft. R. Lange, Alameda, and Garland D. Graves, San 
Francisco. In the photograph at right is San Francisco Director William Ft. Chester 
(seated) and B. R. Stokes, BART General Manager.

(Biographical sketches of the directors appear on the inside back cover of this report.)
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MESSAGE FROM THE PRESIDENT

I am pleased to report that the BART 
project is on the verge of initial oper
ations, with our prototype cars to be 
mobile this Fall.

Even though we still have major 
construction ahead, particularly at 
the terminal stations, I want to com
mend both the contracting industry 
and organized labor for their work 
thus far. The many contractor firms 
awarded construction bids have, 
almost without exception, performed 
to a high level. Further, the labor 
force, which at times has reached 
5000 persons employed in the field, 
also has performed to the highest 
level of its skills.

BART construction has taken 
place more than a hundred feet 
below the waters of the Bay, 75 feet 
under the busiest streets of our Bay 
Area community, and in other areas 
where ingenuity and dedication have 
been the order of the day.

Now we are shifting to a new 
phase of the work. Now we are in 
the hands of less than a half-dozen 
major U.S. corporations which have 
been awarded our rolling stock, train 
control, fare collection and passen
ger sign contracts. These manufac
turing and vendor firms, in their 
own way, face technological, pro
curement and coordination prob
lems which I am sure equal the 
difficulty found in our earlier con
struction problems.

I am certain that these vendor 
firms will rise to equal the perform
ance of the construction people, and 
deliver—in approximately one year 
-the superior operating system 
ordered by the people of our area.

William M. Reedy ^

President

A/ow considered 35 per cent complete, the Pleasant Hill 
Station in Central Contra Costa County takes shape amidst 
a wooded area that will be essentially preserved as a park
ing lot tor 1500 automobiles. Projected to be one of BART's 
busier lacilities, the Pleasant Hill Station will be 30 rapid 
transit minutes from downtown San Francisco.

The Glen Park Station is located on a triangular plot 
bordered by Diamond and Bosworth Streets and Monterey 
Boulevard, and adjacent to the Southern Freeway at the 
Intersection ot San Jose Avenue in San Francisco. The 
structure, now in the early stages ot the architectural finish 
contract, features the highest ceiling ot all BART stations, 
tall columns, and walls sheathed in quarried slate.



REPORT OF THE GENERAL MANAGER

The 1969-70 fiscal year represented 
a distinct turning point in the long
term program which will bring rapid 
transit service to the San Francisco 
Bay Area.

The mid-point of the fiscal year 
brought the passing of a decade.

For BART, the decade of the 1960s 
was a period in which basic approval 
of and financing for the project were 
obtained. Design was initiated and 
nearly completed, and the long con
struction cycle, at decade’s end, was 
two-thirds over.

The decade of the 1970s will be 
quite different. Early in the period, 
the first prototype car will operate 
along the track. After the necessary 
testing period, passenger service 
will begin. Extensions of the system 
will come, as will sweeping commu
nity developments alongside and 
perhaps atop the rail and stations.

Rapid transit then will carry out 
its promise: it will be the strong 
backbone for a healthy Bay Area 
community.

During the fiscal year, BART began 
to put together all of the pieces 
which will soon make it operational.

All but a few short miles of the 
system were complete or under con
struction. Less than 10 per cent of 
detailed design remained.

Bay Area residents were suddenly 
aware of a new dimension to project 
progress: visible accomplishments 
in all three BART counties-but par
ticularly along the initial line, where 
test operations would start this fall, 
and where initial passenger service 
would begin a year later.

In the critical first section between 
Hayward and North Oakland, track 
work was completed. Residents were 
warned of the hazards of the elec-

BART's automatic train control “nerve center," a subway 
station and the District administration building are com
bined here at the Lake Merritt complex. At lett is the steel 
structure for BART headquarters, due to be completed in 
late summer, 1971. At the bottom ol the photograph Is the 
full scale mock-up of the rapid transit vehicle. Lake Merritt 
Station will serve a variety of patrons, including workers 
at the Alameda County court house and administration 
building (upper lett), visitors to the new Oakland Museum 
(below the court house) and students attending the future 
Laney Junior College, now under construction (far right).

iiiiflf
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trifled third rail. A laboratory car 
operated over the track. Both the 
Hayward Shop and the Oakland 
Maintenance Building were occu
pied. The BART headquarters struc
ture was being built over the Lake 
Merritt Station.

In Contra Costa County, station 
and line construction continued. In 
San Francisco, some Municipal Rail
way rails were returned to their orig
inal location along Market Street. 
And in Oakland, Broadway once 
again became a major thoroughfare 
-with auto traffic passing above the 
twin stations waiting only their inte
rior finish, and the trains themselves.

A significant part of BART prog
ress came from outside the Bay 
Area, with initial procurement and 
fabrication of control, motor and fare 
collection equipment.

In Pittsburgh, Westinghouse had 
already produced 100 motors, and 
was subjecting them to traction test
ing. It also had outfitted two labora
tory cars for dynamic testing of 
train control.

In San Jose, International Busi
ness Machines prepared for the cus
tom fabrication of the prototype 
fare collection equipment, and had 
already programmed both the 
machines and the BART tickets for 
exhaustive tests with representative 
groups of people.

In San Diego, the Rohr Corpora
tion geared up for production of the 
250 BART vehicles, with delivery of 
the first prototype car scheduled 
for August.
EMPHASIS UPON OPERATIONS
With the award of the basic car con
tract to Rohr—a California firm-a 
count-down schedule for the start of 
revenue service was adopted. And 
within the BART organization itself, 
operational planning became a pri
ority activity.

The rolling laboratory car—in use 
at the end of the year—was equipped 
to check out vehicle propulsion, 
braking and train control systems, 
and the wayside automatic train con
trol equipment. This system start-up 
phase —now underway along the “A” 
line (Fremont-North Oakland)-will 
shift in turn to the remaining three 
system line segments.



At San Francisco’s Balboa Park Station, a motor grader 
(top) smooths the future plaza area, while inside at the 

train platform level a workman in a personnel lilt puts 
the finishing touches to a textured concrete ceiling section.

The total structure is now over 60 percent complete and 
construction is in the architectural finish stage. Completion 

date for the subway station is set lor late summer, 1971. 
When the West Bay section of the BART system 

begins revenue operations in late summer, 1972, the 
Balboa Park facility will be 10 minutes away from 

downtown San Francisco.

The main repair shop in Hayward 
already is staffed to handle mainte
nance, inspection and retrofit activi
ties required in the prototype vehicle 
testing period-where 10 preproduc
tion cars are to be put through their 
paces on the “A” line prior to full 
car production in San Diego.

Track maintenance also has 
begun, with the base of operations 
in the maintenance-of-way facility, 
adjacent to Ihe main lirie south of 
Lake Merritt.

At Lake Merritt, the system’s com
puterized tram control system was 
energized during the year. Simulated 
train operation programs began in 
January, and are being monitored by 
the display boards and consoles in 
the central control room.

Internally, there was similar con
centration upon ttiose activities 
required to run the rapid transit sys
tem successfully:

■ The number of employees gt^ew 
from 256 to 351, with the first hourly 
paid employees joining the District 
in August, 1969.
■ Full scale training programs were 
developed for all phases of operation 
and maintenance of the system.
■ System security and safety pro
grams were in the planning stages- 
with a single goal in mind: a safe 
ride for the passenger.
■ A pilot program, covering a dozen 
BART stations, was adopted for cus
tomer services.
■ Facilities for the handicapped 
were designed for all stations.
■ Agreement was reached on 
implementing a carefully controlled 
advertising program, worked out 
in concert with individual station 
architects.
■ BART’S initial mapping require
ments were being drawn up.

CONSTRUCTION CONTINUES
With all of the planning for the pas
senger, BART still managed the 
largest construction project in the 
area. Total expenditures on the $1.3 
billion transit project reached a new 
high of almost $900,000,000. The 
number of construction personnel 
during the year averaged 2,500-a 
potent force in the industry, and a 
positive factor for the Bay Area in a 
sluggish national economy.

BART’S construction excellence



also could be seen on a first-hand 
basis by Bay Area residents.

In October, 1969, 20,000 persons 
entered the two Trans-Bay Tube por
tals for a “Walk Under Water." In 
June, more than 11,000 entered a 
single subway station in the Mission 
District of San Francisco.

The project, already honored by 
receipt of a dozen major awards, was 
given two more during the year.

The tube itself-now undergoing 
electrical/mechanical work—won a 
design award given by the National 
Consulting Engineers Council.

The safety performance of the Dis
trict’s contractors and workmen was 
cited as a new standard for the 
industry. The lost-time injury rate of 
29.13 per million man-hours was 
nearly 50 per cent below normal 
experience.

With this record, BART received 
the largest workmen’s compensation 
dividend in the history of California 
construction: $1,358,483.
FINANCING SET
In the financial realm, the District 
completed the marketing of the orig
inal $792,000,000 in General Obliga
tion Bonds authorized by the voters 
in 1962. The composite interest cost 
on all the issues is 4.14 per cent- 
just slightly more than the original 
estimate of 4 per cent.

In November, 1969, the District 
imposed a one-half of 1 per cent 
sales tax in the three member coun- 
ties-a tax authorized by action of 
the California Legislature. The tax, 
effective in April, 1970, will provide 
$150,000,000 of capital funds, and 
assure completion of the system. 
The initial sale of sales tax revenue 
bonds took place in January, with 
another sale to be completed in 
August.

Earnings on temporary investment 
of bond proceeds amounted to $19.8 
million during the year.

The District’s financial position 
was given further strength with 
assurance from the U.S. Depart
ment of Transportation that addi
tional Federal funds will be available 
to BART.

A commitment also was received 
from the U.S. Department of Flousing 
and Urban Development for a series 
of urban beautification grants which 
will-assuming the necessary city/

BART maintenance contracts — 
assure a full landscaping program 
for the network.
FUTURE PLANNING

The District took positive steps to 
prepare for start-up operation, and 
also to accommodate already- 
mounting requests for extending the 
initial system:

It signed a contract for design of 
San Francisco’s Embarcadero Sta
tion, the first station to be funded 
entirely by a local community.

It intensified the critical liaison 
with its two prime transit partners — 
the Alameda-Contra Costa Transit 
District in the East Bay and the San 
Francisco Municipal Railway.

It initiated and received funding 
for two airport extension studies-to 
the Oakland and San Francisco air
ports—and three bus studies geared 
to expand and improve public trans
portation within the two East Bay 
counties.

It implemented a new perform
ance-salary review plan to stimulate 
high productivity and reward indi
vidual growth and incentive more 
effectively.

It increased the labor relations, 
legal and purchasing staffs to pre
pare for increased administrative 
workloads before and after start-up 
operations.

Development began on computer
ized data processing programs for 
system accounting and the wide 
range of day-by-day management 
information needed to optimize 
operations.

Screening began to select an ad
vertising agency, and a research firm 
was retained to develop a marketing 
plan.

A program to develop income from 
BART-owned property was being 
drafted.
NEW DIRECTORS
At the policy level-the Board of 
Directors-four new Directors were 
appointed.

Nello J. Bianco, a Richmond busi
nessman, was appointed by the 
Contra Costa Board of Supervisors 
to replace FI. L. Cummings, an orig
inal BART director.

William C. Blake, a San Francisco 
businessman and long-term Super
visor, was appointed by the San 
Francisco Board of Supervisors to 
replace Adrien J. Falk, BART’s eight- 
term president who resigned from 
the board in October.

William FI. Chester, a San Fran
cisco labor official, was appointed by 
the mayor of San Francisco to suc
ceed Richard A. Bancroft.

Richard O. Clark, a former mayor 
of Albany and present councilman, 
was appointed by the Alameda 
County Mayors’ Conference to 
replace Wallace J. S. Johnson.

Incumbent directors are President 
William M. Reedy and Garland D. 
Graves of San Francisco; Vice- 
President Stanley T. Grydyk, James 
P. Doherty and Joseph S. Silva of 
Contra Costa, and Arnold C. Ander
son, George M. Silliman and FI. R. 
Lange of Alameda County.

Anderson served as BART presi
dent for the first half of the fiscal 
period, with Reedy vice-president. 
Reedy was elected BART president 
in December, with Grydyk elected 
vice-president.

This report is respectfully sub
mitted to the Board of Directors pur
suant to Section 28834 (e) of the Cali
fornia Public Utilities Code.

B. R. Stokes
General Manager



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

BALANCE SHEET
JUNE 30, 1970

Assets

Current assets:
Cash (including time deposits of $76,125,000)...............................................$
U.S. Treasury securities, at cost......................................................................
Federal Agency securities, at cost......................................................................
Miscellaneous receivables.................................................................................. .........

Total current assets..................................................................................

Construction in progress (Note E)......................................................................
Insurance and other deposits..................................................................................
Furniture, equipment and vehicles, at cost..........................................................
Debt Service Funds, net assets (including time 

deposits of $12,545,000) (Note A)......................................................................

77,100,447 
36,240,118 

141,383,016 
6,962,218 

261,685,799

898,700,568 
1,103,487 

437,174

18,475,287 
$1,180,402,315

Liabilities, Reserve and Capitaiization

Current liabilities:
Construction contracts and others...................................................................... $
Payable to State of California (Note D)..........................................................

Total current liabilities..................................................................................

Other liabilities:
Withheld from contractors on progress payments.........................................
Payable to State of California (Note D)..........................................................

Debt Service Funds (Note A)...................................
Reserve for self-insurance..................................................................................
Capitalization:

Construction funds:
General Obligation Bonds ($812,500,000 

authorized) (Note A):
Bonds outstanding............................................... $ 803,780,000
Bonds matured and retired............................................... 220,000

804,000,000
Sales Tax Revenue Bonds ($150,000,000

authorized) (Note B)..................................................... 50,000,000
U.S. Government Grants (Note C)................................... 68,825,579
State of California Grant (Note D)................................... 98,656,762
City of San Francisco contribution................................... 3,486,534

1,024,968,875
Accumulated revenue..................................................... 48,362,605

Total construction funds............................................... 1,073,331,480
General Fund accumulated net revenue............................. 2,292,879 1 075 624 359

$1,180,402,315

22.146.247 
2,040,000

24.186.247

2,581,824 
39,110,538

18,475,287
20,424,060

(See notes to financial statements)



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

STATEMENT OF REVENUE, EXPENSES AND ACCUMULATED NET REVENUE
FISCAL YEAR ENDED JUNE 30, 1970

General Fund
Revenue:

Taxes .....................................................................................................................
Interest...............................................................................................................

Expenses:
Personal services.............................................................................................
Rent, leased vehicles and office expense..........................................................
Professional and specialized services..........................................................
Travel expense...................................................................................................
Other.....................................................................................................................

Less—Charges to Construction in Progress.....................................................

Excess of revenue over expenses......................................................................
Accumulated net revenue at beginning of year.....................................................
Accumulated net revenue at end of year..........................................................

Debt Service Funds
Revenue:

Property taxes...................................................................................................
Transaction and use taxes, net of $229,400

implementation expenses............................................................................
Interest ...............................................................................................................

Less: Matured interest.......................................................... *. $38,845,871
Matured principal.......................................................... 220,000

Balance at beginning of year..................................................................................
Balance at end of year . ................................... ....................................................

$ 3,336,169 
111,725 

3,447,894

4,377,481 
485,454 
391,053 

93,026 
56,077 

5,403,091 
2,130,533 
3,272,558 

175,330 
2,117,543 

$ 2,292,879

$34,734,914 vj

1,340,600 
1,897,583

37,973,097

39,065,871
(1,092,774)
19,568,061

$18,475,287

STATEMENT OF CHANGES IN CONSTRUCTION FUNDS
FISCAL YEAR ENDED JUNE 30, 1970

Total construction funds at beginning of year.....................................................$ 925,403,148
Additions during the year:

General Obligation Bonds —Series L, sold in August 1969 ............................. 72,000,000
Sales Tax Revenue Bonds —Series A, sold in January 1970 ....................... 50,000,000
U.S. Government grants received ....................................................................... 16,601,420
State of California grants received (less $15,154,458

repayable to the State).................................................................................. 4,259,242
City of San Francisco contribution................................................................ 60,212

Accumulated revenue:
Interest and other......................................................................$23,229,417
Less —Amount transferred to

reserve for self-insurance.................................................... 18,221,959 5,007,458
147,928,332

Total construction funds at end of year................................................................ $1,073,331,480

(See notes to financial statements)



NOTES TO FINANCIAL STATEMENTS
JUNE 30, 1970

SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

NOTE A-GENERAL OBLIGATION BONDS:
In 1962 voters of the member counties of the District authorized a 
bonded indebtedness totaling $792,000,000 of General Obligation Bonds, 
all of which were outstanding at June 30, 1970, with principal maturities 
from 1972 to 1999. Payment of both principal and interest is provided 
by the levy of District-wide property taxes. During 1966 City of Berkeley 
voters formed Special Service District No. 1 and authorized the issuance 
of $20,500,000 of General Obligation Bonds for construction of subway 
extensions within that City. Special Service District No. 1 Bonds amount
ing to $11,780,000 were outstanding at June 30, 1970, with principal 
maturities from 1971 to 1998. Payment of both principal and interest is 
provided by taxes levied upon property within the Special Service 
District.

Bond principal is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15 from Debt Service Funds. 
Principal of $230,000 Special Service District No. 1 Bonds matures on 
June 15, 1971, and interest of $17,403,140 on General Obligation Bonds 
and $272,232 on Special Service District No. 1 Bonds is payable on 
December 15, 1970. The composite interest rate on bonds currently 
outstanding is 4.14%.

NOTE B-SALES TAX REVENUE BONDS:
The 1969 Legislature of the State of California authorized the District 
to issue revenue bonds totaling $150,000,000 of which $50,000,000 Series 
A bonds dated January 1, 1970 were outstanding at June 30, 1970. On 
August 5, 1970, the District sold $50,000,000 Series B bonds dated July 
1, 1970 for delivery August 24, 1970, with principal maturities of both 
series from 1972 to 1980. The Sales Tax Revenue Bonds are secured 
by a pledge of the proceeds of the Transactions and Use Tax authorized 
by the 1969 Legislature and from moneys received by the District from 
other sources, in lieu of Transactions and Use Tax proceeds, if legally 
made available. The bonds maturing on or after January 1, 1976 are 
redeemable prior to maturity at the option of the District on various 
dates at prices ranging from 104% to 100%. The collection and 
administration of the tax, which became effective April 1, 1970, is 
performed exclusively by the State Board of Equalization and all taxes 
are transmitted directly to the appointed trustee for the purpose of paying 
bond interest semiannually on July 1 and January 1 and principal annu
ally on January 1. Interest of $1,672,000 on the Series A bonds is pay
able on July 1, 1970. The composite interest rate on both series is 6.42%.
The State Board of Equalization has estimated that the revenue from 
the Transactions and Use Tax for the period April 1 to June 30, 1970 
will be approximately $6,800,000, of which the trustee had received 
$1,570,000 at June 30, 1970.

NOTE C-U.S. GOVERNMENT GRANTS:
The U.S. Government, under grant contracts with the District, provides 
financial assistance for research, beautification, certain construction 
projects and transit vehicle procurement. Additionally, the District is 
administering federal grants to the City and County of San Francisco 
(CAL-UTG-4) for added features in three Market Street stations, and a 
grant to the City of Berkeley (CAL-UTG-9) in connection with the con
struction of subway extensions within Berkeley. The following grant 
contracts were in force as of June 30, 1970:

Project —purpose 
Demonstration grants:

CAL-MTD-2 (Transit Design)
CAL-MTD-4 (Fare Collection)
CAL-MTD-7 (Transit Hardware)
CAL-MTD-14 (Prototype Vehicles)
CAL-BD-1 (Beautification) . .

Capital grants—construction: 
CAL-UTG-6 .... 
CAL-UTG-11 . . .
CAL-UTG-15 . . .
CAL-UTG-19 . . .
CAL-UTG-4 .... 
CAL-UTG-9 ....

Maximum
grant

Funds
received

$ 6,219,333 $ 6,081,886
1,133,333 947,756

800,000 732,242
5,000,000 2,016,000

447,953 301,140
13,600,019 10,079,024

13,100,000 11,620,800
13,200,000 13,127,150
26,000,000 23,349,305
28,000,000 5,098,000
19,902,430 1,291,600
4,733,000 4,259,700

104,935,430 58,746,555
$118,536,049 $68,825,579

NOTE D-STATE OF CALIFORNIA GRANT:
Pursuant to Sections 30770-30782 of the Caiifornia Streets and Highways 
Code, the Department of Public Works of the State of California author
ized the District to construct the San Francisco-Oakland rapid transit 
tube and its approaches with State funds. Under Section 30778 of the 
Code, further modified by an agreement with the State Department of 
Public Works, the District will reimburse the State for costs of the tube 
approaches. At June 30, 1970, the District had received $154,267,300 of 
which $55,610,538 is repayable to the State of California for the tube 
approaches. Reimbursement wiil be fulfilled by application of a $16,500,- 
000 credit to the District arising from highway betterments constructed 
with District funds on State Route No. 24 and by payment of $1,000,000 
on December 31, 1977, and $2,500,000 annually beginning December 31, 
1978. The District has also agreed to pay an additional $2,040,000 to 
the State on September 1, 1970 in connection with State Route No. 24 
construction.

NOTE E-CONSTRUCTION IN PROGRESS:
During the year, construction in progress increased as follows:

Balance at June 30, 1969 ........................ $768,763,419
Construction.................................... $122,756,355

Reai estate acquired........................ 1,622,344
Utility relocation.............................. 3,225,122
General Fund expenses capitalized . . 2,130,533
Other ............................................................ 548,984

130,283,338
Less: Rental income and proceeds

from sales of real estate . . . (300,056)
Insurance premiums refunded . (46,133)

(346,189) 129,937,149
Balance at June 30, 1970 .............................. $898,700,568

The July 1, 1970 estimate of project costs, based upon information then 
available, was developed to determine the estimated cost of the rapid 
transit system at completion. This estimate amounts to $1,359,129,000 
(including $179,878,000 for the trans-bay tube to be financed by the 
State of California and $78,357,000 for transit vehicles to be financed by 
federal grant funds and other District sources). Presently, the ultimate 
cost of the system cannot be finally determined, as future economic 
conditions and possible changes in schedule to match fund availability 
may have a significant effect on the final cost of the system. It is con
templated that initial operation of the system will begin in 1971, and 
that it will be fully operational in 1972..

REPORT OF
INDEPENDENT ACCOUNTANTS

To the Board of Directors of
San Francisco Bay Area Rapid Transit District

In our opinion, the accompanying balance sheet and the related 
statements of revenue, expenses and accumulated net revenue and 
changes in construction funds present fairly the financial position 
of San Francisco Bay Area Rapid Transit District at June 30, 1970 and 
the results of its operations for the year then ended, in conformity 
with generally accepted accounting principles applied on a basis 
consistent with that of fhe preceding year. Our examination was made 
in accordance with generally accepted auditing standards and 
accordingly included such tests of the accounting records and such 
other auditing procedures as we considered necessary in the 
circumstances.

San Francisco 
August 14, 1970



BIOGRAPHICAL SKETCHES OF 
BART DIRECTORS

ARNOLD C. ANDERSON has served as a Director of 
BART since its creation in 1957, and was appointed to 
that position by the Board of Supervisors of Alameda 
County. He has served as President and Vice-President 
of the BART board.
A Caiifornia State inheritance Tax Appraiser and real 
estate appraiser in Castro Vailey, Mr. Anderson has 
served as Director on the Eden Township Hospital Board 
and as Trustee of the Castro Valley School District.

NELLO J. BIANCO was appointed a Director of the Bay 
Area Rapid Transit District in September, 1969, by the 
Contra Costa County Board of Supervisors.
Mr. Bianco owns and operates a delicatessen and cater
ing service in the City of Richmond. Active in civic and 
business affairs in that city, he currently is Chairman 
of the Personnel Board of the City of Richmond.

WILLIAM C. BLAKE, a 15-year member of the San 
Francisco Board of Supervisors, was appointed by that 
body to the BART Board of Directors in November, 1969.
President of a general ship repair firm in San Francisco, 
Mr. Blake also has served as a Director of the Bay Area 
Air Pollution Control District and of the Golden Gate 
Bridge, Highway, and Transportation District. He 
holds a captain’s commission in the U.S. Naval Reserve.

WILLIAM H. CHESTER, Vice-President of the Interna
tional Longshoremen’s & Warehousemen’s Union, was 
appointed to the BART Board of Directors in January, 
1970, by the Mayor of San Francisco.
Northern California Regional Director of the ILWU 
since 1951, Mr. Chester also serves on the Board of 
Directors of the United Nations Association of San 
Francisco, San Francisco Ballet, the San Francisco 
Council of Churches, and the Northern California 
Committee on Africa.

RICHARD O. CLARK was appointed to the BART Board 
of Directors in March. 1970, by the Mayors’ Conference 
of Alameda County.
An insurance executive, Mr. Clark is a former Mayor and 
currently a Councilman of the City of Albany.
He is a member of the Board of Directors of the Alameda 
County Economic Opportunity Agency and holds a seat 
on the Executive Committee of the Association of 
Bay Area Governments.

JAMES P. DOHERTY, former Mayor and Councilman of 
the City of El Cerrito, was named to the BART Board of 
Directors in September, 1965, by the Contra Costa 
County Mayors’ Conference.
A lifelong resident of the Bay Area, Mr. Doherty is 
manager of a lumber company in El Cerrito.
Mr. Doherty served as President of the BART Board of 
Directors in 1968 and in 1967 served as Vice-President.

GARLAND D. GRAVES, former Vice-President and 
Treasurer of Transamerica Corporation, was appointed 
a BART Director in October, 1967, by the Mayor of 
San Francisco.
A native Oklahoman, Mr. Graves was a supervising 
accountant with the nationally known firm of Ernst & 
Ernst before joining Transamerica. He is a member of 
the American Institute of Certified Public Accountants, 
and the California Society of Certified 
Public Accountants.

STANLEY T. GRYDYK, Vice-President of BART, was 
named a rapid transit district director in October, 1967, 
by the Contra Costa Mayors’ Conference.
Former Mayor and currently a Councilman of the City of 
Richmond, Mr. Grydyk maintains a law practice in 
Richmond and is General Counsel for the San Pablo 
Sanitary District. He is a former president of the Rich
mond Bar Association and three-term Democratic 
County Central Committeeman.

H. R. LANGE, former Vice-President and currently a 
Director of Cutter Laboratories in Berkeley, was 
appointed to the BART Board of Directofs'in September, 
1967, by the Alameda County Board of Supervisors.
Long active in the business and civic life of the San 
Francisco Bay Area, Mr. Lange is a Trustee of Golden 
Gate College and a member of the Oakland Museum 
Association. A former Oakland City Councilman, he is 
past president of the United Bay Area Crusade and the 
Alameda County United Fund.

WILLIAM M. REEDY, currently President of the San 
Francisco Bay Area Rapid Transit District, was named 
a BART Director in October, 1964, by the San Francisco 
Board of Supervisors.
A lifelong resident of San Francisco, Reedy is Adminis
trator of the San Francisco Electrical Industry Trust.
He is the former Business Manager-Financial Secretai^of 
the International Brotherhood of Electrical Workers, Local 
Union No. 6, and currently is a Director of the San 
Francisco Municipal Railway Improvement Corporation.

GEORGE M. SILLIMAN has served as a Director of the 
Bay Area Rapid Transit District since its creation in 1957. 
Appointed to the district by the Alameda County 
Mayors’ Conference, he served as BART Vice-President 
in 1962 and 1966.
Mr. Siliiman, a Director and Officer of the Bank of 
Fremont, formerly was Mayor and Councilman of the 
City of Newark. Prior to BART’s creation, he was instru
mental in drafting legislation that led to formation 
of the district.

JOSEPH S. SILVA was named a BART Director in 
October, 1965, by the Contra Costa County Board 
of Supervisors.
Mr. Silva, a former Mayor of the City of Brentwood, 
retired from the Contra Costa County Board of Super
visors in 1964 after 18 years of continuous public service 
to that county.
A rancher and former restaurateur, Mr. Silva held the 
office of Justice of the Peace of Brentwood before his 
election as a Supervisor.
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Cover:
This striking wail sculpture of fiberglass 

and natural materials imparts an Aztec 
accent to the Richmond Station. William 
Milchcll created this and other sculptures at 
Lako Merritt, and 16th and 24th Street Mis
sion stations. Colorful works of art "to lift the 
human spirit” are going into 14 of the 34 
BART stations, with more to be added even- 
fiially througli BART’s art donor program.

Board of Directors

Richard 0. Clark H. R. LangeArnold C. Anderson

I

Nello J. Bianco James P. DohertyGeorge M. Silliman

Stanley T. Grydyk ’ Joseph S'. Sirva

liif* ' * fci

William C. Blake

11^. ^
''

William H. Chester
^Gariand’t). Graves

San Francisco Bay Area Rapid Transjt District
Established by the State of California. Authorized by 
the people of three counties to construct and operate 
a new high-speed rail rapid transit system under the 
direction of a representative Board of Directors.

Directors:
Alameda County — Arnold C. Anderson,

Richard 0. Clark, H. R. Lange,
George M. Silliman, Vice President.

Contra Costa County — Nello J. Bianco,
James P. Doherty, President;
Stanley T. Grydyk, Joseph S. Silva.

San Francisco City and County — William C. Blake, 
William H. Chester, Garland D. Graves, 
William M. Reedy.

Staff:
B. R. Stokes, General Manager;
L. D. Dahms, Assistant General Manager—
Planning and Public Service; D. G. Hammond, 
Assistant General Manager—Operations and 
Engineering; L. A. Kimball, Assistant 
General Manager—Administration;
R. J. Shephard, Secretary; R. W. Nelson, Controller; 
W. F. Goelz, Treasurer; M. Barrett, General Counsel.

Department Heads:
C, K. Bernard, Research; W. E. Benedict,
General Services; W. F. Hein, Planning; H. U. Knapp, 
Systems; W. D. Mersereau, Real Estate; G. B. Olsen, 
Personnel; E. J. Ray, Operations;
E. A. Tillman, Engineering and Construction.

TRAIN ROUTES

sSiSffi. ■

. N^Berteley

k
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Concord 
^ii^**T*leasant Hill 

.J ^ Walnut Creek 
Lafayette

Oakland 
WesL.

Bribarcadero.
Powell St,/ 

I Civic Center.

Glen Padi
Daly City

^ _irinda 
Rockridge

.MacArthur 
19th St Oakland 
Oakland City Center-12th St
Lake Merritt

fruitvale

Coliseum
JSan Leandro 

^Bay Fair
^Hayward

^outh Hayward 

pnion City

Fremont

Routes
Concord-Daly City 

Richmond-Daly City 

Richmond-Fremont 
Fremont-Daly City 

Richmond-Concord

Monday-Saturday Nights and Sunday
through service

• •
1 • •• •> • •

through service 1 transfer at MacArthur

through service
through service 1 transfer at 12th St.-Oakland

transfer at MacArthur

William M. Reedy

This report is published by the San Francisco Bay Effective December 16, 1971, Distiict headquarters 
Area Rapid Transit District will move to:
Headquarters at: 814 Mission Street, San Francisco, 800 Madison Street, Oakland, California 94607 
California 94103, Telephone 415-986-1818 Telephone: 416-465-4100



Notes to Financial Statements
JUNE 30,1971

NOTE A-General Obligation Bonds:
In 1962 voters of the member counties of the District authorized a bonded 
indebtedness totaling $792,000,000 of General Obligation Bonds, all of which 
were outstaiidiiig at June 30, 1971, with principal maturities from 1972 to 
1999. Payment of both principal and Interest Is provided by the levy of 
District-wide property taxes. During 1966 City of Berkeley voters formed 
Special Service District No. 1 and authorized the issuance of $20,500,000 of 
General Obligation Bonds for construction of subway extensions within that 
City. Special Service District No. 1 Bonds amounting to $11,550,000 were 
outstanding at June 30, 1971, with principal maturities from 1972 to 1998. 
Payment of both principal and interest is provided by taxes levied upon prop
erty within the Special Service District.

Bond principal Is payable annually on June 15 and Interest Is payable semi
annually on June 15 and December 15 from Debt Service Funds. Principal of 
$7,650,000 General Obligation Bonds and $240,000 Special Service District 
No. 1 Bonds mature on June 15, 1972. Interest of $17,403,140 on General 
Obligation Bonds and $265,908 on Special Service District No. 1 Bonds Is 
payable on December 15, 1971. The composite interest rate on bonds cur
rently outstanding is 4.14%.

NOTE B-Sales Tax Revenue Bonds:
The 1969 Legislature of the State of California authorized the District to issue 
revenue bonds totaling $150,000,000, all of which were outstanding at June 
30,1971, with principal maturities from 1972 to 1981. The Sales Tax Revenue 
Bonds are secured by a pledge of the proceeds of the Transactions and Use 
Tax authorized by the 1969 Legislature and from moneys received by the 
District from other sources, in lieu of Transactions and Use Tax proceeds, it 
legally made available. The bonds maturing on or after January 1, 1976 are 
redeemable prior to maturity at the option ot the District on various dates at 
prices ranging from 104% to 100%. The collection and administration of the 
tax, which became effective April 1, 1970, is performed exclusively by the 
State Board of Equalization and all taxes are transmitted directly to the 
appointed trustee for the purpose of paying bond interest semiannually on 
July 1 and January 1 and principal annually on January 1. Principal of 
$8,500,000 matures on January 1, 1972 and interest of $4,298,400 is pay
able on July 1, 1971 and on January 1, 1972. The composite interest rate 
on bonds currently outstanding is 5.61%.

The State Board of Equalization has estimated that the revenue from the 
Transactions and Use Tax for the period April 1 to June 30, 1971 will be 
approximately $6,300,000, of which the trustee had received $1,500,000 at 
June 30, 1971.

NOTE C - U.S. Government grants:
The U.S. Government, under grant contracts with the District, provides finan
cial assistance for research, beautification, certain construction projects and 
transit vehicle procurement. Additionally, the District is administering federal 
grants to the City and County of San Francisco (CAL-UTG-4) for added fea
tures in three Market Street Stations, and a grant to the City of. Berkeley 
(CAL-UTG-9) in connection with the construction of subway extensions within 
Berkeley. The following grant contracts were in force as of June 30, 1971:

Project - purpose
Maximum

grant
Funds

received

Beautitication grants:
UALIFBU 1........................... . $ 447,953 $ Jbu.uuu
CALIF-B-169........................... 323,000
CALIF-B-163........................... . •' 521,000

1,291,953 360,000

Demonstration grants:
CAL-MTD-2 (Transit design) . . 6,157,256 6,157,256*
CAL-MTD-4 (Fare coiiection) . . 1,133,333 947,756
CAL-MTD-7 (Transit hardware) . 761,568 761,568*
CAL-MTD-14 (Prototype vehicles) 5,000,000 4,500,000

13,052,157 12,366,580

Capitai grants - construction:
CAL-UTG-6 ................................ 13,100,000 12,898,000
CAt-UTGnl1....................... 13,200,000 13,127,130
CAL-UTG-15........................... 26,000,000 25,941,450
CAL-UTG-19........................... 68,000,000 14,872,575
CAL-UTG-4................................ 19,902,430 1,860,600
CAL-UTG-9 ................................ 4,733,000 4,733,000

144,935,430 73,432,775
$159,279,540 $ 86,159,355

•Project compicted.

NOTE D - State of California grant:
Pursuant to Sections 30770-30782 of the California Streets and Highways 
Code, the Department of Public Works of the State of California authorized the 
District to construct the San Francisco-Oakland rapid transit tube and its 
approaches with State funds. Under Section 30778 ot the Code, further modi
fied by an agreement with the State Department of Public Works, the District 
will reimburse the State for costs of the tube approaches. At June 30, 1971 
the District had received $163,752,700 of which $55,610,538 is repayable 
to the State of California for the tube approaches. Reimbursement will be 
fulfilled by application of a $16,500,000 credit to the District arising from 
highway betterments constructed with District funds on State Route No. 24 
and by payment of $1,000,000 on December 31, 1977, and $2,500,000 
annually beginning December 31, 1978.

NOTE E - Reserve for self-insurance:
By resolution of the Board ot Directors of the District, a reserve for self- 
insurance was created in fiscal year 1968-1969 which was modified in the 
current year to a maximum of $15 million. Accordingly, the reserve balance 
at June 30, 1970 of $20,424,060 was reduced to $15 million by restoring 
$2,094,919 to construction in progress and.$3,329,141 to accumulated reve
nue of the construction funds.

NOTE F — Construction in progress:
During the year, construction in progress increased as follows:

Balance at June 30,1970 . . . $ 898,700,568
Construction ........................... $131,895,920
Real estate acquired.................. 2,306,187
Utility relocation....................... 2,710,617
General Fund expenses capitalized 4,423,767
Other ......................................... 894,928

142,231,419

Less: Rental income and proceeds
from sales of real estate . (515,387)

Insurance premiums refunded (141,500)
Amount transferred from 

reserve for self-insurance
(Note E).................. (2,094,919)

(2,751,806) 139,479,613

Balance at June 30, 1971 . , . . $1,038,180,181

The July 1, 1971 estimate ot project costs, based upon information then 
available, was developed to determine the estimated cost of the rapid transit 
system at completion. This estimate amounts to $1,399,841 iOOO (including 
$179,878,000 for the trans-bay tube to be financed by the State ot California 
and $79,528,000 for transit vehicles to be financed by federal grant funds and 
other District sources). Presently, the ultimate cost of the system cannot be 
finally determined, as future economic conditions and possible changes in 
schedule to match fund availability may have a signiticant effect on the final 
cost of the system. It is contemplated that initial operation of the system will 
begin early in 1972, and that it will be fully operational late in 1972.

!....... .......................................... .........................
I REPORT OF
I INDEPENDENT ACCOUNTANTS

To the Board of Directors of 
San Francisco Bay Area Rapid Transit District
In bur opinion, the accompanying balance sheet and the related 
statements of revenue, expenses and accumulated net revenue and 
changes in construction funds present fairly the financial 
position of San Francisco Bay Area Rapid Transit District at

.„,June.30; 1971,.and,the results of its-oporations forThe year then....
ended, in conformity with generally accepted accounting principles 
applied on a basis consistent with that of the preceding year.

..pur, examination-was.made in.sccordanco.with generally accepted--
auditing standards and accordingly Included such tests of the 
accounting records and such other auditing procedures as we 
considered necessary in the circumstances.

San Francisco 
August 13,19,71

President’s Message
During my first term as President in 

1968, the problems we as District Direc
tors faced were quite different from those 
we faced during the fiscal 70-71 period.

“Will BART be completed?” was a 
major question still unanswered al the 
close of fiscal 67-68. The reason, you 
may recall, was our requirement for $144 
million in additional construction funds, 
a requirement resulting from inflation, 
accumulated delays, and additions to the 
systerh required by the District tax
payers.

The Directors had resolved, in this 
crisis, that no part of the system would 
be put into operation until completion of 
the entire system was assured. In the 
spring of 1969, the State Legislature 
authorized the Board to levy a half-cent 
District sales tax to cover that fund 
requirement.

“When will BART operate?” became 
a leading question during the fiscal 
70-71 period. Major BART contractors 
changed their schedules to meet prob
lems as they arose, with major emphasis 
on equipment reliability. Target dates 
for revenue service start-up were revised 
on a “latest information” basis. At this 
writing, the prospects of opening one- 
third of the system by next spring, and 
the full East Bay-West Bay system by 
next fall, look increasingly good.

We will continue to apply constructive 
pressure to our contractors for revenue 
service at the earliest prudent date. I 
emphasize the word prudent, because 
we are mindful of several transit systems 
which put new equipment into revenue 
service prematurely. The result was roll
ing stock whose unreliable performance 
was a costly disappointment to patrons.

As impatient as we all are to see BART 
trains carrying commuters, the technical 
facts of life involved in implementing the 
nation’s first all-new rapid transit tech
nology cannot be set aside.

“Where will the basic BART system 
be extended to in the near future?” was 
another leading question addressed by 
the Directors during the fiscal period. At 
issue was the construction priority of 
future BART extensions, in the event 
local matching funds for federal aid can 
be obtained to fund the new projects.

On this point, the Directors re-stated 
their standing policy that no District 
funds are to be spent on extensions out
side the District and again declared pri
ority for extensions to Pittsburg-Antioch, 
Livermore - Pleasanton, and northwest 
San Francisco.

When BART service begins and where 
BART trains may go in the future are 
major concerns which remind us that the 
public is understandably anxious to see 
the realization of rapid transit in the Bay 
Area.

That we can now have these concerns 
should remind us of the tremendous 
progress... of the successful resolution 
of great problems along the way... nec
essary to bring us to this point in the 
BART project. And, having reached this 
point, I am more confident than ever that 
BART will prove itself one of the best 
investments ever made by the people of 
the Bay Area.

6?^
JAMES P. DOHERTY1HFRTY /
President
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Report of the General Manager
Fiscal 1970-71 was a year of diverse 

accomplishments by the District staff, with 
emphasis on closing system construction, 
the transition to operations, and expanding 
staff work in transit planning and other 
areas.

Most importantly, BART prototype test 
cars began rolling.

The following highlights will provide an 
accurate overview of District-wide activities 
during the reporting period.

Engineering & Construction The closing 
phase of system construction continued as 
a vital staff activity, with completed facil
ities and right-of-way substantially more 
evident than in any previous period.

CONSTRUCTION MILESTONES; Nine were 
fully complete, including architectural finish, 
and 10 stations more than 90% complete. 
Eleven stations were in or near architectural 
finish stage. Station site agreements were 
concluded at Richmond, Concord and Daly 
City, and construction on these line terminus 
stations was started. Architectural design of 
the Embarcadero Station shell was com
pleted and construction is well underway. 
BART trains will operate through the Embar
cadero Station without interruption while 
construction is completed. Parking lots, 
landscaping and specialty work were 22% 
completed, systemwide. All 75 miles of 
BART lines were under construction. Prog
ress on systemwide work had reached 77% 
for trackwork, 69% for third-rail electrifica
tion, and 21% for automatic train control 
and communications.

OUTER MARKET STREETCAR LINE: One 
mile of subway construction on the segment 
of the San Francisco Municipal Railway line 
to be reconstructed by BART—as well as the 
Van Ness Muni Station — was begun from 
Civic Center Station to Duboce tunnel portal. 
Design of Church Street and Castro Street 
stations was also started.

CONTRACTS: A total of 124 construction 
contracts have been completed; 63 were un
derway, and 55 remained to be awarded. 
The latter cover remaining work on the Muni 
Outer Market line, as well as station parking 
lots, landscaping and specialty work. By 
period’s end, construction and procurement 
contracts awarded on the project totaled 
more than $905 million, with" an 1800-man 
contractor work force systemwide.

OTHER MAJOR PROJECTS: The Hallidie 
Plaza entrance to Powell Street Station was 
undergoing design, and the BART Adminis
tration Building was being readied for occu
pancy by December, 1971. Agreement was

concluded with the City of San Francisco, 
establishing the BART scope of construction 
on the West Portal (Muni) Station and the 
Embarcadero Station at $22.5 million.

Following agreement with the Port of San 
Francisco, the District awarded a $2.5 mil
lion contract to construct an over-water 
platform adjacent to the San Francisco Ferry 
Building. Its purpose is to safeguard the 
transbay tube and ventilation structure from 
harbor navigation and other potential 
hazards.

The District’s $7.5 million landscaping pro
gram—partly funded by several of the largest 
federal beautification grants ever made — 
had progressed to a total of 19 contracts 
either completed or under construction. Fif
teen landscaping contracts remained to be 
awarded. Landscaping in Sah Francisco 
began with a contract award for the line 
from Modoc Avenue to Colonial Way. Most 
system landscaping to be done by BART 
should be accomplished during fiscal 71-72, 
but late award of the Concord and Daly City 
Stations will see landscaping completed at 
these sites the following year.

Another extensive program provides for 
full system use of BART by handicapped 
persons. The program calls for elevators 
and many other special features of station 
design for BART patrons in wheelchairs. 
Provisions for the elevators—a key element 
in the program—have so far been made in 
all but three BART stations.

On January 27, “hole-through” of the 
34th and final tunnel bore for BART trains 
was accomplished 70 feet below Market 
Street at the west end of Montgomery Street 
Station. The final hole-through (excluding 
Muni tunnels) climaxed six years of tunnel
ing 20 track miles underground.

This extended effort concluded with an 
excellent safety record: a single fatality not 
related to tunnel-driving, and a decompres
sion illness ratio of 0.14 per 100 decom
pressions. The District’s Compressed Air 
Medical Facility was deactivated in June 
upon completion of compressed-air tunnel
ing work. The facility examined 3,344 
workers since 1967, who experienced 138 
incidents of decompression illness out of 
971,170-man decompressions.

Future extension planning required a 
marked increase in preliminary engineering 
planning studies. These included the 
Livermore-Pleasanton and Pittsburg-Antioch 
areas, with additional assistance to Oakland 
and San Francisco airport transit access 
projects.

. Efficient phase-out of large construction

B. R. Stokes, General Manager

mm’" mmmmif’"" mm

Passenger Concourse-Lake Merritt Station

Statement of Revenue, Expenses and Accumulated Net Revenue
Fiscal Year Ended June 30,1971

General Fund
Revenue:

Taxes....................................................................................................................................$3,381,687
Interest and other............................................................................................................. 85,732

3,467,419
Expenses:

Personal services............................................................................................................ 6,304,171
Rent, leased vehicles and office expense............................................................................. 621,494
Professional and specialized services........................................................................................ 877,987
Travel expense....................................................................................   135,336
Other................................................................................................................................... 106,011

8,044,999
Less — Charges to construction in progress . .................................................................... 4,423,767

3,621,232
Excess of expenses over revenue.......................................................................................... (153,813)
Accumulated net revenue at beginning of year .  ............................................................... 2,292,879
Accumulated net revenue at end of year . . . :............................................................... $2,139,066

Debt Service Funds

General Sales Tax
Obligation Revenue

Bonds Bonds Combined
Revenue:

Property taxes................................ .......................$33,391,732 $33,391,732
Transaction and use taxes received . $24,880,207 24,880,207
Interest ......................................... ....................... 1,129,120 498,693 1,627,813

34,520,852 25,378,900 59,899,752
Less: Matured interest...................... ....................... 35,350,771 4,117,089 39,467,860

Matured principal...................... ....................... 230,000 230,000
Bond service expense .... 82,253 82,253

35,580,771 4,199,342 39,780,113
(1,059,919) 21,179',558 20,119,639

Balance at beginning of year .... ....................... 17,134,586 1,340:701 18,475,287
Balance at end of year...................... ....................... $16,074,667 $22,520,259 $38,594,926

Statement of Changes in Construction Funds
Fiscal Year Ended June 30,1971

Total construction funds at beginning of year........................................................................ $1,073,331,480
Additions during the year;

Sales Tax Revenue Bonds:
Series B, sold in August 1970 ...................................................................................... 50,000,000
Series C, sold in January 1971 ................................................................................. 50,000,000

U.S. Government grants received...................................................................................... 17,333,776
State of California grants received................................................................................. 9,485,400
City of San Francisco contribution................................................................................. 43,224
Accumulated revenue:

Interest and other........................................................................ .... $19,931,160
Add —Amount transferred from reserve for self-insurance

(Note E).............................................. ....................................... 3,329,141 23,260,301
150,122,701

Total construction funds at the end of year................................................................... . $1,223,454,181

See Notes to Financial Statements



San Francisco Bay Area Rapid Transit District
Balance Sheet

June 30,1971

Assets
Current assets;

Cash (including time deposits of $154,000,000)............................................................... $ 155,106,373
U.S. Treasury securities, at cost...................................................................................... 15,417,812
Federal Agency securities, at cost................................................................................. 87,039,467
Misceiianeous receivables............................................................................................... 3,014,625

Total current assets............................................................................................... 260,578,277
Construction in progress (Note F)...................................................................................... 1,038,180,181
Insurance deposits and notes receivable............................................................................. 4,387,364
Furniture, equipment and vehicies, at cost........................................................................ 435,495
Debt Service Funds, net assets (including time deposits of $23,731,900 

and U.S. Treasury and Federal Agency securities of $14,^67,440) (Notes A and B) . . 38,594,926

$1,342,176,243

Liabilities, Reserve and Capitalization
Current liabilities:

Construction contracts and others................................................................................. $ 21,747,987
Other liabilities:

Withheld from contractors on progress payments............................................................... 2,129,545
Payable to State of California (Note D)............................................................................. 39,110,538

Debt Service Funds (Notes A and B)................................................................................. 38,594,926
Reserve for self-insurance (Note E)...................................................................................... 15,000,000
Capitalization:

Construction funds:
General Obligation Bonds ($812,500,000 authorized) (Note A):

Bonds outstanding....................................................................$ 803,550,000
Bonds matured and retired...................................................... 450,000

804,000,000
Sales Tax Revenue Bonds ($150,000,000 authorized) (Note B). . . 150,000,000
U.S. Government Grants (Note C).................................................. 86,159,355
State of California Grant (Note D)............................................. 108,142,162
City of San Francisco contribution.................. .... ...................... 3,529,758

1,151,831,275
Accumulated revenue ................................................................ 71,622,906

Total construction funds........................................................... 1,223,454,181
General Fund accumulated net revenue............................................. 2,139,066 1,225,593,247

$1,342,176,243

, I) I

Mosaic Stairway-El Cerrito Plaza Station

.

See Notes to Financial Statements

contracts, with stringent control of costs, 
work quality and work schedules, will con
tinue to be a major staff concern until proj
ect completion.
Operations The District’s transition from 
construction to an operating rapid transit 
system in all technical and manpower areas 
continued to receive maximum emphasis.

A major milestone was the August 28 
delivery of the first BART prototype test car 
from the Rohr Corporation plant in Chula 
Vista, California. Nine cars were put into 
continuous night-and-day testing during the 
period.

This extensive program—the first in the 
transit industry—was established to prove 
out performance and reliability of the vehi
cles’ all-new design prior to start-up of 
production revenue service cars.

Some major problems uncovered by the 
running tests were resolved. Others, partic
ularly in the area of equipment reliability, 
remained at the end of the period. The test 
program is justifying itself many times over, 
both in prove-out and in refinements of the 
basic design.

The comprehensive master plan for sys
tem operations was completed in detail. 
Service frequency of trains will range from 
two to 20 minutes depending on train routes 
and changing levels of service during each 
20-hour operations day. (A complete opera
tions schedule will be found on the inside 
back cover of the Annual Report.)

Third rail energization was accomplished 
from the main District Trainyard in Hayward 
12 miles north to the vicinity of Fruitvale 
Station on the Southern Alameda County 
Line. BART test cars initially ran on manual 
controls over this segment. However, June 
marked the first run of a vehicle on auto
matic train control between the Coliseum 
and Hayward stations. By the end of June, 
Westinghouse Corporation had activated au
tomatic train control in four of the twelve 
stations scheduled to open initially for reve
nue service.

At Central Train Control in the Lake 
Merritt Station, Westinghouse personnel 
continued final checkout of the computer 
programs and communications required to 
put the computer supervision capability of 
the ATC into service. BART Central Control 
was activated on a 24-hour basis, with 
responsibility for monitoring and coordinat
ing all rolling equipment on the main line, as 
well as systemwide activities in general.

An extensive safety campaign, including 
letters to parents and schools, was con
ducted prior to energizing a segment of the 
“A” line. This campaign will be extended as 
line energization is accomplished on other 
system segments.

The Hayward Trainyard and Shops were

completed and occupied for the car test pro
gram. The train yard was energized; and the 
industry’s first computerized yard-switching 
system was completed by Philco-Ford Cor
poration and activated.

Also activated was the Oakland Shop, 
where expanding maintenance-of-way activ
ities are based. Activities included rail and 
switch maintenance along the “A” line, sub
way grouting and caulking, sump pump 
maintenance, and general care of landscap
ing and drainage along the right-of-way. All 
conceivable operating emergencies were 
identified, and provided for in terms of pro
cedures and equipment.

The District initiated contact with all on
line law enforcement agencies to coordinate 
security procedures for stations, parking 
lots, and the right-of-way.

Heavily emphasized was development of 
training programs for system transportation 
and maintenance personnel, who will be 
hired prior to revenue service. They will 
eventually comprise the major segment of 
the District work force.
Planning &,.R|search These activities mul
tiplied considerably in support of revenue 
operations-'anJ future transit service proj
ects.

BART Directors last May were-provided 
with a comprehensive study on BART fares 
in order that they could provide the fare 
system manufacturer, International Busi
ness Machines'-with a tentative fare sched
ule by June;‘'’|'This major research effort 
involved four months of gathering and ana
lyzing information on projected patronage 
and revenues,|demographic data, and other 
financial and marketing factors.

The Directors selected the lower of the two 
fare plans recommended by the staff, with a 
minimum fare of 30 cents and a maximum 
of $1.05. A comprehensive fare schedule 
which might include discounts for special 
groups such as senior citizens remains to be 
acted on by the Board.

The staff provided project supervision 
(minimizing cash obligations) for some five 
cooperative projects. They include studies 
involving transit extensions to San Francisco 
and Oakland airports, and bus transit feeder 
and local service in Alameda and Central 
Contra Costa County communities.

The Bay Area’s growing transportation 
problems clearly indicate the need for a 
planned and orderly extension of rail transit 
beyond the basic system. Consequently, the 
District’s planning role is expanding consi
derably within the network of local, state 
and federal agencies concerned with public 
transportation.

The Metropolitan Transportation Commis
sion was established by the State in Novem
ber 1970, to coordinate all transportation



projects in the Bay Area,The District entered 
into an agreement with this agency to un
dertake six highly significant projects.

They include route studies for three ex
tensions within the District: to areas of 
Livermore - Pleasanton, Pittsburg - Antioch, 
and northwest San Francisco. The fourth 
project is a second-phase engineering study 
of two transit options between BART’s Coli
seum Station and the Oakland International 
Airport. The fifth and sixth projects aim at 
developing efficient scheduling between 
BART trains and feeder bus service to BART 
stations in all three District counties.

These six projects are funded for approxi
mately $2 million, with two-thirds federal 
aid. Indeed, they were a major factor In 
raising federal aid from one-half to two- 
thirds for Bay Area transit capital projects.

The staff completed supervision of the 
first-phase study for determining basic fea
sibility of transit access to the Oakland Air
port. An agreement was reached with the 
California State Division of Highways to 
accommodate rapid transit rights-of-way 
within the median of planned highways. 
This insures right-of-way provisions for 
BART extensions within medians of pro
posed freeways to the Pittsburg-Antioch 
area and to the Livermore-Pleasanton area.

The District participated with San Mateo 
and San Francisco Counties in the San Fran
cisco Airport Access Project, a federally- 
funded study for possible extension from the 
District's Daly City Station to the airport. 
The study will conclude late in 1971.

Accounting & Finance The management, 
deployment and conservation of District 
funds continues as a key area. Construction 
phase-out generated the highest volume of 
accounting and auditing of any report year, 
including completion of 22 contracts in 
excess of $120 million. Disbursements 
exceeded $182 million.

Some 94 separate formal audits were pre
pared for District purposes, with unusually 
heavy support In audits and financial analy
ses provided to outside agencies on District- 
related matters.

The staff assisted federal agencies in 
developing new financial provisions and 
uniform reporting procedures essential to 
future federal subsidies for transit, taking 
industry initiative in this regard.

Some 5,000 man hours were devoted to 
converting accounting and auditing require
ments to the District’s computerized Man
agement Information System.

Plans were completed for systemwide 
collection of cash from station automatic 
fare machines. An East Bay facility was 
being planned to serve as the collection and 
counting center for up to 10 tons of coins

daily, plus currency.
Issuance of $150 million of District’s half- 

cent sales tax revenue bonds was completed 
during the period with $50 million marketed 
in August, 1970, and $50 million in January, 
1971, marking the second and third issues.

Earnings on temporary investment of 
District general construction funds exceeded 
$19 million for the period.

A confident financial forecast was sub
mitted to the Directors in May, 1971, indi
cating that District funds are sufficient to 
complete systemwide construction and 
cover start-up costs prior to full system 
revenue operation.

A total project cost of $1.4 billion was 
forecast in April, compared to the previous 
period’s forecast of $1,359 billion, A major 
factor in the increase will be rising con
struction costs to be incurred because of 
delays In scheduling remaining BART work 
on the San Francisco Municipal Railway’s 
Outer Market streetcar line.

As it has each year, the District again 
received a substantial dividend from its 
workmen’s compensation insurance carrier. 
Dividends to date total $3.7 million.

During the period, the U.S. Department of 
Transportation increased an earlier grant of 
$28 million to $68 million — the major cost 
of the District’s initial fleet order of 250 
transit cars. A major grant of $521,000 was 
made by the U.S. Department of Housing 
and Urban Development (HUD) for system 
landscaping. Earlier grants of $339,500 and 
$500,000, plus a fourth grant expected in 
fiscal 71-72, make HUD very much a partner 
in the District’s $7.5 million beautification 
program.

Administration An orderly, efficient transi
tion to full revenue operation was the staff’s 
primary administrative responsibility during 
the reporting period, with all related support 
activities receiving top priority in District 
resources.

Of particular significance was the estab
lishment of the post of Assistant General 
Manager — Planning and Public Service in 
November. In this post is centered broad 
responsibility for planning future system ex
tensions and for maintaining keen aware
ness of the public’s needs and desires in 
rapid transit.

To fund a wide range of operation start
up activities, the most comprehensive finan
cial analysis ever undertaken by the staff 
was accomplished in the preparation of the 
Administrative Budget submitted to the Di
rectors for fiscal 71-72.

Principal payments on BART construction 
bonds commence on June 15, 1972, caus
ing an increase in District property tax levies 
for fiscal 71-72 to fund the $43 million debt

service budget. Increased rates per table 
below will decline in subsequent years.

PROPERTY TAX RATES
1971-72 1970-71

Mezzanine-Lake Merritt Station

Three-Car Train-Bay Fair Station

Admin. Debt Total 
Expenses Service Rate

Total
Rate

Alameda 4.7c 57.8c 62.5c 49.7C
Contra Costa 5.0 60,7 65.7 52.7
San Francisco 5.3 65.1 70.4 56.5
NOTE: Tax rate is per $100 assessed property 
value. Different tax rates reflect equalization of 
different assessment formulas among counties.

The District’s comprehensive program for 
computer acquisition and processing of all 
types of data for business or administrative 
purposes was partially activated in March 
at the Lake Merritt facility.

Substantial progress was made on the 
District’s computer programs for the 
acquisition and processing of all business- 
administrative data, collectively called the 
Management Information System. With the 
installation of an RCA computer at the Lake 
Merritt facility in March, the MIS was acti
vated for payroll and inventory control. 
During fiscal 71-72, programming will be 
accomplished for fixed assets and daily 
operations accounting, labor distribution, 
manpower budgeting, and maintenance plan
ning to complete full MIS activation.

Most of the contracts for the spare parts, 
supplies, and maintenance equipment re
quired for revenue operations were awarded 
during the period, with storage space and 
investment in spares minimized by com
puterized inventory control.

A major activity has been preparing for 
the staff’s move in late 1971 to the new 
District Administration Building, which is 
located atop the Lake Merritt Station and 
Control Center in downtown Cakland. The 
District Employment Dffice will be located in 
leased facilities in downtown Cakland.

The District’s increasing number of agree
ments and joint ventures with other agen
cies, as well as Its Increasing range of con
tract negotiations and settlements, brought 
an Increase in staff legal work during the 
report period.

Personnel & Industrial Relations The pur
pose of BART’S sophisticated technology is 
to provide a strongly competitive transit 
service with a relatively small but skilled 
and flexible work force. Developing such an 
operations work force continues as a vital 
staff responsibility.

Total District personnel Increased from 
350 to 527 during the period, of which 141 
are hourly employees. The staff processed 
5,000 applications, conducted 1,500 inter
views, talked to 4,500 drop-in applicants, 
and answered 18,500 telephone Inquiries.

Manpower pools of qualified applicants 
were developed so that actual hiring of sev
eral hundred employees into operations and 
maintenance areas can be adjusted to any 
scheduling changes for revenue operations.

Mr. Sam Kagel, one of the leading arbitra
tion experts in the United States, was ap
pointed by the state to help develop ground 
rules for collective bargaining among Dis
trict employees.

The District’s new job classification and 
salary administration program was extended 
from professional-supervisory personnel to 
include office-clerical employees during the 
period. Five years went into developing this 
new merit-incentive plan, which provides a 
base for truly progressive personnel policies.

A new employee benefits package was 
also approved, which should enable the Dis
trict to compete strongly for top quality 
personnel.

In both hiring and development of man
power pools, the staff actively sought out 
qualified minority group applicants through 
contact with some 200 ethnic groups in the 
area. At the last monthly survey, minority 
representation was up to 26 per cent of the 
staff, and to 35 per cent of the contractor 
work force. Minority hiring programs were 
developed or monitored by the staff for 26 
District contracts containing federal “affirm
ative action’’ provisions.

Real Estate By period’s end, the District 
had completed acquisition proceedings and 
acquired title to more than 95 per cent of 
its 75-mile right-of-way.

East Oakland to Hayward right-of-way 
was acquired from the Western Pacific Rail
road, with segments in Oakland and Rich
mond from the Southern Pacific.

An acquisition is expected from the Santa 
Fe Railway between Berkeley and Richmond. 
All of these acquisitions point up efficient 
land use which results from the sharing of 
existing transportation corridors wherever 
possible throughout the system.

District conveyances and easements were 
made to other agencies to accommodate 
widened or relocated streets, and also for 
installation of needed new utilities across 
the right-of-way.

Land parcels surplus to District needs 
were either sold and returned to the tax rolls, 
or leased for income and possessory taxes. 
District income from sales and leases was 
$300,000 for the period, with a cumulative 
recapture of $400,000 on BART real estate 
holdings.

By the end of fiscal 71-72, the activity 
will have transitioned from a high of 60 staff 
members engaged in right-of-way acquisi
tion to 15 staff members engaged in a broad 
range of property management activities. •
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This striking waii sculpture of fiberglass 

and natural materials imparts an Aztec 
accent to the Richmond' station, William 
Mllclu;ll utpulud this and oilier sculptures at 
I akp Merritt, and Ifith and ?4th Street Mis
sion station,?. Coiorfi.!! works of art "to lift the 
liuiiiaii spltll" ate going Itilu 14 of the 34 
BART stations, with more to be added even- 
Itially through BART's art donor program.
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San Francisco Bay Area Rapid Transit District
Established by the State of California. Authorized by 
the people of three counties to construct and operate 
a new high-speed rail rapid transit system under the 
direction of a representative Board of Directors.

Directors:
Alameda County — Arnold C. Anderson,

Richard 0. Clark, H. R. Lange,
George M. Silliman, Vice President.

Contra Costa County — Nello J. Bianco,
James P. Doherty, President;
Stanley T. Grydyk, Joseph S. Silva.

San Francisco City and County — William C. Blake, 
William H. Chester, Garland D. Graves, 
William M. Reedy.

Staff:
B. R. Stokes, General Manager;
L. D. Dahms, Assistant General Manager—
Planning and Public Service: D. G. Hammond, 
Assistant General Manager—Operations and 
Engineering; L. A. Kimball, Assistant 
General Manager—Administration;
R. J. Shephard, Secretary: R. W. Nelson, Controller; 
W. F. Goelz, Treasurer: M. Barrett, General Counsel.

Deparlment Heads:
C. K. Bernard, Research; W. E. Benedict,
General Services; W. F. Hein, Planning; R. D. Knapp, 
Systems; W. D. Mersereau, Real Estate; G. B. Olsen, 
Personnel: E. J. Ray, Operations;
E. A. Tillman, Engineering and Construction.
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This report is published by the San Francisco Bay 
Area Rapid Transit District
Headquarters at: 814 Mission Street, San Francisco, 
California 94103, Telephone 415-986-1818

Effective December 16, 1971, District headquarters 
will move to:
800 Madison Street, Oakland, California 94607 
Telephone: 415-465-4100



Notes to Financial Statements
JUNE 30,1971

NOTE A —General Obligation Bonds:
In 1962 voters of the member counties of the District authorized a bonded 
indebtedness totaling $792,000,000 of General Obligation Bonds, all of which 
were outstanding at June 30, 1971, with principal maturities from 1972 to 
1999. Payment of both principal and interest is provided by the levy of 
District-wide property taxes. During 1966 City of Berkeley voters formed 
Special Service District No. 1 and authorized the Issuance of $20,500,000 of 
General Obligation Bonds for construction of subway extensions within that 
City. Special Service District No. 1 Bonds amounting to $11,550,000 were 
outstanding at June 30, 1971, with principal maturities from 1972 to 1998. 
Payment of both principal and interest is provided by taxes levied upon prop
erty within the Special Service District.

Bond principal is payable annually on June 15 and interest is payable semi
annually on June 15 and December 15 from Debt Service Funds. Principal of 
$7,650,000 General Obligation Bonds and $240,000 Special Service District 
No. 1 Bonds mature on June 15, 1972. Interest of $17,403,140 on General 
Obligation Bonds and $265,908 on Special Service District No. 1 Bonds is 
payable on December 15, 1971. The composite interest rate on bonds cur
rently outstanding is 4.14%.

NOTE B-Sales Tax Revenue Bonds:
The 1969 Legislature of the State of California authorized the District to issue 
revenue bonds totaling $150,000,000, all of which were outstanding at June 
30,J971, with principal maturitiesTrom 1972 to 1981. The Sales Tax.Revenue 
Bonds are secured by a pledge of the proceeds of the Transactions and Use 
Tax authorized by the 1969 Legislature and from moneys received by the 
District from other sources, in lieu of Transactions and Use Tax proceeds, if 
legally made available. The bonds maturing on or after January 1, 1976 are 
redeemable prior to maturity at the option of the District on various dates at 
prices ranging from 104% to 100%. The collection and administration of the 
tax, which became effective April 1, 1970, is performed exclusively by the 
State Board of Equalization and all taxes are transmitted directly to the 
appointed trustee for the purpose of paying bond interest semiannually on 
July 1 and January 1 and principal annually on January 1. Principal of 
$8,500,000 matures on January 1, 1972 and interest of $4,298,400 is pay
able on July 1, 1971 and on January 1, 1972. The composite interest rate 
on bonds currently outstanding is 5.61%.

The State Board of Equalization has estimated that the revenue from the 
Transactions and Use Tax for the period April 1 to June 30, 1971 will be 
approximately $6,300,000, of which the trustee had received $1,500,000 at 
June 30, 1971.

NOTE C - U.S. Government grants:
The U.S. Government, under grant contracts with the District, provides finan
cial assistance for research, beautification, certain construction projects and 
transit vehicle procurement. Additionally, the District is administering federal 
grants to the City and County of San Francisco (CAL-UTG-4) for added fea
tures in three Market Street Stations, and a grant to the City of Berkeley 
(CAL-UTG-9) in connection with the construction of subway extensions within 
Berkeley. The following grant contracts were in force as of June 30, 1971:

Project - purpose
Maximum

grant
Funds

received

Beautification grants:
CALIF-BD-1 ........................... . $ 447,953 $ 360,000
CALIF-B-163........................... 323,000
CALIF-B-163........................... . 521,000

1,291,953 360,000

Demonstration grants:
CAL-MTD-2 (Transit design) . . 6,157,256 6,157.256*
CAL-MTD-4 (Fare collection) . . 1,133,333 947,756
CAL-MTD-7 (Transit hardware) . 761,568 761,568*
CAL-MTD-14 (Prototype vehicles) 5,000,000 4,500,000

13,052,157 12,366,580

Capital grants - construction:
CAL-UTG-6 ................................ 13,100,000 12,898,000
CAL-UTG-11........................... 13,200,000 13,127,150
CAL-UTG-15........................... 26,000,000 25,941,450
CAL-UTG-19........................... 68,000,000 14,872,575
CAL-UTG-4................................ 19,902,430 1,860,600
CAL-UTG-9 ...... 4,733,000 4,733,000

144,935,4.30 73,432,775
$159,279,540 $ 86,159,355

NOTE D - State of California grant:
Pursuant to Sections 30770-30782 of the California Sfreets and Highways 
Code, the Department of Public Works of the State of California authorized the 
District to construct the San Francisco-Oakland rapid transit tube and its 
approaches with State funds. Under Section 30778 of the Code, further modi
fied by an agreement with the State Department of Public Works, the District 
will reimburse the State for costs of the tube approaches. At June 30, 1971 
the District had received $163,752,700 of which $55,610,538 is repayable 
to the State of California for the tube approaches. Reimbursement will be 
fulfilled by application of a $16,500,000 credit to the District arising from 
highway betterments constructed with District funds on State Route No. 24 
and by payment of $1,000,000 on December 31, 1977, and $2,500,000 
annually beginning December 31, 1978.

NOTE E - Reserve for self-insurance:
By resolution of the Board of Directors of the District, a reserve for self- 
insurance was created in fiscal year 1968-1969 which was modified in the 
current year to a maximum of $15 million. Accordingly, the reserve balance 
at June 30, 1970 of $20,424,060 was reduced to $15 million by restoring 
$2,094,919 to construction in progress and $3,329,141 to accumulated reve
nue of the construction funds.

NOTE F - Construction in progress:
During the year, construction in progress increased as follows:

Balance at June 30,1970 . . . $ 898,700,568
Construction ........................... $131,895,920
Real estate acquired.................. 2,306,187
Utility relocation....................... 2,710,617
General Fund expenses capitalized 4,423,767
Other ......................................... 894,928

142,231,419

Less: Rental income and proceeds
from sales of real estate . (515,387)

Insurance premiums refunded (141,500)
Amount transferred from

reserve for self-insurance
(Note E) ..... . (2,094,919)

(2,751,806)

Balance at June 30,1971 . . , .

139,479,613 
$1,038,180,181

The July 1, 1971 estimate of project costs, based upon information then 
available, was developed to determine the estimated cost of the rapid transit 
system at completion. This estimate amounts to $1,399,841,000 (including 
$179,878,000 for the trans-bay tube to be financed by the State of California 
and $79,528,000 for transit vehicles to be financed by federal grant funds and 
other District sources). Presently, the ultimate cost of the system cannot be 
finally determined, as future economic conditions and possible changes in 
schedule to match fund availability may have a significant effect on the final 
cost of the system. It is contemplated that initial operation of the system will 
begin early in 1972, and that it will be fully operational late in 1972.

REPORT OF
INOEPENDENT ACCOUNTANTS

To the Board of Directors of
San Francisco Bay Area Rapid jrpnsit District ........................ . .

In our opinion, the accompanying balance sheet and the related 
statements of revenue, expenses and accumulated net revenue and 
changes in construction funds present fairly the financial 

, position of San Francisco Bay Area Rapid Transit District at 
June 30, 1971 and the results of its operations for the year then 
ended, in conformity with generally accepted accounting principles 
applied on a basis consistent with that of the preceding year.
Gur examination was made in accordance with generally accepted 
auditing standards and accordingly included such tests of the 
accounting records and such other auditing procedures as we 
considered necessary in the circumstances.

•Project cornpleled.

San Francisco 
, August 13,-1971.

■c.

President’s Message
During my first term as President in 

1968, the problems we as District Direc
tors faced were quite different from those 
we faced during the fiscal 70-71 period.

“Will BART be completed?” was a 
major question still unanswered a\ the 
close of fiscal 67-68. The reason, you 
may recall, was our requirement for $144 
million in additional construction funds, 
a requirement resulting from inflation, 
accumulated delays, and additions to the 
system required by the District tax
payers.

The Directors had resolved, in this 
crisis, that no part of the system would 
be put-into operation until completion of 
the entire system was assured. In the 
spring of 1969, the State Legislature 
authorized the Board to levy a half-cent 
District sales tax to cover that fund 
requirement.

“When will BART operate?” became 
a leading question during the fiscal 
70-71 period. Major BART contractors 
changed their schedules to meet prob
lems as they arose, with major emphasis 
on equipment reliability. Target dates 
for revenue service start-up were revised 
on a “latest information” basis. At this 
writing, the prospects of opening one- 
third of the system by next spring, and 
the full East Bay-West Bay system by 
next fall, look increasingly good.

We will continue to apply constructive 
pressure to our contractors for revenue 
service at the earliest prudent date. I 
emphasize the word prudent, because 
we are mindful of several transit systems 
which put new equipment into revenue 
service prematurely. The result was roll
ing stock whose unreliable performance 
was a costly disappointment to patrons.

As impatient as we all are to see BART 
trains carrying commuters, the technical 
facts of life involved in implementing the 
nation’s first all-new rapid transit tech
nology cannot be set aside.

“Where will the basic BART system 
be extended to in the near future?” was 
another leading question addressed by 
the Directors during the fiscal period. At 
issue was the construction priority of 
future BART extensions, in the event 
local matching funds for federal aid can 
be obtained to fund the new projects.

On this point, the Directors re-stated 
their standing policy that no District 
funds are to be spent on extensions out
side the District and again declared pri
ority for extensions to Pittsburg-Antioch, 
Livermore - Pleasanton, and northwest 
San Francisco.

When BART service begins and where 
BART trains may go in the future are 
major concerns which remind us that the 
public is understandably anxious to see 
the realization of rapid transit in the Bay 
Area.

That we can now have these concerns 
should remind us of the tremendous 
progress... of the successful resolution 
of great problems along the way... nec
essary to bring us to this point in the 
BART project. And, having reached this 
point, I am more confident than ever that 
BART will prove itself one of the best 
investments ever made by the people of 
the Bay Area.

// JAMES P. DOHERTY 
^ President
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Report of the General Manager
Fiscal 1970-71 was a year of diverse 

accomplishments by the District staff, with 
emphasis on closing system construction, 
the transition to operations, and expanding 
staff work in transit planning and other 
areas.

Most importantly, BART prototype test 
cars began rolling.

The following highlights will provide an 
accurate overview of District-wide activities 
during the reporting period.

Engineering & Construction The closing 
phase of system construction continued as 
a vital staff activity, with completed facil
ities and right-of-way substantially more 
evident than in any previous period.

CONSTRUCTION MILESTONES: Nine were 
fuliy complete, including architectural finish, 
and 10 stations more than 90% complete. 
Eleven stations were in or near architectural 
finish stage. Station site agreements were 
concluded at Richmond, Concord and Daly 
City, and construction on these line terminus 
stations was started. Architectural design of 
the Embarcadero Station shell was com
pleted and construction is well underway. 
BART trains will operate through the Embar
cadero Station without interruption while 
construction is completed. Parking lots, 
landscaping and specialty work were 22% 
completed, systemwide. All 75 miles of 
BART lines were under construction. Prog
ress on systemwide work had reached 77% 
for trackwork, 69% for third-rail electrifica
tion, and 21% for automatic train control 
and communications.

OUTER MARKET STREETCAR LINE: One 
mile of subway construction on the segment 
of the San Francisco Municipal Railway line 
to be reconstructed by BART—as well as the 
Van Ness Muni Station — was begun from 
Civic Center Station to Duboce tunnel portal. 
Design of Church Street and Castro Street 
stations was also started.

CONTRACTS: A total of 124 construction 
contracts have been completed; 63 were un
derway, and 55 remained to be awarded. 
The latter cover remaining work on the Muni 
Outer Market line, as well as station parking 
lots, landscaping and specialty work. By 
period’s end, construction and procurement 
contracts awarded on the project totaled 
more than $905 million, with an 1800-man 
contractor work force systemwide.

OTHER MAJOR PROJECTS: The Hallidie 
Plaza entrance to Powell Street Station was 
undergoing design, and the BART Adminis
tration Building was being readied for occu
pancy by December, 1971. Agreement was

concluded with the City of San Francisco, 
establishing the BART scope of construction 
on the West Portal (Muni) Station and the 
Embarcadero Station at $22.5 million.

Following agreement with the Port of San 
Francisco, the District awarded a $2.5 mil
lion contract to construct an over-water 
platform adjacent to the San Francisco Ferry 
Buiiding. Its purpose is to safeguard the 
transbay tube and ventilation structure from 
harbor navigation and other potential 
hazards.

The District’s $7.5 million landscaping pro
gram—partly funded by several of the largest 
federal beautification grants ever made — 
had progressed to a total of 19 contracts 
either completed or under construction. Fif
teen landscaping contracts remained to be 
awarded. Landscaping in San Francisco 
began with a contract award for the line 
from Modoc Avenue to Colonial Way. Most 
system landscaping to be done by BART 
should be accomplished during fiscal 71-72, 
but late award of the Concord and Daly City 
Stations will see landscaping completed at 
these sites the following year.

Another extensive program provides for 
full system use of BART by handicapped 
persons. The program calls for elevators 
and many other special features of station 
design for BART patrons in wheelchairs. 
Provisions for the elevators—a key element 
in the program—have so far been made in 
all but three BART stations.

On January 27, “hole-through” of the 
34th and final tunnel bore for BART trains 
was accomplished 70 feet below Market 
Street at the west end of Montgomery Street 
Station. The final hole-through (excluding 
Muni tunnels) climaxed six years of tunnel
ing 20 track miles underground.

This extended effort concluded with an 
excellent safety record: a single fatality not 
related to tunnel-driving, and a decompres
sion illness ratio of 0.14 per 100 decom
pressions. The District’s Compressed Air 
Medical Facility was deactivated in June 
upon completion of compressed-air tunnel
ing work. The facility examined 3,344 
workers since 1967, who experienced 138 
incidents of decompression illness out of 
971,170-man decompressions.

Future extension planning required a 
marked increase in preliminary engineering 
planning studies. These included the 
Livermore-Pleasanton and Pittsburg-Antioch 
areas, with additional assistance to Oakland 
and San Francisco airport transit access 
projects.

Efficient phase-out of large construction

B. R. Stokes, General Manager

Passenger Concourse-Lake Merrill Station

statement of Revenue, Expenses and Accumulated Net Revenue
Fiscal Year Ended June 30,1971

General Fund
Revenue:

Taxes....................................................................................................................................$3,381,687
Interest and other............................................................................................................. 85,732

3,467,419
Expenses:

Personal services............................................................................................................ 6,304,171
Rent, ieased vehicles and office expense............................................................................. 621,494
Professional and specialized services................................................................................. 877,987
Travel expense................................................................................................................. 135,336
Other............................................................................................................................... 106,011

8,044,999
Less — Charges to construction in progress . .................................................................... 4,423,767

3,621 M
Excess of expenses over revenue.......................................................................................... (153,813)
Accumulated net revenue at beginning of year........................................................................ 2,292,879
Accumulated net revenue at end of year...................................................................................... $2,139,066

Debt Service Funds

General Sales Tax
Obligation Revenue

Bonds Bonds Combined
Revenue:

Property taxes............................................. . . . $33,391,732 $33,391,732
Transaction and use taxes received . . . . $24,880,207 24,880,207
Interest ...................................................... . . . 1,129,120 498,693 1,627,813

34,520,852 25,378,900 59,899,752
Less: Matured interest.................................... . . . 35,350,771 4,117,089 39,467,860

Matured principal.................................... . . . 230,000 230,000
Bond service expense........................... 82,253 82,253

35,580,771 4,199,342 39,780,113
(1,059,919) 21,179,558 20,119,639

Balance at beginning of year........................... . . . 17,134,586 1,340,701 18,475,287
Balance at end of year.................................... . . . $16,074,667 $22,520,259 $38,594,926

Statement of Changes in Construction Funds
Fiscal Year Ended June 30,1971

Total construction funds at beginning of year........................................................................ $1,073,331,480
Additions during the year:

Sales Tax Revenue Bonds:
Series B, sold in August 1970 ...................................................................................... 50,000,000
Series C, sold in January 1971 ................................................................................. 50,000,000

U.S. Government grants received...................................................................................... 17,333,776
State of California grants received................................................................................. 9,485,400
City of San Francisco contribution................................................................................. 43,224
Accumulated revenue:

Interest and other.............................................................................$19,931,160
Add — Amount transferred from reserve for self-insurance 

(Note E)...................................................................................... 3,329,141 23,260,301

150,122,701
Total construction funds at the end of year....................................................................... $1,223,454,181

See Notes to Financial Statements



San Francisco Bay Area Rapid Transit District
Balance Sheet

June 30.1971

Assets
Current assets:

Cash (including time deposits of $154,000,000)
U.S. Treasury securities, at cost. .
Federai Agency securities, at cost .
Miscellaneous receivables ....

Total current assets ....
Construction in progress (Note F) . .
Insurance deposits and notes receivabie 
Furniture, equipment and vehicies, at cost 
Debt Service Funds, net assets (inciuding time deposits of $23,731,900 

and U.S. Treasury and Federal Agency securities of $14,767,440) (Notes A and B)

$ 155,106,373 
15,417,812 
87,039,467 
3,014,625 

260,578,277 
1,038,180,181 

4,387,364 
435,495

38,594,926
$1,342,176,243

Liabilities, Reserve and Capitalization
Current liabilities:

Construction contracts and others................................................................................. $ 21,747,987
Other liabilities:

Withheld from contractors on progress payments............................................................... 2,129,545
Payable to State of California (Note D)............................................................................. 39,110,538

Debt Service Funds (Notes A and B)................................................................................. 38,594,926
Reserve for self-insurance (Note E)...................................................................................... 15,000,000
Capitalization:

Construction funds:
General Obligation Bonds ($812,500,000 authorized) (Note A):

Bonds outstanding................................................................... $ 803,550,000
Bonds matured and retired...................................................... 450,000

804,000,000
Sales Tax Revenue Bonds ($150,000,000 authorized) (Note B). . . 150,000,000
U.S. Government Grants (Note C).................................................. 86,159,355
State of California Grant (Note D)............................................. 108,142,162
City of San Francisco contribution............................................. 3,529,758

1,151,831,275
Accumulated revenue............................................................... 71,622,906

Total conslrucliuii fuiiils........................................................... 1,223,454,181
General Fund accumulated net revenue......................  2,139,066 1,225,593,247

$1,342,176,243

iJ
Mosaic Stairway—El Cerrito Plaza Station

r

See Notes to Financial Statements

contracts, with stringent control of costs, 
work quality and work schedules, will con
tinue to be a major staff concern until proj
ect completion.
Operations The District’s transition from 
construction to an operating rapid transit 
system in all technical and manpower areas 
continued to receive maximum emphasis.

A major milestone was the August 28 
delivery of the first BART prototype test car 
from the Rohr Corporation plant in Chula 
Vista, California. Nine cars were put into 
continuous night-and-day testing during the 
period.

This extensive program—the first in the 
transit industry—was established to prove 
out performance and reliability of the vehi
cles’ all-new design prior to start-up of 
production revenue service cars.

Some major problems uncovered by the 
running tests were resolved. Others, partic
ularly in the area of equipment reliability, 
remained at the end of the period. The test 
program is justifying itself many times over, 
both in prove-out and in refinements of the 
basic design.

The comprehensive master plan for sys
tem operations was completed in detail. 
Service frequency of trains will range from 
two to 20 minutes depending on train routes 
and changing levels of service during each 
20-hour operations day. (A complete opera
tions schedule will be found on the inside 
back cover of the Annual Report.)

Third rail energization was accomplished 
from the main District Trainyard in Hayward 
12 miles north to the vicinity of Fruitvale 
Station on the Southern Alameda County 
Line. BART test cars initially ran on manual 
controls over this segment. However, June 
marked the first run of a vehicle on auto
matic train control between the Coliseum 
and Hayward stations. By the end of June, 
Westinghouse Corporation had activated au
tomatic train control In four of the twelve 
stations scheduled to open initially tor reve
nue service.

At Central Train Control in the Lake 
Merritt Station, Westinghouse personnel 
continued final checkout of the computer 
programs and communications required to 
put the computer supervision capability of 
the ATC into service. BART Central Control 
was activated on a 24-hour basis, with 
responsibility for monitoring and coordinat
ing all rolling equipment on the main line, as 
well as systemwide activities in general.

An extensive safety campaign, including 
letters to parents and schools, was con
ducted prior to energizing a segment of the 
“A” line. This campaign will be extended as 
line energization is accomplished on other 
system segments.

The Hayward trainyard and Shops were

completed and occupied for the car test pro
gram. The train yard was energized; and the 
industry’s first computerized yard-switching 
system was completed by Philco-Ford Cor
poration and activated.

Also activated was the Oakland Shop, 
where expanding maintenance-of-way activ
ities are based. Activities included rail and 
switch maintenance along the "A” line, sub
way grouting and caulking, sump pump 
maintenance, and general care of landscap
ing and drainage along the right-of-way. All 
conceivable ojierating emergencies were 
identified, and j)rovided for in terms of pro
cedures and equipment.

The District initiated contact with all on
line law enforcement agencies to coordinate 
security procedures for stations, parking 
lots, and the right-of-way.

Heavily emphasized was development of 
training programs for system transportation 
and mainlenance personnel, who will be 
hired prior to revenue service. They will 
eventually comprise the major segment of 
the District work force.
Planning & Research These activities mul
tiplied considerably in support of revenue 
operations and future transit service proj
ects.

BART Directors last May were provided 
with a comprehensive study on BART fares 
in order that they could provide the fare 
system manufacturer. International Busi
ness Machines with a tentative fare sched
ule by June 1. This major research effort 
involved four months of gathering and ana
lyzing information on projected patronage 
and revenues, demographic data, and other 
financial and marketing factors.

The Directors selected the lower of the two 
fare plans recommended by the staff, with a 
minimum fare of 30 cents and a maximum 
of $1.05. A comprehensive fare schedule 
which might include discounts for special 
groups such as senior citizens remains to be 
acted on by the Board.

The staff provided project supervision 
(minimizing cash obligations) for some five 
cooperative projects. They include studies 
involving transit extensions to San Francisco 
and Oakland airports, and bus transit feeder 
and local service in Alameda and Central 
Contra Costa County communities.

The Bay Area’s growing transportation 
problems clearly indicate the need for a 
planned and orderly extension of rail transit 
beyond the basic system. Consequently, the 
District’s planning role is expanding consi
derably within the network of local, state 
and federal agencies concerned with public 
transportation.

The Metropolitan Transportation Commis
sion was established by the .State in Novem
ber 1970, to coordinate all transportation



projects in the Bay Area.The District entered 
into an agreement with this agency to un
dertake six highly significant projects.

They include route studies for three ex
tensions within the District: to areas of 
Livermore - Pleasanton, Pittsburg - Antioch, 
and northwest San Francisco. The fourth 
project is a second-phase engineering study 
of two transit options between BART’s Coli
seum Station and the Oakland International 
Airport. The fifth and sixth projects aim at 
developing efficient scheduling between 
BART trains and feeder bus service to BART 
stations in all three District counties.

These six projects are funded for approxi
mately $2 million, with two-thirds federal 
aid. Indeed, they were a major factor in 
raising federal aid from one-half to two- 
thirds for Bay Area transit capital projects.

The staff completed supervision of the 
first-phase study for determining basic fea
sibility of transit access to the Oakland Air
port. An agreement was reached with the 
California State Division of Highways to 
accommodate rapid transit rights-of-way 
within the median of planned highways. 
This insures right-of-way provisions for 
BART extensions within medians of pro
posed freeways to the Pittsburg-Antioch 
area and to the Livermore-Pleasanton area.

The District participated with San Mateo 
and San Francisco Counties in the San Fran
cisco Airport Access Project, a federally- 
funded study for possible extension from the 
District's Daly City Station to the airport. 
The study will conclude late in 1971.

Accounting & Finance The management, 
deployment and conservation of District 
funds continues as a key area. Construction 
phase-out generated the highest volume of 
accounting and auditing of any report year, 
including completion of 22 contracts in 
excess of $120 million. Disbursements 
exceeded $182 million.

Some 94 separate formal audits were pre
pared for District purposes, with unusually 
heavy support in audits and financial analy
ses provided to outside agencies on District- 
related matters.

The staff assisted federal agencies in 
developing new financial provisions and 
uniform reporting procedures essential to 
future federal subsidies for transit, taking 
industry initiative in this regard.

Some 5,000 man hours were devoted to 
converting accounting and auditing require
ments to the District’s computerized Man
agement Information System.

Plans were completed for systemwide 
collection of cash from station automatic 
fare machines. An East Bay facility was 
being planned to serve as the collection and 
counting center for up to 10 tons of coins

daily, plus currency.
Issuance of $150 million of District’s half- 

cent sales tax revenue bonds was completed 
during the period with $50 million marketed 
in August, 1970, and $50 million in January, 
1971, marking the second and third issues.

Earnings on temporary investment of 
District general construction funds exceeded 
$19 million for the period.

A confident financial forecast was sub
mitted to the Directors in May, 1971, indi
cating that District funds are sufficient to 
complete systemwide construction and 
cover start-up costs prior to full system 
revenue operation.

A total project cost of $1.4 billion was 
forecast in April, compared to the previous 
period’s forecast of $1,359 billion. A major 
factor in the increase will be rising con
struction costs to be incurred because of 
delays in scheduling remaining BART work 
on the San Francisco Municipal Railway’s 
Outer Market streetcar line.

As it has each year, the District again 
received a substantial dividend from its 
workmen’s compensation insurance carrier. 
Dividends to date total $3.7 million.

During the period, the U.S. Department of 
Transportation increased an earlier grant of 
$28 million to $68 million — the major cost 
of the District’s initial fleet order of 250 
transit cars. A major grant of $521,000 was 
made by the U.S. Department of Housing 
and Urban Development (HUD) for system 
landscaping. Earlier grants of $339,500 and 
$500,000, plus a fourth grant expected in 
fiscal 71 -72, make HUD very much a partner 
in the District’s $7.5 million beautification 
program.

Administration An orderly, efficient transi
tion to full revenue operation was the staff’s 
primary administrative responsibility during 
the reporting period, with all related support 
activities receiving top priority in District 
resources.

Of particular significance was the estab
lishment of the post of Assistant General 
Manager —Planning and Public Service in 
November. In this post is centered broad 
responsibility for planning future system ex
tensions and for maintaining keen aware
ness of the public’s needs and desires in 
rapid transit.

To fund a wide range of operation start
up activities, the most comprehensive finan
cial analysis ever undertaken by the staff 
was accomplished in the preparation of the 
Administrative Budget submitted to the Di
rectors for fiscal 71-72.

Principal payments on BART construction 
bonds commence on June 15, 1972, caus
ing an increase in District property tax levies 
for fiscal 71-72 to fund the $43 million debt

service budget. Increased rates per table 
below will decline in subsequent years.

PROPERTY TAX RATES
1971-72 1970-71

Admin. Debt Total 
Expenses Service Rate

Total
Rate

i?iiVTiTiii”iair

Mezzanine-Lake Merritt Station

Three-Car Train-Bay Fair Station

Alameda 4.7(5 57.8e 62.5(5 49.7q
Contra Costa 5.0 60.7 65.7 52.7
San Francisco 5.3 65.1 70.4 56.5
NOTE: Tax rate is per $100 assessed property 
value. Different tax rates reflect equalization of 
different assessment formulas among counties.

The District’s comprehensive program for 
computer acquisition and processing of all 
types of data for business or administrative 
purposes was partially activated in March 
at the Lake Merritt facility.

$ubstantial progress was made on the 
District’s computer programs for the 
acquisition and processing of all business- 
administrative data, collectively called the 
Management Information System. With the 
installation of an RCA computer at the Lake 
Merritt facility in March, the MIS was acti
vated for payroll and inventory control. 
During fiscal 71-72, programming will be 
accomplished for fixed assets and daily 
operations accounting, labor distribution, 
manpower budgeting, and maintenance plan
ning to complete full MIS activation.

Most of the contracts for the spare parts, 
supplies, and maintenance equipment re
quired for revenue operations were awarded 
during the period, with storage space and 
investment in spares minimized by com
puterized inventory control.

A major activity has been preparing for 
the staff’s move in late 1971 to the new 
District Administration Building, which is 
located atop the Lake Merritt Station and 
Control Center in downtown Oakland. The 
District Employment Office will be located in 
leased facilities in downtown Oakland.

The District’s increasing number of agree
ments and joint ventures with other agen
cies, as well as its increasing range of con
tract negotiations and settlements, brought 
an increase in staff legal work during the 
report period.

Personnel & Industrial Relations The pur
pose of BART’S sophisticated technology is 
to provide a strongly competitive transit 
service with a relatively small but skilled 
and flexible work force Developing such an 
operations work force continues as a vital 
staff responsibility.

Total District personnel increased from 
350 to 527 during the period, of which 141 
are hourly employees. The staff processed 
5,000 applications, conducted 1,500 inter
views, talked to 4,500 drop-in applicants, 
and answered 18,500 telephone inquiries.

Manpower pools of qualified applicants 
were developed so that actual hiring of sev
eral hundred employees into operations and 
maintenance areas can be adjusted to any 
scheduling changes for revenue operations.

Mr. Sam Kagel, one of the leading arbitra
tion experts in the United States, was ap
pointed by the state to help develop ground 
rules for collective bargaining among Dis
trict employees.

The District's new job classification and 
salary administration program was extended 
from professional-supervisory personnel to 
include office-clerical employees during the 
period. Five years went into developing this 
new merit-incentive plan, which provides a 
base for truly progressive personnel policies.

A new employee benefits package was 
also approved, which should enable the Dis
trict to compete strongly for top quality 
personnel.

In both hiring and development of man
power pools, the staff actively sought out 
qualified minority group applicants through 
contact with some 200 ethnic groups in the 
area. At the last monthly survey, minority 
representation was up to 26 per cent of the 
staff, and to 35 per cent of the contractor 
work force. Minority hiring programs were 
developed or monitored by the staff for 26 
District contracts containing federal “affirm
ative action’’ provisions.

Real Estate By period’s end, the District 
had completed acquisition proceedings and 
acquired title to more than 95 per cent of 
its 75-mile right-of-way.

East Oakland to Hayward right-of-way 
was acquired from the Western Pacific Rail
road, with segments in Oakland and Rich
mond from the Southern Pacific.

An acquisition is expected from the Santa 
Fe Railway between Berkeley and Richmond. 
All of these acquisitions point up efficient 
land use which results from the sharing of 
existing transportation corridors wherever 
possible throughout the system.

District conveyances and easements were 
made to other agencies to accommodate 
widened or relocated streets, and also for 
installation of needed new utilities across 
the right-of-way.

Land parcels surplus to District needs 
were either sold and returned to the tax rolls, 
or leased for income and possessory taxes. 
District income from sales and leases was 
$300,000 for the period, with a cumulative 
recapture of $400,000 on BART real estate 
holdings.

By the end of fiscal 71-72, the activity 
will have transitioned from a high of 60 staff 
members engaged in right-of-way acquisi
tion to 15 staff members engaged in a broad 
range of property management activities. •
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COVER: BART’S beautiful new head- t 
quarters in downtown Oakland . 

awaited more than 300 employees 
Who moved from their former head

quarters at 814 Mission St. in San ■. 
FrancisQo during December, 1971. 

Fountain area Is part of passenger 
concourse for Lake Merritt Subway 
Station. BART'S large Train Control .

Center lies behind entire wall of plas
ter mural by artist William Mitchell.
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San Francisco Bay Area Rapid Transit District
Established by the State of California in 1957. Authorized to finance, construct and operate 
a new high-speed rail rapid transit system under the direction of a representative Board 
of Directors from the counties of Alameda, Contra Costa and San Francisco.

DIRECTORS ALAMEDA COUNTY

ARNOLD C. ANDERSON RICHARD 0. CLARK H. R. LANGE GEORGE M. SILLIMAN 
President

CONTRA OOSTA COUNTY

NELLO J. BIANCO JAMES P. DOHERTY DANIEL C. HELIX*

SAN FRANOISCO CITY AND COUNTY

JOSEPH S. SILVA

WILLIAM C. BLAKE WILLIAM H. CHESTER THOMAS F. HAYES**
Vice President

WILLIAM M. REEDY

‘Director Helix succeeded Director Stanley T. 
Grydyk by appointment of Contra Costa County 
Mayors Conference October 28, 1971.
"Director Hayes succeeded Director Garland D. 
Graves by appointment of San Francisco Mayor 
Joseph Alioto February 29, 1972.

OFFICERS

B. R. STOKES 
General Manager 
l! D. DAHMS
Assistant General Manager- 
Planning & Public Service 
D. G. HAMMOND 
Assistant General Manager- 
Operations & Engineering
L. A. KIMBALL 
Assistant General Manager- 
Administration
M. BARRETT 
General Counsel 
W. F. GOELZ 
Director of Finance 
R.J. SHEPHARD 
Secretary

DEPARTMENT HEADS
W. E. BENEDICT 
General Services
C. K. BERNARD 
Research
D. DELIRAMICH 
Treasury
W. F. HEIN 
Planning
L. J. HOAGLAND 
Insurance & Safety
D. H. KELSEY 
Public Information 
R. D. KNAPP 
Systems
P. H. MATTSON 
Passenger Services 
J. R. McCALLUM 
Controllership 
W. D. MERSEREAU 
Real Estate 
G. B. OLSEN 
Personnel
E. J. RAY 
Operations
E. A. TILLMAN 
Engineering & Construction

SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT
This Annual Report for the period July 1, 1971 to June 30, 1972 is published by the District 
pursuant to Article 28770 of the State of California Public Utilities Code. District Headquarters 
are located at 800 Madison Street. Oakland, California 94607. Telephone 415-465-4100.

NOTE G - Construction in Progress;
During the year, the net change in construction in progress was as follows:

Balance at June 30, 1971 . , . 
Additions:

$1,038,180,181

Construction............................. $ 96,252,405
Real estate acquired .... 370,497
Utility relocation...................
Pre-full revenue operating

2,011,065

expenses ............................. 8,582,430
other ......................................

Less:
Rental income and proceeds from

178,204

107,394,601

sales of real estate .... (428,586)
Insurance premiums refunded 
Transfers to facilities, property

(33,171)

and equipment...................
Transfers to materials and

(2,882,839)

and supplies........................ (362,908)

(3,707,504) 103,687,097

Balance at June 30, 1972 $1,141,867,278

An estimate of project costs, based upon information available at July 1, 
1972, was developed to determine the estimated cost of the rapid transit 
system at completion. This estimate amounts to $1,424,776,000 (includ
ing $179,878,000 for the trans-bay tube to be financed by the State of 
California and $79,860,000 for transit vehicles to be financed by Federal 
grant funds and other District sources). Presently, the final cost of the 
system cannot be determined, as future economic conditions, resolution 
of contract price differences, and possible changes in schedule to match 
fund availability may have a significant effect on the final cost of the 
system. Initial operation of the system will begin in 1972, and it is 
expected to be (ully operational in 1973.

REPORT OF
INDEPENDENT ACCOUNTANTS

Board of Directors,
San Francisco Bay Area Rapid Transit District,
Oakland, California.

We have examined the balance sheet of the San Francisco 
Bay Area Rapid Transit District as of June 30, 1972, and the 
related statements of revenue, expenses and accumulated 
net revenue and changes in construction funds for the year then 
ended. Our examination was made in accordance with generally 
accepted auditing standards, and accordingly included such tests 
of the accounting records and such other auditing procedures 
as we considered necessary in the circumstances.

In our opinion, the aforementioned financial statements 
present fairly the financial position of the San Francisco Bay 
Area Rapid Transit District at June 30, 1972, and the results of 
its operations and the changes in construction funds for the 
year then ended, in conformity with generally accepted account
ing principles applied on a basis consistent with that of the 
preceding year.

The financial statements for the prior year were examined by 
other certified public accountants.

San Francisco 
August 31, 1972

MAC ARTHUR (Transfer Station)
'l9TH ST.

OAKLAND CITY CENTER-12th STREET (Transferstation)

flICHMONO

L CERRITO DEL NORTE 
EL CERRITO PLAZA 

NORTH BERKELEY
BERKELEY 
\ ASHBY

ROCKRIDGE

EM8ARCADER0
LAKE MERRITTlOAKLi

WESTMONTGOMERY ST
POWELL ST. FRUITVALE

CIVICCENTER

COLISEUM
16THST. MISSION

SAN LEANDRO24TH ST, MISSION

GLEN PARK
BAY FA R

BALBOA PARK
HAYWARD

DALY CITY

numbers indicate travel times in minutes

PLEASANT HILL

WALNUT CREEK

SOUTH HAYWARD
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Notes to Financial Statements
Year ended June 30,1972

NOTE A - SummaryTof Significant Accounting Policies:
The San Francisco Bay Area Rapid Transit District is a politicai subdivi
sion of the State of Caiifornia created by the Legisiature in 1957 and ■ 
regulated by the San Francisco Bay Area Rapid Transit District Act, as 
amended. The District does not have stockholders or equity holders and 
is not subject to income tax. The disbursement of all funds received by 
the District is controlled by statutes and by provisions of various grant 
contracts entered into with the State of California and the United States 
Government.

The general fund receives an allocation of property tax revenues for pur
poses’of providing for administrative expenses not involving construction 
in progress.

The cost of acquisition'and construction of rapid transit facilities is 
recorded in construction in progress and represents amounts paid or 
owing to contractors including amounts provided by State and Federal 
grants for construction purposes. As facilities are completed, it is the 

. intention of.the District to transfer them to facilities, property and equip
ment accounts.

In accord with a predominant accounting method in the industry, the San 
Francisco Bay Area Rapid Transit District does not provide depreciation 
on facilities, property and equipment. Accounting policies for general obli
gation bonds (Mote B), sales tax revenue bonds' (Note C), government 
grants (Notes D and E), reserve tor self-insurance (Note F) and construe-', 
tion in progress (Note G) are described in separate footnotes.

During the construction phase, the District has elected to present a state
ment of changes in construction funds instead of a statement of changes 
in financial position.

Certain reclassifications have been made in the 1971 financial statements- 
to conform to the classifications in 1972.

NOTE B - General Obligation Bonds:
In 1962, voters of the member counties of the District authorized a 
bonded indebtedness totaling $792,000,000 of General Obligation Bonds. 
Bonds amounting to $784,350,000 were outstanding at June 30, 1972, 
with principal maturities from 1973 to 1999. Payment of both principal 
and interest is provided from the levy of District-wide property taxes. 
During 1966, City of Berkeley voters formed Special Service District No. 1 
and authorized'the issuance of $20,500,000 of General Obligation Bonds 
for construction of subway extensions within that City. Special Service 
District-No. 1. Bonds amounting to $11,310,000 were outstanding at June 
30, 1972, with'principal'malurities from 1973 to 1998. Payment oT both 
principal and .interest is provided from taxes levied upon property within 
the Special Service District-. -..
Bond: principal .is payable annually on June 15, and interest is payable 
semiannually on June 15 and December 15 Irom Debt Service Funds. 
Principal amounts^of $9,100,000 in General Obligation Bonds and $250,000 
in Special' Sef.vice -District No. 1 Bonds mature on June 15, 1973.'Annual 
maturities, in succeeding years'.are--in greater amounts. Interest of 
$1.7,189,265^ oh-General,Obligation Bondssand of $259,308- on Special 
Service District No'.'1 Bonds'is payable on'bece'mber'15,'19727The com
posite interest,rate on bonds currently outstanding: is-4.,1.4%.,

NOTE C - Sales Tax Revenue'Bonds:':
The 1969 .Legislalure of the-State, of.California authorized the District to’ 
issue revenue bonds totaling $150,000,000. Bonds amounting to 
$141,500,000 were’outstanding at June -30, 1972, with principal maturi
ties from 1973 to 1981. The Sales Tax Revenue Bonds aro secured by a 
pledge of the proceeds of the Transactions and Use Tax authorized by 
the 1969 Legislature. The bonds maturing on or after January 1, 1976 
are redeemahip prior to maturity at the option nf the District on various

dates at prices ranging Irom 104% to 100% of the principal amount. The 
collection and adminislration of the tax, which became effective April 1, 
1970, is performed exclusively by the State Board-of Equalization and 
all taxes collected are transmitted directly to the appointed trustee for 
the purpose of paying bond interest semiannually on July 1 and January 
1, and principal annually on January 1. Principal amounts of $13,600,000 
mature on January 1, 1973 (with greater annual amounts thereafter) and 
interest of $4,000,900 is payable on July 1, 1972 and on January 1,1973. 
The composite interest rate on bonds currently outstanding is ,5.59%.

The State Board of Equalization has estimated that the revenue from the 
Transactions and Use Tax for the period from April 1 to June 30, 1972 
will be approximately $6,800,000, of which the trustee had received and 
the District had recorded $1,550,000 at June 30, 1972.

NOTE D - U. S. Government Grants:
The U. S. Government, under grant contracts with the District, provides 
financial assistance for research, beautification, certain construction 
projects and transit vehicle procurement. Additionally, the District is 
administering federal grants to the City and County of San Francisco 
(CAL-UTG-4) for construction of three Market Street Station mezzanines, 
two street plazas and street extensions, and a grant to the City of Berke- 

Jey (CAL-UTG-9) in eonnection with the construction of subway exten
sions within Berkeley. The following grants were in force as of June 30, 
1972:

Project-Purpose 
Beautification Grants: 

CALIF-BD-1 . . 
CALIF-B-160 . . 
CALIF-B-163 . . 
OSD-CA-09-39-1074

Maximum
Grant

Funds
Received

447,953
323.000
521.000 
89,065

$ 360,000
239,000

NOTE E - State of California Grant:
Pursuant to Sections 30770-30782 of the California Streets and Flighways 
Code, the Department of Public Works of the State of California author
ized the District to construct the San Francisco-Oakland rapid transit 
tube and its approaches with State funds. Under Section 30778 of the 
Code, further modified by an agreement with the State Department of 
Public Works, the District will reimburse the State for costs of the tube 
approaches. At June 30, 1972, the District had received $168,367,000 of 
which $39,110,538 is repayable to the State of California for the tube 
approaches (after application of a $16,500;000 credit to the'District aris
ing from highway betterments constructed with District funds on State 
Route No. 24) by payment of $1,000,000 on December 31, 1977, and 
$2,500,000 annually beginning December 31, 1978.

NOTE F - Reserve for Self-Insurance:
By resolution of the Board of Directors of the District, the reserve for 
self-insurance is presently limited to a maximum of $15 million to pro
vide for uninsured general liability and workmen’s compensation expo
sure at June 30. 1972.

•’ I

• 1,381,018 599,000

Demonstration Grants:
CAL-MTD-2 (Transit'Design) . . 6,157,256 6,157,256*

CAL-MTD-4 (Fare Collection) . . 1,133,333 947,756
CAL-MTD-7 (Transit Hardware) . 761,568 761,568*
CAL-MTD-14 (Prototype Vehicles) 5,000,000 4,500,000

13,052,157 12,366,580

Capital Grants—Construction:
CAL-UTG-6 . . . ’................... 13,100,000 12,867,862

CAL-UTG-11 . . ................... 13,103,910 13,103,910*
CAL-UTG-15 . . '................... 26,000,000 25,941,450

CAL-UTG-19 '................... 88,000,000 36,943,575 1

CAL-UTG-4 . . . 19,902,430 7,354,600 I
CAL-UTG-9 4,733,000 4,733,000

CAL-UTG-47 . ........................ 1,000,000

165,839,340
$180,272,515

100,944,397

$113,909,977

'Project completed

GEORGE M.SILLIMAN

PRESIDENT’S
MESSAGE

On the morning of June 8,1972, Director 
Anderson and myself boarded a BART 
train northbound out of Fremont Station. 
Exactly 28 minutes later, we stepped off 
the train at the Lake Merritt Station in 
downtown Oakland where our beautiful 
new District Headquarters is located. Ten 
minutes later I called the regular semi
monthly meeting of the District Board of 
Directors to order in its new chambers.
I informed my fellow Directors that, as 
of that morning, BART had commenced 
pre-revenue train operations. This meant 
that, for the first time, multiple BART 
trains had commenced circulation 
around the 12-station loop between Fre
mont and MacArthur Stations on regular 
revenue service schedule.

Thus, did Director Anderson and my
self lay claim to being the first “commut
ers” to travel to work via BART.

Such events are of small moment, per
haps. But I freely admit to a certain boy
ish pride in them because they represent 
progress toward opening the system 
which I’ve been a part of since the Dis
trict was established in 1957. Indeed, 
this same pride has been evident among 
a succession of tough-minded BART Di
rectors over the past 15 years. No matter 
how divided the Board may find itself 
over specific issues, no man has ever 
served as a BART Director without devel
oping a personal pride in the system and 
its promise for the future of the Bay 
Area.

i hope the General Manager’s report 
of District activities carried forward dur
ing the 1971-72 fiscal year, as set forth 
in the following pages, will be closely 
read. It reflects solid accomplishment- 
not only in the ongoing tasks of activat
ing a brand new transit system — but in 
newly-emerging areas of responsibility 
for the District.

For example, development of our inter
station fares during the period invoived 
not only extensive financial research and 
analysis, but soul-searching into broad 
social implications of fare discounts for 
certain groups. The Board’s approval of 
a 75 percent discount for senior citizens 
and youths obviously represented a sub
sidy to these groups. It of course raised, 
the question of what groups should be 
subsidized and who should pay the sub
sidy. In the interests of equity for BART’s 
regular patrons, we will make every ef
fort to subsidize fare discounts through

gasoiine sales tax monies soon to be
come available for public transit, or other 
possibie sources.

Another example of the District’s in
volvement in broad sociai issues is the 
development of positive, progressive poi- 
icies for minority group representation 
within the District staff. BART’s success 
in raising the overaii minority represen
tation within the staff has earned, the 
respect of minority groups. Yet, they re
mind us that work remains, not in terms 
of numbers, but in terms of training pro
grams and other policies.to qualify mi
nority employees for higher levei jobs.

The District’s two major contractors 
have had setbacks during the period 
which delayed the target date for start
up of revenue service between Fremont 
and north Oakland. A nine-week strike 
and other delays at Rohr Industries de
layed that firm’s schedule of revenue car.
deliveries. Other strikes continue to dis
rupt BART construction schedules. West-
inghouse Electric Corporation is encoun
tering technical problems in preparing its 
automatic train control system for full 
revenue service.

In view of these problems, the District .- 
staff is to be doubly commended for its 
efforts in adhering to a fight scheduie 
to commence revenue service to the pub
lic at the earliest feasible time, shortly 
after the end of the 1971-72 fiscal year.: .
Much has been asked of the staff in the^ 
way of long working hours under difficulf:
circumstances —and they have given as, 
much as anyone could expect of them.

I wish also to commend my fellow 
directors for their compiete dedication 
to problems of increasing scope and 
complexity during the period.. Their .de
sire to develop a genuine working rela
tionship with AC Transit for feeder bus; 
operations ... their cooperative.attitifde .: 
toward the Metropolitan Transportation - 
Commission... their involvementln vari
ous extension studies throughout the.Dis- 
trict... these-are but a ,few/ exa'mples.of. 
broadening responsibilities which,BART 
Directors have shoulde'red in a'wise and' 
tempered manner. , .,

GEORGE M. SILLIMAN 
President



REPORT OF THE 
GENERAL MANAGER

B. R. STOKES

ENGINEERING AND CONSTRUCTION
The construction work completed during this 
fiscal year proceeded smoothly and accord
ing to schedule. Cleanup of construction 
areas, allowing a return to normal traffic 
movement, makes major progress on the 
system particularly evident for the period.

Construction: The period closed with con
struction complete on major line and station 
structures along 70 of the 71.6 miles of 
BART trackway with remaining work expect
ed to be complete by January, 1973. Of 
the 34 BART stations, 31 are complete, 
including architectural finish. Construction 
on the three remaining stations stood at 
76% for Daly City, 91% for Concord, and 
99.5% for Phase I (shell only) of the Em- 
barcadero Station. Overali design of the 
BART project was more than 99 percent 
complete and construction was more than 
80 percent complete at the end of the report 
period. Also, finish work for the San Fran
cisco Municipal railway levels of the Civic 
Center, Powell and Montgomery Street sta
tions continued.

Contracts: Construction and construction- 
related procurement contracts, including 
transit vehicles, now total in excess of

$917 million in award value, with construc
tion contracts presently underway employ
ing over 850 men locally. Of 186 contracts 
completed in the project, 59 were accepted 
during the period. Contracts underway total 
117, and 38 remaining to be awarded are 
primarily for work on the outer Market 
streetcar line, the Coliseum Walkway, and 
the Embarcadero Station.

Status of systemwide contracts:
Track*................................. 100%
Electrification...................... 91
Automatic train control .... 30 
Parking lots, landscaping ... 54 
‘excludes Muni line.

Status of all civil structure contracts for 
each line:

A Line (S. Alameda County).. . 100%
K Line (Oakland Subway).......  99.4
C Line (Concord).................. 99
R Line (Richmond)................ 99.5
B Line (Transbay Tube).........  98
S Line (SF BART/Muni Subway) 82 
S Line (outer Market Muni) .. 35
M Line (Mission-Daly City) ... 98

Other Projects: Design activities included 
supervision of Hallidie Plaza, Embarcadero 
Station, Coliseum Walkway and structures 
to increase station parking. A number of 
other smaller projects were carried forward, 
such as bicycle racks, BART/AC transfer 
machines and pathfinder signs. Of 15 such 
contracts authorized during the year, 12 
have been awarded.

Federal grant projects totaling more than 
$100 million were formulated during 1971/ 
72 and Federal funding for $61 million had 
been approved at year’s end. A Federal grant 
of $1 million was approved to implement the 
elevated walkway from the Coliseum Sta
tion to the Oakiand Coliseum Complex. 
BART'S success in obtaining these grants 
reflects District-wide teamwork in develop
ing requirements and applications as part 
of BART’S Federal involvement in urban 
mass transit.

OPERATIONS
Operations intensified pre-revenue activities 
and assumed an increased responsibility for 
system maintenance in the transition from 
construction to the operation of the system.

Vehicles: During the fall of 1971 the first 
extensive prototype car testing program in 
the history of the transit industry was con
cluded. This program, lasting 15 months, 
included more than 10 thousand hours of 
intensive testing to prove out every aspect 
of the car design. As a result, many im
provements were incorporated in the reve
nue cars. Improved quality and overall per
formance of the new vehicles, which came 
through after settlement of the Rohr strike.

was evident.
Accumulated delays have set Rohr ap

proximately one year behind schedule. The 
most serious delay in car production was 
caused by a work stoppage at Rohr’s Chula 
Vista plant. The strike itself lasted nine 
weeks (November 29 through January 30); 
but it caused a much longer delay in car 
manufacturing, as many new workers had to 
be trained to replace those lost during the 
stoppage.

After resuming production, deliveries of 
revenue service cars accelerated. By the 
end of June, twenty cars had been delivered, 
and two per week were coming off the line. 
Thirteen of the twenty cars were provi
sionally ready for use in train circulation 
testing on the Southern Alameda County 
Line prior to revenue service.

Train Control System: Pre-revenue testing 
began on June 8. Westinghouse continued 
circulation tests and checkout of station and 
wayside equipment on the Southern Alameda 
line while assisting PBTB/BART personnel 
in training of operations personnel. A num
ber of technical problems were identified 
and remedied during this period.

For example, under certain circumstances 
an electrical interference or “crosstalk” 
between track circuits took place between 
adjacent transmitters if positioned opposite 
each other. Electrical interference between 
on-board train control components was an
other troublesome problem. Rewiring and 
frequency conversion of all station, wayside 
and on-board equipment on the A-K line 
necessary to remedy the problems is sched
uled for completion by Westinghouse in 
August. Multiple-train testing will then com
mence along the entire 12-station loop.

Programming corrections and hardware 
modifications at Central Control were being 
made to increase total system control capa
city. Two additional computers were in
stalled by Westinghouse to assure ample 
data processing capability in BART Central 
for full system operation.

At period’s end the train control and com
munications contract was 30% complete.

Other Projects: IBM’s manufacturing and 
installation contract for automatic fare col
lection equipment was 70% complete by 
June. All East Bay stations, except Concord, 
were fully equipped with machines and 
ready for revenue service.

With training from Rohr and Westing
house, BART employees have been taking 
over repair, maintenance and operation of 
equipment — vehicles, wayside equipment, 
central control and programming. Train At
tendants, Station Agents, Telephone Infor
mation and other employees received spe
cial training for contact with the public in 
addition to job training.

Statement of Revenue, Expenses and Accumulated Net Revenue 
General Fund

Fiscal Year Ended June 30

Revenue:
Taxes................................................................................................... $ 3,589,561
Interest and other.............................................................................

Expenses:
Personal services...................................................................................... 9,269,871
Rent, leased vehicles and office expense.............................................
Professional and specialized services...................................................... 1,183,004
Travel expense .................................................................................
Other ..............................................................................................

Less charges to construction in progress and others.................................... 8,646,258

Excess of expenses over revenues...........................................................
Accumulated net revenue at beginning of year............................................. 2,139,066
Accumulated net revenue at end of year..................................................

1972 1971

$ 3,589,561 $ 3,381,687
79,650 85,732

3,669,211 3,467,419

9,269,871 6,304,171
628,155 621,494

1,183,004 877,987
167,569 135,336

1,338,749 106,011
12,587,348 8,044,999
8,646,258 4,423,767
3,941,090 3,621,232
(271,879) (153,813)

2,139,066 2,292,879
$ 1,867,187 $ 2,139,066

Debt Service Funds

General Sales Tax Fiscal Year Ended June 30
Obligation Revenue 1972 1971

Bonds Bonds Combined Combined
Revenue:

Property taxes................................ . $43,931,781 $43,931,781 $33,391,732
Transaction and use taxes received . $27,769,713 27,769,713 24,880,207
Interest ......................................... 986,462 1,346,672 2,333,134 1,627,813

44,918,243 29,116,385 74,034,628 59,899,752
Less:

Matured interest........................... . 35,338,121 8,304,853 43,642,974 39,467,860
Matured principal........................... 7,890,000 8,500,000 16,390,000 230,000
Bond service expense.................. 29,986 29,986 82,253

43,228,121 16,834,839 60,062,960 39,780,113
1,690,122 12,281,546 13,971,668 20,119,639

Balance at beginning of year .... . 16,074,667 22,520,259 38,594,926 18,475,287
Balance at end of year....................... , $17,764,789 $34,801,805 $52,566,594 $38,594,926

Statement of Changes in Construction Funds

Fiscal Year Ended June 30 
1972 1971

Total construction funds at beginning of year........................................ $1,223,454,181 $1,073,331,480
Additions during the year:

Sales Tax Revenue Bonds:
Series B, sold in August, 1970 ............................................................... - 50,000,000
Series C, sold in January, 1971 .......................................................... - 50,000,000

U.S. Government grants received........................................................... 27,750,622 17,333,776
State of California grants received.................................................. 4,614,300 9,485,400
City of San Francisco contribution (adjustment)............................... (101,736) 43,224
Accumulated revenue (primarily interest).............................................. 12,768,662 23,260,301

45,031,848 150,122,701~

Total construction funds at end of year..................................................$1,268,486,029 $1,223,454,181

See Notes to Financial Statements



San Francisco BayArea Rapid Transit District

Balance Sheet

Assets

June 30
1972 1971

Cash (including time deposits of $109,200,000 and $154,000,000) . 
U.S. Treasury securities-at cost (approximating market) . . . 
Federal Agency securities-at cost (approximating market) . . .
Miscellaneous receivables..................
Deposits and notes receivable 
Construction in progress (Note G) . . .
FabilitiesT pTopefty "and equipment - arcost
Matorialc and cupplioc......................
Debt Service Funds, net assets (including time deposits of $30,149,600 

and U.S. Treasury and Federal Agency securities of $21,585,700 In 
1972 and $23,731,900 and $14,767,440 in 1971) (Notes B and C) .

$ 109,468,936 
12,265,391 
46,651,410 

3,352,221 
24,372,450 

1,141,867,278 
" 3;298;3T7- 

406,411

52,566,594

$ 155,106,373 
15,417,812 
87,039,467 
3,014,625 
4,387,,364 

1,038,180,181 
435,495

38,594,926
$1,394,240,017 $l,.34,^l76,,r43

Liabilities, Reserve and Capitalization
Construction contracts and others...................................................... $ 17,218,669
Payable to State of California (Note E).................................................. 39,110,538
Debt Service Funds (Notes B and C)...................................................... 52,566,594
Reserve for self-insurance (Note F)...................................................... 15,000,000
Capitalization:

Construction funds:
General Obligation Bonds ($812,500,000 authorized) (Note B):

Bonds outstanding............................................................... 795,660,000
Bonds matured and retired..................................................... 8,340,000

804.000. 0'00

Sales Tax Revenue Bonds ($150,000,000 authorized) (Note C):
Bonds outstanding............................................................... 141,500,000
Bonds matured and retired..................................................... 8,500,000

150.000. 000
U.S. Government Grants (Note D).................................................. 113,909,977
State of California Grant (Note E).................................................. 112,756,462
City of San Francisco contribution............................................. 3,428,022

1,184,094,461
Accumulated revenue............................................................... 84,391,568

1,268,486.029
General Fund accumulated net revenue............................................. 1,867,18^

1,270,353,216
~$?J9T249,017

23,877,532
39,110,538
38,594,926
15,000,000

803,550,000
450,000

804,000,000

150,000,000

150,000,000
86,159,355

108,142,162
3,529,758

1,151,831,275
71,622,906

1.223.4,54.181
2,139,066

1,225,593,247
$1,342,176,243

See Notes to Financial Statements

The Security Division was authorized to 
implement a pre-revenue plan developed 
with the assistance of an outside consultant. 
An interim security plan for the first 90 
days of revenue service was prepared for 
the Board of Directors and submission to 
local law enforcement agencies.

BART responsibility for system mainte
nance of vehicles, track, structures, tunnels, 
electrification and voice communications 
equipment increased as contract work was 
completed in these areas. By the end of the 
fiscal year, 60% of the maintenance force 
and 15% of the transportation personnel 
needed for full system service were hired.

PLANNING AND RESEARCH
Activity in this area continues to increase, 
with work aimed at planning future system 
extensions and increasing the efficiency of 
the existing system for patrons when rev
enue service commences.

Marketing; The comprehensive taros anal 
ysis-the complex process of presenting all 
competitive maiketing and economic options 
legardiny fares-was presented in a final re
port in December. In the proposccl ■joncdnln, 
fares for all trips were calculated according 
to a standard formula incorporating distance 
travelled and scheduled speed as the two. 
fundamental aspects of BART service. On 
December 20, as its last major action of the 
year, the Board of Directors adopted the 
official BART Interstation Fare Schedule and 
recommended developing an off-site ticket 
sales program. On January 10, 1972, the 
Board adopted a 75% discount from the 
regular fare for senior citizens over 65, and 
for youths through age 12.

The off-site ticket sales program was 
developed during the spring. Negotiations 
were carried on with the Bay Area banking 
industry to reach agreement for commercial 
banks to be the distribution channel for 
these sales.

Work increased in market research and 
marketing projects. Examples of such proj
ects included a parking lot control system 
for Lake Merritt and Coliseum stations, and 
procedures for handling patron problems 
arising with the fare collection system.

Feeder Service: Interim agreements were 
reached with AC Transit to coordinate transit 
systems and feeder service, and negotia
tions were underway with San Francisco 
Municipal Railway.

Studies, in cooperation with local Iranuil 
agencies, were completed to implement local 
feeder service in Central Contra Costa Coun
ty and in Eastern and Southern Alameda 
County. BART also pledged itself to seek 
new state funding to provide express bus 
services from Concord to Pittsburg, Antioch, 
Brentwood and Martinez; from Bayfair to
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Above: After December opening, new BART headquarters was a major attraction in Oakiand. 
Beiow: Southbound train approaches Fruitvale Station on aerial line.
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January open house drew 4500 
District employees and their families 

to inspect BART headquarters and 
ride train from Lake Merritt Station.

BART President during 1971, 
James P. Doherty, accepts key to city 

from Oakland Mayor John H. 
Reading at dedication of District 

headquarters December 16.

Harold Willson (lower right), BART 
consultant for handicapped facilities, 

introduces Eric Staley, 1972 Easter “ 
Seal Society poster boy, to system.

Eric, 7, is son of BART analyst 
Earl Staley.

M-'

Pleasanton and Livermore; and north from 
Richmond.

Extension Projects; The San Francisco 
Airport Access Project (SFAAP), in which 
BART pailicipaled with San Francisco City 
and County and San Mateo County, com
pleted its final report during the fall. The 
report recommended that: (1) BART can and 
should be extended to serve the Airport and 
ultimately should be extended through San 
Mateo County; and (2) negotiations should 
proceed immediately between San Mateo, 
San Francisco and BART to develop an 
acceptable implementation agreement. By 
the fiscal year's end the sponsoring 
agencies had entered into implementation 
discussions.

Four corridor transit extension projects 
were underway, and the Oakland Airport 
Transit Access Project moved into its sec
ond phase of study during the year. Early 
in 1973 the specific method of transit 
access to the Oakland Airport will be decided 
upon.

The State in 1972 enacted the Mills- 
Alquist-Deddah Act (S. B. 325) which will 
make state gasoline sales tax monies avail
able to transit. With the State Business and 
Transportation Agency and the Metropolitan 
Transportation Commission, BART began 
developing procedures for utilizing these 
continuous revenues, estimated at approxi
mately $19 million annually in the three 
BART counties.

In the next fiscal year Planning and Re
search will continue to coordinate these and 
other projects and contribute to BART’s 
transition to the dynamics of providing, 
promoting and extending transit services as 
an essential element within the Bay Area.

FINANCE
Systemwide cash collection procedures were 
developed and tested. Activity also included 
beginning construction of the permanent 
cash building, design of three armored 
trucks, and recruiting and training of cash 
handling personnel.

Specifications were prepared for the fare 
cnllention dat,a .acquisition system. This sys
tem will automatieally transmit to a central 
computer information about earned revenue, 
amounts of cash collected in the faie ma
chines, and origin and destination of pas
sengers.

The computerized Management Informa
tion System was implemented with multiple 
subsystems including l.ahor and Equipment 
Distribution, and Budget, among others. As 
the emphasis shifted from project comple
tion to system maintenance and improve
ment, 11 different series of user manuals 
were produced and distributed.

Internal audits focused on contract close
outs, inventory control, fixed asset informa

tion, and payroll/personnel system func
tions. Fare collection operations and com
puterized systems functions will demand 
increased audit activity in the 1972/73 fis 
cal year.

Total refunds under the property insur
ance program and dividends from Work
men’s Compensation insurance to date 
exceed $4.5 million.

Uutiiiy the period the Dislrict received 
additional grants from the U.S. Government 
fur financial assistarree to three projects: 
$20 million to help complete the Embar- 
cadero Station, $1 million for the Coliseum 
Aerial Walkway and $89,065 for beautifica
tion of areas in Oakland and Berkeley. Cap
ital Grunt Project CAL UTG 11 consisting of 
four construction contracts was completed 
during the year.

Earnings on temporary investment of Dis
trict general construction funds exceeded 
$12 million for the year.

Property tax rates fixed by the District 
passed their peak during the 1971 /72 fiscal 
year as predicted (see table below) and will 
continue to decline until redemption of $792 
million in construction bonds is completed.

PROPERTY TAX RATES
1972-73 1971-72

Admin. Debt 
Expenses Service

Total
Rate

Total
Rate

Alameda 4.7 54.0 58.7 62.5
Contra Costa 5.0 56.4 61.4 65.7
San Francisco 5.3 59.8 65.1 70.4

NOTE: Tax rate is per $100 assessed property 
value. Different tax rates reflect equalization of 
different assessment formulas among counties.
ADMINISTRATION
The scope of administrative activity con
tinued to increase, as revenue operations 
approached. A major administration project 
during the year was equipping and furnish
ing the new administration building in the 
fall, followed by the move of employees 
from San Erancisco to the new building. The 
move was carried out in stages during the 
month of December. The headquarters build
ing, which stands above the Lake Merritt 
Subway Station and Train Control Center in 
downtown Oakland, was formally dedicated 
and opened on December 16.

The 1972/73 budget —the District’s first 
full system operating budget - was cited by 
the Administration Committee in the spring 
as the most carefully developed budget ever 
to come before them. The budget was set 
at $26.2 million with a $20 million spending 
coiling subject to change by the Board, 
depending on experience with initial revenue 
operations. The budget provides for a peak 
of 1558 employees, but this number is 
expected to decrease to 1515 after a year 
of full stabilized operations.

Manpower planning and long-range cash 
flow projections of revenues and operating

costs were developed for the next five years. 
The long-range budget goal is to ensure 
quality service, safety and maintenance, 
while enabling BART to support itself 
through the farebox. as the law requires.

LEGAL
Legal activity reflected the increased 
demand for advice on operational matters. 
Review of construction contracts decreased, 
but this was more than offset by a heavier 
volume of litigation resulting from increased 
contract settlements. $taff attorneys were, 
at the end of the reporting period, handling 
actual litigation of contract claims aggregat
ing approximately $1,386,500, in addition to 
a significant volume of stop notice and other 
cases.
PERSONNEL
The District was called on during the period 
to substantially enlarge its staff, maintain 
its proficiency, and also develop new lines 
of communication and programs for hiring 
the disadvantaged. Qualified applicants from 
members of minority groups were actively 
sought.

Total District personnel increased from 
527 to 762 during the year, of which 313 
were hourly employees. The staff processed 
4,500 applications, conducted 1,600 inter
views, answered 23,600 telephone inquiries, 
and talked to 5,600 drop-in applicants.

Minority representation among the staff 
is now up to 307. Of this group, 20% are in 
executive, supervisory and professional 
positions. On January 27 the San Francisco 
Human Rights Commission presented a com
mendation to the Board of Directors for its 
positive policy on fair employment practices.

Districtwide benefits were improved with 
the addition of employer paid dental cover
age for dependents.

Hourly employees were incorporated into 
the Public Employees Retirement System 
during the year.

BART executive salaries were surveyed 
by a consultant firm selected by the Ad
ministration Committee of the Board in order 
tn check their comparability with similar 
executive positions in other public and pri
vate organizations. As a result of the survey, 
BART ranges were adjusted to a competitive 
level. However, the General Manager in
formed the Board that he would not recom- 
irieiid individual salary increases in the 
executive group until after the start of reve
nue service. The staff was commended by 
the outside consultant for high profc.ssion- 
alism in salary administration.

LABOR RELATIONS
Activities during the fiscal year were princi
pally directed toward establishing the frame
work which will largely determine the 
Dislricl's future labor relations program. An

extensive series of hearings was held in 
1971 before arbitrator Sam Kagel into two 
areas critical to District operations.

Thirteen hearings involved procedures for 
determining appropriate cniinctivc horgnin 
ing units among those District employees 
who may desire to be represented by organ
ized labor. Seven hearings were held to 
determine how Section 13(c) of the Urban 
Ma.ss Transportation Act would be applied to 
BART. This section, signed by BART on Jan- 
lary 25,1968, as a condition ot Federal aid, 
guarantees employees of other Bay Area 
transportation lines job priority in transit 
jobs with BART.

On June 18, Mr. Kagel placed a four-week 
hiring freeze on BART while he polled em
ployees of five other transpoilalioii lines 
ruled eligible under Section 13(c) for BART 
job preference. Employees from Peerless 
Stages, Greyhound Bus Lines, AC Transit, 
San Francisco Municipal Railway, and 
Southern Pacific Railway’s commuter lines 
were given hiring preference in BART.

Mr. Kagel is expected to rule on labor unit 
representation during the 1972/73 fiscal 
year. The District staff is preparing for the 
elections and collective bargaining process 
expected to follow his ruling. Thus, the 
1972/73 fiscal year will be a critical one in 
terms of labor’s financial and operating im
pact on the District.

REAL ESTATE
Property acquisition completed during this 
period involved requirements for 33 parcels 
at a cost of $380,000. Income obtained from 
property rentals, leases and sales amounted 
to $494,000. Property requirements iden
tified during the year affect 13 new parcels.

Significant progress was made in fulfilling 
contractual property commitments to utility 
agencies for facilities rearranged during 
BART construction. Conveyances of new and 
relocated street areas were processed in
volving the cities of Oakland, Berkeley and 
Hayward.

The functions of right of way surveying, 
mapping and certification were transferred 
from PBTB to BART. Piuyiess curiliriued on 
the preparation and filing of BART light of 
way record maps with County Recorders.

Work will continue during the coming year 
in the tields ot property acquisition, con
demnation, relocation, street and utility con
veyances and street vacations for the 75- 
mile system. Right of way estimates will be 
provided for various system extension proj- 
octe. The customer service program will be 
initiated-involving public telephones, stor
age lockers, vending machines, newspaper 
vending boxes, mail boxes, and bicycle 
lockers at BART stations. Finally, encourage
ment will continue to planners and devel
opers concerned with property developments 
oriented toward the BART system. •



COVER: BART'S beautiful new head
quarters in downtown Oakland 

awaited more than 300 employees 
who moved from their former head

quarters at 814 Mission St. in San 
Francisco during December, 1971. 

Fountain area Is part of passenger 
concourse for Lake Merritt Subway 
Station. BART'S large Train Control 

Center lies behind entire wall of plas
ter mural by artist William Mitchell.
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San Francisco Bay Area Rapid Transit District
Established by the State of California in 1957. Authorized to finance, construct and operate 
a new high-speed rail rapid transit system undet the direction ot a representative Board 
of Directors from fhe counties of .Alameda, Contra Costa and Gan Fiancisco.

DIRECTORS ALAMEDA COUNTY 

1L_

....

TSIlliti
ARNOLD C. ANDERSON RICHARD 0. CLARK H. R. LANGE GEORGE M.SILLIMAN

President

CONTRA COSTA COUNTY

Wiwssm

’-■still

NELLO J. BIANCO JAMES P. DOHERTY DANIEL C. HELIX* JOSEPH S. SILVA

SAN FRANCISCO CITY AND COUNTY

_ ... . *.i!.
WILLIAM C. BLAKE WILLIAM H. CHESTER

Vice President

t

THOMAS F. HAYES** WILLIAM M. REEDY

•Director Helix succeeded Director Stanley T. 
Grydyk by appointment of Contra Costa County 
Mayors Conference October 28, 1971.

•‘Director Hayes succeeded Director Garland D. 
Graves by appointment of San Francisco Mayor 
Joseph Aliofo February 29, 1972.

OFFICERS

B. R. STOKES 
General Manager 
L' D. DAHMS
A.ssistant General Manager- 
Planning & Public Service 
D. G. HAMMOND 
Assistant General Manager- 
Operations & Engineering
L. A. KIMBALL 
Assistant General Manager- 
Administration
M. BARRETT 
General Counsel 
W. F. GOELZ 
Director of Finance 
R.J. SHEPHARD 
Secretary

DEPARTMENT HEADS

W. E. BENEDICT 
General Services
C. K. BERNARD 
Research

D. DELIRAMICH 
Treasury

W. F. liriN 
Planning

L. J. HOAGLAND 
Insurance & Safety
D. H. KELSEY 
Public Information 
R. D. KNAPP 
Systems

P. H. MATTSON 
Passenger Services 
J. R. McCALLUM 
Controllership 
W. D. MERSEREAU 
Real Estate 
G.B. OLSEN 
Personnel

E. J. RAY 
Operationc

b. A. TILLMAN 
Engineering & Construction

REPORT OF
INOEPENOENT ACCOUNTANTS

Board of Directors,
San Francisco Bay Area Rapid Transit District,
Oakland, California.

We have examined the balanoe sheet of the San Francisco 
Bay Area Rapid Transit District as of June 30, 1972, and the 
related statements u( levenue, expenses and accumulated 
net revenue and changes in construction funds for the year then 
ended. Dur examination was made in accordance with generally 
accepted auditing standards, and accordingly included such tests 
of the accounting records and such other auditing procedures 
as we considered necessary in the circumstances.

In our opinion, the aforementioned financial statements 
piusont fairly the tniancial pnsitinn nt the San Francisco Day 
Area Rapid Transit District at June 30, 1972, and the results of 
its opeidtiuiis and the changes in construction funds for the 
year then ended, in conformity with generally accepted account
ing principles applied on a basis consistent with that of the 
preceding year.

The financial statements for the prior year were examined by 
other certified public accountants.

’-(L.

San Francisco 
August 31, 1972

SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT
This Annual Report for the period July 1, 1971 to June 30, 1972 is published by the District 
pursuant to Article 28770 of the State of California Public Utilities Code. District Headquarters 
are located at 800 Madison Street, Oakland, California 94607. Telephone 415-465-4100.

NOTE G - Construction In Progress:

During the year, the net change in construction in progress was as follows: 
Balance at June 3U, 1911 . . . $1,038,180,181
Additions:
Construction............................ $ 96,252,405
Real estate acquired .... 370,497
Utility relocation................... 2,011,065
Pre-full revenue operating

expenses............................. 8,582,430
Other...................................... 178,204

107,394,601

I R.SS'

Rental income and proceeds from 
sales of real estate .... (428,586)

Insurance premiums refunded (33,171)
Transfers to facilities, property

and equipment................... (2,882,839)
Transfers to materials and

and supplies........................ (362,908)

(3,707,504) 103,687097
Halanceat June 30, 1072 . . . $1,141,867,2/8

An estimate of project costs, based upon information available at July 1, 
1972, was developed to determine the estimated cost of the rapid transit 
system at completion. This estimate amounts to $1,424,776,000 (includ
ing $179,878,000 for the trans-bay tube to be financed by the State of 
California and $79,860,000 for transit vehicles to be financed by Federal 
grant funds and other District sources). Presently, the final cost of the 
system cannot be determined, as future economic conditions, resolution 
of contract price differences, and possible changes in schedule to match 
fund availability may have a significant effect on the final cost of the 
system. Initial operation of the system will begin in 1972, and it is 
expected to be fully operational in 1973.
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Notes to Financial Statements
Year ended June 30,1972

NOTE A - Summary of Significant Accounting Policies:
The San Francisco Bay Area Rapid Transit District is a politicai subdivi
sion of the State of Caiifornia created by the Legisiature in 1957 and 
regulated by the San Francisco Bay Area Rapid Transit District Act, as 
amended. The District does not have stockholders or equity holders and 
is not subject to income tax. The disbursement of all funds received by 
the District is controlled by statutes and by provisions of various grant 
contracts entered into with the State of California and the United States 
Government.

The general fund receives an allocation of property tax revenues for pur
poses of providing for administrative expenses not involving construction 
in progress.. , ■ ■ - ' '

The cost of acquisitionyiand construction of rapid, transit facilities is 
recorded in construction in progress and represents amounts paid or 
owing to contractors including amounts provided by State and Federal 
grantS'-for construction purposes.‘As facilities are completed, it is the 
intention of the District to transfer them to facilities, property and equip
ment accounts.

In accord with a predominant accounting method in the industry, the San 
Francisco Bay Area Rapid Transit District does not provide depreciation 
on facilities, property and equipment. Accounting policies for general obli
gation, bonds.'.'(Note-B)Tsales'.Tax. revenue bonds {Note'IGjit: government 
grants (Notes D and E),.reserve for self-insurance,;(Nbte' F-Xsand construc-- 
tion in progress (Note G) are described in separate footnotes;, . , ^

During the construction phase, the District has elected to. present a state- . 
ment of changes in construction funds instead of a statement of changes 
in financial position. • ' -

Certain reclassifications have been made in the 1971 tinanci’al statements 
to conform to the classifications in 1972. . . ‘ .

NOTE B - General Obligation Bonds:
In 1962, voters of the member counties of. the District authorized a 
bonded indebtedness totaling $792f000,000 of General Obligation Bonds. 
Bonds amounting to $784,350,000 were outstanding at June 30, 1972, 
with principal; maturities from 1973 to 1999. Payment of both principal 
and interest is provided from the levy of District-wide property taxes. 
During 1966, City of Berkeley voters formed Special. Service District No. 1 
and. authorized*the issuance of $20,500,000 of General Obligation Bonds ' 
for construction of subway extensions within that City. Special Service- 
District No. l:Bonds amounting to $11,310,000 were outstanding at June 

' 30, 1972, with principal maturities from 1973 to 1998. Payment of both 
principal and:;interest is provided from taxes levied'upon property within 
the Special ServiceiDistrict. r : .

Bond.principal is payable annually on June 15, and interest.is-payable 
semiannually on June 15 and December 15 from Debt Seryjce Funds. 
Principal amounts of $9,100,000 in General Obligation Bonds and $250,000' 
in SpecialiService District No. 1*Bonds itiature on June 15, 1973. Annual 
maturities ,.in succeeding.,,years*are>in'.greater amounts. Interest of 
$17,189,265''on General Obligation Bonds^and of $259,308 bn Special 
Service District’No. 1 Bonds is payable on December 15, 1972. The com- 
positeJnterest rate *on. bonds-currently outstanding is ,4.1:4%. ■ '

NOTE C - Sales Tax Bevenue.Bonds:
The 1969 Legislature of the.State,of California-authorized the District to 
issue revenue bonds.totaling $150,000,000. Bonds amounting to 
$141,500,000 were outstanding at June 30,-1972, with principal maturi
ties from 1973 to 1981. The Sales Tax Revenue Bonds are secured by a 
pledge of the proceeds of the Transactions and Use Tax authorized by 
the 1969 Legislature. The bonds maturing on or alter.January 1, 1976 
are redeomablp prior to maturity at tho option of the Dictrjct on various

dates at prices ranging from 104% to 100% of the principal amount. The 
collection and administration ol the tax, which became effective April 1, 
1970, is performed exclusively by the State Board of Equalization and 
all taxes collected are transmitted directly to the appointed trustee for 
the purpose of paying bond inferest semiannually on July 1 and January 
1, and principal annually on January 1. Principal amounts of $13,600,000 
mature on January 1, 1973 (with greater annual amounts thereafter) and 
interest of $4,000,900 is payable on July 1, 1972 and on January 1,1973. 
The composite interest rate on bonds currently outstanding is 5.59%.

The State Board of Equalization has estimated that the revenue from the 
Transactions and Use Tax for the period from April 1 to June 30, 1972 
will be approximately $6,800,000, ol which the trustee had received and 
the District had recorded $1,550,000 at June 30, 1972.

NOTE D - U. S. Government Grants:
The U. S. Government, under grant contracts with the District, provides 
financial assistance for research, beautification, certain construction 
projects and transit vehicle procurement. Additionally, the District is 
administering federal grants to the City and County of San Francisco 
(CAL-UTG-4) for consfruction of three Market Street Station mezzanines, 
two street plazas and street extensions, and a grant to the City of Berke
ley (CAL-UTG-9) in connection with the construction of subway exten
sions within Berkeley. The following grants were in force as of June 30, 
1972:

Projecf—Purpose 
Beautificafion Grants:

Maximum
Grant

Funds
RanBivarl

CALIF-BD-1 . $ 447,953 $ 360,000
CALIF-B-160 323,000 239,000
CALIF-B-163............................
OSD-CA-09-39-1074" ....

521,000
89,065

1,381,018 599,000

Demonstration Grants:
CAL-MTD-2 (TransitTtesign) . . 6,157,256 6,157,256*
CAL-MTD-4 (Fare Collection) . . 1,133,333 947,756
CAL-MTD-7 (Transit Hardware) . 761,568 761,568*
CAL-MTD-14 (Prototype Vehicles) 5,000,000 4,500,000

Capitai Grants — Construction:

13,052,157

CAL-UTG-6 . . . '........................ 13,100,000
CAL-UTG-11 . . -v,................... 13,103,910
CAL-UTG-15 . . ................... 26,000,000
CAL-UTG-19 . . ................... 88,000,000
CAL-UTG-4 ... 2................... 19,902,430
CAL-UTG-9...................................... 4,733,000
CAL-UTG-47 . ............................. 1,000,000

*Project completed

NOTE E - State of California Grant:

165,839,340
$180,272,515

12,366,580

12,867,862
13,103,910*
25,941,450
36,943,575
7,354,600
4,733,000

100,944,397

$113,909,977

Pursuant to Sections 30770-30782 of the California Streets and Highways 
Code, the Department of Public Works of the State of California author
ized the District to construct the San Francisco-Oakland rapid transit 
tube and its approaches with State funds. Under Section 30778 of the 
Code, further modified by an agreement with the State Department of 
Public Works, the District will reimburse the State for costs of the tube 
approaches. At June 30, 1972, the District had received $168,367,000 of 
which $39,110,538 is repayable to the State of California for the tube 
approaches (after application of a $16,500,000 credit to the District aris
ing from highway betterments constructed with District funds on State 
Route No. 24) by payment of $1,000,000 on December 31, 1977, and 
$2,500,000 annually beginning December 31, 1978.

NOTE F - Reserve for Self-Insurance:
By resolution of the Board of Directors of the District, the reserve for 
self-insurance is presently limited to a maximum of $15 million to pro
vide tor uninsured general liability and workmen's compensation expo- 
curp at Juno 30, 1972.

GEORGE M. SILLIMAN

PRESIDENT’S
MESSAGE

On the morning of June 8,1972, Director 
Anderson and myself boarded a BART 
train northbound out of Fremont Station. 
Exactly 28 minutes later, we stepped off 
the train at the Lake Merritt Station in 
downtown Oakland where our beautiful 
new District Headquarters is located. Ten 
minutes later I called the regular semi
monthly meeting of the District Board of 
Directors to order in its new chambers.
I informed my fellow Directors that, as 
of that morning, BART had commenced 
pre-revenue train operations. This meant 
that, for the first time, multiple BART 
trains had commenced circulation 
around the 12-station loop between Fre
mont and MacArthur Stations on regular 
revenue service schedule.

Thus, did Director Anderson and my
self lay claim to being the first “commut
ers” to travel to work via BART.

Such events are of small moment, per
haps. But I freely admit to a certain boy
ish pride in them because they represent 
progress toward opening the system 
which I’ve been a part of since the Dis
trict was established in 1957. Indeed, 
this same pride has been evident among 
a succession of tough-minded BART Di-: 
rectors over the past 15 years. No matter 
how divided the Board may find itself 
over specific issues, no man has ever 
served as a BART Director without devel
oping a personal pride in the system and 
its promise for the future of the Bay 
Area.

I hope the General Manager’s report 
of District activities carried forward dur
ing the 1971-72 fiscal year, as set forth 
in the following pages, will be closely 
read. It reflects solid accomplishment — 
not only in the ongoing tasks of activat
ing a brand new transit system — but in 
newly-emerging areas of responsibility 
for the District.

For example, development of our inter
station fares during the period involved 
not only extensive financial research and 
analysis, but soul-searching into broad 
social implications of fare discounts for 
certain groups. The Board’s approval of 
a 75 percent discount for senior citizens 
and youths obviously represented a sub
sidy to these groups. It of course raised 
the question of what groups should be 
subsidized and who should pay the sub
sidy. In the interests of equity for BART’s 
regular patrons, we will make every ef
fort to subsidize fare discounts through

gasoline sales tax monies soon to be
come available for public transit, or other 
possible sources.

Another example of the District’s in
volvement in broad social issues is the 
development of positive, progressive pol
icies for minority group representation 
within the District staff. BART’s success 
in raising the overall minority represen
tation within the staff has earned the 
respect of minority groups. Yet, they re
mind us that work remains, not in terms 
of numbers, but in terms of training pro
grams and other policies to qualify mi
nority employees for higher level jobs.

The District’s two major contractors 
have had setbacks during the period 
which delayed the target date for start
up of revenue service between Fremont 
and north Oakland. A nine-week strike 
and other delays at Rohr Industries de
layed that firm’s schedule of revenue-car 
deliveries. Other strikes continue to dis-"' 
rupt BART construction schedules. West- . 
inghouse Electric Corporation'is encoun
tering technical problems in preparing its 
automatic train control system for full 
revenue service.
.. In view.of th'ese.problems, the District 

■ staff is to te doubly commended for its 
efforts in adhering to a tight schedule 
to commence revenue service to the pub
lic at the earliest feasible time, shortly, 
after the end of the 1971 -72 fiscql year.. 
Much has been asked, of the staff in the : 
way of long working hours under difficult 
circumstances — and they have given as 
much as anyone’could expect of them.

I wish also to; commend my fellow ^ 
directors for their complete dedication 
to problems of Increasing scope and 
complexity duringrthe.period. Their de- ■ * 
sire to develop a genuine-working rela-. 
tjonship with AC Transit for feeder bus . 
operations .. . their cooperative attitude ■ 
toward the- Met'ropolitan'Transportafion.;; 
Commission..-. their involvement in vari- ■- 
ous extension studies throughout the Dis
trict. ; ..these are.but a few examples oT • 
broadening responsibilities'which-BART 
Directors have shouldered in a.wiseiand. 
tempered manner.:

GEORGE M. SILLIMAN 
President



REPORT OF THE 
GENERAL MANAGER

B. R. STOKES

ENGINEERING AND CONSTRUCTION
The construction work completed during this 
fiscal year proceeded smoothly and accord
ing to schedule. Cleanup of construction 
areas, allowing a return to normal traffic 
movement, makes major progress on the 
system particularly evident for the period.

Construction: The period closed with con
struction complete on major line and station 
structures along 70 of the 71.6 miles of 
BART trackway with remaining work expect
ed to be complete by January, 1973. Of 
the 34 BART stations, 31 are complete, 
including architectural finish. Construction 
on the three remaining stations stood at 
76% for Daly City, 91% for Concord, and 
99.5% for Phase I (shell only) of the Em- 
barcadero Station. Overall design of the 
BART project was more than 99 percent 
complete and construction was more than 
80 percent complete at the end of the report 
period. Also, finish work for the San Fran
cisco Municipal railway levels of the Civic 
Center, Powell and Montgomery Street sta
tions continued.

Contracts: Construction and construction- 
related procurement contracts, including 
transit vehicles, now total in excess of

$917 million in award value, with construc
tion contracts presently underway employ
ing over. 850 men locally. Of 186 contracts 
completed in the project, 59 were accepted 
during the period. Contracts underway total 
117, and 38 remaining to be awarded are 
primarily for work on the outer Market 
streetcar line, the Coliseum Walkway, and 
the Embarcadero Station.

Status of systemwide contracts:
Track*................................. 100%
Electrification...................... 91
Automatic train control .... 30
Parking lots, landscaping ... 54
'excludes Muni line.

Status of all civil structure contracts for 
each line:

A Line (S. Alameda County).. . 100%
K Line (Oakland Subway).......  99.4
C Line (Concord).................. 99
R Line (Richmond)................ 99.5
B Line (Transbay Tube).........  98
S Line (SF BART/Muni Subway) 82 
S Line (outer Market Muni) .. 35
M Line (Mission-Daly City) ... 98

Other Projects: Design activities included 
supervision of Hallidie Plaza, Embarcadero 
Station, Coliseum Walkway and structures 
to increase station parking. A number of 
other smaller projects were carried forward, 
such as bicycle racks, BART/AC transfer 
machines and pathfinder signs. Of 15 such 
contracts authorized during the year, 12 
have been awarded.

Federal grant projects totaling more than 
$100 million were formulated during 1971/ 
72 and Federal funding for $61 million had 
been approved at year’s end. A Federal grant 
of $1 million was approved to implement the 
elevated walkway from the Coliseum Sta
tion to the Oakland Coliseum Complex. 
BART’S success in obtaining these grants 
reflects District-wide teamwork in develop
ing requirements and applications as part 
of BART’S Federal involvement in urban 
mass transit.

OPERATIONS
Operations intensified pre-revenue activities 
and assumed an increased responsibility for 
system maintenance in the transition from 
construction to the operation of the system.

Vehicles: During the fall of 1971 the first 
extensive prototype car testing program in 
the history of the transit industry was con
cluded. This program, lasting 15 months, 
included more than 10 thousand hours of 
intensive testing to prove out every aspect 
of the car design. As a result, many im
provements were incorporated in the reve
nue cars. Improved quality and overall per
formance of the new vehicles, which came 
through after settlement of the Rohr strike.

was evident.
Accumulated delays have set Rohr ap

proximately one year behind schedule. The 
most serious delay in car production was 
caused by a work stoppage at Rohr’s Chula 
Vista plant. The strike itself lasted nine 
weeks (November 29 through January 30); 
but it caused a much longer delay in car 
manufacturing, as many new workers had to 
be trained to replace those lost during the 
stoppage.

After resuming production, deliveries of 
revenue service cars accelerated. By the 
end of June, twenty cars had been delivered, 
and two per week were coming off the line. 
Thirteen of the twenty cars were provi
sionally ready for use in train circulation 
testing on the Bouthern Alameda County 
Line prior to revenue service.

Train Control System: Pre-revenue testing 
began on June 8. Westinghouse continued 
circulation tests and checkout of station and 
wayside equipment on the Southern Alameda 
line while assisting PBTB/BART personnel 
in training of operations personnel. A num
ber of technical problems were identified 
and remedied during this period.

For example, under certain circumstances 
an electrical interference or “crosstalk” 
between track circuits took place between 
adjacent transmitters if positioned opposite 
each other. Electrical interference between 
on-board train control components was an
other troublesome problem. Rewiring and 
frequency conversion of all station, wayside 
and on-board equipment on the A-K line 
necessary to remedy the problems is sched
uled for completion by Westinghouse in 
August. Multiple-train testing will then com
mence along the entire 12-station loop.

Programming corrections and hardware 
modifications at Central Control were being 
made to increase total system control capa
city. Two additional computers were in
stalled by Westinghouse to assure ample 
data processing capability in BART Central 
for full system operation.

At period’s end the train control and com
munications contract was 30% complete.

Other Projects: IBM’s manufacturing and 
installation contract for automatic fare col
lection equipment was 70% complete by 
June. All East Bay stations, except Concord, 
were fully equipped with machines and 
ready for revenue service.

With training from Rohr and Westing
house, BART employees have been taking 
over repair, maintenance and operation of 
equipment —vehicles, wayside equipment, 
central control and programming. Train At
tendants, Station Agents, Telephone Infor
mation and other employees received spe
cial training for contact with the public in 
addition to job training.

Statement of Revenue, Expenses and Accumulated Net Revenue 
General Fund

Fiscal Year Ended June 30

Revenue:
Taxes ...............................................................
Interest and other.............................................

Expenses:
Personal services..................................................
Rent, leased vehicles and office expense ....
Professional and specialized services..................
Travel expense..................................................
Other ...............................................................

Less charges to construction in progress and others .

Excess of expenses over revenues...........................
Accumulated net revenue at beginning of year . . .
Accumulated net revenue at end of year..................

Debt Service Funds

General
Obligation

Bonds
Revenue:

Property taxes.................................... $43,931,781
Transaction and use taxes received . .
Interest............................................. 986,462

44,918,243
Less:

Matured interest................................ 35,338,121
Matured principal................................ 7,890,000
Bond service expense.......................

43,228,121
1,690,122

Balance at beginning of year.................... 16,074,667
Balance at end of year..............................$17,764,789

Sales Tax 
Revenue 

Bonds

$27,769,713
1,346,672

29,116,385

8,304,853
8,500,000

29,986
16,834,839
12,281,546
22,520,259

$34,801,805

1972 1971

. $ 3,589,561 
79,650

$ 3,381,687 
85,732

3,669,211 3,467,419

9,269,871
628,155

1,183,004
167,569

1,338,749

6,304,171
621,494
877,987
135,336
106,011

12,587,348
8,646,258

8,044,999
4,423,767

3,941,090 3,621,232
(271,879)

2,139,066
(153,813)

2,292,879
. $ 1,867,187 $ 2,139,066

Fiscal Year Ended June 30
1972

Combined
1971

Combined

$43,931,781
27,769,713
2,333,134

$33,391,732
24,880,207
1,627,813

74,034,628 59,899,752

43,642,974
16,390,000

29,986

39,467,860
230,000

82,253
60,062,960 39,780,113
13,971,668
38,594,926

20,119,639
18,475,287

$52,566,594 $38,594,926

Statement of Changes in Construction Funds

Fiscal Year Ended June 30

Total construction funds at beginning of year........................................ $1,223,454,181
Additions during the year:

Sales Tax Revenue Bonds:
Series B, sold in August, 1970 ..................................................
Series C, sold in January, 1971.............................................

U.S. Government grants received..................................................
State of California grants received.............................................
City of San Francisco contribution (adjustment)...........................
Accumulated revenue (primarily interest)....................................

Total construction funds at end of year.............................................

1972 1971
$1,223,454,181 $1,073,331,480

50,000,000
— 50,000,000

27,750,622 17,333,776
4,614,300 9,485,400

(101,736) 43,224
12,768,662 23,260,301
45,031,848 150,122,701

$1,268,486,029 $1,223,454,181

See Notes to Financial Statements



San Francisco Bay Area Rapid Transit District

Balance Sheet

Assets

June 30

ChsI'i (induding time depOAil.s of $109,.200.000 and $104,000,000) 
U.S. Treasury securities-at cost (approximating market)
Federal Agency securities-at cost (approximating market)
Miscellaneous receivables..................
Deposits and notes receivable ....
Construction jn_progress (Note G) . . . _
Facilities, property and equipment-at cost
Materials and supplies......................
Debt Service Funds, net assets (including time deposits of $30,149,600 

and U.S. Treasury and Federal Agency securities of $21,585,700 in 
1972 and $23,731,900 and $14,767,440 in 1971) (Notes B and C)

Liabilities, Reserve and Capitalization
Construction contracts and others......................................................
Payable to State of California (Note E)..................................................
Debt Service Funds (Notes D and C)......................................................
Reserve for self-insurance (Note F)......................................................
Capitalization:

Construction funds:
General Obligation Bonds ($812,500,000 authorized) (Note B):

Bonds outstanding...............................................................
Bonds matured and retired......................................................

Sales Tax Revenue Bonds ($150,000,000 authorized) (Note C):
Bonds outstanding............................... ...............................
Bonds matured and retired......................................................

U.S. Government Grants (Note D)..................................................
State of California Grant (Note E)..................................................
City of San Francisco contribution.............................................

Accumulated revenue...............................................................

General Fund accumulated net revenue.............................................

1972 1971

$ 109.400,930 
12,265,391 
46,651,410 

3,352,221 
24,372,459 

1,141,867,278 
3,298,317 

406,411

$ 155.100,373 
15,417,812 
87,039,467 
3,014,625 
4,387,364 

1,038,180,181 
435,495

52,566,594 38,594,926
$1,394,249,017 $1,342,176,243

$ 17,218,669
39,110,538 
52,500,594 
15,000,000

$ 23,877,532
39,110,538 
30,594,926 
15,000,000

795,660,000
8,340,000

803,550,000
450,000

804,000,000 804,000,000

141,500,000
8,500,000

150,000,000

150,000,000 150,000,000
113,909,977
112,756,462

3,428,022

86,159,355
108,142,162

3,529,758
1,184,094,461

84,391,568
1,151,831,275

71,622,906
1,268,486,029 

1,8b/, 187
1,223,454,181

2,139,066
1,270,353,216 1,225,593,24/

$1,394,249,017 $1,342,176,243

See Notes to Financial Statements

The Security Division was authorized to 
implement a pre-revenue plan developed 
with the assistance of an outside consultant. 
An interim security plan for the first 90 
days of revenue service was prepared for 
the Board of Directors and submission to 
local law enforcement agencies.

BART responsibility for system mainte
nance of vehicles, track, structures, tunnels, 
electrification and voice communications 
equipment increased as contract work was 
completed in these areas. By the end of the 
fiscal year, 60% of the maintenance force 
and 15% of the transportation personnel 
needed for full system service were hired.

PLANNING AND RESEARCH
Activity in this area continues to increase, 
with woi’k aimed at planning future system 
extensions and increasing the efficiency of 
the existing system for patrons when rev
enue service commences.

Marketing: The comprehensive fares anal- 
"ysis—the complex pTbeess of presenting all 
competitive marketing and economic options 
regarding fares-was presented in a final re
port in December. In the proposed schedule, 
fares for all trips were calculated according 
to a standard formula incorporating distance 
travelled and scheduled speed as the two 
fundamental aspects of BART service. On 
December 20, as its last major action of the 
year, the Board of Directors adopted the 
official BART Interstation Fare Schedule and 
recommended developing an off-site ticket 
sales program. On January 10, 1972, the 
Board adopted a 75% discount from the 
regular fare for senior citizens over 65, and 
for youths through age 12.

The off-site ticket sales program was 
developed during the spring. Negotiations 
were carried on with the Bay Area banking 
industry to reach agreement for commercial 
banks to be the distribution channel for 
these sales.

Work increased in market research and 
marketing projects. Examples of such proj
ects included a parking lot control system 
for Lake Merritt and Coliseum stations, and 
procedures for handling patron problems 
arising with'the fare collection system.

Feeder Service: Interim agreements were 
reached with AC Transit to coordinate transit 
systems and feeder service, and negotia
tions were underway with San Francisco 
Municipal Railway.

Studies, in cooperation with local transit 
agencies, were completed to implement local 
feeder service in Central Contra Costa Coun
ty and in Eastern and Southern Alameda 
County. BART also pledged itself to seek 
new state funding to provide express bus 
services from Concord to Pittsburg, Antioch, 
Brentwood and Martinez; trom Bayfair to
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Above: After December opening, new BART headquarters was a major attraction in Oakland. 
Below: Southbound train approaches Fruitvale Station on aerial line.
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January open house drew 4500 
District employees and their families 

to inspect BART headquarters and 
ride train from Lake Merritt Station.

BART President during 1971, 
James P. Doherty, accepts key to city 

from Oakland Mayor John H. 
Reading at dedication of District 

headquarters December 16.

Harold Willson (lower right), BART 
consultant for handicapped facilities. 

Introduces Eric Staley, 1972 Easter 
Seal Society poster boy, to system.

Eric, 7, is son of BART analyst
Earl Staley. t

/IP.:-—

Pleasanton and Livermore; and north from 
Richmond.

Extension Projects: The San Francisco 
Airport Access Project (SFAAP), in which 
BART participated with San Francisco City 
and County and San Mateo County, com
pleted its final report during the fall. The 
report recommended that: (1) BART can and 
should be extended to serve the Airport and 
ultimately should be extended ihrnuijh San 
Mateo County; and (2) negotiations should 
proceed immediately between San Mateo, 
San Francisco and BART to develop an 
acceptable implementation agieenienl. By 
the fiscal year’s end the sponsoring 
agencies had entered into implciiicnlaliun 
discussions.

Four corridor transit extension projects 
were underway, and the Oakland Airport 
Transit Access Project moved into its sec
ond phase of study during the year. Early 
in 1973 the specific method of transit 
access to the Oakland Airport will be decided 
upon.

The State in 1972 enacted the Mills- 
Alquist-Deddah Act (S. B. 325) which will 
make state gasoline sales tax monies avail
able to transit. With the State Business and 
Transportation Agency and the Metropolitan 
Transportation Commission, BART began 
developing procedures for utilizing these 
continuous revenues, estimated at approxi
mately $19 million annually in the three 
BART counties.

In the next fiscal year Planning and Re
search will continue to coordinate these and 
other projects and contribute to BART's 
transition to the dynamics of providing, 
promoting and extending transit services as 
an essential element within the Bay Area.

FINANCE
Systemwide cash collection procedures were 
developed and tested. Activity also included 
beginning construction of the permanent 
cash building, design of three armored 
trucks, and recruiting and training of cash 
handling personnel.

Specifications were prepared for the fare 
collection data acquisition system. This sys
tem will automatically transmit to a central 
computer information about earned revenue, 
amounts of cash collected in the fare ma
chines, and origin and destination of pas
sengers.

The computerized Management Informa
tion System was implemented with multiple 
subsystems including Labor and Equipment 
Distribution, and Budget, among others. As 
the emphasis shifted from project comple
tion to system maintenance and improve
ment, 11 different series of user manuals 
were produced and distributed.

Internal audits focused on contract close
outs, inventory control, fixed asset informa

tion, and payroll/personnel system func
tions. Fare collection operations and com
puterized systems functions will demand 
increased audit activity in the 1972/73 fis
cal year.

Total refunds under the property insur
ance program and dividends from Work
men’s Compensation insurance to date 
exceed $4.5 million.

During the period the District received 
additional grants from the U.5. Government 
for financial assistance to three projects: 
$20 million to help complete the Embar- 
cadero Gtation, $1 million for the Coliseum 
Aerial Walkway and $89,065 for beautifica
tion of areas in Oakland and Berkeley. Cap
ital Grant Project CAL-UTG-11 consisting of 
four construction contracts was completed 
during the year.

Earnings on temporary investment of Dis
trict general construction funds exceeded 
$12 million for the year.

Property tax rates fixed by the District 
passed their peak during the 1971/72 fiscal 
year as predicted (see table below) and will 
continue to decline until redemption of $792 
million in construction bonds is completed.

PROPERTY TAX RATES
1972-73 1971-72

Admin. Debt Total Total
Expenses Service Rate Rate

Alameda 4.7 54.0 58.7 62.5
Contra Costa 5.0 56.4 61.4 65.7
San Francisco 5.3 59.8 65.1 70.4

NOTE: Tax rate is per $100 assessed property 
value. Different tax rates reflect equalization of 
different assessment formulas among counties.
ADMINISTRATION
The scope of administrative activity con
tinued to increase, as revenue operations 
approached. A major administration project 
during the year was equipping and furnish
ing the new administration building in the 
fall, followed by the move of employees 
from San Francisco to the new building. The 
move was carried out in stages during the 
month of December. The headquarters build
ing, which stands above the Lake Merritt 
Subway Station and Train Control Center in 
downtown Oakland, was formally dedicated 
and opened on December 16.

The 1972/73 budget - the District’s first 
full system operating budget - was cited by 
the Administration Committee in the spring 
as the most carefully developed budget ever 
to come before them. The budget was set 
at $26.2 million with a $20 million spending 
ceiling subject to change by the Board, 
depending on experience with initial revenue 
operations. The budget provides for a peak 
of 1558 employees, but this number is 
expected to decrease to 1515 after a year 
of full stabilized operations.

Manpower planning and long-range cash 
flow projections of revenues and operating

costs were developed for the next five years. 
The long-range budget goal is to ensure 
quality service, safety and maintenance, 
while enabling BART to support itself 
through the farebox, as the law requires.

LEGAL
Legal activity reflected the increased 
demand for advice on operational matters. 
Review of construction contracts decreased, 
but this was more than ottsot by a heavier 
volume of litigation resulting from increased 
contract settlements. $taff attorneys were, 
at the end of the reporting period, handling 
actual litigation ot contract claims aggregat
ing approximately $1,386,500, in addition to 
a signilicant volume of stop notice and other 
cases.
PERSONNEL
The District was called on during the period 
to substantially enlarge its staff, maintain 
its proficiency, and also develop new lines 
of communication and programs for hiring 
the disadvantaged. Qualified applicants from 
members of minority groups were actively 
sought.

Total District personnel increased from 
527 to 762 during the year, of which 313 
were hourly employees. The staff processed 
4,500 applications, conducted 1,600 inter
views, answered 23,600 telephone inquiries, 
and talked to 5,600 drop-in applicants.

Minority representation among the staff 
is now up to 307. Of this group, 20% are in 
executive, supervisory and professional 
positions. On January 27 the Gan Francisco 
Fluman Rights Commission presented a com
mendation to the Board of Directors for its 
positive policy on fair employment practices.

Oi.strictwide benefits were improved with 
the addition of employer paid dental cover
age for dependents.

Hourly employees were incorporated into 
the Public Employees Retirement Gystem 
during the year.

BART executive salaries were surveyed 
by a consultant firm selected by the Ad
ministration Committee of the Board in order 
to check their comparability with similar 
executive positions in other public and pri
vate organizations. As a result of the survey, 
BART ranges were adjusted to a competitive 
level. However, the General Manager in
formed the Board that he would not recom
mend individual salary increases in the 
executive group until after the start of reve
nue service. The staff was commended by 
the outside consultant for high profession
alism in salary administration.

LABOR RELATIONS
Activities during the fiscal year were princi
pally directed toward establishing the frame
work which will largely determine the 
District’s future labor relations program. An

extensive series of hearings was held in 
1971 before arbitrator Gam Kagel into two 
areas critical to District operations.

Thirteen hearings involved procedures for 
determining appropriate collective bargain
ing units among those District employees 
who may desire to be represented by organ
ized labor. Geven hearings were held to 
determine how Section 13(c) of the Urban 
Mass Transportation Act would be applied to 
BART. This section, signed by BART on Jan 
lary 25,1968, as a condition of Federal aid, 
guarantees employees of other Bay Area 
transportation lines job priority in transit 
jobs with BART.

On June 18, Mr. Kagel placed a four-week 
hiring freeze on BART while he polled em
ployees of five other transportation lines 
ruled eligible under Section 13(c) for BART 
job preference. Employees from Peerless 
Stages, Greyhound Bus Lines, AC Transit, 
San Francisco Municipal Railway, and 
Southern Pacific Railway’s commuter lines 
were given hiring preference in BART.

Mr. Kagel is expected to rule on labor unit 
representation during the 1972/73 fiscal 
year. The District staff is preparing for the 
elections and collective bargaining process 
expected to follow his ruling. Thus, the 
1972/73 fiscal year will be a critical one in 
terms of labor’s financial and operating im
pact on the District.

REAL ESTATE
Property acquisition completed during this 
period involved requirements for 33 parcels 
at a cost of $380,000. Income obtained from 
property rentals, leases and sales amounted 
to $494,000. Property requirements iden
tified during the year affect 13 new parcels.

Significant progress was made in fulfilling 
contractual property commitments to utility 
agencies for facilities rearranged during 
BART construction. Conveyances of new and 
relocated street areas were processed in
volving the cities of Oakland, Berkeley and 
Hayward.

The functions of right of way surveying, 
mapping and certification were transferred 
from PBTB to BART. Progress continued on 
the preparation and filing of BART right of 
way record maps with County Recorders.

Work will continue during the coming year 
in the fields of property acquisition, con
demnation, relocation, street and utility con
veyances and street vacations for the 75- 
mile system. Right of way estimates will be 
provided for various system extension proj
ects. The customer service program will be 
initiated-involving public telephones, stor
age lockers, vending machines, newspaper 
vending boxes, mail boxes, and bicycle 
lockers at BART stations. Finally, encourage
ment will continue to planners and devel
opers concerned with property developments 
oriented toward the BART system. •



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

IIMTER-OFFICE COMMUNICATION

To: All Department Heads

From: General Manager
Subject: 1972/73 Annual Report

Date: June 7, 1963

We are undertaking the 1972-73 Annual Report at this time. It 
is the most significant report in District history - - the year 
we began serving the public - - and we want it to be our best 
effort.
This year's general theme will emphasize how BART people, prepared 
for and adapted to their new responsibilities of revenue service 
with departmental goals and changes, training programs, major 
projects, and so on, for the 72-73 fiscal year.
Please get your report in to me on schedule by June 25 as we 
want this report to be completed well ahead of the S&M Line 
opening' work ahead of us. And please make your input concise 
and well-thought out to get across, clearly the real significance of 
yourdepartment's activities.

Youmightwish to include:
1,. Majo'r changes in your departmental missions in prepar

ing for start-up of revenue service, or carrying on 
revenue service for the A-K, R and C lines.

2. Important problems solved, and those being worked on.

3. If possible, any specific examples that indicate 
unusual dedication and teamwork among your people, or 
exceptional achievements.

4. Major challenges or tasks facing your department during " 
the coming fiscal year (very important).

We have taken more than our share of criticism in past months.
I'm counting on you to make sure your people get credit in our 
own Annual Report for the important things accomplished during 
the period.

B. R. Stokes



mm

iTiiii

!S:;:'-iS.i
stmSfi

##■*"

J
•i

Annual Report 

19721973



San Francisco Bay Area Rapid Transit District
Established by the State of California in 1957. Authorized to finance, construct and 
operate a new high-speed rail rapid transit system under the direction of a representative 
Board of Directors from the counties of Alameda, Contra Costa and San Francisco,
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‘Director Wilson succeeded Director Arnold C. Anderson by appointment of 
the Alameda County Supervisors April 17, 1973.
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President’s
Message

On September 11, 1972, a huge construction pro
ject was suddenly transformed into the nation’s 
newest transit system. Empty new stations and 
trains came alive with people. It was a thrill I 
shall not soon forget.

Thousands of BART District residents and 
taxpayers poured into the system and quickly 
made themselves at home on that day, ending the 
era of building and testing the network, and be
ginning a new era of public transportation serv
ice.

This year’s report from the General Manager 
has been expanded to cover the busiest period in 
the District’s history, and with special emphasis 
on all matter pertaining to revenue service.

Pre-reyenue preparations, were seriously 
hanipered by very late revenue car deliveries and 
last summer’s state-imposed hiring freeze. 
Equipment reliability problems aggravated the 
shortage of revenue cars. Fleet testing and mod
ification work required a sharply limited 
schedule of revenue service.

Despite these setbacks, the District staff suc
cessfully opened 56 miles of its 71-mile system, 
and 24 of its 34 stations. Patronage to date, ex
ceeding all reasonable expectations, gives every 
indication of solid public acceptance of BART!

These achievements tell me a great deal 
about the caliber of our people: they perform su
perbly when the going gets tough.

The new. responsibilities of revenue service 
. . . equipment start-up problems . . . the issues 
raised by approaching labor contract negotiations 
. . . plus broader social issues being focused on 
BART ... all combined to make extraordinary 
demands on the DisUict Directors and staff man
agement during the report period.

These demands will continue through the 
1973-74 period as the District and its contractors 
work to bring the system into readiness for trans
bay operation. Staff management ably carried out 
realignment of activities and personnel during 
the period. This process will continue in the next 
period as a permanent operating structure 
evolves.

In addition to the concerns of the now fiscal 
year, the Directors and staff will doubtless have 
occasion to reassess decisions from past years.

President Chester nhets nritJi 
Berkeley Mayor and Mrs. Warren 

Widener and other passengers 
during the January 29 opening of 

the Richinond Line.

.. human values 
in management, and good 

working relationships, have more hearing on 
the quality of revenue service 

in the long run ..

made under circumstances no longer applicable. 
Management has, without question, demon
strated an ongoing ability to change, correct and 
improve — which is vital to every organization.

In addition to an entirely proper and con
structive concern about BART from outside par
ties, a certain mindless criticism of the Directors 
and staff has become politically fashionable in 
some quarters. We must not let criticism we re
gard as unfair . . . nor pride, nor conflicting view
points . . . rob us of objectivity in the continued 
review of our internal affairs.

In this coming period, we Directors must not 
let our preoccupation with technical resources 
cause us to overlook the importance of our people 
resourcesr As'demonstfafed dime and time again 
in the transit industry, human values in manage
ment, and good working relationships, have more 
bearing on the quality of revenue service in the 
long run than do relatively short-run .technical 
problems.

William H. Chester 
President
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Report of the 

General Manager
TRANSIT OPERATIONS

General Manager B. H. Stokes 
(right) briefs Dick Brown, 
chairman of the State 
Transportation Board and 
San Diego County Supervisor, 
on BART’S new automatic fare 
collection equipment.

OPERATING STATISTICS
(September 11, 1972 through June 30, 1973)

Total Car Miles (revenue service only) 4,589,927 
Total Passenger Trips (patronage) 4,591,241
Passenger Miles (estimated) 106,771,131
Ridership Ratio; (for Jime 1973)

Peak 53%
Off-Peak 47%

Net Passenger Revenues (less value 
of fare discounts and

AC-BART transfer expense) $2,103,621
Average Passenger Fare (includes

discount fares at full value) .5293 cents
Average Trip Length (based on

average fare) 12.0 miles

The first 10 weeks of the fiscal year were spent in 
intense, around-the-clock pre-revenue activity to 
ready the system for the opening of the first 26 
miles of the system between Fremont and north 
Oakland. On Monday, September 11, ceremonies 
were held simultaneously at the 12 opening sta
tions for 2,000 guests, including local, state and 
federal officials. At 12 noon, the BART Train Con
trol Center at Lake Merritt announced: “This sys
tem is now open for revenue service.’’ Thousands 
of waiting patrons rushed through the fare gates 
to ride the first truly new rapid transit system 
built in the United States in more than a half- 
century.

Pre-Revenue Operations: Activities included 
complex and extended testing of Iransit cars and 
the automatic train control system between Fre
mont and MacArthur Stations. Revenue train op
eration was first simulated on the train control 
computer, using theoretical run times, which 
were later compared to actual run times and ad
justed in the computer. Procedures for mainline 
operations, interfacing BART Central Train Con
trol with mainline operations, yard movements, 
emergencies, and other purposes, were finalized 
and published.

Pre-revenue train circulation testing was 
seriously hampered by the continued shortage of 
revenue service cars, which in turn affected other 
related pre-revenue activities. (As of July 1,13 
cars were available for testing.) The shortage re
sulted from a slippage of delivery schedules by 
the car-builder, Rohr Industries, Inc., which had 
snffered a crippling nine-week strike.

An equally serious problem was a four-week 
hiring freeze from June 18 to July 15 imposed on 
the District by the State. The District was directed 
to interview 1,100 employees of five Bay Area 
transit lines to determine how many employees 
desired (and were qualified) to exercise job pre
ference rights with BART guaranteed by federal 
legislation. To surmount this delay, an intensive 
effort was required between mid-July and early 
September to hire and train the station agents, 
train operators, maintenance and other personnel 
required for start-up of revenue service. In this 
short period, more than 55,000 training hours 
were administered to new personnel.

Revenue Operations: Service commenced on 
September 11 with only 24 A-cars and two B-cars 
available for service. The Transportation Depart
ment was able to regularly maintain eight to nine 
two-car trains on the Fremont-MacArthur loop at 
10-15 minute headways. Remaining A-cars were 
used in back-up trains. Additional B-cars did not 
begin joining the fleet until well into October.



“The most important sign on the system 
hangs in the Train Control Center.

It says ‘PAMPER THE PASSENGER’.”

Transportation carried 100,000 people in the 
first 4V2 days of revenue service, a remarkable ac
complishment considering the shortage of cars 
and newness of the line operation organization. 
As the initial influx of sightseers or excursion 
riders passed, daily average ridership began to 
reflect more accurately the patronage of a new 
transit market with seasonal characteristics. Rid
ership levelled off to a 16,000 daily average in 
October, and then to 12,000 in January.

On January 29, 11 more system miles and six 
more stations were opened to Richmond. Equip
ment increased to 12 three- and four-car trains. 
Daily patronage immediately jumped from 12,000 
to 27,000.

On May 21, 19 more system miles and six 
more stations were opened (from MacArthur Sta
tion) to Concord — BART’s most scenic line and 
its showcase of transit/freeway corridor planning. 
Average daily ridership rose from 28,000 to
36.000 in the line’s first week of operation, reach
ing a peak daily average of 37,000 in June.

Testing, checkout and modifications to the 
car fleet and control system for full system opera
tion (on optimum headways) comprise a large 
and ongoing technical effort that must be accom
plished on night shifts and on weekends, using 
system trackage and maintenance facilities. 
Hence, revenue service was limited to weekdays, 
6 a.m. to 8 p.m., and will so continue until some 
date after full system operation commences.

Despite a limited service schedule, daily rid
ership rose to 95 percent of that forecasted for the 
three East Bay lines on a full schedule of 20 hours 
a day seven days a week. Significantly, commuter 
patronage rose 38 percent above the forecast for 
the East Bay lines. By June, 19,500 of the 37,000 
daily trips were in the a.m. and p.m. commuter 
peaks — very close to the 50 percent peak to off- 
peak ratio forecast for the system.

Heaviest demands on the system’s limited 
capacity were made during three games of the 
1972 World Series, when BART moved up to
8.000 passengers per hour with 18 cars. Peak- 
one-day ridership was 40,000 on Washington’s 
Birthday (February 19). The system carried more 
than 4V2 million passengers over 106 million 
miles with no fatalities or serious injuries.

Of BART’s initial fleet order of 150 A-cars 
and 100 B-cars, 148 A’s and 71 B’s were delivered 
by period’s end. Of these, 108 A’s and 59 B’s had 
been provisionally accepted for service. An order 
was placed with Rohr Industries for an additional 
100 B-cars. Work on these cars will commence in 
early fall when the initial 250-car order is com
pleted.

Train yards and maintenance shops at Rich
mond and Concord were activated to dispatch all 
revenue service trains on and off the mainline, 
and to perform scheduled (daily and periodic) 
maintenance on rolling stock. The main Hayward

Shop thus was able to concentrate on fleet heavy 
maintenance and component overhaul, as well as 
equipment testing and modification programs 
leading to start-up of full (transbay) system opera
tion.

Seasoning of Transportation Department per
sonnel in the operation of trains. Control Center, 
stations and train yards was evident in improved 
train operations and response to non-routine situ
ations during the period.

The period ended with three of the system’s 
four lines, 56 of its 71 miles and 24 of its 34 sta
tions in operation. Eighteen trains (four or five 
cars each) were regularly in revenue service. The 
District was working to open the remaining 15 
miles of the system from downtown Oakland 
through the transbay tube and San Francisco to 
Daly City. A key requirement in the train control 
system for transbay operation (see page 6 for de
tails) \yas yet to be met. And there was growing 
threat of a system shutdown by the District’s 
1,100 union employees. Both factors would, in 
the next period, further delay the opening of the 
transbay service.

NOTE: subsequent to )une 30, 1973, the system was shut down 
by a strike for the entire month of July. The map below indicates 
schedules for opening the remainder of the system, developed 
after the District resumed revenue operations on August 6. 
1973.

El Cerrito Del Norte 
I Cerrito Plaza 

h Berkeley Berkeley Lafayette
da 

ckridge

ur (Transfer station) 
h St Oakland 

Oakland City Center >12th St 
ke MerrittEmbarcadero^ 

Montgomery St.#" Powell
ruitva e

Ch/ic Center oliseum

n Leandro Fair
16th St Mission 

24th St Mission
Glen Park

Balboa Park
Daly City Hayward

Opened during 72-73 fiscal year

Scheduled to open Nov. 5, 1973 
Transbay service to begin in 1974 ■■■



System Maintenance: Approximately half the 
total district personnel are involved in a wide 
range of 24-hour support activities, from station 
and right-of-way housekeeping to highly com
plex maintenance of electronic equipment. Get
ting acquainted with contractor-installed equip
ment, and identifying and correcting design or 
installation deficiencies, characterized much of 
the period activity. Major effort went into de
velopment of test procedures and devices for 
rapid troubleshooting of transit vehicles, train 
controls, communications networks, line elec
trification circuits, emergency alarms and equip
ment, and other support areas. Fare collection 
equipment was maintained by the manufacturer, 
IBM.

A major problem area was unsatisfactory re
liability of the vehicles in revenue service, which 
increased unscheduled maintenance performed 
at the shops to four times the forecasted work
load. Vehicle downtime reached a monthly aver
age of 30 percent of the fleet, with carborne train 
controls and braking and propulsion systems the 
major causes of downtime. By period’s end, the 
Hayward Shop was monitoring approximately 85 
car modifications requested from Westinghouse 
Electric Corporation, Rohr Industries, Inc., or 
their subcontractors. The modifications primarily 
involved changes or additions to cab controls and 
signals, door mechanisms, braking and propul
sion systems, and ATC (automatic train control) 
circuitry.

Another major problem area involved 
wayside equipment malfunctions, which fre
quently caused the ATC system to falsely “de
tect” a non-existent train in a given track section 
or block. Accordingly, the fail-safe system stop
ped any revenue train that moved into the preced
ing block. The train operator then had to move his 
train through the “false occupancy” block on 
manual control at reduced speed, thereby disrupt
ing running schedules. Replacement of faulty cir
cuits in the wayside equipment was, by period’s 
end, reducing the frequency of false occupancies. 
Other modifications, such as changes in station 
stopping circuits and car antenna, added up to a 
significant improvement in ATC reliability.

The system’s elaborate new network of com
munications and heavy power distribution, ex
tended with each line opening, required consid
erable work to achieve the required reliability. 
More than 2 5 separate communications systems 
were started up, including radio, telephone, pub
lic address systems, and digital communication 
links used in train control. Similar start-up work 
was accomplished on the system’s third rail cir
cuits and power feeds from PG&E sub-stations, 
plus a wide range of auxiliary generators and bat

teries to keep vital parts of the system operable in 
case of general power failure.

The Inspection Division staff was enlarged to 
assure complete and uniform reporting of equip
ment malfunctions and unusual occurances in 
train operations to appropriate maintenance, en
gineering, and contractor areas. Thirty-four in
spectors closely monitored the Train Control 
Center and the Hayward Shop, key points in other 
system shops, and also Rohr’s car-assembly line 
at Chula Vista, California.

Installation of automatic car wash facilities, 
similar to those at Hayward Yard, was begun at 
Richmond and Concord Yards.

The Track and Structures Division performed 
final alignment and cleaning of rails prior to each 
line opening. Extensive replacement of defective 
rail joint insulation, plus stainless steel surfacing 
of seldom-used crossovers and other trackage, 
was carried out to help improve ATC system re
liability. Crews were trained to manually operate 
switches (in event of remote control problems) 
and a variety of mobile equipment used for sys
tem maintenance and emergencies. Extensive 
work was required to correct water leakage in 
subways and stations and other major and minor 
deficiencies in new structures. Janitorial crews 
were trained for each line prior to opening, and 
system mileposts and other right-of-way signage 
installed. The Building & Grounds Section moved 
from the Oakland Shop to rented quarters in the 
Butler Building at 11 Fourth Street, Oakland.

System Safety: With a period record of zero pas
senger fatalities and serious injuries, BART more 
than lived up to the excellent passenger safety 
record of the rail transit industry. Passenger acci
dent claims, all non-serious, totalled 15 on trains 
and 58 in stations. Prevention of station accidents 
will be emphasized in the next fiscal year, with 
coordinated efforts between safety, police, line 
operations, and maintenance personnel.

On October 2 the system’s only serious train 
accident occurred. Failure of a tiny crystal oscil
lator caused on-board control circuitry to transmit 
an erroneous speed command to the propulsion 
system of a two-car train approaching the Fre
mont Station terminus. Although under full brak
ing, the train’s overspeed condition resulted in 
one car leaving the tracks. It passed through a 
sand barrier, coming to rest on a dirt incline into 
the station parking lot. A few of the passengers 
were bruised, but none was seriously injured.

Although electronic engineers consider this 
type of component failure extremely remote, a 
program was immediately begun to equip all cars 
with redundant circuitry to prevent any similar 
problems in speed coding equipment. The nature 
of the accident subsequently focused attention on 
broader concepts of fail-safe design as utilized in 
BART’S train control system and in vital safety 
control systems elsewhere.



“Our maintenance people 
have met inevitable start-up problems squarely 

and with great individual effort’’

Police Services: District policy is aimed at devel
oping a highly professional police organization 
able to carry out law enforcement on the system 
within the different social structures of the on
line communities. A major activity of the Police 
Services Department was the recruiting and train
ing of officers for a low-key, nonmilitary ap
proach to law enforcement. The department has 
recruited primarily from personnel of Bay Area 
community police departments, who already 
have basic experience and professional peace of
ficers status. Officers recruited thus far average 32 
years of age, with two years of college and seven 
years of police experience.

Police Services performs.a broad range.of.ac-^ 
tivities, including system patrol (in automobiles 
or on trains), and investigation work. BART offi
cers work closely with the community law 
enforcement agencies, and a number of wanted 
persons have been apprehended as a result.

Crimes on the system mainly involved au
tomobile and bicycle thefts, with crimes against 
persons very minimal. Rock-throwing at trains 
and other juvenile vandalism continues as a per
sistent problem for which there is no simple solu
tion. However, District personnel are working 
with schools and civic organizations in an at
tempt to improve the situation.

The department’s major task in the coming 
period will be to prepare for the San Francisco 
line operation with its large ridership and station 
activity.

'■ ..................... ......
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Hayward Shop crews (left and 
above) worked around the clock 
seven days a week to maintain and 
modify revenue cars, and check out 
new vehicles arriving from factory. 
Richmond and Concord Shops were 
activated during period. (Right) 
Supervisors Al Bullock and Bob 
Rainey monitor computerized rout
ing of busy Hayward Yard traffic 
from control tower.



SYSTEM ENGINEERING

Bringing the new transit vehicles and train con
trol system to performance and reliability levels 
required for full system (transhay) operation con
tinued as a major challenge during the period. 
Extensive testing and design evaluation programs 
were carried on by the consortium of District en
gineers, consultants, and equipment suppliers.

Testing: Thorough testing of revenue vehicles, 
train controls, system communications, and other 
equipment preceded each of the three line open
ings. As equipment problems were identified and 
corrections implemented, pre-revenue testing 
went progressively smoother for each line open
ing.

Nevertheless, at period’s end the District was 
still working to meet a key requirement of the 
California Public Utilities Commission calling for 
continuous detection of “dead” two-car trains 
(i.e., without third-rail power) throughout the 
system. Although the control system reliably de
tects powered trains in normal operations, the re
quirement is intended to assure safe train spacing 
under the most adverse circumstances of com
plete power failure.

Tq doubly assure safe spacing of trains on 
automatic control, the CPUC has required the Dis
trict to monitor all train movements with station 
platform-to-station platform telephone communi
cation since revenue service commenced. This 
requirerrient will continue until the “dead train”

’■•V-

(Then) U.S. 
Secretary of 
Transportation 
John Voipe (center) 
was escorted by 
Passenger Service 
Representative 
Karen Sandeen 
and 1972 District 
President George 
Silliman during 
his October 11 
visit to dedicate 
the system.

detection is achieved. Until the requirement is 
lifted, however, the telephone back-up operation 
precludes the closer train spacing considered 
necessary for efficient transbay operation. 
Design: Vehicle and train control reliability 
problems, plus the October 2 train accident at the 
Fremont Station, centered largely around elec
tronics. As such, the period involved extensive 
evaluations of vehicle and train control design 
concepts, particularly with regard to fail-safe de
sign of vital circuitry and components.

On November 9, State Legislative Analyst A. 
Alan Post issued a report to California legislators 
which contained 15 recommendations pertaining 
to system equipment and operating safety, and 16 
recommendations pertaining to District contract 
administration, bidding, and procurement proce
dures.

As a follow up to the Post report, a three-man 
panel of experts was appointed by the State Sen
ate Public Utilities and Corporations Committee 
to investigate the train control system. On Feb
ruary 5, the panel reported to the legislature that 
current BART operations were safe, and would 
continue to be safe for future transbay service 
with the addition of certain modifications and 
back-up systems.

Among the panel’s 21 recommendations 
were additional redundant (duplicate) vital cir
cuitry in cars and control equipment, added cab 
information for train operators, testing for “worst 
weather” braking, and continued testing of car 
wheel “scrubbers.”

The District staff has since worked closely 
with the panel, and change orders have been is
sued for vehicle and train control modifications 
agreed upon. The “scrubbers” (metal rubbing 
blocks that keep car wheels clean) generally im
proved train detection by improving wheel-to- 
track contact. However, the test results still did 
not fulfill the CPUC’s stringent “dead train” de
tection requirement, and other methods of im
proving detection were being investigated.

Of major importance was the consolidation of 
all system equipment engineering and contract 
administration into a new Engineering Services 
Department. A new Quality Control Department 
was also established to centralize reporting and 
analysis of equipment failures and other reliabil
ity problems for engineering and maintenance 
personnel.

At period’s end. District engineers were de
veloping plans for a wide-ranging safety study 
which would analyze the interaction of trains, 
employees, passengers, operating procedures, 
and other factors to determine the system’s full 
public safety potential relative to operating and 
design limitations, and relative to other transit 
systems. The study is estimated to cost $750,000, 
with two-thirds funding from the U.S. Urban 
Mass Transportation Administration.



“We have tried hard to provide 
quality surroundings for our patrons, and

they seem to truly appreciate this quality.’

DESIGN & CONSTRUCTION

The Design and Construction Department (previ
ously called the Engineering and Construction 
Department) assumed greater responsibility for 
management of project design and construction 
to permit the orderly phaseout of the District’s 
engineering consultants (Parsons, Brinckerhoff- 
Tudor-Bechtel) in this function. Work by PB-T-B 
engineers on the project decreased approximately 
45 percent from the 1971-72 period level. De
partment personnel directly managed construc
tion for 14 contracts, and prepared 16 smaller im
provement and procurement contracts, in addi
tion to monitoring design and/or construction of 
226 outside contracts.

Construction: Completion of the Concord and 
Daly City stations and related trackage, plus 
Phase I (shell only) of the Embarcadero Station, 
concluded all line and station construction re
quired for operation of the full 71-mile train sys
tem. Phase II (interior construction) of the Embar
cadero Station commenced in June, 1973. (Trains 
will run through the station without stopping 
until its completion in late 1975.)

Major construction centered around the 
Outer Market line (for San Francisco Municipal 
Railway streetcars), which included work on the 
Van Ness Station and tunnels, the Church Street 
and Castro Street stations, and associated line 
work. Design of the West Portal Station was near 
completion.

Mezzanine extensions to Montgomery and 
Civic Center stations were completed, with the 
Powell Street Station extension 94 percent com
plete. Construction was well underway on the 
District’s cash handling facility and a new 
warehouse (both near the Oakland Shop).

The period closed with overall project design 
more than 99 percent complete and construction 
82 percent complete. The proximity of these fig
ures to the previous period closing — 99 percent 
for design and 80 percent for construction — re
flects a substantial amount of system improve
ments introduced into the project (see Special 
Projects below) for which new contracts are iden
tified and scheduled. Overall value of the project 
was estimated at $1,522 billion (including $269 
million in federal grants to date), with $1,282 bil
lion expended to date.
Contracts: Fifty-two contracts were completed, 
bringing total project contracts completed to 226 
and valued at $667 million. Work-in-progress was 
valued at $3 25 million. Thirty-eight contracts to
talling $39 million remained to be awarded.

President Richard Nixon says “well done’’ to employees gathered at the 
Lake Merritt Station fountain plaza after riding the system on September 27.
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PASSENGER SERVICE:

Special Projects: A $2.5 million over-water plat
form adjacent to the Ferry Building in San Fran
cisco was completed. Its purpose is to safeguard 
the tube and west ventilation structure from Port 
of San Francisco navigation and other potential 
hazards. Work on a $2.5 million “concrete blan
ket” to protect the transbay tube from Port of Oak
land navigation was started. Design work was 
completed on a $1.5 million walkway between 
the Coliseum Station and the Oakland Sports 
Complex. Design was started on a two-mile test 
track (south of Hayward) for fleet modification 
and checkout, and on increased power distribu
tion capacities throughout the system.

Most of these and other major construction 
projects in the period were approved for up to 
two-thirds federal funding. Grants totalling $89 
million were approved, including a two-thirds 
grant of $27 million to increase the fleet from 250 
to 350 cars. [An additional four-fifths grant for 
$34 million to increase the fleet to 450 cars was 
pending approval.) Pending approval was 92 per
cent funding of a multi-level parking structure at 
the Daly City Station by the Federal Highway 
Administration, with eight percent funding by 
Daly City.

Status of systemwide contracts;
Trackwork - BART 100%

MUNI 45%

Electrification - BART 100%
MUNI 0

Train Control and
Communications 73%

Status of civil structure contracts;
A Line (Fremont) 100%
C Line (Oakland Subway -

Concord) 100%
R Line (Richmond) 100%
B Line (Transbay Tube) 100%
S Line (SF BART/Muni Subway) 92%
S Line (Outer Market Muni) 45%
M Line (Mission St. - Daly City) 99%

A major effort in public contact training and prep
aration of advertising, publicity, and passenger 
information materials preceded the September 11 
start-up of revenue service. The Passenger Service 
Department instructed train operators, station 
agents, and other transportation personnel in 
courteous handling of patrons. Operators in the 
Telephone Information Center received similar 
sensitivity training, in addition to thorough 
orientation on train and feeder bus service. BART 
information operators were handling 1,000 calls 
daily in English, Chinese and Spanish. “All 
About BART” brochures, in the same languages, 
plus Braille, were located in handy station racks. 
Another brochure informed patrons about station 
elevators, special parking, and other system 
facilities for the handicapped.

Extensive station graphics were prepared to 
encourage maximum self-reliance among patrons 
in using the system. Large maps in each station 
depict train routes, local streets and bus routes, 
and points of interest along the system. These key 
graphics won awards for excellence in art design.

BART’S advertising program in daily news
papers was coordinated with system graphics and 
literature to educate the public in using the sys
tem as well as promote the service. The $200,000 
budget was spent primarily on newspaper space 
and remains the same for the next fiscal year. 
After the full system is operating, advertising will 
be directed at promoting off-peak ridership.

A Passenger Service Corps, organized among 
40 trained volunteers from various District of
fices, provided valuable assistance in handling 
crowds at line openings and special events.

A Passenger Relations Committee was 
formed to identify and coordinate solutions 
among all necessary departments for passenger- 
related problems and complaints. The committee 
sought improvements in such aspects of pas
senger service as train and station announce
ments, station signs, and automobile and bicycle 
parking accommodations.

The train destination signs, working 
smoothly after a short break-in period, were fulfil
ling their promise as a valuable communications 
medium. Informative messages from all appropri
ate system departments are channeled onto the 
signs by Passenger Service. News bulletins and 
advertising messages have been improved to fit 
the sign format. Advertising revenue of $510,000 
for the period is used to amortize the cost of the 
computerized, systemwide signs.

Conscientious follow-up and a written re
sponse to all complaints and suggestions received 
from patrons is considered a key Passenger Serv
ice activity.

A signage improvement program, underway 
at period’s end for 26 stations, is based on patron 
comments and station agent observations during 
the opening months of revenue service on each 
line.



“The pride and involvement of 
BART communities in the opening of their stations 

was a rewarding experience 
for all BART people.”

(Left) “A glorious day," agreed San 
Francisco Mayor Joseph Alioto, (then) District 
Vice-President Chester, and Oakland Vice 
Mayor John Ogawa when they officially opened 
Lake Merritt Station for revenue service on 
September 11, 1972. (Below) Mrs. Gertrude 
Guild of Oakland made her imprint on BART 
history at Lake Merritt as the system's first 
revenue passenger.
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(Left) Richmond Station was the focal point 
of ceremonies opening the Richmond Line on 
January 29. (Above) Pleasant Hill Station was 
typical of the coloiful community ceremonies 
opening the Concord Line on May 21. Director 
Joe Silva and “Miss Pleasant Hill” (Nancy 
Davis) wait for Mayor Ben Hartinger to cut the 
traditional ribbon.



PLANNING & RESEARCH

“Patronage is generally bearing 
out our marketing forecasts, and indicates 

solid public acceptance of BART.”

The Research Department provided considerable 
support to development of the 1973-74 operating 
budget and the five-year forecast of capital and 
operating fund requirements. The Planning De
partment carried on District liaison for a wide 
range of projects with the Bay Area Metropolitan 
Transportation Commission (MTCj, and other 
local agencies and transit systems. In addition, 
both departments carried on their own planning 
or research projects during the period, which are 
summarized below.

Feeder Service: An Agreement with the 
Alameda-Contra Costa Transit District enabled 
patrons to transfer from BART to buses at no 
charge when revenue service commenced. Free 
transfer machines were installed at all East Bay 
stations served by AC Transit, which altered 87 
bus routes for feeder service. The revenue loss for 
the free one-way bus ride for BART patrons is 
shared equally by BART and AC Transit. A tenta
tive agreement was also reached with the San 
Francisco Municipal Railway for feeder service 
routing to BART stations, plus some type of trans
fer arrangement to be further defined.

(Left) Technicians 
Mark Schroodor, 
Victor Eng and Bob 
Draper (standing) 
monitor elaborate 
network of commun
ications from BART 
“nerve center" at 
Lake Merritt. (Below) 
A two-car train 
glides silently down 
grade toward the 
Orinda Station, 
illustrating extensive 
testing that preceded 
opening of each line.
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The staff will continue working to improve 
AC-MUNI-BART transfer procedures and feeder 
service in the coming period. Work also began 
with other agencies to establish local and BART 
feeder bus service in central Contra Costa County, 
Berkeley, and the Fremont-Newark-Union City 
area.

Pending approval was a federal grant appli
cation for two-thirds funding of four express bus 
lines into Contra Costa and Alameda county 
communities not yet served by BART trains. The 
$2.5 million project is to be one-third funded by 
local sales tax revenues. To complement the train 
system’s extensive facilities for the handicapped, 
BART’s 32 buses will be the first in general ser
vice to accommodate wheelchair patrons.

Marketing: Management is firmly committed to 
a broad concept of marketing which makes ser
vice geared to consumer satisfaction a shared ob
jective of all departments in the District. Comple
tion of a well-disciplined marketing plan (1) es
tablished the consumer market framework within 
which BART operates; and (2) developed 
strategies for achieving measurable ridership ob
jectives. Speed, convenience, reliability, and 
good employee-patron contact are identified as 
the important points to sell on BART service — 
with good feedei service to BART necessary in 
the eyes of the consumers.

To develop the baseline data needed for mar
keting decisions, monthly reports were begun on 
patronage, fares, parking lot use, and train opera
tions. Also begun were the first of a series of 
studies on public attitudes, and awareness, pas
senger travel patterns, ages, occupations, and 
other pertinent social data. Vital marketing re-

.



REAL ESTATE

search and active programs will be expanded dur
ing the next period with a federal grant obtained 
for this purpose.

A strong marketing program carried on with 
major Bay Area banks resulted in 177 bank outlets 
handling off-site sales of discount and high value 
tickets by period’s end. Red discount tickets of 
$10 value were made available for $2.50 to pat
rons under 13 and over 65 years of age. Regular 
blue tickets, of $10 and $20 value only, also were 
made available to reduce waiting lines at station 
ticket vendors.

Blocks of discount tickets were made availa
ble directly from the District for groups of 
under-13 students. Tickets of 60 cents and $1 
value (sold for 15 cents and 25 cents) facilitate 
quantity sales to school districts for tours and 
field trips.

Extensions: A final report on the Oakland Air
port transit project cited a separate “connector” 
system between Coliseum Station and the airport 
as more compatible to BART train operations than 
a direct extension. Evaluation of different routes 
and station locations continued for three pro
posed extensions to the Livermore-Pleasanton, 
Pittsburg-Antioch and Northwest San Francisco 
areas, and for the San Mateo County Transit De
velopment Project with which BART is cooperat
ing. The final report of the San Francisco Airport 
Access Project was printed; and negotiations 
were begun between San Mateo County, the City 
and County of San Francisco, and BART to im
plement an extension to the San Francisco air
port.

Other Studies: A major project was begun to de
velop research data on regional transit travel 
patterns. “Real world” behavior affecting travel 
patterns will be simulated via computer models 
during the next period to further evaluate route 
options for the various extensions proposed.

A “BART/TRAILS Study” was prompted by 
two environmental groups (People for Open 
Space and San Francisco Planning and Urban 
Renewal Association) and funded by the U.S. 
Department of Transportation and the East Bay 
Regional Park District. Possible relationships 
between BART and bicyclists for both commuting 
and recreational purposes will be explored by the 
staff and a plan for routes issued during the next 
period.

BART was one of three transit agencies in the 
country selected for implementation of a federal 
“Station Area Development” plan. The Lake Mer
ritt and Coliseum stations will be used to demon
strate how BART, other public agencies, and pri
vate investors can cooperate to improve transit 
station environments.

Acquisitions of land or land rights were com
pleted during the period from 57 parcels at a total 
cost of $3,260,000. The acquisitions represent the 
conclusion of property transactions for existing 
system right of way and facilities, including right 
of way acquired from The Atchison, Topeka & 
Santa Fe Railway between Berkeley and Rich
mond. Transactions involving approximately 150 
additional parcels remain to be concluded 
throughout the system. New requirements from 
16 parcels arose during the year for the Coliseum 
Walkway, Church Street and Castro Street Muni 
Stations, and other projects.

New federal and state laws have increased 
the amount of staff work involved with property 
acquisitions and the related relocation of people 
and businesses. These new laws have substan
tially increased the amount of time and man
power necessary to obtain property for District 
use.

Real estate income from property rentals, 
leases and sales exceeded $600,000 during the 
year. More than $5 million has been recaptured 
since 1964 from the District’s real property hold
ings.

Customer service facilities - public tele
phones, newspaper vending racks, parcel storage 
lockers, mail boxes, bicycle lockers, and refresh
ment vending machines - were installed in BART 
stations prior to revenue service. Newsstands will 
be opened at downtown Oakland and San Fran
cisco stations when San Francisco service begins.

Right of way estimates being provided for 
various extension projects under study will con
tinue during the coming year, as will activities 
concerning property acquisition, condemnation, 
relocation, street and utility conveyances, special 
access to stations, customer services, land sales, 
leases, and property management.

Neighborhood 
residents - old and 
young alike — enjoy 

BART’S beautiful 
linear park extending 
for 2.7 miles through 

Albany and El Cerrito 
under the aerial 

train way.



ADMINISTRATION

An ongoing analysis of cross-related departments 
and manpower skills resulted in major realign
ments within operations, maintenance, engineer
ing and training areas during the period. The 
realignments increased centralization of related 
activities, particularly in technical support and 
documentation.

A major activity of the General Services De
partment was reassigning and acquiring new of
fice space to support increased revenue service 
and other activities. Offices now located outside 
the headquarters building will be consolidated in 
the Oakland Commerce Building, 1540 San Pablo 
Avenue, near the Oakland City Center - 12th 
Street Station. Computerized inventory control 
was expanded from the Hayward Shop storeroom 
to all other District storerooms. Also established 
was a lost and found service for passengers, and a 
systemwide delivery service between BART 
facilities.

The various data processing programs com
prising the Management Information System [ac
tivated in 1971) were modified for improved effi
ciency in all administrative data reporting areas.

A Christmas gift of $90 in train tickets 
from Richmond Shop employees enabled 

elderly and handicapped patients at 
Fremont’s Parkmont Convalescent 

Hospital to take sightseeing trips on the 
system. Vehicle Inspector Richard Taylor 

(left) presents tickets to patient George Migo, 
76, and nurse Nancy Davis.

Under a federal (UMTA) grant, the depart
ment began development of a Maintenance Plan
ning System to optimize preventive maintenance 
schedules and cost controls. The system will be 
designed for general application in the transit in
dustry.

The 1973-74 fiscal year Operating Budget 
was set at $37.1 million, up $10.8 million from 
the 1972-73 period. A revision of this budget is 
expected, however, as it is necessarily based on 
very tentative assumptions involving manpower 
levels, labor costs, other funding requirements, 
and scheduling of transbay service.

Labor costs will remain tentative until cur
rent negotiations of the District’s first collective 
bargaining contracts are completed. The results of 
a current manpower study being conducted by an 
outside consultant, Arthur D. Little, Inc., could 
also effect budget changes.

A major administrative project, involving 
numerous departments, was development of a 
five-year financial forecast of requirements for 
capital and operating funds. Operating expenses 
and revenues were projected, and other possible 
sources of funding analyzed, to provide data re
quired for long-range management decisions.

As the result of sharply increasing costs of 
operation, the project report forecasted major an
nual deficits ahead which fare increases cannot 
offset. Thus, the question of how to meet the 
system’s full operating costs loomed in the next 
period.

Property tax rates fixed by the District de
creased for the 1973-74 fiscal year (see table 
below). They will continue to decline until full 
redemption of $792 million in District construc
tion bonds.

Property Tax Rates
1973-74

Admin. Debt Total
1972-73

Total
Expenses Service Rate Rate

Alameda 4.7 48.9 53.6 58.7
Contra Costa 5 0 53.7 58.7 61.4
San Francisco 5.3 55.6 60.9 65.1

NOTE: I’ax rate is per $100 assessed property value. 
Different tax rates reflect equalization of different as
sessment formulas among counties.

The General Counsel’s Office handled an in
creasing variety of legal work during the period; 
but emphasis remained on legal problems and 
litigation involved in the close-out of major con
struction and procurement contracts.



“In our desire to be good professional 
managers, we cannot forget BART is an

important forum for new social issues.’

ACCOUNTING & FINANCE

The accounting and auditing workload of the 
Controllership Department, which centered 
around construction and equipment contracts in 
previous periods, substantially expanded with 
the start-up of fare revenue service. Areas of ex
pansion included revenues, an 80 percent in
crease in the payroll, off-site ticket sales, supplies 
procurement, and inventory build-up. Increased 
Federal grant disbursements also involved in
creased accounting work during the period.

Off-site cash sales of high value and dis
counted tickets amounted to $213,187. Earned 
passenger revenues totaled $2.1 million for the 
period. Two special encoding machines were on 
order which will expedite encoding of tickets 
with appropriate cash values for off-site sales.

Temporary investments of District general 
construction funds produced interest income of 
more than $8 million. District bonds retired were:

General Obligation, $9.1 million; Special
Service District No. I (Berkeley),
$250,000; and Sales Tax Revenue Bonds,
$13.6 million.

Fare Collection: Treasury Department personnel 
set up procedures to collect revenues from fare 
machine cash boxes with District-owned armored 
trucks, transport them to a cash-handling facility 
for coimting, and thence to local banks for daily 
deposits. Counting was carried out at the Lake 
Merritt headquarters building until activation of 
the new cash-handling facility near the Oakland 
Shop. Collection and counting crews were 
trained in strict procedures to assure maximum 
cash accountability and security. The procedures 
assure that no large amounts of cash accumulate 
in stations or the cash facility.

Opening transbay service to San Francisco 
will bring daily collections to an estimated six 
tons of coinage and 200,000 paper bills. Station 
change machines will use more than five tons of 
coinage daily. Additional cash-handling crews 
will he trained for this workload.

Equipment was ordered for a computerized 
system which will report cash amounts in all sta
tion fare equipment to a central computer at Dis
trict headquarters at hourly intervals. The central 
computer will compare each day’s report of total 
cash collected and counted at the cash facility. 
The system will also record entry and exit sta
tions for every trip made on BART, providing a 
continuous systemwide “trip profile” for market
ing and operations. Called the Data Acquisition 
System, it will be activated during the next 
period.

Insurance & Safety: Transition was begun from a 
fully insured (carrier) program to a substantially 
self-insured program. Significant savings in pre
miums are expected, and the District may eventu
ally negotiate all District insurance directly. An

outside organization was retained to administer 
self-insured losses, and the District may eventu
ally assume this function in anticipation of addi
tional savings.

Payments on passenger accident claims 
amounted to $5,000, with 74 claims reported. 
Payments on employee accident claims amounted 
to $22,000, with 134 accidents and 22 lost time 
injuries reported. The District’s single fatality oc
curred when a track foreman was struck by a rev
enue train while cranking switches near the 
Hayward Yard.

Safety personnel regularly inspected and re
ported on all District facilities. Relatively minor 
corrections in shop and station areas were re
quired in anticipation of the District becoming 
subject to provisions of the federal Occupational 
Safety and Health Act.

Auditor Joe Maher runs coinage collected 
from station fare machines through 
counting equipment in District cash 
room. Computers will soon be used to 
monitor daily cash deposited in fare 
machines with daily cash room counts.



“Our business is not merely operating 
trains efOciently, but transporting people

quickly, comfortably, and safely.’

PERSONNEL

Passenger Service Representative 
Carol Hirose answers questions 

from handicapped youngsters 
during a tour of the system. The 
staff has conducted educationaJ 

tours for thousands of school 
children since the system opened.

Total District personnel increased from 762 to 
1,400 during the period, including 515 new 
hourly employees hired for support of revenue 
service.

Minority employees increased from 30 per
cent to 37 percent of the staff during the period, 
with those in managerial, professional or ad
ministrative jobs increasing from 20 percent to 25 
percent of the group. Management accomplished 
its goal of bringing the minority ratio on the staff 
above that of the three BART counties. More 
women were promoted to supervisory positions 
than in any previous period, and the District ap
pointed its first woman manager.

An advisory panel of officials from Oakland, 
Richmond and San Francisco minority com
munities was appointed to survey District 
policies in recruiting, training and promotion as 
they relate to ethnic minorities, women and the 
handicapped. The panel conducted public meet
ings within their respective communities to study 
attitudes toward BART, and reported their find
ings to the District Directors. The Personnel De
partment staff had begun to implement the re
commendations by the period’s end.

The competitive position of the District’s 
merit review plan within transit and related in
dustries was maintained with the assistance of an 
outside consultant. Employees were briefed on 
wage and salary policies and received a detailed 
analysis of Disfrict benefits for their personal re
cords. Health insurance coverage was improved 
for all employees at no added cost.

One of the busiest stations in the East Bay is the Central 
Berkeley Station, serving the downtown area and the 
University of California campus. (Above) Service Supervisor 
Rocky Green adjusts television receivers used to monitor far 
corners of the large station. (Below) Tren.snry Supervisor 
Charles Gillam reports on cash collections from Station 
Agent Betty Maddux's control booth.



LABOR RELATIONS PUBLIC & COMMUNITY RELATIONS

A state arbitrator’s decision imposed a hiring 
freeze on the District from June 18 to July 15, 
1972, to identify qualified employees of five other 
local transit systems who desired to exercise “job 
preference” rights for BART jobs. The rights were 
established under provision 13 (cj of the U.S. 
Urban Mass Transportation Act of 1964. The Dis
trict processed 1,100 applicants during the freeze, 
resulting in 150 “13 (cJ hires.”

In an election held on April 18, maintenance 
and clerical employees voted for representation 
by the United Public Employees Local 390. 
Transportation employees voted for representa
tion by the Amalgamated Transit Union. Super
visory employees voted for no union representa
tion. The election climaxed two years of state 
hearings to determine which District employees 
would be directed to vote on representation, and 
which among 22 interested unions would be on 
the ballot.

The District was directed by the state to 
negotiate one “umbrella” contract with the two 
unions, who represent a total of 1,100 clerical, 
maintenance and transportation employees. The 
purpose of the joint contract is to minimize the 
potential for system strikes and shutdowns. One 
additional contract remained to be signed with 
the BART Police Officers Association, an inde
pendent affiliation of Police Services Department 
personnel.

At period’s end, a strike threatened to break 
off District contract negotiations with Local 390 
and ATU. Employees in both unions had voted to 
walk out in protest over wage rates for the 13 (cJ 
employees which were, in some cases, higher 
than those for non-13 (cJ employees. (NOTE: The 
UMT Act and subsequent arbitration obliged the 
District to pay 13 (cJ hires the same rates received 
on their prior jobs with other transit lines.J

When contract negotiations are completed in 
the coming period. Labor Relations personnel 
will brief management and employees on its pro
visions to assure fair and uniform interpretation 
by all parties. The opening of transbay service to 
San Francisco is expected to focus on another 
13(c) provision, which requires the District to 
either hire or compensate other transit line em
ployees “adversely affected” by BART service. 
Lastly, union demands for a totally new 13 (c) 
agreement might be faced by the District.

Employees were kept informed of important 
management-labor developments by timely 
memos from the General Manager and by the em
ployee newspaper.

Extensive effort went into activities designed to 
foster community interest and pride in BART. 
During the several summer months preceding the 
September 11 start-up of revenue service, the staff 
worked long overtime hours to stage week-end 
previews for the public at 13 stations on the sys
tem. More than 100,000 Bay Area residents in
spected the stations and trains on display. The 
staff was briefed to answer a wide range of ques
tions about the system.

Maximum involvement of public officials, 
merchants, schools, and citizen organizations 
was sought in ceremonial openings of the Fre
mont, Richmond and Concord lines. District per
sonnel arranged separate, colorful ceremonies for 
each opening station, according to each 
community’s preferences.

System tours conducted for students, profes
sional and foreign groups were at an all-time high 
during the period, as were speaking engagements 
filled by staff members to inform groups about 
BART.

“Third Rail Warning” letters for children and 
their parents were distributed by the thousands, 
prior to turning on third-rail power for each line. 
Cooperation from school districts, which mailed 
the letters to parents, was excellent. Newspapers 
cooperated fully in publicizing the warnings, and 
there were no third-rail accidents during the 
period.

A team of Public Relations and Police Serv
ices personnel was assigned to develop channels 
of direct contact with juveniles in an effort to re
duce vandalism on the system.

Visits by President Richard Nixon on Sep
tember 27 and (then) Secretary of Transportation 
John Volpe on October 11, were carried out with 
minimum interference to revenue service.

Servicing of press, radio and television 
media reached an all-time high with the opening 
of the Fremont Line, and continued with subse
quent line openings.

A train dispatched 
onto the mainline 

March 12 caused a 
flurry of interest 
among the news 

media. In its cab was 
Margie Johnson, 

BART’S first lady 
train operator. Other 

women have since 
followed as train 
operators, police 

officers, and in other 
challenging jobs.



San Francisco Bay Area Rapid Transit District

Balance Sheet
June 30

1973 1972

Assets
Casli (including time deposits of $63,500,000

and $109,200,000] .................................................................................. $
U.S. Treasury securities (Note A) .........................................................
Federal Agency securities (Note A) .....................................................
Miscellaneous receivables .......................................................................
Deposits and notes receivable ................................................................
Construction in progress (Note I] .........................................................
Facilities, property and equipment (Notes A and C) ..................
Materials and supplies (Note A) ............................................................
Debt Service Funds, net assets (including time deposits of 

$44,606,500 and U.S. Treasury and Federal Agency 
securities of $19,070,445 in 1973 and $30,149,600 and 
$21,585,700 in 1972) (Notes D and E) ...........................................

65,432,463
10,511,768
37,661,655

2,457,391
23,926,623

562,279,087
718,452,015

1,152,039

65,176,148

$ 109,468,936
12,265,391
46,651,410

3,352,221
24,372,459

1,141,867,278
3,298,317

406,411

52,566,594

$1,487,069,189 $1,394,249,017

Liabilities, Reserve and Capitalization
Construction contracts and others ....................................................... $ 41,630,684 $ 17,218,669
Unearned fare revenue .................................... 297,254 -0-
Payable to State of California (Note G] .............................................. 39,110,538 39,110,538
Debt Service Funds (Notes D and E) .................................................. 65,176,148 52,566,594
Reserve for self-insurance (Note H) .................................................... 15,000,000 15,000,000
Capitalization:

Construction funds:
General Obligation Bonds ($812,500,000 authorized) (Note D):

Bonds outstanding ......................................................................... 786,310,000 795,660,000
Bonds matured and retired ....................................................... 17,690,000 8,340,000

804,000,000 804,000,000
Sales Tax Revenue Bonds ($150,000,000 authorized) (Note E):

Bonds outstanding ......................................................................... 127,900,000 141,500,000
Bonds matured and retired ....................................................... 22,100,000 8,500,000

150,000,000 150,000,000
U.S. Government Grants (Note F) ................................................ 156,157,472 113,909,977
State of California Grant (Note G) ............................................. 116,543,462 112,756,462
Contributions from others ........................................................... 4,661,226 3,428,022

1,231,362,160 1,184,094,461
Accumulated revenues ................................................................ 93,391,285 84,391,568

1,324,753,445 1,268,486,029
General Fund accumulated net revenues .................. 1,101,120 1,867,187

1,325,854,565 1,270,353,216

$1,487,069,189 $1,394,249,017

See notes to financial statements.



statement of Revenues, Expenses 
and Accumulated Net Revenues
General Fund
Revenues:

Operating revenues:
Fares ...............................................................................

Less discounts, tranfers, other deductions .. ..

Other...............................................................................
Financial assistance - Transportation

Development Act of 1971 ....................................

Taxes .................................................................................
Interest and other ...........................................................

Expenses:
Personal services .............................................................
Rent and office expense ................................................
Professional and specialized services ......................
Travel expense .................................................................
Other...................................................................................

Less charges to construction in progress and other

Excess of expenses over revenues ......................
Accumulated net revenues at heginnng of year ........

Fiscal Year Ended June 30
1973 1972

$ 2,434,466
330,845

2,103,621
120,394

1,370,000

3,594,015
3,784,184 $ 3,589,561

166,741 79,650

7,544,940 3,669,211

16,912,390 9,269,871
1,154,657 628,155

928,132 1,183,004
177,091 167,569

3,369,259 1,338,749

22,541,529 12,587,348
14,230,522 8,646,258

8,311,007 3,941,090

(766,067) (271,879)
1,867,187 2,139,066

$ 1,101,120 $ 1,867,187

Debt Service Funds
FiscalYear Ended June 30, 1973

Fiscal Year

General
Obligatiuii

Bonds

Sales Tax 
Revenue 
Bonds Combined

June 30, 
1972

Combined

Revenues:

Property taxes ........................................... $44,153,452 $44,153,452 $43,931,781
Transaction and use taxes received . -0- $31,054,621 31,054,621 27,769,713
Interest ......................................................... 1,240,617 2,021,859 3,262,476 2,333,134

45,394,069 33,076,480 78,470,549 74,034,628
Less:

Matured interest ....................................... 34,897,171 8,001,800 42,898,971 43,642,974
Matured principal .................................. 9,350,000 13,600,000 22,950,000 16,390,000
Bond service expense ........................... -0- 12,024 12,024 29,986

44,247,171 21,613,824 65,860,995 60,062,960

1,146,898 11,462,656 12,609,554 13,971,668
Balance at beginning of year.................. 17,764,789 34,801,805 52,566,594 38,594,926

Balance at end of year .............................. $18,911,687 $46,264,461 $65,176,148 $52,566,594

See notes to financial statements.



San Francisco Bay Area Rapid Transit District

Statement of Changes In 
Construction Funds

Fiscal Year Ended June 30

Addition during the year:
U.S. Government grants received ..............
State of California grants received ............
Contributions from others (adjustment) . . 
Accumulated revenues (primarily interest)

Statement of Changes In 
Financial Position

Financial Resources Were Used For:
Excess of expenses over revenues ............
Additions to construction in progress and

facilities, property and equipment ........
Bond interest ...................................................
Bond principal ...............................................
Increase in Debt Service Funds ..................
Other .................................................................

Financial Resources Were Provided By:
Property taxes .............................................................
Transactions and use taxes .....................................
Grants from U.S. Government ................................
Grants from State of California ..............................
Contributions from others (adjustment) ..............
Interest on investments .............................................
Decrease (increase) in miscellaneous receivables

and deposits and notes receivable ....................
Increase (decrease) in construction contracts

and other liabilities ...............................................
Decrease in cash and securities ............................

1973 1972
$1,268,486,029 $1,223,454,181

42,247,495 27,750,622
3,787,000 4,614,300
1,233,204 (101,736)
8,999,717 12,768,662

56,267,416 45,031,848
$1,324,753,445 $1,268,486,029

Fiscal Year Ended June 30

1973 1972

$ 766,067 $ 271,879

135,565,507 106,549,919
42,898,971 43,642,974
22,950,000 16,390,000
12,609,554 13,971,668

757,652 436,397
$215,547,751 $181,262,837

$ 44,153,452 $43,931,781
31,054,621 27,769,713
42,247,495 27,750,622

3,787,000 4,614,300
1,233,204 (101,736)

12,262,193 15,101,796

1,340,666 (20,322,691)

24,709,269 (6,658,863)
54,759,851 89,177,915

$215,547,751 $181,262,837

See notes to financial statements.



Notes to Financial Statements
Year ended June 30, 1973

NOTE A - Summary of Significant Accounting Policies
The San Francisco Bay Area Rapid Transit District is a political 
subdivision of the State of California created by the Legislature in 
1957 and regulated by the San Francisco Bay Area Rapid Transit 
District Act, as amended. The District does not have stockholders 
or equity holders and is not subject to income tax. The disburse
ment of all funds received by the District is controlled by statutes 
and by provisions of various grant contracts entered into with the 
State of California and the United States Government.

The General Fund receives an allocation of property tax reve
nues for purposes of providing for administrative expenses not 
involving construction in progress.

Securities are carried at cost which approximates market..
The cost of acquisition and construction of rapid transit 

facilities is recorded in construction in progress and represents 
amounts paid or owing to contractors including amounts pro
vided by State and Federal grants for construction purposes. As 
facilities are completed and become operative, the District trans
fers them to facilities, property and equipment accounts.

During the continuing coiistruction phase, the District has 
not provided depreciation on facilities, property and equipment.

Certain pre-full revenue operating expenses of the District, 
net of fare revenues, will be charged to construction in progress 
until such time as full revenue operations are attained, which is 
expected to be in 1974.

Materials and supplies are stated at average cost.
Accounting policies for general obligation bonds (Note DJ, 

sales tax revenue bonds (Note E), government grants (Notes F and 
Gj, reserve for self-insurance (Note HJ and construction in pro
gress (Note f) are described in separate footnotes.

NOTE B - Significant Events
In September of 1972, initial operation of the system was com
menced on the Fremont-MacArthur line. The Richmond line was 
opened in January of 1973 followed by the opening of the Concord 
line in May of 1973. These three segments, all on the east side of 
San Francisco Bay, represent approximately 56 miles of the basic 
71-mile system.

The District’s rapid transit operations were shut down by a 
strike beginning July 1, 1973. Tentative agreements were con
cluded with the striking unions and revenue operations were re
sumed on August 6, 1973.

NOTE C - Facilities, Property and Equipment
Facilities, property and equipment are summarized as follows;

June 30, 1973
Land ............................................ $ 84,024,587
Improvements .......................... 419,299,633
System operation and control 51,526,259
Revenue equipment ................ 57,407,429
Service equipment .................. 5,564,549
General and administrative . . 98,064,824
Repairable property items . . . 2,564,734

$718,452,015

NOTE D - General Obligation Bonds
In 1962, voters of the member counties of the District authorized a 
bonded indebtedness totaling $792,000,000 of General Obligation 
Bonds. Bonds amounting to $775,250,000 were outstanding at 
June 30, 1973, with principal maturities from 1974 to 1999. Pay
ment of both principal and interest is provided by the levy of 
District-wide property taxes. During 1966, City of Berkeley voters 
formed Special Service District No. 1 and authorized the issuance 
of $20,500,000 of General Obligation Bonds tor construction of 
subway extensions within that city. Special Service District No. 1 
Bonds amounting lo $11,060,000 were _o.utstandmg_at_ June„3p, 
1973, with principal maturities from 1974 to 1998. Payment of 
both principal and interest is provided by taxes levied upon prop
erty within the Special Service District.

Bond principal is payable annually on June 15 and interest is 
payable semiannually on June 15 and December 15 from Debt 
Service Funds. Principal amounts of $10,600,000 of General Ob
ligation Bonds and $260,000 of Special Service District No. 1 
Bonds mature on June 15, 1974. Annual maturities in succeeding 
years are in greater amounts. Interest of $16,934,640 on General 
Obligation Bonds and $252,433 on Special Service District No. 1 
Bonds is payable on December 15, 1973. The composite interest 
rate on bonds currently outstanding is 4.14%.

NOTE E - Sales Tax Revenue Bonds
The 1969 Legislature of the State of California authorized the 
District to issue revenue bonds totaling $150,000,000. Bonds 
amounting to $127,900,000 were outstanding at June 30, 1973, 
with principal maturities from 1974 to 1981. The Sales Tax Reve
nue Bonds are secured by a pledge of the proceeds of the Transac
tions and Use Tax authorized by the 1969 Legislature and of 
moneys received by the District from other sources, in lieu of 
Transactions and Use Tax proceeds, if legally made available. The 
bonds maturing on or after January 1, 1976, are redeemable prior 
to maturity at the option of the District on various dates at prices 
ranging from 104% to 100%. The collection and administration of 
the tax, which became effective April 1, 1970, is performed exclu
sively by the State Board of Equalization and all taxes are trans
mitted directly to the appointed trustee for the purpose of paying 
bond interest semiannually on July 1 and January 1 and principal 
annually on January 1. Principal of $14,450,000 matures on 
January 1, 1974 (with greater annual amounts thereafter! and in
terest of $3,560,900 is payable on July 1, 1973 and on January 1, 
1974. The composite interest rate on bonds currently outstanding 
is 5.55%.

The State Board of Equalization has estimated that the reve
nue from the Transactions and Use Tax for the period April 1 to 
June 30, 1973 will be approximately $7,450,000, of which the 
trustee had received $1,675,000 at June 30, 1973.

NOTE F - U.S. Government Grants
The U.S. Government, under grant contracts with the District, 
provides financial assistance for research, beautification, certain 
construction projects and transit vehicle procurement. Addition
ally, the District is administering federal grants to the City and



San Francisco Bay Area Rapid Transit District

Notes to Financial Statements
(continued)

County of San Francisco (CA-03-0004) for construction of three 
Market Street Station mezzanines, two street plazas and street 
extensions, and a grant to the City of Berkeley (CA-03-0009) in 
connection with the construction of subway extensions within 
Berkeley. The following grants were in force as of June 30, 1973:

Project — Purpose 
Beautification Grants:

CALlF-BD-1 ............
CALIF-B-160 ..........
CALIF-B-163 ..........
OS-CA-09-39-1074 ,

Maximum
Grant

1 447,953
323.000
521.000 
838,565

Funds
Received

360.000
239.000
367.000 

-0-
2,130,518 966,000

Demonstration Grants:
CAL-MTD-2 (Transit

Design) ...................................... 6,157,256 6,157,256*
CA-06-0023 (Fare

Collection) ............................... 1,133,333 947,756
CAL-MTD-7 (Transit

Hardware) ............................... 761,568 761,568*
CA-06-0032 (Prototype

Vehicles) ................................. 5,000,000 4,500,000

13,052,157 12,366,580

Capital Grants — Construction:
CA-03-0006 ................................. 12,867,862 12,867,862*
CAL-UTG-11 ............................... 13,103,910 13,103,910*
CA-03-0015 ................................. 25,939,945 25,939,945*
CA-03-0019 ................................. 88,000,000 62,182,575
CA-03-0047 ................................. 1,000,000 38,000
CA-03-0052 ................................. 38,136,666 8,938,000
CA-03-0058 ................................. 1,700,000 -0-
CA-03-0059 ................................. ; 27,198,666 500,000
CA-03-0069 ................................. 21,681,333 -0-

229,628,382 123,570,292
CA-03-0004 (San Francisco) 19,902,430 14,521,600
CA-03-0009 (Berkeley) ......... 4,733,000 4,733,000*

254,263,812 142,824,892
$269,446,487 $156,157,472

*Project Completed,

NOTE G - State of California Grant
Pursuant to Sections 30770-30782 of the California Streets and 
Highways Code, the Department of Public Works of the State of 
California authorized the District to construct the San Francisco- 
Oakland rapid transit tube and its approaches with State funds. 
Under Section 30778 of the Code, further modified by an agree
ment with the State Department of Public Works, the District will 
reimburse the State for costs of the tube approaches. At June 30, 
1973, the District had received $172,154,000 of which 
$55,610,538 is repayable to the State of California for the tube 
approaches. Reimbursement will be fulfilled by application of a 
$16,500,000 credit to the District arising from highway better
ments constructed with District funds on State Route No. 24 and 
by payment of $1,000,000 on December 31, 1977, and $2,500,000 
annually beginning December 31, 1978,

NOTE H - Reserve for Self-Insurance
By resolution of the Board of Directors of the District, the reserve 
for self-insurance is presently limited to a maximum of $15 mil
lion to provide for uninsured general liability and property dam
age and workmen’s compensation exposure at June 30, 1973.

NOTE I - Construction in Progress
During the year, construction in progress decreased as follows: 
Balance at July 1,1972 $1,141,867,278
Construction ............................... $118,829,635
Real estate acquired ................ 3,263,925
Utility relocation ....................... 1,049,744
Pre-full revenue operating

expenses ................................. 13,482,330
Other ............................................. 584,882

137,210,516
Less:

Rental income and proceeds 
from sales of real estate .. 463,717

Insurance premiums
refunded ............................. 35,823

Transfers to facilities,
property and equipment 715,151,524

Transfers to materials and
supplies ............................... 732,730

Other transfers ...................... 414,913
716,798,707 (579,588,191)

Balance at June 30, 1973 ........ $ 562,279,087

An estimate of project costs, based upon information availa
ble at July 1, 1973, was developed to determine the estimated cost 
of the rapid transit system at completion. This estimate amounts 
to $1,522,000,000 (including $180,000,000 for the transbay tube 
being financed by the State of California and $118,000,000 for 
transit vehicles being financed by Federal grant funds and other 
District sources). Presently, the final cost of the system cannot be 
determined, as future economic conditions, resolution of pending 
contractors' claims and delay in start of full revenue operations 
may have a significant effect on the final cost of the system. Initial 
operation of the system began in September 1972, and it is ex
pected that the system will be in full operation in 1974.



Report of
Independent Accountants

Board of Directors
San Francisco Bay Area Rapid Transit District 
Oakland, California

We have examined the balance sheet of the San Francisco Bay Area 
Rapid Transit District as of June 30, 1973 and 1972, and the related 
statements of revenues, expenses and accumulated net revenues, changes 
in construction funds and changes in financial position for the years 
then ended. Our examination was made in accordance with generally 
accepted auditing standards, and accordingly included such tests of the 
accounting records and such other auditing procedures as we considered 
necessary in the circumstances.

In our opinion, the aforementioned financial statements present 
fairly the financial position of the San Francisco Bay Area Rapid Transit 
District at June 30,1973 and 1972, and the results of its operations and 
the changes in its construction funds and the changes in its financial 
position for the years then ended, in conformity with generally accepted 
accounting principles applied on a consistent basis,

i-Ct.
Certified Public Accountants

San Francisco 
October 16, 1973



San Francisco Bay Area Rapid Transit District
This Annual Report for the period July 1, 1972 to June 30, 1973 is published by the 
District pursuant to Article 28770 of the State of California Public Utilities Code. 
District Headquarters are located at 800 Madison Street, Oakland, California 94607, 
Telephone 415-465-4100.
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San Francisco Bay Area Rapid Transit District
Established by the State of California in 1957. Authorized to finance, construct and 
operate a new high-speed rail rapid transit system under the direction of a representative 
Board of Directors from the counties of Alameda, Contra Costa and San Francisco.

Directors

iifsil ml

ALAMEDA
COUNTY

GEORGE M. SILLIMAN 
H. R. LANGE 
RICHARD O. CLARK 
DEWITT C. WILSON*

"l

P

CONTRA COSTA 
COUNTY

JAMES P. DOHERTY 
JOSEPH S. SILVA

NELLO J. BIANCO 
Vice-President

DANIEL C. HELIX

1

CITY & COUNTY OF 
SAN FRANCISCO
WILLIAM M. REEDY
WILLIAM H. CHESTER 
President

THOMAS F. HAYES 
QUEN'I'IN L. KOPP**

OFFICERS
B. K. STOKES 
General Manager 
L. D. DAHMS
Assistant General Manager- 
Planning & Public Service 
L. A. KIMBALL 
.^stistant Gonnr.nl Manager- 
Administration
M. BARRETT 
General Counsel 
W. F. GOELZ 
Director of Finance 
R. J. SHEPHARD 
Secretary

DEPARTMENT
HEADS
W. E. BENEDICT 
General Services
C. K. BERNARD 
Research

D. DELIRAMICH 
Treasury
W. F. HEIN 
Planning 
L. J. HO ACL AND 
Insurance & Safety 
P. O. ORMSBEE 
Public Relations 
R. D. KNAPP
Systems & Data Processing 
C. O. KRAMER 
Engineering Services
w. M. McDowell
Passenger Service 
J. R. McCALLUM 
Controllership 
W. D. MERSEREAU 
Real Estate 
G. B. OLSEN 
Personnel

E. J. RAY 
Operations
E. A. TILLMAN 
Design & Construction

•Director Wilson succeeded Director Arnold C. Anderson by appointment of 
the Alameda County Supervisors April 17. 1973.
••Director Kopp succeeded Director William C. Blake by appointment of the 
San Francisco City and County Supervisors January 8, 1973.



President’s
Message

.. human values ” 
in management, and good 

working relationships, have more hearing on 
the quality of revenue service 

in the long run . .

On September 11, 1972, a huge construction pro
ject was suddenly transformed into the nation’s 
newest transit system. Empty new stations and 
trains came alive with people. It was a thrill I 
shall not soon forget.

Thousands of BART District residents and 
taxpayers poured into the system and quickly 
made themselves at home on that day, ending the 
era of building and testing the network, and be
ginning a new era of public transportation serv
ice.

This year’s report from the General Manager 
has been expanded to cover the busiest period in 
the District’s history, and with special emphasis 
on all matter pertaining to revenue service.

- Pre-revenue preparations were seriously 
hampered by very late revenue car deliveries and 
last summer’s state-imposed hiring freeze. 
Equipment reliability problems aggravated the 
shortage of revenue cars. Fleet testing and mod
ification work required a sharply limited 
schedule of revenue service.

Despite these setbacks, the District staff suc
cessfully opened 56 miles of its 71-mile system, 
and 24 of its 34 stations. Patronage to date, ex
ceeding all reasonable expectations, gives every 
indication of solid public acceptance of BART!

These achievements tell me a great deal 
about the caliber of our people: they perform su
perbly when the going gets tough.

The new responsibilities of revenue service 
. . . equipment start-up problems . . . the issues 
raised by approaching labor contract negotiations 
.. . plus broader social issues being focused on 
BART ... all combined to make extraordinary 
demands on the District Directors and staff niau- 
agement during the report period.

These demands will continue through the 
1973-74 period as the District and its contractors 
work to bring the system into readiness for trans
bay operation. Staff management ably carried out 
realignment of activities and personnel during 
the period. This process will continue in the next 
period as a permanent operating structure 
evolves.

In addition to the concerns of the new fiscal 
year, the Directors and staff will doubtless have 
occasion to reassess decisions from past years.

Prusidont Chester chats vritii 
Berkeley Mayor and Mrs. Warren 

Widencr and other passengers 
during the Januaqf 29 opening of 

the fliehmond Line.

made under circumstances no longer applicable. 
Management has, without question, demon
strated an ongoing ability to change, correct and 
improve — which is vital to every organization.

In addition to an entirely proper and con
structive concern about BART from outside par
ties, a certain mindless criticism of the Directors 
and staff has become politically fashionable in 
some quarters. We must not let criticisfn we re
gard as unfair . . . nor pride, nor conflicting, view
points . . . rob us of objectivity in the continued 
review of our internal affairs.

In this coming period, we Directors must not 
let our preoccupation with technical resources 
cause us to overlook the mportance of our people 
resourcesrAs demonstrated tirrie and time again 
in the transit industry, human values in manage
ment, and good working relationships, have more 
bearing on the quality of revenue service in the 
long run than do relatively short-run technical 
problems.

William H. Chester - 
President
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Report of the 

General Manager
TRANSIT OPERATIONS

General Manager B. R. Stokes 
(right) briefs Dick Brown, 
chairman of the State 
Transportation Board and 
San Diego County Supervisor, 
on BART'S new automatic fare 
collection equipment.

OPERATING STATISTICS
(September 11, 1972 through June 30, 1973)

Total Car Miles (revenue service only) 
Total Passenger Trips (patronage) 
Passenger Miles (estimated)
Ridership Ratio: (for June 1973)

Peak
Off-Peak

Net Passenger Revenues (less value 
of fare discounts and 

AC-BART transfer expense)
Average Passenger Fare (includes 

discount fares at full value)
Average Trip Length (based on 

average fare)

4,589,927
4,591,241

106,771,131

53%
47%

$2,103,621

.5293 cents

12.0 miles

The first 10 weeks of the fiscal year were spent in 
intense, around-the-clock pre-revenue activity to 
ready the system for the opening of the first 26 
miles of the system between Fremont and north 
Oakland. On Monday, September 11, ceremonies 
were held simultaneously at the 12 opening sta
tions for 2,000 guestSi including local, state and 
federal officials. At 12 noon, the BART Train Con
trol Center at Lake Merritt announced: "This sys
tem is now open for revenue service.” Thousands 
uf waiting patron,s rushod through the fare gates 
to ride the first truly new rapid Lransil system 
built in the United States in more than a half- 
century.

Pre-Revenue Operations; Activities included 
complex and extended testing of transit cars and 
the automatic train control system between Fre
mont and MacArthur Stations. Revenue train op
eration was first simulated on the train control 
computer, using theoretical run times, which 
were later compared to actual run times and ad
justed in the computer. Procedures for mainline 
operations, interfacing BART Central Train Con
trol with mainline operations, yard movements, 
emergencies, and other purposes, were finalized 
and published.

Pre-revenue train circulation testing was 
seriously hampered by the continued shortage of 
revenue service cars, which in tuim affected other 
related pre-revenue activities. (As of July 1, 13 
cars were available for testing.) The shortage re
sulted from a slippage of delivery schedules by 
the car-builder, Rohr Industries, Inc., which had 
suffered a crippling nine-week strike.

An equally serious problem was a four-week 
hiring freeze from June 18 to July 15 imposed on 
the District by the State. The District was directed 
to interview 1,100 employees of five Bay Area 
transit lines to determine how many employees 
desired (and were qualified) to exercise job pre
ference rights with BART guaranteed by federal 
legislation. To surmount this delay, an intensive 
effort was required between mid-July and early 
September to hire and train the station agents, 
train operators, maintenance and other personnel 
required for start-up of revenue service. In this 
short period, more than 5 5,000 training hours 
were administered to new personnel.

Revenue Operations: Service commenced on 
September 11 with only 24 A-cars and two B-cars 
available for service. The Transportation Depart
ment was able to regularly maintain eight to nine 
two-car trains on the Fremont-MacArthur loop at 
10-15 minute headways. Remaining A-cars were 
used in back-up trains. Additional B-cars did not 
begin joining the fleet until well into October.



“The most important sign on the system 
hangs in the Train Control Center.

It says ‘PAMPER THE PASSENGER’.”

Transportation carried 100,000 people in the 
first 4V2 days of revenue service, a remarkable ac
complishment considering the shortage of cars 
and newness of the line operation organization. 
As the initial influx of sightseers or excursion 
riders passed, daily average ridership began to 
reflect more accurately the patronage of a new 
transit market with seasonal characteristics. Rid
ership levelled off to a 16,000 daily average in 
October, and then to 12,000 in January.

On January 29, 11 more system miles and six 
more stations were opened to Richmond. Equip
ment increased to 12 three- and four-car trains. 
Daily patronage immediately jumped from 12,000 
to 27,000. .

On May 21, 19 more system miles and six 
- more stations were'opened (fforh MacArthm Sta

tion) to Concord — BART’s most scenic line and 
its showcase of transit/freeway corridor planning. 
Average daily ridership rose from 28,000 to
36.000 in the line’s first week of operation, reach
ing a peak daily average of 37,000 in June.

Testing, checkout and modifications to the 
car fleet and control system for full system opera
tion (on optimum headways) comprise a large 
and ongoing technical effort that must be accom
plished on night shifts and on weekends, using 
system trackage and maintenance facilities. 
Hence, revenue service was limited to weekdays, 
6 a.m. to 8 p.m., and will so continue until some 
date after full system operation commences.

Despite a limited service schedule, daily rid
ership rose to 95 percent of that forecasted for the 
three East Bay lines on a full schedule of 20 hours 
a day seven days a week. Significantly, commuter 
patronage rose 38 percent above the forecast for 
the East Bay lines. By June, 19,500 of the 37,000 
daily trips were in the a.m. and p.m. commuter 
peaks — very close to the 50 percent peak to off- 
peak ratio forecast for the system.

Heaviest demands on the system’s limited 
capacity were made during three games of the 
1972 World Series, when BART moved up to
8.000 passengers per hour with 18 cars. Peak- 
one-day ridership was 40,000 on Washington’s 
Birthday (February 19). The system carried more 
than 4V2 million passengers over 106 million 
miles with no fatalities or serious injuries.

Of BART’s initial fleet order of 150 A-cars 
and 100 B-cars, 148 A’s and 71 B’s were delivered 
by period’s end. Of these, 108 A’s and 59 B’s had 
been provisionally accepted for service. An order 
was placed with Rohr Industries for an additional 
100 B-cars. Work on these cars will commence in 
early fall when the initial 250-car order is com
pleted.

Train yards and maintenance shops at Rich
mond and Concord were activated to dispatch all 
revenue service trains on and off the mainline, 
and to perform scheduled (daily and periodic) 
maintenance bn rolling stock. The main Hayward

Shop thus was able to concentrate on fleet heavy 
maintenance and component overhaul, as well as 
equipment testing and modification programs 
leading to start-up of full (transbay) system opera
tion.

Seasoning of Transportation Department per
sonnel in the operation of trains. Control Center, 
stations and train yards was evident in improved 
train operations and response to non-routine situ
ations during the period.

The period ended with three of the system’s 
four- lines, 56 of its 71 miles and 24 of its 34 sta
tions in operation. Eighteen trains (four or five 
cars each) were regularly in revenue service. The 
District was working to open the remaining 15 
miles of-the system from-downtown'Oakland ■ 
through the transbay tube and San Francisco to 
Daly City. A key requirement in the train control 
system for transbay operation (see page 6 for de
tails) was yet to be met. And there was growing 
threat of a system shutdown by the District’s 
1,100 union employees. Both factors would, in 
the next period, further delay the opening of the 
transbay service.

NOTE: subsequent to June 30, 1973, the system was shut down 
hy a strike for the entire month of July. The map below indicates 
schedules for opening the remainder of the system, developed 
after the District resumed revenue operations on August 6, 
1973.

Powell Sti 
Civic Centei/

^^ruitvale
^^^oliseum

Leandro/716th St Mission ^24th St Mission 
^Glen Park 
/Balboa Park 
Daly City

^yFair 
^^ayward 
^^^outh Hayward 

^yjnion City

Opened during 72-73 fiscal year

Scheduled to open Nov. 5, 1973 
Transbay service to begin in 1974 ■ ■



System Maintenance: Approximately half the 
total district personnel are involved in a wide 
range of 24-hour support activities, from station 
and right-of-way housekeeping to highly com
plex maintenance of electronic equipment. Get
ting acquainted with contractor-installed equip
ment, and identifying and correcting design or 
installation deficiencies, characterized much of 
the period activity. Major effort went into de
velopment of test procedures and devices for 
rapid troubleshooting of transit vehicles, train 
controls, communications networks, line elec
trification circuits, emergency alarms and equip
ment, and other support areas. Fare collection 
equipment was maintained by the manufacturer, 
IBM.

A major problem area was unsatisfactory re
liability of the vehicles in revenue service, which 
increased unscheduled maintenance performed 
at the shops to four times the forecasted work
load. Vehicle downtime reached a monthly aver
age of 30 percent of the fleet, with carborne train 
controls and braking and propulsion systems the 
major causes of downtime. By period’s end, the 
Hayward Shop was monitoring approximately 85 
car modifications requested from Westinghouse 
Electric Corporation, Rohr Industries, Inc., or 
their subcontractors. The modifications primarily 
involved changes or additions to cab controls and 
signals, door mechanisms, braking and propul
sion systems, and ATC (automatic train control) 
circuitry.

Another major problem area involved 
wayside equipment malfunctions, which fre
quently caused the ATC system to falsely “de
tect” a non-existent train in a given track section 
or block. Accordingly, the fail-safe system stop
ped any revenue train that moved into the preced
ing block. The train operator then had to move his 
train through the “false occupancy” block on 
manual control at reduced speed, thereby disrupt
ing running schedules. Replacement of faulty cir
cuits in the wayside equipment was, by period’s 
end, reducing the frequency of false occupancies. 
Other modifications, such as changes in station 
stopping circuits and car antenna, added up to a 
significant improvement in ATC reliability.

The system’s elaborate new network of com
munications and heavy power distribution, ex
tended with each line opening, required consid
erable work to achieve the required reliability. 
More than 2 5 separate communications systems 
were started up, including radio, telephone, pub
lic address systems, and digital communication 
links used in train control. Similar start-up work 
was accomplished on the system’s third rail cir
cuits and power feeds from PG&E sub-stations, 
plus a wide range of auxiliary generators and bat

teries to keep vital parts of the system operable in 
case of general power failure.

The Inspection Division staff was enlarged to 
assure complete and uniform reporting of equip
ment malfunctions and unusual occurances in 
train operations to appropriate maintenance, en
gineering, and contractor areas. Thirty-four in
spectors closely monitored the Train Control 
Center and the Hayward Shop, key points in other 
system shops, and also Rohr’s car-assembly line 
at Chula Vista, California.

Installation of automatic car wash facilities, 
similar to those at Hayward Yard, was begun at 
Richmond and Concord Yards.

The Track and Structures Division performed 
final alignment and cleaning of rails prior to each 
line opening. Extensive replacement of defective 
rail joint insulation, plus stainless steel surfacing 
of seldom-used crossovers and other trackage, 
was carried out to help improve ATC system re
liability. Crews were trained to manually operate 
switches (in event of remote control problems) 
and a variety of mobile equipment used for sys
tem maintenance and emergencies. Extensive 
work was required to correct water leakage in 
subways and stations and other major and minor 
deficiencies in new structures, janitorial crews 
were trained for each line prior to opening, and 
system mileposts and other right-of-way signage 
installed. The Building & Grounds Section moved 
from the Oakland Shop to rented quarters in the 
Butler Building at 11 Fourth Street, Oakland.

System Safety: With a period record of zero pas
senger fatalities and serious injuries, BART more 
than lived up to the excellent passenger safety 
record of the rail transit industry. Passenger acci
dent claims, all non-serious, totalled 15 on trains 
and 58 in stations. Prevention of station accidents 
will be emphasized in the next fiscal year, with 
coordinated efforts between safety, police, line 
operations, and maintenance personnel.

On October 2 the system’s only serious train 
accident occurred. Failure of a tiny crystal oscil
lator caused on-hoard control circuitry to transmit 
an erroneous speed command to the propulsion 
system of a two-car train approaching the Fre
mont Station terminus. Although under full brak
ing, the train’s overspeed condition resulted in 
one car leaving the tracks. It passed through a 
sand harrier, coming to rest on a dirt incline into 
the station parking lot. A few of the passengers 
were bruised, but none was seriously injured.

Although electronic engineers consider this 
type of component failure extremely remote, a 
program was immediately begun to equip all cars 
with redundant circuitry to prevent any similar 
problems in speed coding equipment. The nature 
of the accident subsequently focused attention on 
broader concepts of fail-safe design as utilized in 
BART’S train control system and in vital safety 
control systems elsewhere.



“Our maintenance people 
have met inevitable start-up problems squarely 

and with great individual effort”

Police Services: District policy is aimed at devel
oping a highly professional police organization 
able to carry out law enforcement on the system 
within the different social structures of the on
line communities. A major activity of the Police 
Services Department was the recruiting arid train
ing of officers for a low-key, nonmilitary ap
proach to law enforcement. The department has 
recruited primarily from personnel of Bay Area 
community police departments, who already 
have basic experience and professional peace of
ficers status. Officers recruited thus far average 32 
years of age, with two years of college and seven 
years of police experience.

Police Services performs a broad range of ac- 
Dvities, including system patroL(in automobiles 
or on trains), and investigation work. BART offi
cers work closely with the community law 
enforcement agencies, and a number of wanted 
persons have been apprehended as a result.

Crimes on the system mainly involved au
tomobile and bicycle thefts, with crimes against 
persons very minimal. Rock-throwing at trains 
and other juvenile vandalism continues as a per
sistent problem for which there is no simple solu
tion. However, District personnel are working 
with schools and civic organizations in an at
tempt to improve the situation.

The department’s major task in the coming 
period will be to prepare for the San Francisco 
line operation with its large fidership and station 
activity.
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Hayward Shop crews (left and 
above) worked around the clock 
seven days a week to maintain and 
modify revenue cars, and check out 
new vehicles arriving from factory. 
Richmond and Concord Shops were 
activated during period. (Right) 
Supervisors Al Bullock and Bob 
Rainey monitor computerized rout
ing of busy Hayward Yard traffic 
from control tower.
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SYSTEM ENGINEERING

Bringing the new transit vehicles and train con
trol system to performance and reliability levels 
required for full system (transbay) operation con
tinued as a major challenge during the period. 
Extensive testing and design evaluation programs 
were carried on by the consortium of District en
gineers, consultants, and equipment suppliers.

Testing: Thorough testing of revenue vehicles, 
train controls, system communications, and other 
equipment preceded each of the three line open
ings. As equipment problems were identified and 
corrections implemented, pre-revenue testing 
went progressively smoother for each line open
ing.

Nevertheless, at period’s end the District was 
still working to meet a key requirement of the 
California Public Utilities Commission calling for 
continuous detection of “dead” two-car trains 
(i.e., without third-rail power) throughout the 
system. Although the control system reliably de
tects powered trains in normal operations, the re
quirement is intended to assure safe train spacing 
under the most adverse circumstances of com
plete power failure.

Tq doubly assure safe spacing of trains on 
automatic control, the CPUC has required the Dis
trict to monitor all train movements with station 
platform-to-station platform telephone communi
cation since revenue service commenced. This 
requirement will continue until the “dead train”

(Then) U.S. 
Secretary of 
Transportation 
John Volpe (center) 
was escorted by 
Passenger Service 
Representative 
ffnren Snndeen 
and 1972 District 
President George 
Silliman during 
his October 11 
visit to dedicate 
the system.

detection is achieved. Until the requirement is 
lifted, however, the telephone back-up operation 
precludes the closer train spacing considered 
necessary for efficient transbay operation. 
Design: Vehicle and train control reliability 
problems, plus the October 2 train accident at the 
Fremont Station, centered largely around elec
tronics. As such, the period involved extensive 
evaluations of vehicle and train control design 
concepts, particularly with regard to fail-safe de
sign of vital circuitry and components.

On November 9, State Legislative Analyst A. 
Alan Post issued a report to California legislators 
which contained 15 recommendations pertaining 
to system equipment and operating safety, and 16 
recommendations pertaining to District contract 
administration, bidding, and procurement proce
dures.

As a follow up to the Post report, a three-man 
panel of experts was appointed by the State Sen
ate Public Utilities and Corporations Committee 
to investigate the train control system. On Feb
ruary 5, the panel reported to the legislature that 
current BART operations were safe, and would 
continue to be safe for future transbay service 
with the addition of certain modifications and 
back-up systems.

Among the panel’s 21 recommendations 
were additional redundant (duplicate) vital cir
cuitry in cars and control equipment, added cab 
information for train operators, testing for “worst 
weather” braking, and continued testing of car 
wheel “scrubbers.”

The District staff has since worked closely 
with the panel, and change orders have been is
sued for vehicle and train control modifications 
agreed upon. The “scrubbers” (metal rubbing 
blocks that keep car wheels clean) generally im
proved train detection by improving wheel-to- 
track contact. However, the test results still did 
not fulfill the CPUC’s stringent “dead train” de
tection requirement, and other methods of im
proving detection were being investigated.

Of major importance was the consolidation of 
all system equipment engineering and contract 
administration into a new Engineering Services 
Department. A new Quality Control Department 
was also eslahli.slied lo c:entralize reporting and 
analysis of equipment failures and other reliabil
ity problems for engineering and maintenance 
personnel.

At period’s end. District engineers were de
veloping plans for a wide-ranging safety study 
which would analyze the interaction of trains, 
employees, passengers, operating procedures, 
and other factors to determine the system’s full 
public safety potential relative to operating and 
design limitations, and relative to other transit 
systems. The study is estimated to cost $750,000, 
with two-thirds funding from the U.S. Urban 
Mass Transportation Administration.



“We have tried hard to provide 
quality surroundings for our patrons, and

they seem to truly appreciate this quality.’

DESIGN & CONSTRUCTION

The Design and Construction Department (previ
ously called the Engineering and Construction 
Department] assumed greater responsibility for 
management of project design and construction 
to permit the orderly phaseout of the District’s 
engineering consultants (Parsons, Brinckerhoff- 
Tudor-Bechtel) in this function. Work by PB-T-B 
engineers on the project decreased approximately 
45 percent from the 1971-72 period level. De
partment persoimel directly managed construc
tion for 14 contracts, and prepared 16 smaller im
provement and procurement contracts, in addi
tion to monitoring design and/or construction of 
226 outside contracts.

Construction: Completion of the Concord and 
-Daly City-stations and related trackage, plus' 
Phase I (shell only] of the Embarcadero Station, 
concluded all line and station construction re
quired for operation of the full 71-mile train sys
tem. Phase II (interior construction] of the Embar
cadero Station commenced in June, 1973. (Trains 
will run through the station without stopping 
until its completion in late 1975.]

Major construction centered around the 
Outer Market line (for San Francisco Municipal 
Railway streetcars], which included work on the 
Van Ness Station and tunnels, the Church Street 
and Castro Street stations, and associated line 
work. Design of the West Portal Station was near 
completion.

Mezzanine extensions to Montgomery and 
Civic Center stations were completed, with the 
Powell Street Station extension 94 percent com
plete. Construction was well underway on the 
District’s cash handling facility and a new 
warehouse (both near the Oakland Shop].

The period closed with overall project design 
more than 99 percent complete and construction 
82 percent complete. The proximity of these fig
ures to the previous period closing — 99 percent 
for design and 80 percent for construction — re
flects a substantial amount of system improve
ments introduced into the project (see Special 
Projects below] for which new contracts are iden
tified and scheduled. Overall value of the project 
was estimated at $1,522 billion ^including $269 
'million in federal grants to date], with $1,282 bil
lion expended to date.
Contracts: Fifty-two contracts were completed, 
bringing total project contracts completed to 226 
and valued at $667 million. Work-in-progress was 
valued at $325 million. Thirty-eight contracts to
talling $39 million remained to be awarded.

President Richard Nixon says “well done” to employees gathered at the 
Lake Merritt Station fountain plaza after riding the system on September 27.
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PASSENGER SERVICE:

Special Projects: A $2.5 million over-water plat
form adjacent to the Ferry Building in San Fran
cisco was completed. Its purpose is to safeguard 
the tube and west ventilation structure from Port 
of San Francisco navigation and other potential 
hazards. Work on a $2.5 million “concrete blan
ket” to protect the transbay tube from Port of Oak
land navigation was started. Design work was 
completed on a $1.5 million walkway between 
the Coliseum Station and the Oakland Sports 
Complex. Design was started on a two-mile test 
track (south of Hayward) for fleet modification 
and checkout, and on increased power distribu
tion capacities throughout the system.

Most of these and other major construction 
projects in the period were approved for up to 
two-thirds federal funding. Grants totalling $89 
million were approved, including a two-thirds 
grant of $27 million to increase the fleet from 250 
to 350 cars. (An additional four-fifths grant for 
$34 million to increase the fleet to 450 cars was 
pending approval.) Pending approval was 92 per
cent funding of a multi-level parking structure at 
the Daly City Station by the Federal Highway 
Administration, with eight percent funding by 
Daly City.

Status of systemwide contracts:
Trackwork - BART 100%

MUNI 45%

Electrification - BART 100%
MUNI 0

Train Control and
Communications 73%

Status of civil structure contracts:
A Line (Fremont) 100%
C Line (Oakland Subway -

Concord) 100%
R Line (Richmond) 100%
B Line (Transbay Tube) 100%
S Line (SF BART/Muni Subway) 92%
S Line (Outer Market Muni) 45%
M Line (Mission St. - Daly City) 99%

A major effort in public contact training and prep
aration of advertising, publicity, and passenger 
information materials preceded the September 11 
start-up of revenue service. The Passenger Service 
Department instructed train operators, station 
agents, and other transportation personnel in 
courteous handling of patrons. Operators in the 
Telephone Information Center received similar 
sensitivity training, in addition to thorough 
orientation on train and feeder bus service. BART 
information operators were handling 1,000 calls 
daily in English, Chinese and Spanish. “All 
About BART” brochures, in the same languages, 
plus Braille, were located in handy station racks. 
Another brochure informed patrons about station 
elevators, special parking, and other system 
facilities for the handicapped.

Extensive station graphics were prepared to 
encourage maximum self-reliance among patrons 
in using the system. Large maps in each station 
depict train routes, local streets and bus routes, 
and points of interest along the system. These key 
graphics won awards for excellence in art design.

BART’s advertising program in daily news
papers was coordinated with system graphics and 
literature to educate the public in using the sys
tem as well as promote the service. The $200,000 
budget was spent primarily on newspaper space 
and remains the same for the next fiscal year. 
After the full system is operating, advertising will 
be directed at promoting off-peak ridership.

A Passenger Service Corps, organized among 
40 trained volunteers from various District of
fices, provided valuable assistance in handling 
crowds at line openings and special events.

A Passenger Relations Committee was 
formed to identify and coordinate solutions 
among all necessary departments for passenger- 
related problems and complaints. The committee 
sought improvements in such aspects of pas
senger service as train and station announce
ments, station signs, and automobile and bicycle 
parking accommodations.

The train destination signs, working 
smoothly after a short break-in period, were fulfil
ling their promise as a valuable communications 
medium. Informative messages from all appropri
ate system departments are channeled onto the 
signs by Passenger Service. News bulletins and 
advertising messages have been improved to fit 
the sign format. Advertising revenue of $510,000 
for the period is used to amortize the cost of the 
computerized, systemwide signs.

Conscientious follow-up and a written re
sponse to all complaints and suggestions received 
from patrons is considered a key Passenger Serv
ice activity.

A signage improvement program, underway 
at period’s end for 26 stations, is based on patron 
comments and station agent observations during 
tbe opening months of revenue service on each 
line.



“The pride and involvement of 
BART communities in the opening of their stations 

was a rewarding experience 
for all BART people.”

(Left) “A glorious day,” agreed San 
Francisco Mayor Joseph Alioto, (then) District 
Vice-President Chester, and Oakland Vice 
Mayor Jahn Ogawa when they officially opened 
Lake Merritt Station for revenue service on 
September 11, 1972. (BelowJ Mrs. Gertrude 
Guild of Oakland made her imprint on BART 
history at Lake Merritt as the system’s first

mss■
revenue passenger.

(Left) Richmond Station was the focal point 
of ceremonies opening the Richmond Line on 
January 29. (Above) Pleasant Hill Station was 
typical of the colorful community ceremonies 
opening the Concord Line on May 21. Director 
Joe Silva and “Miss Pleasant Hill” fNancy 
DavisJ wait Jor Mayor Ben Hartinger to cut the 
traditional ribbon.



PLANNING & RESEARCH

“Patronage is generally bearing 
out our marketing forecasts, and indicates 

solid public acceptance of BART.”

The Research Department provided considerable 
support to development of the 1973-74 operating 
budget and the five-year forecast of capital and 
operating fund requirements. The Planning De
partment carried on District liaison for a wide 
range of projects with the Bay Area Metropolitan 
Transportation Commission (MTC), and other 
local agencies and transit systems. In addition, 
both departnients carried on their own planning 
or research projects during the period, which are 
summarized below.

Feeder Service: An Agreement with the 
Alameda-Contra Costa Transit District enabled 
patrons to transfer from BART to buses at no 
charge when revenue service commenced. Free 
transfer machines were installed at all East Bay 
stations served by AC Transit, which altered 87 
bus routes for feeder service. The revenue loss for 
the free one-way bus ride for BART patrons is 
shared equally by BART and AC Transit. A tenta
tive agreement was also reached with the San 
Francisco Municipal Railway for feeder service 
routing to BART stations, plus some type of trans
fer arrangement to be further defined.

(Left) Technicians 
Mark Schroeder, 
Victor Eng and Bob 
Draper (standing) 
monitor elaborate 
network of commun
ications from BART 
“nerve center" at 
Lake Merritt. (Below) 
A two-car train 
glides silently down 
grade toward the 
Orinda Station, 
illustrating extensive 
testing that preceded 
opening of each line.

The staff will continue working to improve 
AC-MUNI-BART transfer procedures and feeder 
service in the coming period. Work also began 
with other agencies to establish local and BART 
feeder bus service in central Contra Costa County, 
Berkeley, and the Fremont-Newark-Union City 
area.

Pending approval was a federal grant appli
cation for two-thirds funding of four express bus 
lines into Contra Costa and Alameda county 
communities not yet served by BART trains. The 
$2.5 million project is to be one-third funded by 
local sales tax revenues. To complement the train 
system’s extensive facilities for the handicapped, 
BART’s 32 buses will be the first in general ser
vice to accommodate wheelchair patrons.

Marketing: Management is firmly committed to 
a broad concept of marketing which makes ser
vice geared to consumer satisfaction a shared ob
jective of all departments in tbe District. Comple
tion of a well-disciplined marketing plan (1) es
tablished the consumer market framework within 
which BART operates; and (2j developed 
strategies for achieving measurable ridersbip ob
jectives. Speed, convenience, reliability, and 
good employee-patron contact are identified as 
the important points to sell on BART service — 
with good feeder service to BART necessary in 
the eyes of the consumers.

To develop the baseline data needed for mar
keting decisions, monthly reports were begun on 
patronage, fares, parking lot use, and train opera
tions. Also begun were the first of a series of 
studies on public attitudes, and awareness, pas
senger travel patterns, ages, occupations, and 
other pertinent social data. Vital marketing re-
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REAL ESTATE

search and active programs will be expanded dur
ing the next period with a federal grant obtained 
for this purpose.

A strong marketing program carried on with 
major Bay Area banks resulted in 177 bank outlets 
handling off-site sales of discount and high value 
tickets by period’s end. Red discount tickets of 
$10 value were made available for $2.50 to pat
rons under 13 and over 65 years of age. Regular 
blue tickets, of $10 and $20 value only, also were 
made available to reduce waiting lines at station 
ticket vendors.

Blocks of discount tickets were made availa
ble directly from the District for groups of 
under-13 students. Tickets of 60 cents and $T 
value (sold for 15 cents and 25 cents) facilitate 
quantity sales to school districts for tours and 
field trips.

Extensions: A final report on the Oakland Air
port transit project cited a separate “connector” 
system between Coliseum Station and the airport 
as more compatible to BART train operations than 
a direct extension. Evaluation of different routes 
and station locations continued for three pro
posed extensions to the Livermore-Pleasanton, 
Pittsburg-Antioch and Northwest San Francisco 
areas, and for the San Mateo County Transit De
velopment Project with which BART is cooperat
ing. The final report of the San Francisco Airport 
Access Project was printed; and negotiations 
were begun between San Mated County, the City 
and County, of San Francisco, and BART to im
plement an extension to the San Francisco air
port.

Other Studies: A major project was begun to de
velop research data on regional transit travel 
patterns. “Real world” behavior affecting travel 
patterns will be simulated via computer models 
during the next period to further evaluate route 
options for the various extensions proposed.

A “BART/TRAILS Study” was prompted by 
two environmental groups (People for Open 
Space and San Francisco Planning and Urban 
Renewal Association) and funded by the U.S. 
Department of Transportation and the East Bay 
Regional Park District. Possible relationships 
between BART and bicyclists for both commuting 
and recreational purposes will be explored by the 
staff and a plan for routes issued during the next 
period.

BART was one of three transit agencies in the 
country selected for implementation of a federal 
“Station Area Development” plan. The Lake Mer
ritt and Coliseum stations will be used to demon
strate how BART, other public agencies, and pri
vate investors can cooperate to improve transit 
station environments.

Acquisitions of land or land rights were com
pleted during the period from 57 parcels at a total 
cost of $3,260,0.00. The acquisitions represent the 
conclusion of property transactions for existing 
system right of way and facilities, including right 
of way acquired from The Atchison, Topeka & 
Santa Fe Railway between Berkeley and Rich
mond. Transactions involving approximately 150 
additional parcels remain to be concluded 
throughout the system. New requirements from 
16 parcels arose during the year for the Coliseum 
Walkway, Church Street and Castro Street Muni 
Stations, and other projects.

New federal and state laws have increased 
the amount oX staff work involved with property 
acquisitions and the related relocation of people 
and businesses. These new laws have substan
tially increased the amoimt of time and man
power necessary to obtain property for District 
use.

Real estate income from property rentals, 
leases and sales exceeded $600,000 during the 
year. More than $5 million has been recaptured 
since 1964 from the District’s real property hold
ings.

Customer service facilities - public tele
phones, newspaper vending racks, parcel storage 
lockers, mail boxes, bicycle lockers, and refresh
ment vending machines - were installed in BART 
stations prior to revenue service. Newsstands will 
be opened at downtown Oakland and San Fran
cisco stations when San Francisco service begins.

Right of way estimates being provided for 
various extension projects under study will con
tinue during the coming year, as will activities 
concerning property acquisition, condemnation, 
relocation, street and utility conveyances, special 
access to stations, customer services, land sales, 
leases, and property management.

Neighborhood 
residents - old and 
young alike — enjoy 

BART’S beautiful 
linear park extending i, 
for 2.7 miles through 

Albany and El Cerrito 
under the aerial 

train way.



ADMINISTRATION

An ongoing analysis of cross-related departments 
and manpower skills resulted in major realign
ments within operations, maintenance, engineer
ing and training areas during the period. The 
realignments increased centralization of related 
activities, particularly in technical support and 
documentation.

A major activity of the General Services De
partment was reassigning and acquiring new of
fice space to support increased revenue service 
and other activities. Offices now located outside 
the headquarters building will be consolidated in 
the Oakland Commerce Building, 1540 San Pablo 
Avenue, near the Oakland City Center - 12th 
Street Station. Computerized inventory control 
was expanded from the Hayward Shop storeroom 
to all other District storerooms. Also established 
was a lost and found service for passengers, and a 
systemwide delivery service between BART 
facilities.

The various data processing programs com
prising the Management Information System (ac
tivated in 1971) were modified for improved effi
ciency in all administrative data reporting areas.

... .

A Christmas gift of $90 in train tickets 
from Richmond Shop employees enabled 

elderly and handicapped patients at 
Fremont’s Parkmont Convalescent 

Hospital to take sightseeing trips on the 
system. Vehicle Inspector Richard Taylor 

(left) presents tickets to patient George Migo, 
76, and nurse Nancy Davis.

Under a federal (UMTA) grant, the depart
ment began development of a Maintenance Plan
ning System to optimize preventive maintenance 
schedules and cost controls. The system will be 
designed for general application in the transit in
dustry.

The 1973-74 fiscal year Operating Budget 
was set at $37.1 million, up $10.8 million from 
the 1972-73 period. A revision of this budget is 
expected, however, as it is necessarily based on 
very tentative assumptions involving manpower 
levels, labor costs, other funding requirements, 
and scheduling of transbay service.

Labor costs will remain tentative until cur
rent negotiations of the District’s first collective 
bargaining contracts are completed. The tesults of 
a current manpower study being conducted by an 
outside consultant, Arthur D. Little, Inc., could 
also effect budget changes.

A major administrative project, involving 
numerous departments, was development of a 
five-year financial forecast of requirements for 
capital and operating funds. Operating expenses 
and revenues were projected, and other possible 
sources of funding analyzed, to provide data re
quired for long-range management decisions.

As the result of sharply increasing costs of 
operation, the project report forecasted major an
nual deficits ahead which fare increases cannot 
offset. Thus, the question of how to meet the 
system’s full operating costs loomed in the next 
period.

Property tax rates fixed by the District de
creased for the 1973-74 fiscal year (see table 
below). They will continue to decline until fuU 
redemption of $792 million in District construc
tion bonds.

Property Tax Kates
1973-74 1972-73

Admin. Debt Total Total
Expenses Service Rate Rate

Alameda 4.7 48.9 53.6 58.7
Contra Costa 5.0 53.7 58.7 61.4
San Francisco 5.3 55.6 60.9 65.1

NOTE: Tax rate is per $100 assessed property value. 
Different tax rates reflect equalization of different as
sessment formulas among counties.

The General Counsel’s Office handled an in
creasing variety of legal work during the period; 
but emphasis remained on legal problems and 
litigation involved in the close-out of major con
struction and procurement contracts.



“In our desire to be good professional 
managers, we cannot forget BART is an

important forum for new social issues.’

ACCOUNTING & FINANCE

The accoimting and auditing workload of the 
Controllership Department, which centered 
around construction and equipment contracts in 
previous periods, substantially expanded with 
the start-up of fare revenue service. Areas of ex
pansion included revenues, an 80 percent in
crease in the payroll, off-site ticket sales, supplies 
procurement, and inventory build-up. Increased 
Federal grant disbursements also involved in
creased accounting work during the period.

Off-site cash sales of high value and dis- 
coimted tickets amounted to $213,187. Earned 
passenger revenues totaled $2.1 million for the 
period. Two special encoding machines were on 
order which will expedite encoding of tickets 
with~appropriate cash values for off-site sales.

Temporary investments of District general 
construction hinds produced interest income of 
more than $8 million. District bonds retired were:

General Obligation, $9.1 million; Special
Service District No. I (Berkeley),
$250,000; and Sales Tax Revenue Bonds,
$13.6 million.

Fare Collection: Treasury Department personnel 
set up procedures to collect revenues from fare 
machine cash boxes with District-owned armored 
trucks, transport them to a cash-handling facility 
for counting, and thence to local banks for daily 
deposits. Counting was carried out at the Lake 
Merritt headquarters building until activation of 
the new cash-handling facility near the Oakland 
Shop. Collection and counting crews were 
trained in strict procedures to assure maximum 
cash accountability and security. The procedures 
assure that no large amounts of cash accumulate 
in stations or the cash facility.

Opening transbay service to San Francisco 
will bring daily collections to an estimated six 
tons of coinage and 200,000 paper bills. Station 
change machines will use more than five tons of 
coinage daily. Additional cash-handling crews 
will be trained for this workload.

Equipment was ordered for a computerized 
system which will report cash amoimts in all sta
tion fare equipment to a central computer at Dis
trict headquarters at hourly intervals. The central 
computer will compare each day’s report of total 
cash collected and counted at the cash facility. 
The system will also record entry and exit sta
tions for every trip made on BART, providing a 
continuous systemwide “trip profile” for market
ing and operations. Called the Data Acquisition 
System, it will be activated during the next 
period.

Insurance & Safety: Transition was begun from a 
fully insured (carrier) program to a substantially 
self-insured program. Significant savings in pre
miums are expected, and the District may eventu
ally negotiate all District insurance directly. An

outside organization was retained to administer 
self-insured losses, and the District may eventu
ally assume this function in anticipation of addi
tional savings.

Payments on passenger accident claims 
amounted to $5,000, with 74 claims reported. 
Payments on employee accident claims amounted 
to $22,000, with 134 accidents and 22 lost time 
injuries reported. The District’s single fatality oc
curred when a track foreman was struck by a rev
enue train while cranking switches near the 
Hayward Yard.

Safety personnel regularly inspected and re
ported on all District facilities. Relatively minor 
corrections in shop and station areas were re- 
quired^in anticipation of the District becoming 
subject to provisions of the federal Occupational 
Safety and Health Act.

Auditor Joe Maher runs coinage collected 
from station fare machines through 
counting equipment in District cash 
room. Computers will soon be used to 
monitor daily cash deposited in fare 
machines with daily cash room counts.



“Our business is not merely operating 
trains efficiently, but transporting people

quickly, comfortably, and safely.’

PERSONNEL

Passenger Service Representative 
Carol Hirose answers questions 

from handicapped youngsters 
during a tour of the system. The 
staff has conducted educational 

tours for thousands of school 
children since the system opened.

-
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Total District personnel increased from 762 to 
1,400 during the period, including 515 new 
hourly employees hired for support of revenue 
service.

Minority employees increased from 30 per
cent to 37 percent of the staff during the period, 
with those in managerial, professional or ad
ministrative jobs increasing from 20 percent to 25 
percent of the group. Management accomplished 
its goal of bringing the minority ratio on the staff 
above that of the three BART counties. More 
women were promoted to supervisory positions 
than in any previous period, and the District ap
pointed its first woman manager.

An advisory panel of officials from Oakland, 
Richmond and San Francisco minority com
munities was appointed to survey District 
policies in recruiting, training and promotion as 
they relate to ethnic minorities, women and the 
handicapped. The panel conducted public meet
ings within their respective communities to study 
attitudes toward BART, and reported their find
ings to the District Directors. The Personnel De
partment staff had begun to implement the re
commendations by the period’s end.

The competitive position of the District’s 
merit review plan within transit and related in
dustries was maintained with the assistance of an 
outside consultant. Employees were briefed on 
wage and salary policies and received a detailed 
analysis of District benefits for their personal re
cords. Health insurance coverage was improved 
for all employees at no added cost.

One of the busiest stations in the East Bay is the Central 
Berkeley Station, serving the downtown area and the 
Dniversity of California campus. (Above] Service Supervisor 
Rocky Green adjusts television receivers used to monitor far 
corners of the large station. (Below) Treasury Supervisor 
Charles Gillam reports on cash collections from Station 
Agent Betty Maddox’s control booth.



LABOR RELATIONS PUBLIC & COMMUNITY RELATIONS

A state arbitrator’s decision imposed a hiring 
freeze on the District from June 18 to July 15, 
1972, to identify qualified employees of five other 
local transit systems who desired to exercise “job 
preference” rights for BART jobs. The rights were 
established under provision 13 (c) of the U.S. 
Urban Mass Transportation Act of 1964. The Dis
trict processed 1,100 applicants during the freeze, 
resulting in 150 “13 (cj hires.”

In an election held on April 18, maintenance 
and clerical employees voted for representation 
by the United Public Employees Local 390. 
Transportation employees voted for representa
tion by the Amalgamated Transit Union. Super
visory employees voted for no union representa
tion. The election climaxed two years of state 
hearings to determine which District employees 
would be directed to vote on representation, and 
which among 22 interested unions would be on 
the ballot.

The District was directed by the state to 
negotiate one “umbrella” contract with the two 
unions, who represent a total of 1,100 clerical, 
maintenance and transportation employees. The 
purpose of the joint contract is to minimize the 
potential for system strikes and shutdowns. One 
additional contract remained to be signed with 
the BART Police Officers Association, an inde
pendent affiliation of Police Services Department 
personnel.

At period’s end, a strike threatened to break 
off District contract negotiations with Local 390 
and ATU. Employees in both unions had voted to 
walk out in protest over wage rates for the 13 (c) 
employees which were, in some cases, higher 
than those for non-13 (cJ employees. (NOTE: The 
UMT Act and subsequent arbitration obliged the 
District to pay 13 (cJ hires the same rates received 
on their prior jobs with other transit lines.)

When contract negotiations are completed in 
the coming period, Labor Relations per.sonnel 
will brief management and employees on its pro
visions to assure fair and uniform interpretation 
by all parties. The opening of transbay service to 
San Francisco is expected to focus on another 
13 (cJ provision, which requires the District to 
either hire or compensate other transit line em
ployees “adversely affected” by BART service. 
Lastly, union demands for a totally new 13 (c) 
agreement might be faced by the District.

Employees were kept informed of important 
management-labor developments by timely 
memos from the General Manager and by the em
ployee newspaper.

Extensive effort went into activities designed to 
foster community interest and pride in BART. 
During the several summer months preceding the 
September 11 start-up of revenue service, the staff 
worked long overtime hours to stage week-end 
previews for the public at 13 stations on the sys
tem. More than 100,000 Bay Area residents in
spected the stations and trains on display. The 
staff was briefed to answer a wide range of ques
tions about the system.

Maximum involvement of public officials, 
merchants, schools, and citizen organizations 
was sought in ceremonial openings of the Fre
mont, Richmond and Concord lines. District per
sonnel arranged separate, colorful ceremonies for 
each opening station, according to each 
community’s preferences.

System toms conducted for students, profes
sional and foreign groups were at an all-time high 
during the period, as were speaking engagements 
filled by staff members to inform groups about 
BART.

“Third Rail Warning” letters for children and 
their parents were distributed by the thousands, 
prior to turning on third-rail power for each line. 
Cooperation from school districts, which mailed 
the letters to parents, was excellent. Newspapers 
cooperated fully in publicizing the warnings, and 
there were no third-rail accidents during the 
period.

A team of Public Relations and Police Serv
ices personnel was assigned to develop channels 
of direct contact with juveniles in an effort to re
duce vandalism on the system.

Visits by President Richard Nixon on Sep
tember 27 and (then) Secretary of Transportation 
John Volpe on October 11, were carried out with 
minimum interference to revenue service.

Servicing of press, radio and television 
media reached an all-time high with the opening 
of the Fremont Line, and continued with subse
quent line openings.

A train dispatched 
onto the mainline 

March 12 caused a 
flurry of interest 
among the news 

media. In its cab was 
Margie Johnson, 

BART’S first lady 
train operator. Other 

women have since 
followed as train 
operators, police 

officers, and in other 
challenging jobs.



San Francisco Bay Area Rapid Transit District

Balance Sheet
June 30

1973 1972
Assets
Cash (including time deposits of $63,500,000

and $109,200,000] .................................................................................. $
U.S. Treasury securities (Note A) .........................................................
Federal Agency securities (Note A] .....................................................
Miscellaneous receivables .......................................................................
Deposits and notes receivable ...............................................................
Construction in progress (Note 1) .........................................................
Facilities, property and equipment (Notes A and C) ..................
Materials and supplies (Note A) ...........................................................
Debt Service Funds, net assets (including time deposits of 

$44,606,500 and U.S. Treasury and Federal Agency 
securities of $19,070,445 in 1973 and $30,149,600 and 
$21,585,700 in 1972] (Notes D and E] ...........................................

65,452,463
10,511,768
37,661,655
2,457,391

23,926,623
562,279,087
718,452,015

1,152,039

65,176,148

$ 109,468,936
12,265,391
46,651,410

3,352,221
24,372,459

1,141,867,278
3,298,317

406,411

52,566,594

$1,487,069,189 $1,394,249,017

Liabilities, Reserve and Capitalization
Construction contracts and others ....................................................... $
Unearned fare revenue .............................................................................
Payable to State of California (Note G] .................................. ...........
Debt Service Funds (Notes D and E] ..................................................
Reserve for self-insurance (Note H] ....................................................
Capitalization:

Construction funds:
General Obligation Bonds ($812,500,000 authorized] (Note DJ:

Bonds outstanding .........................................................................
Bonds matured and retired .......................................................

Sales Tax Revenue Bonds ($150,000,000 authorized] (Note E]:

41,630,684
297,254

39,110,538
65,176,148
15,000,000

786,310,000
17,690,000

804,000,000

17,218,669
-0-

39,110,538
52,566,594
15,000,000

795,660,000
8,340,000

804,000,000

Bonds outstanding ........................................... 141,500,000
Bonds matured and retired ......................... ................ 22,100,000 8,500,000

150,000,000 150,000,000
U.S. Government Grants (Note F] .............................. ................ 156,157,472 113,909,977
State of California Grant (Note G] ........... ................ 116,543,462 112,756,462
Contributions from others .. . 3,428,022

1,231,362,160 1,184,094,461
Accumulated revenues ........... 84,391,568

1,324,753,445 1,268,486,029
General Fund accumulated net revenues ................ 1,101,120 1,867,187

1,325,854,565 1,270,353,216
$1,487,069,189 $1,394,249,017

See notes to financial statements.



statement of Revenues, Expenses 
and Accumulated Net Revenues
General Fund

Revenues:
Operating revenues:

Fares .................. ............................................................
I Less discounts, tranfers, other deductions .. ..

•\
Other ...............................................................................
Financial assistance - Transportation

Development Act of 1971 ....................................
\

Taxes .................................................................................
hiterest and other ..........................................................

Expenses:
Personal services .............................................................
Rent and office expense ................................................
Professional and specialized services ......................
Travel expense .................................................................
Other...................................................................................

Less charges to construction in progress and other

Excess of expenses over revenues .............................................
Accumulated net revenues at beginnng of year ..............................
Accumulated net revenues at end of year............................................... $ 1,101,120

Fiscal Year Ended June 30
1973 1972

$ 2,434,466 
330,845

^^^^2To^21 j 
J20,394~

1,370,000

3,591,015
3,784,184 $ 3,589,561

166,741 79,650

7,544,940 3,669,211

16,912,390 9,269,871
1,154,657 628,155

928,132 1,183,004
177,091 167,569

-3,369,259 1,338,749

22,541,529 12,587,348
14,230,522 8,646,258

8,311,007 3,941,090

(766,067) (271,879)
1,867,187 2,139,066

$ 1,101,120 $ 1,867,187

Debt Service Funds
FiscalYear Ended June 30, 1973

Fiscal Year

Revenues:
Property taxes .......... ......................
Transaction and use taxes received 
Interest .................... ............................

Less:
Matured interest ................................
Matured principal ............................
Bond service expense ......................

Balance at beginning of year 
Balance at end of year ........

See notes to finaoicial statements.

General
Obligation

Bonds

Sales Tax 
Revenue 
Bonds Combined

June 30, 
1972

Combined

$44,153,452 $44,153,452 $43,931,781
-0- $31,054,621 31,054,621 27,769,713

1,240,617 2,021,859 3,262,476 2,333,134

45,394,069 33,076,480 78,470,549 74,034,628

34,897,171 8,001,800 42,898,971 43,642,974
9,350,000 13,600,000 22,950,000 16,390,000

-0- 12,024 12,024 29,986

44,247,171 21,613,824 65,860,995 60,062,960

1,146,898 11,462,656 12,609,554 13,971,668
17,764,789 34,801,805 52,566,594 38,594,926

$18,911,687 $46,264,461 $65,176,148 $52,566,594



San Francisco Bay Area Rapid Transit District

Statement of Changes In 
Construction Funds

Fiscal Year Ended June 30

Addition during the year:
U.S. Government grants received ..............
State of California grants received ............
Contributions from others (adjustment) .. 
Accumulated revenues (primarily interest)

Statement of Changes In 
Financial Position

Financial Resources Were Used For:
Excess of expenses over revenues ............
Additions to construction in progress and

facilities, property and equipment ........
Bond interest ...................................................
Bond principal ...............................................
Increase in Debt Service Funds ..................
Other .................................................................

Financial Resources Were Provided By:
Property taxes .............................................................
Transactions and use taxes .....................................
Grants from U.S. Government ................................
Grants from State of California ..............................
Contributions from others (adjustment) ..............
Interest on investments .............................................
Decrease (increase) in miscellaneous receivables

and deposits and notes receivable ....................
Increase (decrease) in construction contracts

and other liabilities ...............................................
Decrease in cash and securities ............................

1973 1972
$1,268,486,029 $1,223,454,181

42,247,495 27,750,622
3,787,000 4,614,300
1,233,204 (101,736)
8,999,717 12,768,662

56,267,416 45,031,848
$1,324,753,445 $1,268,486,029

Fiscal Year Ended June 30
1973 1972

$ 766,067 $ 271,879

135,565,507 106,549,919
42,898,971 43,642,974
22,950,000 16,390,000
12,609,554 13,971,668

757,652 436,397
$215,547,751 $181,262,837

$ 44,153,452 $43,931,781
31,054,621 27,769,713
42,247,495 27,750,622
3,787,000 4,614,300
1,233,204 (101,736)

12,262,193 15,101,796

1,340,666 (20,322,691)

24,709,269 (6,658,863)
54,759,851 89,177,915

$215,547,751 $181,262,837

See notes to financial statements.



Notes to Financial Statements
Year ended June 30, 1973

NOTE A - Summary of Significant Accoimting Policies
The San Francisco Bay Area Rapid Transit District is a political 
subdivision of the State of California created hy the Legislature in 
1957 and regulated hy the San Francisco Bay Area Rapid Transit 
District Act, as amended. The District does not have stockholders 
or equity holders and is not subject to income tax. The disburse
ment of all funds received hy the District is controlled hy statutes 
and by provisions of various grant contracts entered into with the 
State of California and the United States Government.

. The General-Fund-receives an allocation-of property tax reve= 
nues for purposes of providing for administrative expenses not 
involving construction in progress.

Securities are carried at cost which approximates market..
The cost of acquisition and construction of rapid transit 

facilities is recorded in construction in progress and represents 
amounts paid or owing to contractors including amounts pro
vided hy State and Federal grants for construction purposes. As 
facilities are completed and become operative, the District trans
fers them to facilities, property and equipment accounts.

During the continuing construction phase, the District has 
not provided depreciation on facilities, property and equipment.

Certain pre-full revenue operating expenses of the District, 
net of fare revenues, will he charged to construction in progress 
until such time as full revenue operations are attained, which is 
expected to he in 1974.

Materials and supplies are stated at average cost.
Accounting policies for general obligation bonds (Note D), 

sales tax revenue bonds (Note E), government grants (Notes F and 
G), reserve for self-insurance (Note H) and construction in pro
gress (Note I) are described in separate footnotes.

NOTE B - Significant Events
In September of 1972, initial operation of the system was com
menced on the Fremont-MacArthur line. The Richmond line was 
opened in January of 1973 followed by the opening of the Concord 
line in May of 1973. These three segments, all on the east side of 
San Francisco Bay, represent approximately 56 miles of the basic 
71-mile system.

The District’s rapid transit operations were shut down by a 
strike beginning July 1, 1973. Tentative agreements were con
cluded with the striking unions and revenue operations were re
sumed on August 6, 1973.

NOTE C - Facilities, Property and Equipment
Facilities, property and equipment are summarized as follows:

June 30, 1973
Land ............................................  $ 84,024,587
Improvements ........................... 419,299,633
System operation and control 51,526,259
Revenue equipment ................ 57,407,429
Service equipment .................. 5,564,549
General and administrative .. 98,064,824
Repairable property items ... 2,564,734

$718,452,015

NOTE D - General Obligation Bonds
In 1962, voters of the member counties of the District authorized a 
bonded indebtedness totaling $792,000,000 of General Obligation 
Bonds. Bonds amounting to $775,250,000 were outstanding at 
June 30, 1973, with principal maturities from 1974 to 1999. Pay
ment of both principal and interest is provided by the levy of 
District-wide property taxes. During 1966, Gity of Berkeley voters 
formed Special Service District No. 1 and authorized the issuance 
of $20,500,000 of General Obligation Bonds for constnictign_gf 

“subway’extensions within that city! Special Service District No. 1 
Bonds amounting to $11,060,000 were outstanding at June 30, 
1973, with principal maturities from 1974 to 1998. Payment of 
both principal and interest is provided by taxes levied upon prop
erty within the Special Service District.

Bond principal is payable annually on June 15 and interest is 
payable semiannually on June 15 and December 15 from Debt 
Service Funds. Principal amounts of $10,600,000 of General Ob
ligation Bonds and $260,000 of Special Service District No. 1 
Bonds mature on June 15, 1974. Annual maturities in succeeding 
years are in greater amounts. Interest of $16,934,640 on General 
Obligation Bonds and $252,433 on Special Service District No. 1 
Bonds is payable on December 15, 1973. The composite interest 
rate on bonds currently outstanding is 4.14%.

NOTE E - Sales Tax Revenue Bonds
The 1969 Legislature of the State of Galifornia authorized the 
District to issue revenue bonds totaling $150,000,000. Bonds 
amounting to $127,900,000 were outstanding at June 30, 1973, 
with principal maturities from 1974 to 1981. The Sales Tax Reve
nue Bonds are secured by a pledge of the proceeds of the Transac
tions and Use Tax authorized by the 1969 Legislature and of 
moneys received by the District from other sources, in lieu of 
Transactions and Use Tax proceeds, if legally made available. The 
bonds maturing on or after January 1, 1976, are redeemable prior 
to maturity at the option of the District on various dates at prices 
ranging from 104% to 100%. The collection and administration of 
the tax, which became effective April 1, 1970, is performed exclu
sively Iry the State Board of Equalization and all taxes are trans
mitted directly to the appointed trustee for the purpose of paying 
bond interest semiannually on July 1 and January 1 and principal 
annually on January 1. Principal of $14,450,000 matures on 
January 1, 1974 (with greater annual amounts thereafter! and in
terest of $3,560,900 is payable on July 1, 1973 and on January 1, 
1974. The composite interest rate on bonds currently outstanding 
is 5.55%..

The State Board of Equalization has estimated that the reve
nue from the Transactions and Use Tax for the period April 1 to 
June 30, 1973 will be approximately $7,450,000, of which the 
trustee had received $1,675,000 at June 30, 1973.

NOTE F - U.S. Government Grants
The U.S. Government, under grant contracts with the District, 
provides financial assistance for research, beautification, certain 
construction projects and transit vehicle procurement. Addition
ally, the District is administering federai grants to the Gity and



San Francisco Bay Area Rapid Transit District

Notes to Financial Statements
(continued)

County of San Francisco (CA-03-0004) for construction of three 
Market Street Station mezzanines, two street plazas and street 
extensions, and a grant to the City of Berkeley (CA-03-0009) in 
connection with the construction of subway extensions within 
Berkeley. The following grants were in force as of June 30, 1973:

Project — Purpose 
Beautification Grants:

CALlF-BD-1 ............
CALIF-B-160 ..........
CALIF-B-163 ..........
OS-CA-09-39-1074 .

Maximum
Grant

; 447,953
323.000
521.000 
838,565

Funds
Received

360.000
239.000
367.000 

-0-
2,130,518 966,000

Demonstration Grants:
GAL-MTD-2 (Transit

Design) ...................................... 6,157,256 6,157,256*
CA-06-0023 (Fare

Collection) ............................... 1,133,333 947,756
CAL-MTD-7 (Transit

Hardware) ............................... 761,568 761,568*
CA-06-0032 (Prototype

Vehicles) ................................. 5,000,000 4,500,000
13,052,157 12,366,580

Capital Grants — Construction:
CA-03-0006 ................................. 12,867,862 12,867,862*
CAL-UTG-11 ............................... 13,103,910 13,103,910*
CA-03-0015 ................................. 25,939,945 25,939,945*
CA-03-0019 .............. ................... 88,000,000 62,182,575
CA-03-0047 ................................. 1,000,000 38,000
CA-03-0052 ................................. 38,136,666 8,938,000
CA-03-0058 ................................. 1,700,000 -0-
CA-03-0059 ................................. .. 27,198,666 500,000
CA-03-0069 ................................. 21,681,333 -0-

229,628,382 123,570,292
CA-03-0004 (San Francisco) 19,902,430 14,521,600
CA-03-0009 (Berkeley) .......... 4,733,000 4,733,000*

254,263,812 142,824,892
$269,446,487 $156,157,472

*Project Completed.

NOTE G - State of California Grant
Pursuant to Sections 30770-30782 of the California Streets and 
Highways Code, the Department of Public Works of the State of 
California authorized the District to construct the San Fraucisco- 
Oakland rapid transit tube and its approaches with State funds. 
Under Section 30778 of the Code, further modified by an agree
ment with the State Department of Public Works, the District will 
reimburse the State for costs of the tube approaches. At June 30, 
1973, the District had received $172,154,000 of which 
$55,610,538 is repayable to the State of California for the tube 
approaches. Reimbursement will be fulfilled by application of a 
$16,500,000 credit to the District arising from highway better
ments constructed with District funds on State Route No. 24 and 
by payment of $1,000,000 on December 31, 1977, and $2,500,000 
annually beginning December 31, 1978.

NOTE H - Reserve for Self-Insurance
By resolution of the Board of Directors of the District, the reserve 
for self-insurance is presently limited to a maximum of $15 mil
lion to provide for uninsured general liability and property dam
age and workmen’s compensation exposure at June 30, 1973.

NOTE I - Construction in Progress
During the year, construction in progress decreased as follows: 
Balance at July 1,1972 $1,141,867,278
Construction ............................... $118,829,635
Real estate acquired ................ 3,263,925
Utility relocation ....................... 1,049,744
Pre-full revenue operating

expenses ................................. 13,482,330
Other ............................................. 584,882

137,210,516
Less:

Rental income and proceeds 
from sales of real estate . . 463,717

Insurance premiums
refunded ............................. 35,823

Transfers to facilities,
property and equipment 715,151,524

Transfers to materials and
supplies ............................... 732,730

Other transfers ....................... 414,913
716,798,707 (579,588,191)

Balance at June 30, 1973 ........ $ 562,279,087

An estimate of project costs, based upon information availa
ble at July 1, 1973, was developed to determine the estimated cost 
of the rapid transit system at completion. This estimate amounts 
to $1,522,000,000 (including $180,000,000 for the transbay tube 
being financed by the State of California and $118,000,000 for 
transit vehicles being financed by Federal grant funds and other 
District sources). Presently, the final cost of the system cannot be 
determined, as future economic conditions, resolution of pending 
contractors’ claims and delay in start of full revenue operations 
may have a significant effect on the final cost of the system. Initial 
operation of the system began in September 1972, and it is ex
pected that the system will be in full operation in 1974.



Report of
Independent Arrountants

Board of Directors
San Francisco Bay Area Rapid Transit District 
Oakland, California

We have examined the balance sheet of the San Francisco Bay Area 
Rapid Transit District as of June 30, 1973 and 1972, and the related 
statements of revenues, expenses and accumulated net revenues, changes 
in construction funds and changes in financial position for the years 
then ended. Our examination was made in accordance with generally 
accepted auditing standards, and accordingly included such tests of the 
accounting records and such other auditing procedures as we considered 
necessary in the circumstances.

In our opinion, the aforementioned financial statements present 
fairly the financial position of the San Francisco Bay Area Rapid Transit 
District at June 30, 1973 and 1972, and the results of its operations and 
the changes in its construction funds and the changes in its financial 
position for the years then ended, in conformity with generally accepted 
accounting principles applied on a consistent basis.

Certified Public Accountants

San Francisco 
October 16, 1973



San Francisco Bay Area Rapid Transit District
This Annual Report for the period July 1, 1972 to June 30, 1973 is published by the 
District pursuant to Article 28770 of the State of California Public Utilities Code. 
District Headquarters are located at 800 Madison Street, Oakland, California 94607. 
Telephone 415-465-4100.
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'■ 'Director Hill succeeded Director Ralph H. Neal by appointment of the City Selec-. 
. tion Committee of Contra Costa County February 13,1974. Director Neal resigned 
• as of February 13, 1974 after succeeding Director James P. Doherty by appoint

ment pf the City Selection Committee September 30,1973. • . .
**Director Murdock sdcceeded the late Director,,Joseph. S. Silva by appointment* 

of ,tFe3 Contra Cpsta County Board, of Supervisors October 22, 1973, ’ ' * 3 ’

Saq Bay Area Rapid Transit District: Established
by the State of California in 1957. Aulhofized 3tp finance, 
construct, andAperale a new, high-speed rail rapid-transit 
system, under the direction of ■ a» representative Bdard of 
Directors’ from the cbiinties'of Alameda, 3Cpn,tf.a Costa, and 

3 3an Francisco. 3 4...... .



The Cover: Engineering blueprints combine 
with views of the BART system —maintenance 
shop, operatnr’a cab, Train Control Center— 
to depict a year of problems and progress 
amid the new U.S. era of rapid transit tech
nology cradled in the Bay Area.

President^
Message

Challenge and change would best 
describe the tenor of the 1973/74 fiscal 
year for BART, and I take pride in mile
stones reached during that period 
which will have a marked effect upon 
the District for decades to come.

The 1973/74 report period, which 
saw a more than 200 percent increase in 
patronage, and service extended into 
San Francisco, reflects credit on the 
BART people who carried out the 
responsibilities of revenue service. This 
same period presented complex prob
lems in operations, engineering, fleet 
maintenance, finance, administration, 
and contractor performance, imposing 
extraordinary demands on both the 
staff and the District Board of Directors.

Despite serious differences of opin
ion as to the cause and resolution of 
these problems, the Board was able to 
close ranks on major accomplishments 
during the fiscai year.

At the beginning of the period, the 
Directors were active in negotiations 
which resolved a month-long strike of 
1,100 District employees and led to ini
tial three-year contracts with our collec
tive bargaining units.

Highest priority during the year 
was given to extensive engineering 
work during the period. A tight sched
ule must be met if we are to achieve the 
target date of September 16, 1974, for 
start-up of transbay service. In this 
effort, which is moving forward on 
schedule, the valuable contributions of 
the University of California’s Law
rence Berkeley Laboratory should be 
acknowledged.

Decisive action by the Board in 
obtaining a temporary extension of 
BART half-cent sales tax revenues from 
the California Legislature as an operat
ing subsidy narrowly averted a shut
down of the entire system. Although 
the sales tax is not favored by many, it 
was the only avenue permitted us dur
ing our period of utmost need. BART’s

financial crisis reflected a hard eco
nomic fact of life facing all U.S. mass 
transit systems: some form of federal 
or state subsidy is essential to keep 
fares at a reasonable level for the peo
ple they were built to serve.

After prolonged deliberations, the 
Board acted to retain special trial coun
sel and prepare for litigation against the 
District’s project engineering and con
tract management consultants and its 
suppliers of transit cars and automatic 
train control equipment. This suit was 
filed after the close of the report period.

The Board’s adoption of routes and 
station locations for future BART 
extensions to the Pittsburg-Antioch and 
Livermore-Pleasanton areas was partic
ularly gratifying to me. I would hope 
that these and other planned extensions 
within the District continue to receive 
priority attention until we can make 
them a reality. Also significant was the 
awarding of a construction contract for 
a two-mile test track at Hayward, which 
will expedite testing and modification 
work on the fleet.

The 1973/74 report period con
cluded on the day the Governor of Cali
fornia signed into law the legislation 
providing for the popular election of a 
nine-man Board. Thus, the current 
Board members are the last of a distin
guished line appointed to office since 
1957 by mayors and county supervisors.

I want particularly to salute my fel
low appointed directors, whose term of 
office will end with the seating of the 
elective Board. They are men of distinc
tion who did their duty as they saw it. 
I know the elected Directors, whoever 
they may be, will do the same. I wish 
them well.

Nello J. Bianco 
President
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period’s end. With the help of outside 
consultant Arthur D. Little, Inc., an 
overall manning target of 2,119 was set, 
but with an actual 2,084 budgeted for 
the 1974-75 fiscal year.

1. Affirmative Action Officer Charlene Daigre 
conducts seminars on management objec
tives for minority employees. 2. Blind em
ployee Harry Cordellos uses optical scanning 
device to "read” service data in Telephone 
Information Center.



Finances Of major importance was 
the ongoing development and refine
ment of capital and operating fund 
requirements as projected through the 
five-year period—fiscal 1973-74 to 1977- 
78. First presented to the District Board 
in April 1973 (in the context of the 
73-74 budget], the five-year projection 
was revised in September 1973 to 
reflect such factors as the July 31 labor 
contract settlement, the upcoming local 
San Francisco service, and decreased 
revenue resulting from the delay of 
transbay service from September 1973 
into 1974.

In January the Board, by formal 
resolution, advised the State Legisla
ture and Governor, the Metropolitan 
Transportation Commission, and the 
U.S. Department of Transportation “of 
its findings and urgent needs relative 
to operating financial assistance.” The 
Board asked for “early action ... to per
mit BART to operate and improve its 
service at moderate fares.”

In February the five-year financial 
report was further revised in light of 
new revenue and labor cost projec
tions, as well as the costly impact of 
high, unscheduled maintenance on the 
car fleet and continuing inflation. The 
revised report signaled large annual 
unfunded operating deficits from a total 
of $13 million in fiscal 1974-75 to $28 
million in fiscal 1977-78 (approximately 
40 percent of that period’s projected 
operating budget).

Meanwhile, the District was taking 
all possible measures to communicate 
tbe increasing seriousness of BART’s 
financial problems to federal, state, and 
local officials. Detailed testimony was 
delivered before the State Assembly 
Committee on Transportation in Octo
ber, and before the State Senate Public 
Utilities and Corporations Committee in 
February and April. Two major points 
were emphasized: (1) a tax subsidy was 
the only alternative to meet the widen
ing cost-revenue gap without unaccept
ably high fares and lowered service 
levels; and (2) BART’s rising deficits 
were similar to what the whole transit 
industry was experiencing.

In May the Director of Finance 
estimated the District would face an 
unfunded deficit condition by late 
November 1974. He warned the system 
might have to shut down in August or 
September to conserve remaining funds 
for caretaker expenses.

General Manager B. R. Stokes and 
other officials called for a temporary 
extension of the l^-cent sales tax 
(levied since 1970 in District counties 
to complete construction of the system, 
and expected to expire in 1975). The 
tax extension was seen as a temporary 
means of meeting the approaching un
funded condition until other possible 
sources of an operating subsidy could 
be studied by the State Legislature. On

April 2, Senator James Mills (D., San 
Diego] introduced a bill (SB1966] into 
the Senate which would extend the 
sales tax for two years and authorize 
its use as an operating subsidy. (NOTE: 
SB19B8 was subsequently passed by 
the Legislature in September 1974.]

Operating Expenses/Revenues Actual 
operating expenses for fiscal 1973-74 
were $33.9 million, against an operating 
budget of $37.4 million. Under-budget 
spending resulted from a slowdown in 
hiring and other savings related to 
deferral of transbay service into the 
next fiscal year. The budget was set at 
$53.8 million for fiscal 1974-75, reflect
ing increased labor and maintenance 
costs, as well as expanded service 
costs. Passenger revenues rose to $6 
million,- from $2.1 million in fiscal 1972- 
73, with off-site cash sales (of high- 
value regular, and 75 percent discount, 
tickets] amounting to $643,000. Passen
ger revenues—whose potential is sig
nificantly higher than this fiscal period 
figure—will increase with the advent of 
transbay service and extended operat
ing hours.

Income from District property 
rentals, leases and sales was $270,000. 
Revenues from system concessions — 
including newsstands, vending ma
chines, parcel lockers and public tele
phones—totaled $27,000. Revenues from 
display advertising in cars and stations 
totaled $157,540. Other revenues were 
received from Transportation Develop
ment Act funds, interest on invested 
funds, and District tax receipts.

District Property Tax For funding of 
administrative expenses and debt serv
ice on BART construction bonds, rates 
were set by tbe Board as follows:

1974-75 1973-74
Admin. DebL Total Total 

Expenses Service Rale Rate

Alameda 5.0 49.0 54.0 53.6

Contra Costa 4.8 46.4 51.2 58.7

San Francisco 5.2 50.9 56.1 60.9

NOTE: Property tax rates is per $100 assessed 
property value. Different lax rates reflect equal
ization of varying assessment ratios among 
counties.

Federal capital grants approved for 
BART included $34 million to increase 
tbe fleet from 350 to 450 cars, and $1.2 
million for construction of a major new 
entrance to tbe Oakland City Center- 
12th Street Station. Local state sales 
tax receipts of $6.1 million were allo
cated for the period to BART for capital 
improvements and operating expenses 
under the Transportation Development

Act. The Oakland Redevelopment 
Agency and the National Endowment 
for the Arts allocated a total of $60,000 
for artwork in the City Center Station.

Still pending approval were three 
federal grants: $2.5 million for a Daly 
City Station parking structure; $2.5 mil
lion to purchase 32 buses for five BART 
feeder lines into Contra Costa and Ala
meda Counties; and $1.6 million to 
construct a parking lot for feeder bus 
patrons in the Dublin area.

Other Significant Areas A 37 percent 
ethnic minority representation on the 
staff, as reported for the last period, 
was maintained. (Note: 37 percent ex
ceeds the minority population ratio 
within the District by five percent.] Pro
grams for advancing more minority 
employees into supervisory positions 
received emphasis, and the Board ap
pointed a full-time Affirmative Action 
Officer in October. The first of an ongo
ing series of seminars was held in May 
to inform key management personnel as 
to the District’s responsibilities and 
affirmative action policies.

The period saw joint committees 
of management, union and Safety Office 
personnel formed to monitor safety 
practices in all maintenance areas. 
Employee accident claims totaled $32,- 
346 with 49 lost time injuries out of 204 
accidents reported—a safety record that 
continued to be considerably better 
than the industry average.

A substantial dividend from the 
Workmen’s Compensation Insurance ' 
carrier, of $157,899, was received as a 
continuing benefit from tbe coordinated 
insurance program that was in effect 
during the construction period. Divi
dends for the system construction proj
ect now total $4,661,995.

Crimes reported on the system by 
BART Police decreased from 250 per 
million passenger trips in the previous 
fiscal year to 149 in this report period. 
Despite the 60 percent decrease in 
reported crime relative to patronage, 
there was a substantial increase in the 
number of reported offenses. Major 
categories were petty theft, vandalism, 
fare evasion, auto burglary and auto 
theft (from station parking lots] in that 
order.

On June 30 Assembly Bill 3043, 
calling for popular election of a nine- 
man District Board of Directors on 
November 5, 1974, was signed into law 
by the Governor. Nine voting districts 
were established on the basis of equal 
population, community of interests, and 
geographical cohesiveness.

Also on June 30 the resignation of 
General Manager B. R. Stokes became 
effective. Acting General Manager Law
rence D. Dahms succeeded Mr. Stokes, 
pending the permanent appointment of 
a new General Manager by the incom
ing elected Board.

3
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Operations 

& Services

The previous fiscal year ended with 
BART operational in the East Bay Coun
ties of Alameda and Contra Costa. 
Operations covered 56 miles of the 71- 
mile system and 24 of the 34 BART 
stations. Eighteen trains of three and 
four-car consists, were operating on 10- 
minute headways, 12 trains on the Rich- 
mond-Fremont lines, and six on the 
Concord-Oakland (MacArthur Station] 
line. The three train yards and mainte
nance and repair shops at Hayward, 
Richmond and Concord were activated.

Three views of the Powell Street Station’s 
beautiful Hallidie Plaza, which quickly became 
a hub of downtown activity when the San 
Francisco line opened November 5. At left, 
conneclinq Powell Street cable car provides 
striking contrast in old and new transportation 
within this city of contrasts.

kh ->:■ ' 'i-.

OPERATING STATISTICS

August 6,1973, through June 30,1974]
Total Car Miles (revenue service only] 10,758,626 
Total Passenger Trips (patronage] . . . 13,960,680
Passenger Miles (estimated]............... 166,033,664
Ridership Ratio (for June 1974]

Peak......................................................... 58%
Off-Peak ................................................ 42%

Net Passenger Revenues (less fare dis
counts & BART subsidy to AC riders] 6,055,969

Average Passenger Fare (with dis
count fares considered at full value] 47.7 cents 

Average Trip Length (based on estimated
passenger miles versus revenue] 11.9 miles

r' , ..



Revenue trains were operating in 
the automatic mode, with fail-safe sep
aration electronically maintained by the 
automatic train control system. As an 
extra safety factor, through a manual 
supervisor-controlled block system, a 
minimum two-station separation was 
maintained between all trains by hold
ing them at platforms, if necessary, to 
maintain the distance.

Revenue service continued on the 
limited 6 a.m. to 8 p.m. schedule, five 
days a week. Nevertheless, the average 
daily patronage of 36,655 for June 1973 
was 95 percent of the forecast based on 
20-hour, seven-day service. Peak-hour 
(commuter) patronage was 19,549, or 
138 percent of forecast and close to 50 
percent of total daily patronage.

The 1973-74 fiscal year began on 
the first day of a systemwide strike, 
which shut down virtually all District 
operations, except those in managerial, 
engineering, housekeeping, and security 
areas. The employees returned to work 
on August 1, and revenue service was 
resumed on August 6.

Patronage The five-week interruption 
in service saw August commuter patron
age off 22 percent from the June level 
and total patronage off eight percent. 
The first quarter ended with a daily 
average ridership of 32,762, or 95 per
cent of forecast. (Note: forecast revised 
as of August to reflect limited service 
hours.)

Start-up of service on November 
5 between Daly City and Montgomery 
Street Station in downtown San Fran
cisco added eight system miles, eight 
stations and four trains to BART opera

tions. Although the 7.5-mile transbay 
line remained closed for revenue serv
ice, empty trains from the Richmond 
Yard moved through the tube daily to 
support West Bay service.

Second quarter ridership averaged 
56,240 daily, but November and Decem
ber averages reflect the immediate 
impact of West Bay service with 68,013 
and 69,796 respectively, and very close 
to forecast. Peak-hour patronage ranged 
from 15 to 26 percent over forecast for 
these months.

The San Francisco line was shut 
down March 11 to 15 due to picketing 
of striking municipal city workers. 
Despite this, the third fiscal quarter was 
up 28 percent over the previous quarter 
with 71,794 average daily patronage. A 
severe gasoline shortage, plus burgeon
ing West Bay service, were factors in 
this increase.

The fourth quarter ended with 
68,802 daily trips, down 4.2 percent 
from the previous quarter and 95 per
cent of forecast. Total year’s patronage 
was 13,960,680, or 98 percent of total 
system forecast, and 120 percent of 
peak-hour forecast.

Peak-hour ridership (6-8 a.m. and 
4-6 p.m.) rose from 53 percent of total 
ridership in the previous fiscal year to 
58 percent. Average passenger fare 
decreased from 53 cents to 47.7 cents, 
and average trip length from 12 miles 
to 11.9 miles, reflecting West Bay rider
ship.

Actual daily round trips averaged 
by trains during the fiscal year were 
within eight percent of the system’s 
optimum performance target. Non- 
scheduled train removals increased 
from a first quarter average of 8.4 per 
day (out of 18 trains operating before 
West Bay service) to a four-quarter 
average of 10.4 trains per day (out of 
22 trains operating). Train consists in
creased from three-four-and-five-cars 
to seven-car maximums on the San 
Francisco line and six-car maximums 
on the Concord line.

The highest one-day patronage was 
110,104 on the day after Thanksgiving. 
Other holidays, including a second year 
of World Series and playoff games at 
the Oakland Coliseum, resulted in an 
excellent record of large crowd con
trol on the system by transportation 
personnel.

System Safety The period passed with 
no accidents in mainline train opera
tion. A total of $15,283 was paid in pas
senger accident claims, 41 occurring on 
trains and 101 occurring in stations. 
Among system safety improvements

during the period were installation of 
non-skid stripping on station stairways 
and start-up of a program to equip all 
BART cars with overhead handrails by 
the end of the 1976/77 fiscal year.

One major accident occurred when, 
on January 30, the brakes failed on a 
heavily-loaded up escalator, causing it 
to slide backward and injure several 
passengers. All escalators on the sys
tem were immediately rechecked for 
braking factors under maximum load 
conditions.

Passenger Services A task force was 
established to identify and eliminate 
special problems encountered by eld
erly, blind, and other handicapped 
patrons in using the system. Other pro
grams were developed to meet special 
needs of other patron groups, such as 
shoppers, tourists, and school children. 
An experimental program was devel
oped with a limited number of bicycle 
enthusiasts to determine the feasibility 
of allowing bicycles on transit cars dur
ing off-peak hours. This program will 
be implemented during the next fiscal 
year.

Ongoing improvements were made 
in system facilities for patrons. Sign 
improvement work continued in sta
tions and parking lots, certain platform 
courtesy telephones were relocated, 
newsstands were opened in the large 
downtown San Francisco and Oakland 
stations, and bicycle rack and locker 
facilities were improved at various 
stations.

Additional fare gates were installed 
at the Daly City station; and 22 stations 
are scheduled to receive additional fare 
equipment during the next period.

Patron use of station parking lots 
increased from 44 to 62 percent on a 
systemwide basis, with lots at Daly 
City, Fremont, and at several Concord 
line stations filled to capacity-plus. Pre
liminary approval was obtained for a 
multi-level parking structure at Daly 
City (92 percent financed by the Federal 
Highway Administration, eight percent 
by Daly City), and design work was 
started.

Encouraged by the temporary gaso
line shortage in early 1974, a number 
of BART-bus shuttle services were 
started around the system, including 
the University of California’s sizable 
“Humphrey Go-BART’’ operation. A 
considerable amount of staff work — 
aimed at expanding parking lots and 
improving feeder bus service on the 
Fremont and Concord lines—was car
ried on with other agencies and on-line 
communities.
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The period saw exceptionally heavy 
workloads in the engineering and main
tenance areas —often on a seven-day, 
around-the-clock basis —involving the 
full spectrum of technical support within 
the staff and its large consortium of 
contractors.

The target date for commencing 
revenue service through the transbay 
tube and on the San Francisco-Daly City 
line was directly linked to implementa
tion of recommendations contained in a 
report, issued February 5, 1973, by the 
State Senate Public Utilities and Corpo
rations Committee. As developed by the

1. Track inspection is nightly routine for Fore
man Ben Delgado. 2. Train control hardware 
is closely analyzed by Engineers (I. to r.) 
Frank Ftarshbarger, Jim Marlais, Bob Town- 
ley, npd non Prrcey. 3 it 4. iedmiclans 
Charles Wolosz and Minna Green test car 
circuitry in the Hayward Shop.



Committee’s special three-man panel of 
electronic experts, 21 recommendations 
were aimed at increasing system safety 
and operating reliability for the start-up 
of transbay service. When the report 
period opened, this implementation 
work was well underway and being 
monitored by a special BART task 
force. The work centered around im
provements to vehicle braking and pro
pulsion systems, cab controls, and door 
operation, plus train detection capabil
ity of the automatic train control system 
(ATC].

Preparing for Transbay Installation of 
wheel “scrubbers” or cleaners to fleet 
vehicles (to improve wheel-to-track 
contact) did not produce the hoped-for 
improvement in train detection reliabil
ity. Thus, the District had to set back 
its target for transbay service from Sep
tember 1973 to the spring of 1974 (and 
subsequently to September 1974]. At the 
request of San Francisco officials, how
ever, work continued for 1973 opening 
of the San Francisco line without trans
bay service. Checkout and testing of the 
line was completed by mid-October, 
and the line opened smoothly on its 
November 5 target date.

Meanwhile, the decision was made 
to install an additional means of assur
ing safe train separation as a back-up to 
the primary ATC train detection sys
tem. A “software” (computer logic) sys
tem was selected, known as Sequential 
Occupancy Release (SOR). In Decem
ber, a $1.3 million change order was 
issued to the Westinghouse Corporation 
to begin immediate installation of the 
back-up system.

To facilitate start-up of transbay 
service prior to SOR activation, the 
staff began rapid implementation of an 
interim method of assuring extra train 
protection; use of the central train con
trol computer to hold trains at stations, 
if necessary, in order that extra-gener
ous separation distances be maintained 
between all trains at all times. Two- 
station train separation had been main
tained, per CPUC requirement, since 
initial start of revenue service by means 
of station-to-station telephone commu
nication.

By May 1974, computerized con
trol of two-station separation was 
approved by the CPUC and used sys
temwide. By late June, a shorter one- 
station separation (necessary for effi
cient transbay operation) was approved 
for the Richmond-Fiemont line. (The 
following month would sec one-station 
train separation activated systemwide.

and CPUC approval for September 
start-up of transbay service on that 
basis.)

Assisting BART’s technical staff in 
the transbay effort was the University 
of California’s Lawrence Berkeley 
Laboratory.

Other Technical Work In February, 
modification work had commenced 
which would keep mainline switches 
under ATC system control should trains 
be operated in the manual mode.

In April, the first prototype instal
lation for the SOR back-up detection 
system was successfully demonstrated 
at Oakland West Station, and installa
tion began on the San Francisco line.

A security radio net was activated 
systemwide for Police Services at a cost 
of $350,000; and significant savings 
were realized through arrangements for 
joint use of radio antennas with other 
organizations. Design and test work on 
third-rail power feed equipment was 
carried out to prepare for improvements 
to available traction power and ground
ing systems in the next fiscal period.

A comprehensive master plan was 
completed for coordination of local fire 
and police departments, and other agen
cies, in event of system fires, earth
quakes, or other disasters. Elements of 
this master plan will be tested during 
the next period with simulation of dis
aster situations. Four 12-ton emergency 
vehicles were acquired to substantially 
increase the means of transporting fire 
fighters and equipment to any point on 
the system via highway or rail.

Maintenance Ongoing work during 
the period was directed at improve
ments to stations, right-of-way, and 
increasing the reliability of wayside 
train controls and revenue cars. Exten
sive modification work was accom
plished on the train controls and revenue 
cars. Training programs were expanded 
to upgrade skills and phase 209 new 
personnel into a wide array of technical 
skills.

A major milestone was implemen
tation in January of the Maintenance 
Planning System, a computer informa
tion network to optimize preventive 
maintenance and cost controls and 
monitor vehicle component reliability.

Although fleet maintenance con
tinued to load the manpower and space . 
available at the Hayward, Richmond, 
and Concord shops, progress was made 
in a number of problem areas with vehi
cle components. Modification work, 
plus parts shortages, however, signifi
cantly decreased car availability during

the period. A problem with lateral 
wheel-on-axle movement, which arose 
in May, also affected car availability 
until fixes were accomplished during 
the summer of 1974.

In June 1973, 52 percent of A-cars 
and 70 percent of B-cars were available 
for revenue service. In June 1974, aver
age availability was 45 percent for 
A-cars and 65 percent for B-cars. The 
fleet totaled 144 A-cars and 147 B-cars 
at period’s end.

Subways received extensive re
caulking to eliminate water seepage, and 
Fremont line track was realigned. Track
age not under regular traffic at cross
overs and terminals was surfaced with 
stainless steel beading to improve train 
detection reliability. All third rail was 
ground for good collector shoe contact 
on the San Francisco line prior to its 
opening, as with previous lines. Sig
nificant work in the stations included 
installation of no-slip stripping on 
stairways.

Construction Status of the entire 
BART project at period’s end was 227 
construction contracts completed at a 
cost of $714 million. Construction in 
progress was valued at $59 million, 
including eight contracts valued at $7.2 
million awarded during the period. 
Overall value of the project was esti
mated at $1,607 billion.

Status of remaining station con
struction: Embarcadero 50%; Civic 
Center (Entrance No. 3) 63%; Churcb 
Street (Muni only) 70%; Castro Street 
(Muni only) 66%. Design of the West 
Portal Station (Muni only) was 75% 
complete.

Major construction contracts cen
tered around the Outer-Market line for 
Muni streetcars, whose trackwork is 75 
percent complete. Besides completion 
of the stations, the major work item 
remaining was electrification of the 
Muni subway level (under Market 
Street) and the Outer Market line.

Special construction projects in
cluded the two-mile Hayward Test 
Track, 30% complete; and the Coliseum 
Station walkway (to Oakland Coli
seum), 80% complete; and completed 
switch control towers at Daly City and 
MacArthur. Besides the West Portal 
Station, major design projects com
pleted or underway, included the spe
cial 12th Street-Oakland City Center 
Station entrance, windscreens for all 
aerial stations, and bus stop shelters for 
all stations. Design work was also done 
on the Berkeley Maintenance Facility, 
additional yard storage tracks, and the 
Daly City parking lot structure.



FINANCIAL STATEMENTS

Balance Sheet
June 30

1974 1973
Assets
Cash (including time deposits of $24,728,000 and $63,500,000) 
U. S. Treasury securities (Note A)
Federal Agency securities (Note A)
Miscellaneous receivables
Deposits and notes receivable
Construction in progress (Note IJ
Facilities, property, and equipment (Notes A and C]
Accumulated depreciation and amortization (Notes A and CJ
Materials and supplies (Note A)
Debt service funds, net assets (including time deposits of 

$54,482,900 and U. S. Treasury and Federal Agency 
securities of $13,290,686 in 1974 and $44,606,500 and

$ 25,963,349
14,635,000 
33,386,182 

2,252,533 
15,736,213 
59,127,982 

1,326,153,715 
(22,026,578) 

1,880,154

$ 65,452,463
10,511,768 
37,661,655 

2,457,391 
23,926,623 

562,279,087 
718,452,015 

-0-
1,152,039

$19,070,445 in 1973) (Notes D and E) 70,378,183 65,176,148
$1,527,486,733 $1,487,069,189

Liabilities, Reserve and Capitalization
Construction contracts and others
Unearned fare revenue
Payable to State of California (Note G)
Debt service funds (Notes D and E)
Reserve for self-insurance (Note H)

$ 45,491,205
587,135 

39,110,538 
70,378,183 
6,000,000

161,567,061

$ 41,630,684
297,254 

39,110,538 
65,176,148 
15,000,000

161,214,624

Capitalization:
General Obligation Bonds ($812,500,000 authorized) (Note D): 

Bonds outstanding
Bonds matured and retired

$775,450,000
28,550,000

786,310,000
17,690,000

804,000,000 804,000,000

Sales Tax Revenue Bonds ($150,000,000 authorized) (Note E): 
Bonds outstanding
Bonds matured and retired

101,350,000
48,650,000

150,000,000

127,900,000
22,100,000

150,000,000

U.S. Government Grants (Note F)
State of Galifornia Grant (Note G)
Contributions from others
Depreciation and amortization of assets acquired with 

contributions by others (Note A)

197,641,477
116,902,462

7,140,035

(5,550,698)

156,157,472
116,543,462

4,661,226

-0-
316,133,276 277,362,160

Accumulated net revenues before depreciation and 
amortization

Depreciation and amortization of assets acquired with 
own funds

112,262,276

(16,475,880)

94,492,405

-0-
95,786,396 94,492,405

1,365,919,672
$1,527,486,733

1,325,854,565
$1,487,069,189

See notes to financial statements.
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San Francisco Bay Area Rapid Transit District

statement of Operations
Year Ended June 30

1974 1973
Revenues:

Operating revenues:
Fares $ 6,655,808 $ 2,434,466

Less discounts, transfers, other deductions 599,839 330,845
6,055,969 2,103,621

Financial assistance—Transportation
Development Act of 1971 807,000 1,370,000

Other 187,942 120,394
7,050,911 3,594,015

Taxes 4,051,726 3,784,184
Interest and other 9,010,468 8,844,270

20,113,105 16,222,469

Expenses:
Transportation 7,646,011 3,845,883
Maintenance and quality control 15,833,084 11,013,079
Police services 1,910,689 1,303,677
Construction and engineering 2,393,925 1,086,866
General and administrative 6,119,005 5,363,545

33,902,714 22,613,050
FUNDED EXCESS OF EXPENSES OVER REVENUES 13,789,609 6,390,581

Unfunded costs:
Depreciation and amortization of all assets $22,026,578

Less depreciation and amortization of assets acquired
with contributions by others (Note AJ 5,550,698 16,475,880 -0-

NET OPERATING LOSS $30,265,489 $ 6,390,581

)f Accumulated Net Revenues

Accumulated net revenues at beginning of year $94,492,405 $86,258,755
Less net operating loss (30,265,489) (6,390,581)

64,226,916 79,868,174
Add:

Start-up costs and construction overhead
capitalized (Note AJ 22,401,581 14,302,043

Reduction in reserve for self-insurance 9,157,899 322,188
Accumulated net revenues at end of year $95,786,396 $94,492,405

See notes to financial statements.



San Francisco Bay Area Rapid Transit District

FINANCIAL STATEMENTS CONTINUED

Statement of Revenues, Expenses, 
and Fund Balances of Debt Service Funds

Revenues:
Property taxes
Transactions and use taxes received 
Interest

Less:
Matured interest 
Matured or retired principal 
Bond service expense 
Bond premium

Balance at beginning of year 
Balance at end of year

Year Ended June 30,1974
General Sales Tax Year Ended

Obligation Revenue June 30,1973
Bonds Bonds Combined Combined

$43,794,213 $43,794,213 $44,153,452
-0- $35,326,319 35,326,319 31,054,621

1,977,317 3,568,656 5,545,973 3,262,476
45,771,530 38,894,975 84,666,505 78,470,549

34,374,171 7,211,125 41,585,296 42,898,971
10,860,000 26,550,000 37,410,000 22,950,000

-0- 64,221 64,221 12,024
-0- 404,953 404,953 -0-

45,234,171 34,230,299 79,464,470 65,860,995
537,359 4,664,676 5,202,035 12,609,554

18,911,687 46,264,461 65,176,148 52,566,594
$19,449,046 $50,929,137 $70,378,183 $65,176,148

Statement of Changes in Financial Position

Financial Resources Were Used for:
Operations:

Net operating loss
Noncash expense —depreciation and amortization

FUNDS USED IN OPERATIONS

Additions to construction in progress and facilities, 
property and equipment 

Bond interest 
Bond principal
Increase on debt service funds
Bond premium
Other

Financial Resources Were Provided by:

Property taxes
Grants from U. S. Government 
Decrease in cash and securities 
Transactions and use taxes
Decrease in miscellaneous receivables and deposits 

and notes receivable 
Interest on investments
Increase in construction contracts and other liabilities 
Contributions from others 
Grants from State of California

Year Ended June 30
1974 1973

$ 30,265,489 $ 6,390,581
(16,475,880) -0-
13,789,609 6,390,581

82,149,014 121,263,464
41,585,296 42,898,971
37,410,000 22,950,000

5,202,035 12,609,554
404,953 -0-
792,336 757,652

$181,333,243 $206,870,222

$ 43,794,213 $ 44,153,452
41,484,005 42,247,495
39,641,355 54,759,851
35,326,319 31,054,621

8,395,268 1,340,666
5,703,872 3,584,664
4,150,402 24,709,269
2,478,809 1,233,204

359,000 3,787,000
$181,333,243 $206,870,222

See notes to financial statements.



NOTES TO FINANCIAL STATEMENTS 
Year ended June 30,1974

NOTE A—Summary of Significant Accounting Policies
The San Francisco Bay Area Rapid Transit District is a political sub
division of the State of California created by the Legislature in 1957 
and regulated by the San Francisco Bay Area Rapid Transit District 
Act, as amended. The District does not have stockholders or equity 
holders and is not subject to income tax. The disbursement of all funds 
received by the District is controlled by statutes and by provisions of 
various grant contracts entered into with the State of California and 
the United States Government.

The General Fund receives an allocation of property tax revenues 
for purposes of providing for general and administrative expenses not 
involving construction in progress.

Securities are carried at cost which approximates market.
The cost of acquisition and construction of rapid transit facilities 

is recorded in construction in progress and represents amounts paid 
or owing to contractors including amounts provided by State and Fed
eral grants for construction purposes. As facilities are completed and 
become operative, the District transfers them to facilities, property 
and equipment accounts.

Depreciation on facilities, property and equipment is computed 
using the straight-line method over the estimated useful lives of the 
assets. The amount of depreciation of assets acquired with the Dis
trict's own funds is distinguished from the amount of depreciation of 
assets acquired with contributions by others, and the latter amount is 
shown on the balance sheet with the related contributions. This format 
follows the recommendations for public transportation systems in the 
Industry Audit Guide 'Audits of State and Local Governmental Units" 
prepared by the Committee on Governmental Accounting and Auditing 
and issued by the AICPA in September 1973.

Materials and supplies are stated at average cost.
Accounting policies for general obligation bonds (Note D), sales 

tax revenue bonds (Note E). government grants (Notes F and G), re
serve for self-insurance (Note H) and construction in progress (Note 
I) are described in separate footnotes.

Since 1966, the District consistently has capitalized, as part of 
pre-full revenue operating expenses, certain start-up costs.

The amount so capitalized for the year ended June 30, 1974 is $15 
million. The District intends to continue the capitalization of these 
costs until the California Public Utilities Commission approves the full 
train control system scheduled for completion in the second half of 
the year ended June 30, 1975. Accordingly, it is anticipated that addi
tional start-up costs projected at $13 million will be capitalized.

Certain reclassifications have been made in 1973 financial state
ments to conform to the classifications used in 1974.

NOTE B—Significant Events
The District's rapid transit operations were shut down by a month
long strike in July 1973. Three-year agreements were negotiated with 
the three organizations representing most of the District's employees.

The District resumed operations on August 6, 1973 between Rich
mond and Fremont and between Concord and the MacArthur transfer 
station in Oakland. San Francisco local service between Daly City 
and Montgomery Street began November 5, 1973. Through transbay 
service between Daly City and Concord and between Daly City and 
Fremont began September 16,1974.

After the close of the fiscal year ended June 30. 1974, the State 
Legislature extended the one-half per cent Transactions and Use Tax 
until December 31.1977, or until the District has received $82.2 million 
over and above the amount required to pay principal and interest on 
the outstanding Sales Tax Revenue Bonds, whichever is sooner. The 
additional revenues are to be used for operational purposes including 
the liquidation of operating deficits. The District is authorized to issue 
negotiable bonds secured by such revenues in amounts not to exceed 
$16 miUion in fiscal 1974/75 and $8 million in fiscal 1975/76.

NOTE C—Facilities, Property and Equipment
Facilities, property and equipment (stated at cost), asset lives, and 
accumulated depreciation and amortization at June 30. 1974 are sum
marized below:

Land
Improvements
Systemwide operation and 

control
Revenue transit vehicles
Service and miscellaneous 

equipment
Pre-full revenue operating 

expenses
Repairable property items

Lives

Accumulated
Depreciation

and
Cost (Years) Amortization

$ 103.299,602 Non-depreciable
985,929,864 80 $12,324,123

79,571,877 20 3,978,594
74,035,403 30 2,465,379

7.255,129 10 725,623

72,135,393 30 2,402,109
3,926,447 30 130,750

$1,326,153,715 $22,026,578

NOTE D—General Obligation Bonds
In 1962 voters of the member counties of the District authorized a 
bonded indebtedness totaling $792,000,000 of General Obligation 
Bonds. Bonds amounting to $764,650,000 were outstanding at June
30.1974, with principal maturities from 1975 to 1999. Payment of both 
principal and interest is provided by the levy of District-wide property 
taxes. During 1966, City of Berkeley voters formed Special Service 
District No. 1 and authorized the issuance of $20,500,000 of General 
Obligation Bonds for construction of subway extensions within that 
city. Special Service District No. 1 Bonds amounting to $10,800,000 
were outstanding at June 30,1974, with principal maturities from 1975 
to 1998. Payment of both principal and interest is provided by taxes 
levied upon property within the Special Service District.

Bond principal is payable annually on June 15 and interest is 
payable semiannually on June 15 and December 15 from Debt Service 
Funds. Principal amounts of $12,200,000 of General Obligation Bonds 
and $270,000 of Special Service District No. 1 Bonds mature on June
15.1975. Annual maturities in succeeding years are in greater amounts. 
Interest of $16,637,765 on General Obligation Bonds and $245,283 on 
Special Service District No. 1 Bonds is payable on December 15. 1974. 
The composite interest rate on bonds currently outstanding is 4.13%.

NOTE E—Sales Tax Revenue Bonds
The 1969 Legislature of the State of California authorized the District 
to issue revenue bonds totaling $150,000,000. Bonds amounting to 
$101,350,000 were outstanding at June 30, 1974 with principal maturi
ties from 1975 to 1981. The Sales Tax Revenue Bonds are secured by a 
pledge of the proceeds of the Transactions and Use Tax authorized by 
the 1969 Legislature and from moneys received by the District from 
other sources, in lieu of Transactions and Use Tax proceeds, if legally 
made available. The bonds maturing on or after January 1, 1976 are 
redeemable prior to maturity at the option of the District on various 
dates at prices ranging from 104% to 100% of the face amount. The col
lection and administration of the tax, which became effective April 1, 
1970, is performed exclusively by the State Board of Equalization and 
all taxes are transmitted directly to the appointed trustee for the pur
pose of paying bond interest semi-annually on July 1 and January 1 
and principal annually on January 1. Principal of $15,300,000 matures 
on January 1, 1975 and interest of $2,778,718 is payable on July 1. 1974. 
The composite interest rate on bonds currently outstanding is 5.54%. 
On luly 1.1974. bonds in the amount of $8,840,000 were called prior to 
maturity.



San Francisco Bay Area Rapid Transit District

NOTES TO FINANCIAL STATEMENTS CONTINUED

The State Board of Equalization has estimated that the revenue 
from the Transactions and Use Tax for the period April 1 to June 30, 
1974 will be approximately $7,800,000, of which the trustee had 
received $1,950,000 at June 30, 1974.

NOTE F—U. S. Government Grants
The U. S. Government, under grant contracts with the District, 
prowdcn financinl assistance for rosearch, beautification, certain 
construction projects and transit vehicle and other procuromont. Ad
ditionally, the District is administering federal grants to the City and 
County of San Francisco (CA-03-0004) for construction of three Market 
Street Station mezzanines, two street plazas and street oxtonsions, and 
a grant to the City of Berkeley (CA-03-0009) in connection with the 
construction of subwny extensions within Berkeley. The following 
grants were in force as of June 30, 1974:

Project—Purpose 
Beautification Grants: 

CALlF-BD-1 
CALIF-B-160 
CALIF-B-163 
OS-CA-09-39-1074

Demonstration Grants:

Maximum
Grant

447,953
323.000
521.000 
838,565

2,130,518

Funds
Received

360.000
239.000
367.000 
749,470

1,715,470

CAL-MTD-2 (Transit Design) 6,157,256 6,157,256*
CA-06-0023 (Fare Collection) 1,133,333 925,291
CAL-MTD-7 (Transit Hardware) 761.568 761,568*
CA-06-0032 (Prototype Vehicles) 5,000,000 4,500,000

13,052.157 12,344,115

apital Grants—Construction and
Procurement:

CA-03-0006 12.867,862 12.867,862*
CAL-UTG-11 13,103,910 13,103,910*
CA-03-0015 25,939,945 25,939,945*
CA-03-0019 88,000,000 73,446,575
CA-03-0047 1,000,000 454,000
CA-03-0052 38,136,666 20,444,000
CA-03-0058 1,700,000 1,388,000
CA-03-0059 61,845,066 12,224,000
CA-03-0069 21,681,333 2,908,000
CA-03-0083 1,172,000 -0-

265,446,782 162,776,292
CA-03-0004 (San Francisco) 19,902,430 16,072,600
CA-03-0009 (Berkeley) 4,733,000 4,733,000*

290,082,212 183,581,892
$305,264,887 $197,641,477

^Projoct complelecl.

NOTE G—State of California Grant
Pursuant to Sections 30770-30782 of the California Streets and High
ways Code, the Department of Public Works of the State of California 
authorized the District to construct the San Francisco-Oakland rapid 
transit tube and its approaches with State funds. Under Section 30778 
of the Code, further modified by an ngroomont with the State Depart
ment of Public Works, the District will reimburse the State for costs 
of the tube approaches. At June 30. 1974, the District had received 
$172,513,000 of which $55,610,538 is repayable to the State of Cali
fornia for the tube approaches. Reimbursement will be fulfilled by 
application of a $16,500,000 credit to the District arising from highway 
betterments constructed with District funds on State Route No. 24 
and by payment of $1,000,000 on December 31, 1977, and $2,500,000 
annually beginning December 31,1978.

NOTE H—Reserve for Self-Insurance
The reserve for self-insurance is presently limited, by resolution of the 
Board of Directors of the District, to a maximum of $6 million (1973, 
$15 million) to provide for uninsured general liability and property 
damage and workmen's compensation exposure at June 30, 1974.

NOTE 1—Construction in Progress
During the ycar.s, construction in progress decreased as follows:

Year Ended June 30
1974 1973

Balance at beginning of year
Add:

$562,279,087 $1,141,867,278

Construction 82,120,740 118.829.635
Real estate acquired 606,616 3.263,925
Utility relocation (46,732) 1.049,744
Pre-full revenue operating expenses 21.874,681 13.482,330
Other 837,125 584,882

105,392,430 137.210,516
Less:

Rental income and proceeds from
sales of real estate 174,230 463.717

Insurance premiums refunded 
Transfers to facilities, property

21,562 35,823

and equipment 607,726,380 715,151.524
Transfers to materials and supplies 705,261 732,730
Other transfers (83,898) 414,913

608,543,535 716,798,707
503,151,105 579,588,191

Balance at end of year $ 59,127,982 $ 562,279,087

Aji analysis of project costs, based upon information available at 
June 30. 1974, was developed to determine the estimated cost of the 
rapid transit system at completion. This estimate amounts to 
$1,606,691,000 (including $179,878,000 for the trans-bay tube being 
financed by the State of California and $160,919,000 for transit vehicles 
being financed by Federal grant funds and other District sources). 
Presently, the final cost of the system cannot be determined, as future 
economic conditions, resolution of pending contractors' claims (Note 
J) and delay in start of full revenue operations may have a significant 
effect on the final cost of the system. Initial operation of the system 
began in September 1972. All 71 miles of rapid transit line were in 
regular passenger service on September 16,1974.

NOTE J—Litigation and Other Disputes with Contractors
The District has filed suit against its consulting engineer, PB-T-B, two 
of its primary contractors, Rohr and Westinghouse. a subcontractor, 
Bulova. and the primary contractors' respective sureties, seeking in 
damages $86.8 million from PB-T-B, approximately $41 million from 
Rohr, $55 million from Westinghouse, $4.5 million from Westinghouse 
and Bulova jointly, and in addition, $50 million for loss of revenue from 
Rohr, Westinghouse, and PB-T-B. Special Trial Counsel is unable to 
comment on the District's ultimate recovery under this action. Some 
of the defendants may enter cross-claims against the District. The 
ultimate liability, if any, with respect to such cross-claims is unknown.

In addition, contractor claims amounting to approximately $28 
million have been submitted to the District. It is anticipated that 
additional such claims will be submitted in the future. Special Trial 
Counsel is unable to comment on the District's ultimate liahility. if 
any, for those clasme since they imrnive substantial factual and legal 
disputes which have not yet been fully analyzed.

A taxpayers' class action suit has also been filed against certain 
of the District’s contractors, including PB-T-B, to recover public funds 
alleged to have been illegally expended. (The District, certain of its 
directors and its former general manager are also defendants.) How
ever, since this action was commenced on behalf of taxpayers. Legal 
Counsel is of the opinion that any recovery, less attorneys' fees to 
plaintiff's counsel, should go to the District.
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San Francisco Bay Area Rapid Transit District
This Annual Report for the period July 1, 1973 to June 30, 1974 is published hy the 
District pursuant to Article 28770 of the State of California Public Utilities Code. 
District Headquarters are located at 800 Madison Street, Oakland, California 94607. 
Telephone 415-465-4100.
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The Cover: Engineering blueprints combine 
with views of the BART system —maintenance 
shop, operator’s cab, Train Control Center— 
to depict a year of problems and pioytess 
amid the new U.S. era of rapid transit tech
nology cradled in the Bay Area.

President^
Message

Challenge and change would best 
describe the tenor of the 1973/74 fiscal 
year for BART, and I take pride in mile
stones reached during that period 
which will have a marked effect upon 
the District for decades to come.

The 1973/74 report period, which 
saw a more than 200 percent increase in 
patronage, and service extended into 
San Francisco, reflects credit on the 
BART people who carried out the 
responsibilities of revenue service. This 
same period presented complex prob
lems in operations, engineering, fleet 
maintenance, finance, administration, 
and contractor performance, imposing 
extraordinary demands on both the 
staff and the District Board of Directors.

Despite serious differences of opin
ion as to the cause and resolution of 
these problems, the Board was able to 
close ranks on major accomplishments 
during the fiscal year.

At the beginning of the period, the 
Directors were active in negotiations 
which resolved a month-long strike of 
1,100 District employees and led to ini
tial three-year contracts with our collec
tive bargaining units.

Highest priority during the year 
was given to extensive engineering 
work during the period. A tight sched
ule must be met if we are to achieve the 
target date of September 16, 1974, for 
start-up of transbay service. In this 
effort, which is moving forward on 
schedule, the valuable contributions of 
the University of California’s Law
rence Berkeley Laboratory should be 
acknowledged.

Decisive action by the Board in 
obtaining a temporary extension of 
BART half-cent sales tax revenues from 
the California T.egislature as an operat
ing subsidy narrowly averted a shut
down of the entire system. Although 
the sales tax is not favored by many, it 
was the only avenue permitted us dur
ing our period of utmost need. BART’s

financial crisis reflected a hard eco
nomic fact of life facing all U.S. mass 
transit systems: some form of federal 
or state subsidy is essential to keep 
fares at a reasonable level for the peo
ple they were built to serve.

After prolonged deliberations, the 
Board acted to retain special trial coun
sel and prepare for litigation against the 
District’s project engineering and con
tract management consultants and its 
suppliers of transit cars and automatic 
train control equipment. This suit was 
filed after the close of the report period.

The Board’s adoption of routes and 
station locations for future BART 
extensions to the Pittsburg-Antioch and 
Livermore-Pleasanton areas was partic
ularly gratifying to me. I would hope 
that these and other planned extensions 
within the District continue to receive 
priority attention until we can make 
them a reality. Also significant was the 
awarding of a construction contract for 
a two-mile test track at Hayward, which 
will expedite testing and modification 
work on the fleet.

The 1973/74 report period con
cluded on the day the Governor of Cali
fornia signed into law the legislation 
providing for the popular election of a 
nine-man Board. Thus, the current 
Board members are the last of a distin
guished line appointed to office since 
1957 by mayors and county supervisors.

I want particularly to salute my fel
low appointed directors, whose term of 
office will end with the seating of the 
elective Board. They are men of distinc
tion who did their duty as they saw it.
I know the elected Directors, whoever 
they may be, will do the same. I wish 
them well.

Nello J. Bianco 
President
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Management
Overview

The fiscal year opened with a system- 
wide strike involving 1,100 employees 
of the United Public Employees Local 
390 (clerical, maintenance personnel), 
and the Amalgamated Transit Union 
Local 1555 (transportation personnel). 
The July 1-31 strike developed around 
tho insnn of w.ngn parity among employ
ees of similar classifications.

(Note; The 13(c) provision of the 
U.S. Urban Mass Transportation Act of 
1964, obliged the District to pay em
ployees hired under the provision the 
same rates received on their prior jobs 
with other transit lines. In some cases 
these rates exceeded the regular Dis
trict rates paid other employees.)

The strike ended with the negotia
tion of three-year contracts, seen as a 
stabilizing factor for the District. How
ever, labor costs were projected to 
increase $19.6 million over the life of 
the contracts, primarily because they 
provided for first-year wage increases 
of 9*/i-12% and second-year increases 
of 6-12%, plus cost-of-living increments 
and expanded fringe benefits.

Staffing The total District staff in
creased during the period from 1,400 to 
1,696, reflecting the build-up of the 
transportation and maintenance work
force to support expanding local serv
ice in San Francisco and large-scale 
preparations for transbay service. Con
sequently, training programs for trans
portation and technical personnel were 
expanded.

Despite the net gain in the general 
workforce, considerable streamlining 
was accomplished at upper manage
ment levels, with department heads cut 
back from a peak of 19 to 10 by the 
period’s end. With the help of outside 
consultant Arthur D. Little, Inc., an 
overall manning target of 2,119 was set, 
but with an actual 2,084 budgeted for 
the 1974-75 fiscal year.

1. Affirmative Action Officer Charlene Daigre 
conducts seminars on management objec
tives for minority employees. 2. Blind em
ployee Harry Cordellos uses optical scanning 
device to “read” service data in Telephone 
Information Center.



Finances Of major importance was 
the ongoing development and refine
ment of capital and operating fund 
requirements as projected through the 
five-year period—fiscal 1973-74 to 1977- 
78. First presented to the District Board 
in April 1973 (in the context of the 
73-74 budget], the five-year projection 
was revised in September 1973 to 
reflect such factors as the July 31 labor 
contract settlement, the upcoming local 
San Francisco service, and decreased 
revenue resulting from the delay of 
transbay service from September 1973 
into 1974.

In January the Board, by formal 
resolution, advised the State Legisla
ture and Governor, the Metropolitan 
Transportation Commission, and the 
U.S. Department of Transportation “of 
its findings and urgent needs relative 
to operating financial assistance.” The 
Board asked for “early action ... to per
mit BART to operate and improve its 
service at moderate fares.”

In February the five-year financial 
report was further revised in light of 
new revenue and labor cost projec
tions, as well as the costly impact of 
high, unscheduled maintenance on the 
car fleet and continuing inflation. The 
revised report signaled large annual 
unfunded operating deficits from a total 
of $13 million in fiscal 1974-75 to $28 
million in fiscal 1977-78 (approximately 
40 percent of that period’s projected 
operating budget].

Meanwhile, the District was taking 
all possible measures to communicate 
the increasing seriousness of BART’s 
financial problems to federal, state, and 
local officials. Detailed testimony was 
delivered before the State Assembly 
Committee on Transportation in Octo
ber, and before the State Senate Public 
Utilities and Corporations Committee in 
February and April. Two major points 
were emphasized: (1] a tax subsidy was 
the only alternative to meet the widen
ing cost-revenue gap without unaccept
ably high fares and lowered service 
levels; and (2] BART’s rising deficits 
were similar to what the whole transit 
industry was experiencing.

In May the Director of Finance 
estimated the District would face an 
unfunded deficit condition by late 
November 1974. He warned the system 
might have to shut down in August or 
September to conserve remaining funds 
for caretaker expenses.

General Manager B. R. Stokes and 
other officials called for a temporary 
extension of the 'A-cent sales tax 
(levied since 1970 in District counties 
to complete construction of the system, 
and expected to expire in 1975]. The 
tax extension was seen as a temporary 
means of meeting the approaching un
funded condition until other possible 
sources of an operating subsidy could 
be studied by the State Legislature. On

April 2, Senator James Mills (D., San 
Diego] introduced a bill (SB1966] into 
the Senate which would extend the 
sales tax for two years and authorize 
its use as an operating subsidy. (NOTE: 
SB1966 was subsequently passed by 
the Legislature in September 1974.]

Operating Expenses/Revenues Actual 
operating expenses for fiscal 1973-74 
were $33.9 million, against an operating 
budget of $37.4 million. Under-budget 
spending resulted from a slowdown in 
hiring and other savings related to 
deferral of transbay service into the 
next fiscal year. The budget was set at 
$53.8 million for fiscal 1974-75, reflect
ing increased labor and maintenance 
costs, as well as expanded service 
costs. Passenger revenues rose to $6 
million,- from $2.1 million in fiscal 1972- 
73, with off-site cash sales (of high- 
value regular, and 75 percent discount, 
tickets] amounting to $643,000. Passen
ger revenues—whose potential is sig
nificantly higher than this fiscal period 
figure—will increase with the advent of 
transbay service and extended operat
ing hours.

Income from District property 
rentals, leases and sales was $270,000. 
Revenues from system concessions — 
including newsstands, vending ma
chines, parcel lockers and public tele
phones—totaled $27,000. Revenues from 
display advertising in cars and stations 
totaled $157,540. Other revenues were 
received from Transportation Develop
ment Act funds, interest on invested 
funds, and District tax receipts.

District Property Tax For funding of 
administrative expenses and debt serv
ice on BART construction bonds, rates 
were set by the Board as follows:

1974-75
Admin. Debt 

Expenses Service

1973-74 
Total Total 
Rale Rate

Alameda 5.0 49.0 54.0 53.6

Contra Costa 4.8 46.4 51.2 58.7

San Francisco 5.2 50.9 56.1 60.9

NOTE: Property tax rates is per $100 assessed 
property value. Different tax rates reflect equal
ization of varying assessment ratios among 
counties.

Federal capital grants approved for 
BART included $34 million to increase 
the fleet from 350 to 450 cars, and $1.2 
million for construction of a major new 
entrance to the Oakland City Center- 
12th Street Station. Local state sales 
tax receipts of $6.1 million were allo
cated for the period to BART for capital 
improvements and operating expenses 
under the Transportation Development

Act. The Oakland Redevelopment 
Agency and the National Endowment 
for the Arts allocated a total of $60,000 
for artwork in the City Center Station.

Still pending approval were three 
federal grants: $2.5 million for a Daly 
City Station parking structure; $2.5 mil
lion to purchase 32 buses for five BART 
feeder lines into Contra Costa and Ala
meda Counties; and $1.6 million to 
construct a parking lot for feeder bus 
patrons in the Dublin area.

Other Significant Areas A 37 percent 
ethnic minority representation on the 
staff, as reported for the last period, 
was maintained. (Note: 37 percent ex
ceeds the minority population ratio 
within the District by five percent.] Pro
grams for advancing more minority 
employees into supervisory positions 
received emphasis, and the Board ap
pointed a full-time Affirmative Action 
Officer in October. The first of an ongo
ing series of seminars was held in May 
to inform key management personnel as 
to the District’s responsibilities and 
affirmative action policies.

The period saw joint committees 
of management, union and Safety Office 
personnel formed to monitor safety 
practices in all maintenance areas. 
Employee accident claims totaled $32,- 
346 with 49 lost time injuries out of 204 
accidents reported—a safety record that 
continued to be considerably better 
than the industry average.

A substantial dividend from the 
Workmen’s Compensation Insurance 
carrier, of $157,899, was received as a 
continuing benefit from the coordinated 
insurance program that was in effect 
during the construction period. Divi
dends for the system construction proj
ect now total $4,661,995.

Crimes reported on the system by 
BART Police decreased from 250 per 
million passenger trips in the previous 
fiscal year to 149 in this report period. 
Despite the 60 percent decrease in 
reported crime relative to patronage, 
there was a substantial increase in the 
number of reported offenses. Major 
categories were petty theft, vandalism, 
fare evasion, auto burglary and auto 
theft (from station parking lots] in that 
order.

On June 30 Assembly Bill 3043, 
calling for popular election of a nine- 
man District Board of Directors on 
November 5, 1974, was signed into law 
by the Governor. Nine voting districts 
were established on the basis of equal 
population, community of interests, and 
geographical cohesiveness.

Also on June 30 the resignation of 
General Manager B. R. Stokes became 
effective. Acting General Manager Law
rence D. Dahms succeeded Mr. Stokes, 
pending the permanent appointment of 
a nev\7 General Manager by the incom
ing elected Board.



Operations 

& Services

The previous fiscal year ended with 
BART operational in the East Bay Coun
ties of Alameda and Contra Costa. 
Operations covered 56 miles of the 71- 
mile system and 24 of the 34 BART 
stations. Eighteen trains of three and 
four-car consists, were operating on 10- 
minute headways, 12 trains on the Rich- 
mond-Fremont lines, and six on the 
Concord-Oakland (MacArthur Station) 
line. The three train yards and mainte
nance and repair shops at Hayward, 
Richmond and Concord were activated.

Three views of the Powell Street Station's 
beautiful Hallidie Plaza, which quickly became 
a hub of downtown activity when the San 
hrancisco line opened November 5. At left, 
connecting Powell Street cable car provides 
striking contrast in old and new transportation 
within this city of contrasts.

i

OPERATING STATISTICS

August 6,1973, through June 30,1974)
Total Car Miles (revenue service only) 10,758,626 
Total Passenger Trips (patronage) . . . 13,960,680
Passenger Miles [estimated) ............... 166,033,664
Ridership Ratio (for June 1974J

Peak....................................................
Off-Peak ............................................

Net Passenger Revenues (less fare dis
counts & BART subsidy to AC ridersj 

Average Passenger Fare [with dis
count fares considered at full value)

Average Trip Length [based on estimated
passenger miles versus revenue) 11.9 miles

58%
42%

6,055,969 

47.7 cents



Revenue trains were operating in 
the automatic mode, with fail-safe sep
aration electronically maintained by the 
automatic train control system. As an 
extra safety factor, through a manual 
supervisor-controlled block system, a 
minimum two-station separation was 
maintained between all trains by hold
ing them at platforms, if necessary, to 
maintain the distance.

Revenue service continued on the 
limited 6 a.m. to 8 p.m. schedule, five 
days a week. Nevertheless, the average 
daily patronage of 36,655 for June 1973 
was 95 percent of the forecast based on 
20-hour, seven-day service. Peak-hour 
[commuter) patronage was 19,549, or 
138 percent of forecast and close to 50 
percent of total daily patronage.

The 1973-74 fiscal year began on 
the first day of a systemwide strike, 
which shut down virtually all District 
operations, except those in managerial, 
engineering, housekeeping, and security 
areas. The employees returned to work 
on August 1, and revenue service was 
resumed on August 6.

Patronage The five-week interruption 
in service saw August commuter patron
age off 22 percent from the June level 
and total patronage off eight percent. 
The first quarter ended with a daily 
average ridership of 32,762, or 95 per
cent of forecast. (Note: forecast revised 
as of August to reflect limited service 
hours.)

Start-up of service on November 
5 between Daly City and Montgomery 
Street Station in downtown San Fran
cisco added eight system miles, eight 
stations and four trains to BART opera

tions. Although the 7.5-mile transbay 
line remained closed for revenue serv
ice, empty trains from the Richmond 
Yard moved through the tube daily to 
support West Bay service.

Second quarter ridership averaged 
56,240 daily, but November and Decem
ber averages reflect the immediate 
impact of West Bay service with 68,013 
and 69,796 respectively, and very close 
to forecast. Peak-hour patronage ranged 
from 15 to 26 percent over forecast for 
these months.

The San Francisco line was shut 
down March 11 to 15 due to picketing 
of striking municipal city workers. 
Despite this, the third fiscal quarter was 
up 28 percent over the previous quarter 
with 71,794 average daily patronage. A 
severe gasoline shortage, plus burgeon
ing West Bay service, were factors in 
this increase.

The fourth quarter ended with 
68,802 daily trips, down 4.2 percent 
from the previous quarter and 95 per
cent of forecast. Total year’s patronage 
was 13,960,680, or 98 percent of total 
system forecast, and 120 percent of 
peak-hour forecast.

Peak-hour ridership (6-8 a.m. and 
4-6 p.m.) rose from 53 percent of total 
ridership in the previous fiscal year to 
58 percent. Average passenger fare 
decreased from 53 cents to 47.7 cents, 
and average trip length from 12 miles 
to 11.9 miles, reflecting West Bay rider
ship.

Actual daily round trips averaged 
by trains during the fiscal year were 
within eight percent of the system’s 
optimum performance target. Non- 
scheduled train removals increased 
from a first quarter average of 8.4 per 
day (out of 18 trains operating before 
West Bay service) to a four-quarter 
average of 10.4 trains per day (out of 
22 trains operating). Train consists in
creased from three-four-and-five-cars 
to seven-car maximums on the San 
Francisco line and six-car maximums 
on the Concord line.

The highest one-day patronage was 
110,104 on the day after Thanksgiving. 
Other holidays, including a second year 
of World Series and playoff games at 
the Oakland Coliseum, resulted in an 
excellent record of large crowd con
trol on the system by transportation 
personnel.

System Safety The period passed with 
no accidents in mainline train opera
tion. A total of $15,283 was paid in pas
senger accident claims, 41 occurring on 
trains and 101 occurring in stations. 
Among system safety improvements

during the period were installation of 
non-skid stripping on station stairways 
and start-up of a program to equip all 
BART cars with overhead handrails by 
the end of the 1976/77 fiscal year.

One major accident occurred when, 
on January 30, the brakes failed on a 
heavily-loaded up escalator, causing it 
to slide backward and injure several 
passengers. All escalators on the sys
tem were immediately rechecked for 
braking factors under maximum load 
conditions.

Passenger Services A task force was 
established to identify and eliminate 
special problems encountered by eld
erly, blind, and other handicapped 
patrons in using the system. Other pro
grams were developed to meet special 
needs of other patron groups, such as 
shoppers, tourists, and school children. 
An experimental program was devel
oped with a limited number of bicycle 
enthusiasts to determine the feasibility 
of allowing bicycles on transit cars dur
ing off-peak hours. This program will 
be implemented during the next fiscal 
year.

Ongoing improvements were made 
in system facilities for patrons. Sign 
improvement work continued in sta
tions and parking lots, certain platform 
courtesy telephones were relocated, 
newsstands were opened in the large 
downtown San Francisco and Oakland 
stations, and bicycle rack and locker 
facilities were improved at various 
stations.

Additional fare gates were installed 
at the Daly City station; and 22 stations 
are scheduled to receive additional fare 
equipment during the next period.

Patron use of station parking lots 
increased from 44 to 62 percent on a 
systemwide basis, with lots at Daly 
City, Fremont, and at several Concord 
line stations filled to capacity-plus. Pre
liminary approval was obtained for a 
multi-level parking structure at Daly 
City (92 percent financed by the Federal 
Flighway Administration, eight percent 
by Daly City), and design work was 
started.

Encouraged by the temporary gaso
line shortage in early 1974, a number 
of BART-bus shuttle services were 
started around the system, including 
the University of California’s sizable 
"Flumphrey Go-BART” operation. A 
considerable amount of staff work- 
aimed at expanding parking lots and 
improving feeder bus service on the 
Fremont and Concord lines—was car
ried on with other agencies and on-line 
communities.
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System
Support

The period saw exceptionally heavy 
workloads in the engineering and main
tenance areas —often on a seven-day, 
around-the-clock basis —involving the 
full spectrum of technical support within 
the staff and its large consortium of 
contractors.

The target date for commencing 
revenue service through the transbay 
tube and on the San Fiancisco-Daly City 
line was directly linked to implementa
tion of recommendations contained in a 
report, issued February 5, 1973, by the 
State Senate Public Utilities and Corpo
rations Committee. As developed by the

1. Track inspection is nightly routine for Fore
man Ben Delgado. 2. Train control hardware 
is closeiy analyzed by Engineers (i. to r.) 
Frank Flarshbarger, Jim Marlais, Bob Town- 
ley, and Ron Percey. 3 & 4. Tectinicians 
Charles Wolosz and Minna Green test car 
circuitry in the Hayward Shop.

till*



Committee’s special three-man panel of 
electronic experts, 21 recommendations 
were aimed at increasing system safety 
and operating reliability for the start-up 
of transbay service. When the report 
period opened, this implementation 
work was well underway and being 
monitored by a special BART task 
force. The work centered around im
provements to vehicle braking and pro
pulsion systems, cab controls, and door 
operation, plus train detection capabil
ity of the automatic train control system 
(ATC).

Preparing for Transbay Installation of 
wheel “scrubbers” or cleaners to fleet 
vehicles [to improve wheel-to-track 
contact) did not produce the hoped-for 
improvement in train detection reliabil
ity. Thus, the District had to set back 
its target for transbay service from Sep
tember 1973 to the spring of 1974 (and 
subsequently to Septemberl974). At the 
request of San Francisco officials, how
ever, work continued for 1973 opening 
of the San Francisco line without trans
bay service. Checkout and testing of the 
line was completed by mid-October, 
and the line opened smoothly on its 
November 5 target date.

Meanwhile, the decision was made 
to install an additional means of assur
ing safe train separation as a back-up to 
the primary ATC train detection sys
tem. A “software” (computer logic) sys
tem was selected, known as Sequential 
Occupancy Release (SOR). In Decem
ber, a $1.3 million change order was 
issued to the Westinghouse Corporation 
to begin immediate installation of the 
back-up system.

To facilitate start-up of transbay 
service prior to SOR activation, the 
staff began rapid implementation of an 
interim method of assuring extra train 
protection: use of the central train con
trol computer to hold trains at stations, 
if necessary, in order that extra-gener
ous separation distances be maintained 
between all trains at all times. Two- 
station train separation had been main
tained, per CPUC requirement, since 
initial start of revenue service by means 
of station-to-station telephone commu
nication.

By May 1974, computerized con
trol of two-station separation was 
approved by the CPUC and used sys
temwide. By late June, a shorter one- 
station separation (necessary for effi
cient transbay operation) was approved 
for the Richrnond-Fremont line. (The 
following month would see one-station 
train separation activated systemwide.

and CPUC approval for September 
start-up of transbay service on that 
basis.)

Assisting BART’s technical staff in 
the transbay effort was the University 
of California’s Lawrence Berkeley 
Laboratory.

Other Technical Work In February, 
modification work had commenced 
which would keep mainline switches 
under ATC system control should trains 
be operated in the manual mode.

In April, the first prototype instal
lation for the SOR back-up detection 
system was successfully demonstrated 
at Oakland West Station, and installa 
tion began on the San Francisco line.

A security radio net was activated 
systemwide for Police Services at a cost 
of $350,000; and significant savings 
were realized through arrangements for 
joint use of radio antennas with other 
organizations. Design and test work on 
third-rail power feed equipment was 
carried out to prepare for improvements 
to available traction power and ground
ing systems in the next fiscal period.

A comprehensive master plan was 
completed for coordination of local fire 
and police departments, and other agen
cies, in event of system fires, earth
quakes, or other disasters. Elements of 
this master plan will be tested during 
the next period with simulation of dis
aster situations. Four 12-ton emergency 
vehicles were acquired to substantially 
increase the means of transporting fire 
fighters and equipment to any point on 
the system via highway or rail.

Maintenance Ongoing work during 
the period was directed at improve
ments to stations, right-of-way, and 
increasing the reliability of wayside 
train controls and revenue cars. Exten
sive modification work was accom
plished on the train controls and revenue 
cars. Training programs were expanded 
to upgrade skills and phase 209 new 
personnel into a wide array of technical 
skills.

A major milestone was implemen
tation in January of the Maintenance 
Planning System, a computer informa
tion network to optimize preventive 
maintenance and cost controls and 
monitor vehicle component reliability.

Although fleet maintenance con
tinued to load the manpower and space . 
available at the Hayward, Richmond, 
and Concord shops, progress was made 
in a number of problem areas with vehi
cle components. Modification work, 
plus parts shortages, however, signifi
cantly decreased car availability during I

the period. A problem with lateral 
wheel-on-axle movement, which arose 
in May, also affected car availability 
until fixes were accomplished during 
the summer of 1974.

In June 1973, 52 percent of A-cars 
and 70 percent of B-cars were available 
for revenue service. In June 1974, aver
age availability was 45 percent for 
A-cars and 65 percent for B-cars. The 
fleet totaled 144 A-cars and 147 B-cars 
at period’s end.

Subways received extensive re
caulking to eliminate water seepage, and 
Fremont line track was realigned. Track
age not under regular traffic at cross
overs and terminals was surfaced with 
stainless steel beading to improve train 
detection reliability. All third rail was 
ground for good collector shoe contact 
on the San Francisco line prior to its 
opening, as with previous lines. Sig
nificant work in the stations included 
installation of no-slip stripping on 
stairways.

Construction Status of the entire 
BART project at period’s end was 227 
construction contracts completed at a 
cost of $714 million. Construction in 
progress was valued at $59 million, 
including eight contracts valued at $7.2 
million awarded during the period. 
Overall value of the project was esti
mated at $1,607 billion.

Status of remaining station con
struction: Embarcadero 50%; Civic 
Center (Entrance No. 3) 63%; Church 
Street (Muni only) 70%; Castro Street 
(Muni only) 66%. Design of the West 
Portal Station (Muni only) was 75% 
complete.

Major construction contracts cen
tered around the Outer-Market line for 
Muni streetcars, whose trackwork is 75 
percent complete. Besides completion 
of the stations, the major work item 
remaining was electrification of the 
Muni subway level (under Market 
Street) and the Outer Market line.

Special construction projects in
cluded the two-mile Hayward Test 
Track, 30% complete; and the Coliseum 
Station walkway (to Oakland Coli
seum), 80% complete; and completed 
switch control towers at Daly City and 
MacArthur. Besides the West Portal 
Station, major design projects com
pleted or underway, included the spe
cial 12th Street-Oakland City Center 
Station entrance, windscreens for all 
aerial stations, and bus stop shelters for 
all stations. Design work was also done 
on the Berkeley Maintenance Facility, 
additional yard storage tracks, and the 
Daly City parking lot structure.



FINANCIAL STATEMENTS

Balance Sheet
June 30

1974 1973
Assets

Cash (including time deposits of $24,728,000 and $63,500,000] 
U. S. Treasury securities (Note A)
Federal Agency securities (Note A)
Miscellaneous receivables 
Deposits and notes receivable 
Construction in progress (Note I)
Facilities, property, and equipment (Notes A and C] 
Accumulated depreciation and amortization (Notes A and C] 
Materials and supplies (Note A]
Debt service funds, net assets (including time deposits of 

$54,482,900 and U. S. Treasury and Federal Agency 
securities of $13,290,686 in 1974 and $44,606,500 and

$ 25,963,349
14,635,000 
33,386,182 

2,252,533 
15,736,213 
59,127,982 

1,326,153,715 
(22,026,578) 

1,880,154

$ 65,452,463
10,511,768 
37,661,655 

2,457,391 
23,926,623 

562,279,087 
718,452,015 

-0-
1,152,039

$19,070,445 in 1973] (Notes D and E] 70,378,183 65,176,148
$1,527,486,733 $1,487,069,189

Liabilities, Reserve and Capitalization
Construction contracts and others
Unearned fare revenue
Payable to State of California (Note G]
Debt service funds (Notes D and E]
Reserve for self-insurance (Note H]

$ 45,491,205
587,135 

39,110,538 
70,378,183 
6,000,000

161,567,061

$ 41,630,684
297,254 

39,110,538 
65,176,148 
15,000,000

161,214,624

Capitalization:
General Obligation Bonds ($812,500,000 authorized] (Note D]: 

Bonds outstanding
Bonds matured and retired

$775,450,000
28,550,000

804,000,000

786,310,000
17,690,000

804,000,000

Sales Tax Revenue Bonds ($150,000,000 authorized] (Note E]: 
Bonds outstanding
Bonds matured and retired

101,350,000
48,650,000

127,900,000
22,100,000

150,000,000 150,000,000

U. S.- Government Grants (Note F]
State of California Grant (Note G]
Contributions from others
Depreciation and amortization of assets acquired with 

contributions by others (Note A]

197,641,477
116,902,462

7,140,035

(5,550,698)

156,157,472
116,543,462

4,661,226

-0-
316,133,276 277,362,160

Accumulated net revenues before depreciation and 
amortization

Depreciation and amortization of assets acquired with 
own funds

112,262,276

(16,475,880)

94,492,405

-0-
95,786,396

1,365,919,672
94,492,405

1,325,854,565
$1,527,486,733 $1,487,069,189

See notes to financial statements.
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San Francisco Bay Area Rapid Transit District

Statement of Operations
Year Ended June 30

Revenues;
Operating revenues:

Fares
Less discounts, transfers, other deductions

Financial assistance-Transportation 
Development Act of 1971 

Other

Taxes
Interest and other

Expenses:
Transportation
Maintenance and quality control 
Police services
Construction and engineering 
General and administrative

FUNDED EXCESS OF EXPENSES OVER REVENUES 
Unfunded costs:

Depreciation and amortization of all assets
Less depreciation and amortization of assets acquired 

with contributions by others (Note A]
NET OPERATING LOSS

1974 1973

$ 6,655,808 $ 2,434,466
599,839 330,845

6,055,969 2,103,621

807,000 1,370,000
187,942 120,394

7,050,911 3,594,015
4j051,726 - . 3,784,184-
9,010,468 8,844,270

20,113,105 16,222,469

7,646,011 3,845,883
15,833,084 11,013,079
1,910,689 1,303,677
2,393,925 1,086,866
6,119,005 5,363,545

33,902,714 22,613,050
13,789,609 6,390,581

$22,026,578

5,550,698 16,475,880
$30,265,489 $ 6,390,581

Slatement of Accumulated Net Revenues

Accumulated net revenues at beginning of year 
Less net operating loss

Add:
Start-up costs and construction overhead 

capitalized (Note A]
Reduction in reserve for self-insurance 

Accumulated net revenues at end of year

$94,492,405
(30,265,489)
64,226,916

22,401,581
9,157,899

$95,786,396

$86,258,755
(6,390,581)
79,868,174

14,302,043
322,188

$94,492,405

See notes to financial statements.



San Francisco Bay Area Rapid Transit District

FINANCIAL STATEMENTS CONTINUED

Statement of Revenues, Expenses, 
and Fund Balances of Debt Service Funds

Revenues:
Property taxes
Transactions and use taxes received 
Interest

Less:
Matured interest 
Matured or retired principal 
Bond service expense 
Bond premium

Balance at beginning of year 
Balance at end of year

Year Ended June 30,1974
General Sales Tax Year Ended

Obligation Revenue June 30,1973
Bonds Bonds Combined Combined

$43,794,213 $43,794,213 $44,153,452
—0— $35,326,319 35,326,319 31,054,621

1,977,317 3,568,656 5,545,973 3,262,476

45,771,530 38,894,975 84,666,505 78,470,549

34,374,171 7,211,125 41,585,296 42,898,971
10,860,000 26,550,000 37,410,000 22,950,000

-0- 64,221 64,221 12,024
-0- 404,953 404,953 -0-

45,234,171 34,230,299 79,464,470 65,860,995
537,359 4,664,676 5,202,035 12,609,554

18,911,687 46,264,461 65,176,148 52,566,594
$19,449,046 $50,929,137 $70,378,183 $65,176,148

Statement of Changes in Financial Position

Financial Resources Were Used for:
Operations:

Net operating loss
Noncash expense—depreciation and amortization

FUNDS USED IN OPERATIONS

Additions to construction in progress and facilities, 
property and equipment 

Bond interest 
Bond principal
Increase on debt service funds
Bond premium
Other

Financial Resources Were Provided by:

Property taxes
Grants from U. S. Government 
Decrease in cash and securities 
Transactions and use taxes
Decrease in miscellaneous receivables and deposits 

and notes receivable 
Interest on investments
Increase in construction contracts and other liabilities 
Contributions from others 
Grants from State of California

Year Ended June 30
1974 1973

$ 30,265,489 $ 6,390,581
(16,475,880) -0-
13,789,609 6,390,581

82,149,014 121,263,464
41,585,296 42,898,971
37,410,000 22,950,000

5,202,035 12,609,554
404,953 -0-
792,336 757,652

$181,333,243 $206,870,222

$ 43,794,213 $ 44,153,452
41,484,005 42,247,495
39,641,355 54,759,851
35,326,319 31,054,621

8,395,268 1,340,666
5,703,872 3,584,664
4,150,402 24,709,269
2,478,809 1,233,204

359,000 3,787,000
$181,333,243 $206,870,222

See notes to financial statements.



NOTES TO FINANCIAL STATEMENTS 
Year ended June 30. 1974

NOTE A—Summary of Significant Accounting Policies
The San Francisco Bay Area Rapid Transit District is a political sub
division of the State of California created by the Legislature in 1957 
and regulated by the San Francisco Bay Area Rapid Transit District 
Act, as amended. The District does not have stockholders or equity 
holders and is not subject to income tax. The disbursement of all funds 
received by the District is controlled by statutes and by provisions of 
various grant contracts entered into with the State of California and 
the United States Government.

The General Fund receives an allocation of property tax revenues 
for purposes of providing for general and administrative expenses not 
involving construction in progress.

Securities are carried at cost which approximates market.
The cost of acquisition and construction of rapid transit facilities 

is recorded in construction in progress and represents amounts paid 
or ownng to contractors including amounts provided by State and Fed
eral grants for construction purposes. As facilities are completed and 
become operative, the District transfers them to facilities, property 
and equipment accounts.

Depreciation on facilities, property and equipment is computed 
using the straight-line method over the estimated useful lives of the 
assets. The amount of depreciation of assets acquired with the Dis
trict's own funds is distinguished from the amount of depreciation of 
assets acquired with contributions by others, and the latter amount is 
shown on the balance sheet with the related contributions. This format 
follows the recommendations for public transportation systems in the 
Industry Audit Guide Audits of State and Local Governmental Units" 
prepared by the Gommittee on Governmental Accounting and Auditing 
and issued by the AIGPA in September 1973.

Materials and supplies are stated at average cost.
Accounting policies for general obligation bonds (Note D), sales 

tax revenue bonds (Note E), government grants (Notes F and G), re
serve for self-insurance (Note H) and construction in progress (Note 
I) are described in separate footnotes.

Since 1966. the District consistently has capitalized, as part of 
pre-full revenue operating expenses, certain start-up costs.

The amount so capitalized for the year ended June 30, 1974 is $15 
million. The District intends to continue the capitalization of these 
costs until the Galifornia Public Utilities Commission approves the full 
train control system scheduled for completion in the second half of 
the year ended June 30, 1975. Accordingly, it is anticipated that addi
tional start-up costs projected at $13 million will be capitalized.

Certain reclassifications have been made in 1973 financial state
ments to conform to the classifications used in 1974.

NOTE B—Significant Events
The District's rapid transit operations were shut down by a month
long strike in July 1973. Three-year agreements were negotiated with 
the three organizations representing most of the District's employees.

The District resumed operations on August 6. 1973 between Rich
mond and Fremont and between Concord and the MacArthur transfer 
station in Oakland. San Francisco local service between Daly City 
and Montgomery Street began November 5, 1973. Through transbay 
service between Daly City and Concord and between Daly City and 
Fremont began September 16,1974.

After the close of the fiscal year ended June 30, 1974. the State 
Legislature extended the one-half per cent Transactions and Use Tax 
until December 31,1977, or until the District has received $82.2 million 
over and above the amount required to pay principal and interest on 
the outstanding Sales Tax Revenue Bonds, whichever is sooner. The 
additional revenues are to be used for operational purposes including 
the liquidation of operating deficits. The District is authorized to issue 
negotiable bonds secured by such revenues in amounts not to exceed 
$16 million in fiscal 1974/75 and $8 million in liscal 1975/76.

NOTE C—Facilities, Property and Equipment
Facilities, property and equipment (stated at cost), asset lives, and 
accumulated depreciation and amortization at June 30. 1974 are sum
marized below:

Land
Improvements
Systemwide operation and 

control
Revenue transit vehicles
Service and miscellaneous 

equipment
Pre-full revenue operating 

expenses
Repairable property items

Lives

Accumulated
Depreciation

and
Cost (Years) Amortization

$ 103,299,602 Non-depreciable
985,929.864 80 $12,324,123

79,571,877 20 3,978,594
74,035,403 30 2,465,379

7,255,129 10 725,623

72,135,393 30 2,402,109
3,926,447 30 130,750

$1,326,153,715 $22,026,578

NOTE D—General Obligation Bonils
In 1962 voters of the member counties of the District authorized a 
bonded indebtedness totaling $792,000,000 of General Obligation 
Bonds. Bonds amounting to $764,650,000 were outstanding at June
30.1974, with principal maturities from 1975 to 1999. Payment of both 
principal and interest is provided by the levy of District-wide property 
taxes. During 1966, Gity of Berkeley voters formed Special Service 
Disirict No. 1 and authorized the issuance of $20,500,000 of General 
Obligation Bonds for construction of subway extensions within that 
city. Special Service District No. 1 Bonds amounting to $10,800,000 
were outstanding at June 30,1974, with principaJ maturities from 1975 
to 1998. Payment of both principal and interest is provided by taxes 
levied upon property within the Special Service District.

Bond principal is payable annually on June 15 and interest is 
payable semiannually on June 15 and December 15 from Debt Service 
Funds. Principal amounts of $12,200,000 of General Obligation Bonds 
and $270,000 of Special Service District No. 1 Bonds mature on June
15.1975. Annual maturities in succeeding years are in greater amounts. 
Interest of $16,637,765 on General Obligation Bonds and $245,283 on 
Special Service District No. 1 Bonds is payable on December 15. 1974. 
The composite interest rate on bonds currently outstanding is 4.13%.

NOTE E—Sales Tax Revenue Bonds
The 1969 Legislature of the State of California authorized the District 
to issue revenue bonds totaling $150,600,000. Bonds amounting to 
$101,350,000 were outstanding at June 30. 1974 with principal maturi
ties from 1975 to 1981. The Sales Tax Revenue Bonds are secured by a 
pledge of the proceeds of the Transactions and Use Tax authorized by 
the 1969 Legislature and from moneys received by the District from 
other sources, in lieu of Transactions and Use Tax proceeds, if legally 
made available. The bonds maturing on or after January 1, 1976 are 
redeemable prior to maturity at the option of the District on various 
dates at prices ranging from 104% to 100% of the face amount. The col
lection and administration of the tax. which became effective April 1. 
1970. is performed exclusively by the State Board of Equalization and 
all taxes are transmitted directly to the appointed trustee for the pur
pose of paying bond interest semi-annually on July 1 and January 1 
and principal annually on January 1. Principal of $15,300,000 matures 
on January 1. 1975 and interest of $2,778,718 is payable on July 1. 1974. 
The composite interest rate on bonds currently outstanding is 5.54%. 
On July 1, 1974, bonds in the amount of $8,840,000 were called prior to 
maturity.



San Francisco Bay Area Rapid Transit District

NOTES TO FINANCIAL STATEMENTS CONTINUED

The State Board of Equalization has estimated that the revenue 
from the Transactions and Use Tax for the period April 1 to June 30, 
1974 will be approximately $7,800,000. of which the trustee had 
received $1,950,000 at June 30, 1974.

NOTE F—U. S. Government Grants
The U. S. Government, under grant contracts with the District, 
provides financial assistance for research, beautification, certain 
construction projects and transit vehicle and other procurement. Ad
ditionally, the District is administering federal grants to the City and 
County of San Francisco (CA-03-0004) for construction of three Market 
Street Station mezzanines, two street plazas and street extensions, and 
a grant to the City of Berkeley (CA-03-0009) in connection with the 
construction of subway extensions within Berkeley, The following 
grants were in force as of June 30, 1974:

Project—Purpose 
Beautification Grants: 

CALIF-BD-1 
CALIF-B-160 
CALIF-B-163 
OS-CA-09-39-1074

Demonstration Grants:

Maximum
Grant

447,953
323.000
521.000 
838,565

2,130,518

Funds
Received

360.000
239.000
367.000 
749,470

1,715,470

CAL-MTD-2 (Transit Design) 6,157,256 6,157,256*
CA-06-0023 (Fare Collection) 1,133,333 925,291
CAL-MTD-7 (Transit Hardware) 761,568 761,568*
CA-06-0032 (Prototype 'Vehicles) 5,000,000 4,500,000

13,052.157 12,344,115

apital Grants—Construction and
Procurement:

CA-03-0006 12,867,862 12,867,862*
CAL-UTG-11 13,103,910 13,103,910*
CA-03-tX)15 25,939,945 25,939,945*
CA-03-0019 88,000,000 73,446,575
CA-03-0047 1,000,000 454,000
CA-03-0052 38,136,666 20,444,000
CA-03-0058 1,700,000 1,388,000
CA-03-0059 61,845,066 12,224,000
CA-03-0069 21,681,333 2,908,000
CA-03-0083 1,172,000 -0-

265,446,782 162,776,292
CA-03-0004 (San Francisco) 19,902,430 16,072,600
CA-03-0009 (Berkeley) 4,733,000 4,733,000*

290,082,212 183,581,892
$305,264,887 $197,641,477

"^IVoject c:i)inpletud.

NOTE G—Slate of California Grant
Pursuant to Sections 30770-30782 of the California Streets and High
ways Code, the Department of Public Works of the State of California 
authorized the District to construct the San Francisco-Oakland rapid 
transit tube and its approaches with State funds. Under Section 30778 
of the Code, further modified by an agreement with the State Depart
ment of Public Works, the District will reimburse the State tor costs 
of the tube approaches. At june 30, 1974, the District had received 
$172,513,000 of which $55,610,538 is repayable to the State of Cali
fornia for the tube approaches. Reimbursement will be fulfilled by 
application of a $16,500,000 credit to the District arising from highway 
betterments constructed with District funds on State Route No. 24 
and by payment of $1,000,000 on December 31, 1977, and $2,500,000 
annually beginning December 31, 1978.

NOTE H—Reserve for Self-Insurance
The reserve for self-insurance is presently limited, by resolution of the 
Board of Directors of the District, to a maximum of $6 million (1973, 
$15 million) to provide for uninsured general liability and property 
damage and workmen's compensation exposure at June 30, 1974.

NOTE I—Construction in Progress
During the years, construction in progress decreased as follows:

Year Ended June 30
1974 1973

Balance at beginning of year
Add:

$562,279,087 $1,141,867,278

Construction 82.120,740 118,829,635
Real estate acquired 606.616 3,263,925
Utility relocation (46.732) 1,049,744
Pre-full revenue operating expenses 21.874,681 13.482.330
Other 837,125 584,882

105,392,430 137,210,516
Less:

Rental income and proceeds from
sales of real estate 174,230 463,717

Insurance premiums refunded 
Transfers to facilities, property

21,562 35,823

and equipment 607,726.380 715.151,524
Transfers to materials and supplies 705.261 732,730
Other transfers (83,898) 414.913

608,543,535 716.798,707
503,151,105 579,588,191

Balance at end of year $ 59,127,982 $ 562,279,087

An analysis of project costs, based upon information available at 
June 30, 1974. was developed to determine the estimated cost of the 
rapid transit system at completion. This estimate amounts to 
$1,606,691,000 (including $179,878,000 for the trans-bay tube being 
financed by the State of California and $160,919,000 for transit vehicles 
being financed by Federal grant funds and other District sources). 
Presently, the final cost of the system cannot be determined, as future 
economic conditions, resolution of pending contractors' claims (Note 
I) and delay in start of full revenue operations may have a significant 
effect on the final cost of the system. Initial operation of the system 
began in September 1972. All 71 miles of rapid transit line were in 
regular passenger service on September 16,1974,

NOTE Litigation and Other Disputes with Contractors
The District has filed suit against its consulting engineer, PB-T-B, two 
of its primary contractors, Rohr and Westinghouse, a subcontractor, 
Bulova, and the primary contractors' respective sureties, seeking in 
damages $86.8 million from PB-T-B, approximately $41 million from 
Rohr, $55 million from Westinghouse, $4,5 million from Westinghouse 
and Bulova jointly, and in addition, $50 million for loss of revenue from 
Rohr, Westinghouse, and PB-T-B. Special Trial Counsel is unable to 
comment on the District's ultimate recovery under this action. Some 
of the defendants may enter cross-claims against the District. The 
ultimate liability, it any, with respect to such cross-claims is unknown.

In addition, contractor claims amounting to approximately $28 
million have been submitted to the District, It is anticipated that 
additional such claims will be submitted in the future. Special Trial 
Counsel is unable to comment on the District’s ultimate liability, if 
any, for these claims since they involve substantial factual and legal 
disputes which have not yet been fully analyzed.

A taxpayers' class action snit has also been filed against certain 
of the District's contractors, including PB-T-B, to recover public funds 
alleged to have been illegally expended. (The District, certain of its 
directors and its former general manager are also defendants.) How
ever. since this action was commenced on behalf of taxpayers. Legal 
Counsel is of the opinion that any recovery, less attorneys' fees to 
plaintiff's counsel, should go to the District.
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San Francisco Bay Area Rapid Transit District
This Annual Report for the period July 1, 1973 to June 30,1974 is published by the 
District pursuant to Article 28770 of the State of California Public Utilities Code. 
District Headquarters are located at 800 Madison Street, Oakland, California 94607. 
Telephone 415-465-4100.
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At its formation in 1957, the District was governed by a 16-member Board of 
Directors apportioned according to the populations of the five member 
counties: Alameda, Contra Costa, Marin, San Mateo, and San Francisco. 
San Mateo and Marin counties officially withdrew in April and May, 1962, 
respectively, reducing the Board to 11 members representing the three 
remaining counties. Legislation was enacted in 1965, entitling less 
populous Contra Costa County to a fourth director. Henceforth, four 
Directors from each county were seated on a 12-member Board. Six 
members were appointed by the Boards of Supervisors from their respective 
counties. Six members were appointed by mayoral committees of Alameda 
and Contra Costa counties, and by the Mayor of San Francisco City & 
County. Under Chapter 521 of the California Statutes of 1973, the 
appointed Board was succeeded by the District’s first elective Board as of 
12 o’clock noon, November 29, 1974.

APPOINTED BOARD 
OF DIRECTORS

ALAMEDA COUNTY
RICHARD O. CLARK 
H.R. LANGE
Vice-President
GEORGE M. SILLIMAN 
DeWITT G. WILSON

CONTRA COSTA COUNTY
NELLO J. BIANCO 
President
DANIEL C. HELIX 
JAMES D. HILL 
DANA MURDOCK

CITY & COUNTY 
OF SAN FRANCISCO
WILLIAM H. CHESTER 
THOMAS F. HAYES • 
QUENTIN L. KOPP 
WILLIAM M. REEDY

OFFICERS
L. D. DAHMS
Acting Genera] Manager
M. BARRETT
General Counsel
W. F. GOELZ
Director of Finance
R. J. SHEPHARD
Secretary

DEPARTMENT HEADS 
C. K. BERNARD
Marketing fr Research
M. K. BOWERS
Employee Relations
R. W. CARROLL
System Maintenance
M. A. DENOWITZ 
Quality Control 
J. B. FENDEL
Construction
W. F. HEIN
Planning
C. O. KRAMER
Safety
R. M. LINDSEY
Police Services
W. J. RHINE
Engineering
G. H. RINGENBERG
Procurement fr Capital 

Program Management
A. E. WOLF 
Transportation

The Cover: Silver BART trains 
speed through twin bores of the 
3.6-mile transbay tube •
When the trains are 
past, stillness is virtually 
absolute in the steel and concrete 
structure lying 75 to 135 feet 
under the Bay. Excellent 
ventilation prevents heat 
build-up from trains, keeping 
tube temperatures between 65-67 
degrees the year around.

San Francisco Bay Area Rapid 
Transit District: Established by 
the State of California in 1957. 
Authorized to finance, construct, 
and operate a new high-speed rail 
rapid transit system under the 
direction of a Board of Directors, 
whose members are elected for 
four-year terms by residents of 
nine election districts within the 
counties of Alameda, Contra 
Costa, and San Francisco.



pJL ]RESIDENT’S 
MESSAGE

The 1974-75 fiscal year was a landmark 
year for BART in many respects.

One reason, of course, is the start-up 
of transbay service on September 16. 
This long-awaited event not only had an 
immediate and vital impact on the Bay 
Area, it signaled BART’s full transition 
from construction, through start-up 
stages, to a fully operational 71-mile 
system. As a member of the District 
Board since March, 1970,1 had the privi
lege of working with a number of very 
able Directors, who were appointed by 
the Mayors or Supervisors of their home 
counties. It was entirely fitting that the 
start-up of transbay service was pre
sided over by our former President, 
Nello Bianco, and other appointed 
Directors who made great personal con
tributions to the administration of the 
District over the year.

Also during the past year, we wel
comed a new elected Board, which took 
office on December 2 after an over
whelming vote in the June primaries to 
make the BART Directors directly 
responsible to the people. Certainly, 
BART taxpayers can take encourage
ment in this Board’s fiscal tough-mind- 
edness. It insisted, for example, that 
available resources be used to improve 
existing service before taking on added 
costs of late night service. At the same 
time, it directed the staff to investigate 
all avenues of additional funds so late 
night service could begin as soon as 
possible.* To preserve the District’s 
fiscal integrity in the months ahead, it 
severely reduced appropriations for the 
1975-76 budget.

And certainly, BART patrons can take 
encouragement from the Board’s deter
mination to keep the District responsive 
to their needs and opinions. The Board 
has authorized each member to select 
up to 10 “BART Community Advisors’’ 
to help keep himself or herself well 
informed. In addition, a BART “con-

*NOTE: Later in 1975, the Metropolitan Transpor
tation Commission approved $1.6 million in federal 
and local (TDA) funds specifically for BART late 
night service. Special late night service for Christ
mas shoppers was to commence on November 28. and 
was to be made permanent as of January 1, 1976.

President Clark is host to group
of Bay Area biking enthusiasts on opening
day of “Bikes on BART” program.

sumer panel’’ of 1,000 passengers has 
been organized for regular surveying of 
their opinions about the system. This is 
in addition to our annual systemwide 
“passenger profile” survey.

The start-up in March of Muni fare dis
counts for BART-Muni riders, somewhat 
similar to the BART-AC Transit plan, 
was aggressively pushed by the new 
Board. To keep the District a fair and 
“humanized” place to work, it closely 
monitors affirmative action policies. To 
keep the system “humanized” for 
patrons, the Board also continuously 
monitors improvements in station aes
thetics and art decoration.

Particularly gratifying to me is the 
success of our “Bikes on BART” test 
program, .Since January, we’ve issued 
almost 1,000 permits enabling patrons 
to carry regular bikes on board trains 
in off-peak hours. I was delighted to sign 
up for the first permit myself. Now, more 
than 100 passengers a week are trans
porting their bicycles on the^ system; 
and we are receiving requests on this 
innovative program from transit lines 
around the world. We’ve experienced 
no serious problems in the test program 
thus far, and I look forward to a perma
nent “Bikes on BART” policy when the 
test program ends in December.

We can take particular encourage
ment in the Board’s appointment of 
Frank C. Herringer, formerly the Admin
istrator of the U.S. Urban Mass Trans
portation Administration, as the new 
General Manager, which was an
nounced in April and took effect as of 
July 1, 1975. The Directors spent a 
tremendous amount of their personal 
time attempting to seek out the best 
person for the post, and we are delight
ed that Mr. Herringer chose to join us.

We are deeply indebted to the State 
Legislators who, by extending the half- 
cent sales tax, have kept the system 
from closing. Again, we acknowledge 
invaluable assistance from the Cali
fornia Public Utilities Commission, the 
Urban Mass Transportation Administra
tion, the Metropolitan Transportation 
Commission, the other transit operators 
in the Bay Area, the University of Cali
fornia Lawrence Berkeley Laboratory, 
and many others who have helped us in 
this last year.

Lastly, I thank my fellow Directors for 
their spirit of cooperation and congratu
late them on so ably representing the 
interests of their constituents.



Preparation of the District operating budget 
for submittal to the Directors each spring 
is a major management responsibility. 
Analyzing computer “cost center” printouts 
are (left to right): Systems & Data Processing 
Manager Roy Knapp, Marketing & Research 
Director Keith Bernard, and Senior Economic 
Analyst Ward Belding.

CW "

MANAGEMENT 
OVERVIEW

Extension of the BART half-cent sales 
tax to help meet operating expenses, 
seating of the first elective Board of 
Directors, and appointment of a new 
general manager, were key events of the 
report period which had far-reaching 
impact on the District,

District officials had warned that the 
system would have to he shut down by 
October 1 if additional sources of oper
ating funds were not obtained. In April, 
1974, Senate Bill 1966 was introduced 
into the State Legislature, co-authored 
by Senator James Mills (D-San Diego) 
and Assemblyman Leo McCarthy (D- 
San Francisco). The Bill provided for 
extension of the BART half-cent sales 
tax for two years, until December, 1977, 
or until the District received $82.2 mil
lion in tax revenues within that period, 
to help finance its operating costs. The 
passage of SB 1966, and with it the 
future of the District, remained uncer
tain throughout the summer of 1974. 
Nevertheless, BART pushed ahead 
hopefully with preparations for the start 
up of transbay service.

On September 16, the first revenue 
trains began speeding passengers 
through the transbay tube with the 
final decision on a system shutdown 
only two weeks away. On September 26, 
the crisis was finally resolved when 
Governor Ronald Reagan signed SB 
1966 into law. With additional sales tax 
revenues thus assured through 1977, 
the District immediately began prepara
tions for issuance of short-term bonds 
against the assured revenues to obtain 
the critically-needed operating funds. 
On March 13, $16 million of 5.15 percent 
bonds were issued, per the ceiling set 
by the new law for the 1974-75 period.

Meanwhile, Measure A, calling for a 
nine-member elected Board from nine 
new election districts (replacing the 12- 
member appointed Board), had passed 
in the June primaries by a decisive 3:1 
average margin in the three BART coun
ties. The November 5 general election 
saw 138 candidates running in the nine 
Board contests. Three incumbent Direc
tors (Nello Bianco, Richard Clark, 
James Hill) were successful in their 
campaigns.

The last major action under the 
appointed Board was the November 18



filing of a law suit by the District, 
seeking over $200 million in damages 
from defendants: Parsons, Brincker- 
hoff-Tudor-Bechtel, Wostinghouse
Electric Corporation, Rohr Industries, 
Inc., Bui ova Watch Company, and their 
respective surety companies.

The new Board was sworn into office 
on December 2 by Alameda County Pre
siding Judge Spurgeon Avakian. Terms 
of office were four years. However, to 
create future staggered terms, it was 
determined by lot that Directors repre
senting odd-numbered districts would 
initially serve two-year terms.

On January 21, a “management audit” 
of the District was presented to the State 
Senate Public Utilities, Transit and 
Energy Committee by its consultants, 
Cresap, McCormick and Paget Inc. Fol
lowing a series of workshop sessions 
with the CMP staff. District management 
was able to report many of the recom
mendations accomplished or well 
underway.

A major CMP recommendation was to 
defer plans for late night service until 
the reliability of existing service could 
be improved, particularly through more 
effective preventive maintenance con
trols and programs. The new Board of 
Directors, in complete agreement with 
the recommendation, deferred late night . 
service — which had been scheduled 
for spring — to make improvement in 
system reliability the highest priority 
objective.

Another CMP recommendation, call
ing for more flexible procurement pro
cedures, subsequently resulted in the 
passage of Senate Bill 1151 (Alquist, 
D-San Jose) in September, 1975. Aimed 
at cutting expensive delays in procure
ment, the bill raised the required go-to- 
bid level from $3,000 to $10,000 and the 
General Manager’s contract authority 
from $10,000 to $25,000. It also autho
rized direct procurement without bid
ding in emergency situations. Internally, 
the District procurement activity was 
reorganized to increase its effective
ness.

On April 25, the new Board held its 
first major press conference to an
nounce the appointment of Frank C. 
Herringer, Administrator of the U.S. 
Urban Mass Transportation Adminis
tration in Washington, D.C., as District 
General Manager, effective July 1. He 
succeeds B.R. Stokes, who resigned as 
of June 30, 1974, after serving in that 
post for 11 years. Acting General Mana
ger for the interim period was Lawrence 
D. Dahms, previously Assistant General 
Manager - Operations.

Finance Actual funded operating 
expenses for fiscal 1974-75 were $49.8 
million against an operating budget of

$52.5 inillion (amended by Board Action 
from $53.8 million). Underspending 
essentially reflected a postponement 
of extended service hours. The advent 
of transbay service resulted in a 150 per
cent rise in passenger revenues over the 
previous period, with expected increases 
in average fares and length of trips (see 
Operating StatistiesJ.

Major sources of income and expenses 
are shown in pie charts on page 13, 
and in the Statement of Operations 
on page 9. Lesser sources of income 
included revenues of $282,800 from 
District property rentals, leases and 
sales. Revenues from system conces
sions — including newsstands, vending 
machines, parcel lockers and public 
telephones — totaled $62,800. Other 
miscellaneous revenues were: system 
display advertising $291,731, parking 
citations $23,000, and parking fees 
$10,000. A dividend of $568,545 was 
received from the Workers’ Compensa
tion Insurance carrier — a continuing 
benefit from the District’s construction 
insurance program which has returned 
$5.2 million in dividends to date.

Traction power costs were $2.3 mil
lion. Real estate costs were $1.6 million, 
which included closeout of 42 special 
construction access areas, and acquisi
tion of 23 land parcels, both for right- 
of-way purposes. Two of the major 
commercial parcels acquired were for 
construction of Civic Center Station 
Entrance #3.

A central issue in the Board’s deliber
ations on the 1975-76 budget during 
May and June was the widening gap 
between operating costs and projected 
revenues — despite extended sales tax 
revenues from SB 1966. Sharing the 
Board’s grave concern over the un
funded deficit projected into the next 
period was State Legislative Analyst A. 
Alan Post. In his June 16 report to the 
Legislature, Post called on the Board to 
use “all possible means” to lower the 
deficit, including deep budget and staff 
cutbacks, fare increases, and indefinite 
deferral of nigbt service.

The Board subsequently approved a 
fiscal 1975-76 budget of $65.6 million,’ 
a severely pared-down figure it consid
ered tbe absolute minimum required to 
maintain existing (6 a.m. to 8 p.m. 
weekdays) service. Late night service, 
deferred earlier as previously men
tioned, was indefinitely deferred in the 
1975-76 period, until new funding could 
be obtained for that special purpose.

At the same time, the Board approved 
an across-the-board fare increase to be 
implemented in the next period. (As later 
specified by the Board, the increases 
averaged 21 percent. Maximum fares 
increased from $1.25 to $1.45. Minimum 
fares remained at 30 cunts, except in

downtown San Francisco and Oakland, 
where they were reduced to 25 cents.)

Despite the austere level approved for 
the next period’s budget, and despite 
higher revenues expected from the 
coming fare increases, it was clear that 
the central issue of permanent, stable 
funding for the District would dominate 
the 1975-76 fiscal year.

Final approval for federally funded 
grants and projects was received as 
follows: $7.2 million to fund system 
start-up costs and hardware improve
ments; and $3.6 million for design and 
construction of the Daly Gity Station 
parking structure. Tentative approval 
was received of a $100,000 grant for 
system reliability studies by BART’s 
engineering task force teams. AC Tran
sit received a $2.6 million grant toward 
the purchase of 36 buses and facilities 
for five feeder express bus lines it oper
ates for BART between transit stations 
and outlying East Bay communities.

District Property Tax For funding of 
administrative expenses and debt ser
vice on BART construction bonds, rates 
(in cents) were set by tbe Board as follows:

1975-76 1974-75
Admin.

Expenses
Debt

Service
Total
Rate

Total
Rate

Alameda 5.0 42.1 47.1 54.0

Contra Costa 4.7 40.0 44.7 51.2

San Francisco 5.3 44.6 49.9 56.1

NOTE: Property tax rates are per $100 assessed 
property value. Different tax rates reflect equaliza
tion of varying assessment ratios among counties.

Staffing The total staff increased from 
1,696 to 1,937 during the period, reflect
ing continued build-up of transportation 
and maintenance areas to support 
transbay service. Employee minority rep
resentation continued to exceed the Dis
trict population minority ratio of 32%, 
increasing from 37% to 39.3%.

Of major significance was the Board’s 
adoption in September of a broad new 
Affirmative Action Program setting 
forth, among other goals, timetables for 
increasing representation of minority 
employees and women employees 
across job classifications and job 
levels. An Equal Employment Oppor
tunity Officer was appointed to admin
ister expanding A A activities, along with 
the AA Officer appointed in the previous 
period. In October, the new program 
was approved by the Office of Federal 
Contract Compliance.



The first day of transbay service saw trains 
crowded with passengers who made their first trip 
beneath San Francisco Bay with reactions ranging from 
studied casualness to wide-eyed excitement.

OPERATING STATISTICS

FY 1974/75 FY 1973/74
July 1 — June 30, inclusive
Total Car Miles (revenue service only) 21,465,055 
Total Passenger Trips (patronage) .... 27,876,794
Passenger Miles (estimated)..................  434,648,927
Ridership Ratio (at period’s end)

Peak ..................................................... 59%
Off-Peak............................................... 41%

Net Passenger Revenues (less fare dis
counts : and other adjustments)........$15,694,768

Average Passenger Fare (with discount
fares considered at full value)..........  60.3 cents

Average Trip Length (based on esti
mated passenger miles which include 
an allowance for excursion rides). . . 15.6 miles

10,758,626
13,960,680

166,033,664

58%
42%

$ 6,055,969 

47.7 cents

11.9 miles

0PERATIONS 
& SERVICES

The previous period closed with 64 of 
the system’s 71.5 miles, and 32 of its 
34 stations, operational. Twelve trains, 
generally of four-car consists, were 
operating between Richmond and 
Fiomuul; and six trains, of maximum 
six-car consists, were operating 
between Concord and Oakland's Mac- 
Arthur Station. Four trains, of seven-car 
consists, were in temporary shuttle 
service between San Francisco’s Mont
gomery Street Station and the Daly City 
.Station, awaiting the opening of the 7,5- 
mile transbay tube line. Headways were 
10 minutes systemwide. Revenue ser
vice continued on the limited schedule 
of 6 a.m. to 8 p.m. weekdays, in force 
since the system opened in September, 
1972.

The transition from two-station train 
separation to one-station separation — 
considered essential to efficient trans
bay operation — was successfully 
demonstrated by July, 1974. The Cali
fornia Public Utilities Commission 
rapidly approved the District plans for 
tranbay operations under computer- 
conti’olled one-slation separation. The 
opening day of transbay service was set 
by the District Board for Monday, Sep
tember 16. Thus, at long last ... a 
crossing beneath the waters of San 
Francisco Bay was about to become a 
reality for the public!

The Monday opening of transbay ser
vice was preceded by colorful cere
monies on September 14 (Saturday) at 
the Lake Merritt, Oakland West, and 
Powell Street stations. Many local and 
state officials and civic leaders attended 
the dedication ceremonies, presided 
over by Oakland’s Mayor John Reading 
and San Francisco’s Mayor Joseph 
Alioto. Four trains shuttled between 
Montgomery and Coliseum stations 
from noon to 6 p.m. to introduce the 
public to its first transbay rides.

With the opening of regular transbay 
revenue service on September 16, sys
tem operations expanded from 22 to 30 
trains, in consists up to nine cars. Ten 
trains operated on each of three routes: 
Fremont transbay to Daly City, Concord 
transbay to Daly City, and Richmond 
(East Bay only) to Fremont. The sys
tem’s fourth route — Richmond trans
bay to San Francisco — was not



activated. Richmond line patrons trans
ferred to transbay trains at MacArthur 
Station.

The advent of transbay service 
immediately increased average daily 
patronage from 69,000 to 113,622 (58 
percent), and peak-hour patronage from 
40,433 to 62,536 (54 percent).

Second quarter patronage was up 57 
percent over the first quarter, to 122,908 
daily. The substantial increase was 
attributed to transbay service, three 
World Series games, and extended ser
vice hours (to 10 p.m.) for shoppers 
between November 29 and December 
27. BART carried 11,000 fans to and 
from each World Series game (October 
15, 16, 17), which was 23 percent of total 
game attendance. A record 163,408 for 
daily ridership was set the day after 
Thanksgiving (November 29), eclipsing 
the previous high of 110,104 set the 
prior year on the same day. Extending 
service until 10 p.m. during the.Christ
mas shopping season resulted in daily 
increases of 3,600 to 4,200 trips after 
6:30 p.m.

The third quarter saw a 5.7 percent 
decline in patronage from the second 
quarter to 116,587. Patronage dropped 
almost 12,000 from December to Feb
ruary, with 75 percent of the decrease 
in off-peak ridership. It is difficult to 
assess all possible factors involved in 
the off-peak decline. More certain, how
ever, is the adverse impact of frequent 
service delays, and crowded trains 
resulting from continued shortages of 
B-cars, on peak-hour ridership.

Fourth quarter patronage saw a slight 
daily average increase to 118,895. As 
seen in the period’s operating statistics, 
transbay service substantially in
creased the system average fare and 
average trip length. Surprisingly 
modest, however, was the estimated 
increase of daily transbay trips between 
October and June: 51,465 to 54,359. High 
month was December with a 126,540 
average; low month was February with 
114,348.

System Safely The period passed with 
no accidents in revenue operation. 
Minor incidents reported in stations 
and trains declined substantially. A total 
of $92,199 was paid out on 164 patron 
accident claims: 114 in stations, 49 on 
trains, and one elsewhere. The ratio of 
reported accidents per million passen
gers carried decreased 34 percent from 
previous period, reflecting an intensive 
program to eliminate, or improve, prob
lem areas causing minor accidents in 
trains and stations.

The Coliseum Walkway opened for 
the World Series games (October 15, 
16, 17), but was shut down October 18 
because of uncomfortable swaying. The

designer, Skidmore, Owings & Merrill, 
was directed to reinforce the walkway 
structure, and it is scheduled to re-open 
by early October, 1975.

On Sunday, January 19, at 10:15 p.m., 
a nine-car test train collided with a 
maintenance vehicle, which, due to 
driver error, was on the wrong mainline 
track near the Oakland Shop. Mainte
nance worker Arthur L. Briggs was 
killed instantly.

On Monday, January 27, at 3 p.m., an 
A-car was uncoupled from its consist at 
MacArthur Station. Improperly chocked, 
it rolled free down the mainline almost 
to Lake Merritt Station before coming to 
a stop. No equipment was damaged and 
no trains were endangered.

Both incidents, although caused by 
human error, touched off a thorough 
analysis of existing operating pro
cedures by the District and the Cali
fornia Public Utilities Commission. A 
new Safety Department was established 
in February, whose broadened respon
sibilities included a safety-oriented 
review of all operating procedures. In 
April, three task force teams were estab
lished to explore and resolve safety- 
reliability problems in Central Train 
Control, wayside equipment, and the 
vehicles. The operating rules manual 
was completely revised and awaited 
printing in June.

The District’s comprehensive pro
cedures for fires or other major disas
ters were tested in a simulated train 
accident on May 31 at the South Hay
ward Station. The District was cited by 
a major newspaper as one of the few 
agencies prepared with such a disaster 
plan.

The ratio of reported crimes on the 
system decreased from 149 per million 
passenger trips in the previous period 
to 98 this period. Major categories con
tinued to be auto burglary and theft, 
petty theft, vandalism, and fare evasion. 
Physical crimes against patrons con
tinued to be rare. BART Police made 401 
arrests and regularly apprehended fugi
tives wanted by other police depart
ments.

Passenger Service Increasing parking 
problems at a number of stations be
came a high priority concern of the 
District. Final design was approved for 
the Daly City parking structure, which 
will double the original 800-car capacity 
of the parking lot. Construction is 
scheduled to begin in October, 1975, 
and end in July, 1977. Parking stalls at 
Hayward were increased by 165 and at 
Union City by 325. Plans were underway 
for adding 400 more stalls at South Hay
ward, 100 at Fremont, 300 at Lafayette, 
and lesser additions at Concord, Pleas

ant Hill, Walnut Creek, Orinda and El 
Cerrito Del Norte.

Reliability of fare equipment contin
ued to be satisfactory. An additional 74 
IBM equipment units were installed to 
increase capacities at 23 stations. IBM 
then withdrew as equipment supplier. 
A contract was awarded to Western Data 
Products, Inc., a subsidiary of Cubic Cor
poration, for 180 units costing $6.2 mil
lion. In the next period, 163 Cubic units 
will be installed in 34 stations, including 
the Embarcadero Station opening in 1976.

An experimental program to encour
age car pooling by reserving stalls for 
pool cars was dropped at Orinda and 
Lafayette Stations after two months due 
to lack of interest by the patrons.

New fare policies were adopted on 
trial bases by the Board as follows: free 
rides for children under age five (effec
tive January 24); excursion fares raised 
from 60 cents to $1, and the 75 percent 
discount extended to high school stu
dents on chaperoned school tours (both 
effective February 10); the 75 percent 
discount extended to persons certified 
as handicapped, and the existing 75 per
cent discount for senior citizens raised 
to 90 percent (both effective July 1).

In January, “Bikes on BART’’ got 
underway — an 11-month experimental 
program to determine if bicycles could 
be feasibly transported on trains during 
off-peak hours. Permits were issued to 
almost 1,000 bicyclists in a closely con
trolled sign-up program. By June, an 
average of 110 patrons per week were 
transporting their bicycles on the sys
tem without problems, and the program 
was considered successful.

As of March 10, two-part Muni bus 
tickets were available from dispensing 
machines in BART’s eight San Fran
cisco line stations. For the price of one 
regular Muni fare (25 cents), BART 
patrons receive tickets for two rides 
either to or from BART stations.

On December 2, the District began 
running five express bus lines (con
tracted out to AC Transit as operator) 
from BART stations to the areas of 
Pinole, Dublin, San Ramon, Pleasanton, 
Livermore, Martinez, Pittsburg, Antioch, 
and Brentwood. A trial program, the 
combined daily ridership of the five 
routes rose from 1,700 in December to 
2,400 in May. In June, BART Directors 
extended the trial program through 
November, 1975.



Task force teams of BART engineers 
and outside consultants put in long hours 
aboard test trains, analyzing complex 
problems, and working out solutions to 
improve fleet reliability.

YSTEM
SUPPORT

Heavy activity continued in the engi
neering and maintenance areas, aimed 
at improving system reliability and effi
ciency, with emphasis on problems 
involving vehicle and train control com
ponents.

The summer months preceding tho 
September 16 start-up of transbay ser
vice called for particularly close coordi
nation between transportation and 
technical personnel to ready the organi
zation for a swift expansion, both in 
train operations and support activities.

Car availability (i.e. ratio of cars avail
able for revenue service out of total 
fleet) was the leading common problem 
shared by transportation, maintenance, 
and engineering personnel throughout 
the period. In lunc, 1974, average daily 
availability was 45 percent, or 131 out 
of 291 cars on hand. Availability rose 
to 150-160 cars during the summer.

Transbay service started at a 200-car 
level of availability, which continued 
until November. Availability then fell off 
to the 180-190 car range in the third 
quarter, hitting a low of 160 cars during 
February. From May forward, availabil
ity was generally up in the 220-240 
range. In the ending month of June, 
1975, availability averaged 219 out of 
the current 408 fleet total (54 percent).

Besides the ongoing shortage of 
spare parts, low reliability of major com
ponents and subsystems was another 
factor in the period’s discouraging car 
availability levels. Test work and acci
dent damage also kept some cars out 
of revenue service.

With the system in transbay service 
and 30 trains operating from October, 
1974, to June, 1975, non-scheduled train 
removals for that period averaged 15 per 
day. The average rose from 12.7 in 
October to 17.6 for June. The average 
for tho previous fiscal period was 10.4 
trains per day out of 22 operating. (Note: 
non-scheduled removals can be for 
minor reasons, such as lost windshield 
wipers, as well as for major equipment 
malfunctions.)

Actual round trips completed by all 
trains (including replacement trains) for 
the period was 89 percent of the trips 
scheduled.

Technical Work In October, a special 
task force of engineers was established

continued on page 7



HARVEY W. GLASSER, M.D., District 4 — 
Chairperson of Engineering Committee and 
Vice Chairperson of Administration Commit
tee in 1975. Bay Area resident since 1959. 
Founder and President of California Health 
Services, a hospital consulting and manage
ment firm in Alameda. Ardent conservationist 
and outdoorsman; member of Sierra Club, 

Oceanic Society, 
and the Common
wealth Club. Board 
member of the Ex- 
ploratorium, San 
Francisco. Former 
President and 
Board Chairman of 
the Wright Insti
tute, Berkeley. Born 
and raised iu Chi
cago and nearby 
Glencoe. Attended 
University of Illi
nois and Sorbonne 

in Paris. Graduated from University of Chicago 
School of Medicine in 1069; Served rooidon 
cies in psychiatry at Stanford University 
Hospital, Palo Alto, and Mt. Zion Hospital, 
San Francisco. Also served for two years in 
U.S. Public Health Service hospitals at Staten 
Island, New York, and Lexington, Kentucky. 
Resides in Alameda with wife Cynthia and 
three children.

MS. ELLA HILL HUTCH, District 7 — Chair
person of the Administration Committee, Vice 
Chairperson of the Public Information and 
Legislation Committee, and member of the 
Special Ways and Means Committee during 
1975. Has served on the staff of a major trade 
union organization in San Francisco since 
1953. A rhember of the Office and Professional 

Employees Interna
tional Union, Local 
29, and active in a 
wide range of social 
and political causes 
and organizations. 
A member of the 
Democratic County 
Central Committee 
since 1966, and cur
rently its Vice 
Chairperson of Is
sues and Resolu- 
ions. Also a member 
of the State Demo

cratic Party’s Central Committee and Affirma
tive Action Task Force. A Trustee of the Glide 
Foundation, and one of the founders of the 
Black Women Organized for Political Action. 
Born in Kissimmee, Florida. Studied in the 
areas of business and sociology at City College 
of San Francisco, and California State Univer
sity at San Francisco. Resides in San Francisco.

ROBERT S. ALLEN, District 5 — Engineering 
Cost Analyst for Southern Pacific’s Western 
Division. Formerly Classification Analyst at 
University of California’s Lawrence Livermore 
Laboratory; in engineering and operations 
with the Denver & Rio Grande Western Rail
road; and Civilian Administrative Assistant 
with the Colorado National Guard. Chairman 

of Board of Control 
for Livermore- 
Pleasanton BART 
rail extension. 
Member of Ameri
can Railway Engi
neering Associctioii 
(AREA) and its 
Committee on Sys
tems Engineering. 
Elder and Priest
hood Chorister, Liv
ermore 2nd Ward, 
the Church of Jesus 
Christ of Latter-day 

Saints (Mormon). Treasurer of American Tax 
payors Union Local ^^116 andAlamoda County 
Central Committee, American Independent 
Party. Active in Scouting. Born in Chicago. 
Attended Rensselaer Polytechnic Institute in 
Troy, Now York; received Bachelor of Science 
degree in accounting from the University of 
Colorado at Boulder; graduate business studies, 
Brigham Young University, Provo, Utah. 
Livermore resident with his family since 1958.

rtaiv'iSi

ELMER B. COOPER, District 8 — Vice Presi
dent of the elected board in 1975 and member 
of all standing committees. President of Cooper 
& Company, a San Francisco firm specializing 
in urban policy planning, education consult
ing, and investment management. Former posi
tions; Staff Assistant to U.S. Congressman 
Charles S. Joelson and House Speaker John 

McCormick; Dean 
of Students, Cali
fornia State Univer
sity at San Francis
co 1968-69; Assis
tant Chancellor, 
Michigan State Uni
versity, Michigan, 
1970-72. Heads 
three national or
ganizations in field 
of urban planning 
and education. Ac
tive in several U.S. 
senatorial cam

paigns and California Coastline initiative in 
1972. Affiliations include Common Cause, 
Sierra Club, California Tomorrow, Bay Area 
Urban League, Save-the-Redwoods League, 
Commonwealth Club, and California Academy 
of Sciences. Born in Paterson, New Jersey. 
Attended universities in Washington, D.C. and 
Ann Arbor, Mich. San Francisco resident.

JOHN W. GLENN, District 6 — Member of 
Administration and Special Ways and Means 
committees in 1975. Widely known as a transit 
specialist and articulate industry spokesman 
in the insurance adjustor field. Founder and 
President of John Glenn, Adjustors, whose 
claims business is mostly with transportation 
companies through offices in Oakland, San 

Rafael, and Port
land, Oregon, Other 
business interests 
include The Royal 
Nu-Foam Corpora
tion in Oakland, 
a California almond 
orchard, the Glen 
Cove Marina, and 
an apartment com 
plex and indusbial 

■ ' ■ park in Richland,
Washington. Asso- 
ciated with Tronsit 
Casualty Company 

for 14 years, and was its northern California 
divisional claims manager prior to founding 
own firm in 1966. Born in Puxico, Missouri. 
Served in U.S. Maritime Service 1945-48. 
Bachelor of Science degree in marketing from 
Southeast Missouri State University in 1952; 
graduate business studies at University of 
Missouri and California State LTniversity at 
Hayward. Resides in Fremont with wife Betty 
and their three children.

JOHN H. KIRKWOOD, District 9 — Vice Chair
person of the Special Ways and Means Com
mittee and member of Engineering Committee 
in 1975. Formerly .served as transit advisor to 
the San Francisco Planning & Urban Renewal 
Association (SPURJ. Co-authored a long-range 
analysis of San Francisco’s transportation 
needs, called “Building A New Muni.” Played 

an active role in the 
Sacramento-Stock- 
ton Bay Area Corri
dor Study, and the 
“BART Trails’’ 
study (bicycle and 
hiking pathways 
coordinated with 
BART). Affiliations 
include: Bay Area 
Electric Railway 
Association, the 
National Associa
tion of Railway Pas
sengers, California 

Tomorrow, Planning and Conservation 
League, and the World Affairs Council. Born 
in Palo Alto and raised in Saratoga, Sacra
mento and San Francisco areas. Graduated 
from Stanford University with a Bachelor of 
Arts degree. Resides in San Francisco.
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JAMES D. HILL, District 1 — Appointed to 
the Board February 13, 1974, by the Contra 
Costa Mayors’ Conference. Chairperson of 
Public Information & Legislation and Special 
Ways & Means committees, and Vice Chair
person of the Engineering Committee in 1975. 
Formerly held series of Walnut Creek posts: 
Mayor, 1973-74; Vice Mayor and Councilman, 

1972-73; Chairman
and Vice Chairman 
of Plaiming Com
mission, 1969-72. 
Attorney in private 
law practice in Bay 
Area since 1962. 
Member of Com
monwealth Club 
and active in other 
professional and 
civic organizations, 
and has authored 
articles for legal 
journals in areas of 

real estate, trusts and estate law. Formerly, 
Director of the Contra Costa Chapter of the 
American Cancer Society, in Cub Scouts, and 
Toastmasters International. Born in Muskogee, 
Oklahoma. Received Bachelor of Arts degree 
from University of Nevada, and Juris Doctor 
degree from the University of Denver. Resides 
in Walnut Creek where he has law practice.

NELLO J. BIANCO, District 2 — Appointed 
to the Board September 23, 1969, by Contra 
Costa Supervisors, and is now its senior mem
ber. President in 1974 of last appointed Board, 
Vice President in 1973. Member of Public In
formation & Legislation and Special Ways & 
Means committees, also alternate on Adminis
tration Committee, in 1975. Chairperson of 

Board of Control 
which directed 
BART extension 
study in Pittsburg- 
Antioch area. A 
Richmond busi
nessman, and for
merly very active 
Councilman in that 
city. Initiated the 
District’s associa
tion with the Uni
versity of California 
Lawrence Berkeley 
Laboratory, which 

has heen a major factor in solving technical 
problems on the system. Currently is a Director 
of the American Public Transit Association, 
Richmond Boys’ Club of America, and East 
Bay Chapter of the National Safety Council. 
Born in Weed, California, and attended Golden 
Gate Gollege in San Francisco. Resides in Rich
mond with wife Betty and three children.

RICHARD O. CLARK, District 3 — Appointed 
to the Board on March 4, 1970, by the Mayor’s 
Conference of Alameda County. First President 
of the elective Board in 1975, member of all 
standing committees. Currently serving four- 
year term as a member of the California Depart
ment of Transportation Advisory Committee. 
Formerly served on the Executive Committee 

of the Association 
of Bay Area Govern- 
ments; formerly 
served as Mayor, 
Vice Mayor, and 
Councilperson of 
the City of Albany. 
Other community 
affiliations include 
the March of Dimes, 
American Cancer 
Society, Parent- 
Teacher Associa
tion, and Chamber 
of Commerce. Busi

ness: real estate and economic development 
consultant, Oakland. Born in Kansas City, 
Missouri. Attended public schools in Oakland 
and Piedmont; graduated from St. Mary’s 
College, Moraga, with Bachelor of Arts degree 
in history. Resident of Alameda County for 
40 years. Lieutenant Colonel, U.S. Marine 
Corps Reserve, and commanding officer of a 
transport helicopter squadron.
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FRANK C. HERRINGER, General Manager —
Appointed by District Board to his post on 
April 24, 1975, to become effective July 1. At 
time of appointment, was Administrator of U.S. 
Urban Mass Transportation Administration, 
Washington, D.C., responsible for administer
ing $1.5 billion in federal monies annually for 
mass transit building, research, and develop

ment programs. 
Recognized as 
iiiajur architect of 
the National Mass 
Transportation As
sistance Act of 1974, 
which established 
an initial $11.8 bil
lion federal pro
gram to revitalize 
public transit na
tionwide. Cited by 
U.S. Secretary of 
Transportation for 
outstanding mana

gerial achievements as UMPTA Administrator. 
Formerly on White House staff, responsible for 
selection of presidential appointees in numer- 

■j ous federal agencies. Prior to entering govern- 
L^ment service, was a Principal in the manage- 
f/i' ment consulting firm of Cresap, McCormick 
F' and Paget Inc. Honors graduate of Dartmouth 

College (mathematics and economics) and its 
Amos Tuck School of Business Administration 
(M.B.A.). Born in New York City, raised in 
Seaford, L.I. Resides in Lafayette with wife 
Nancy.

Basic map reproduced by permission of the 
copyright owner: California State Automobile 
Association.



to intensify investigation of vehicle 
reliability problems which had been 
keeping half the BART fleet out of reve
nue service. In April, this effort was 
expanded into three larger task forces 
with a total of 35 engineers, including 
eight specialists from Lawrence Berke
ley Laboratory. Progress was reported 
by period’s end in the general areas of 
(1) central control; (2] wayside train 
control and detection equipment; and 
(3) vehicle systems for propulsion, train 
controls, door controls, and braking. 
With short-range as well as long-range 
goals, the task forces expect to make 
measurable gains in system-vehicle 

• reliability by the next period’s end.
The Hayward Test Track was nearing 

completion by period’s end, and was 
scheduled for activation by October, 
1975. The new facility is expected to 
speed the problem-solving work of the 
task force teams, as well as modifica
tions and day-to-day repair work on the 
fleet.

Improvements to the 1,000-volt D.C. 
traction power distribution system 
included increased sub-station capa
cities, and modifications to prevent 
previous failures of gap-breaker equip
ment. In December, discussions accel
erated with the supplier. General Elec
tric Company, regarding the cause and 
solution to several gap-breaker and 
related equipment failures which had 
occurred on the system.

Well underway by period’s end was 
systemwide installation of an improved 
“diode array” grounding system, which 
will reduce stray current effects of 
traction power equipment on nearby 
metal structures.

The $1.3 million SOR (Sequential 
Occupancy Release) system was tested

systemwide in April. Despite some 
minor reliability problems to be cor
rected, it was found to be satisfactory 
as an additional train protection (anti
collision) system. When satisfactorily 
demonstrated in conjunction with train 
stopping capabilities under adverse 
weather conditions, the SOR will allow 
headways shorter than the one-station 
separation constraint now in effect.

Maintenance Major effort was aimed at 
improving both administrative controls 
and technology in the complex area of 
fleet maintenance. A new, computerized 
method of maintaining (on a daily basis) 
“performance profiles” for each vehicle 
was activated. Preventive maintenance 
work was reorganized throughout the 
fleet for greater workload efficiencies. 
In January, a five-man team was 
assigned to improve parts planning, 
inventory and procurement procedures 
in an effort to reduce vehicle downtime 
caused by lack of critical parts.

Vehicle reliability problems centered 
around propulsion and braking sys
tems, wheel-on-axle movement, door 
and cab controls, air conditioning com
pressors, and motor alternators. The 
heavy demands on car repair areas led 
to improved troubleshooting equipment 
and new efficiencies in shop and yard 
operation in order to handle larger 
workloads.

Wayside equipment malfunctions 
(causing false track occupancy signals 
in the train control system) were re
duced by 40 percent through extensive 
engineering and maintenance work.

Additional work was done to improve 
the system’s complex network of com
munications for trains, stations, main
tenance, police, plus equipment and

surveillance alarm systems. All subway- 
tunnel train radio antennas were re
anchored.

Improvement work in stations in
cluded design of platform windscreens 
and trackway (under-train) sprinkler 
systems, and installation of bus shelters. 
Station lighting was improved, and 
reduced where feasible, to conserve 
energy. Escalators were subject to heavy 
vandalism and required extensive main
tenance to keep them operable, 
able.

The West Portal (Muni) Station and 
Daly City parking structure designs 
were revised to effect further econ-

Construction Status of the entire BART 
project at period’s end was 236 con
struction contracts completed at a cost 
of $720 million. Construction-in-prog
ress was valued at $94.9 million, of 
which seven contracts valued at $3.3 
million were awarded during the period. 
Total value of all system facilities and 
equipment was estimated at $1,621 bil
lion.

Major projects completed were the 
Coliseum Walkway and the Civic Center 
Station Entrance #3.

Major construction work continued to 
center around the Outer Market subway 
BART is building for initial use by the 
San Francisco Municipal Railway 
(Muni). Status of major work in prog
ress; Church Street (Muni) Station 
(96%), Castro Street (Muni) Station 
(92%), Embarcadero Station Completion 
(90%), and Hayward Test Track (94%). 
Muni Outer Market trackwork was com
pleted. Electrification and signalization 
work was begun by Muni.

At District’s new Hayward Test Track, the task force effort brings many kinds of engineers together to bear upon specific problems. Below; (left) 
Lead Mechanical Engineer Ray Crist checks recorder aboard test train; (center) Electronics Engineer Samuel Batiste checks another test 
installation; (right) Task Force Leader Tony Venturato discusses recorder readout with Transportation Supervisor B.J. Fraley.

siipsi,



FINANCIAL
STATEMENTS

Balance Sheet

Assets

June 30
1975 1974

Cash (including time deposits of $4,770,000 and $24,728,000) $ 6,028,931 $ 25,963,349
U.S. Treasury securities (Note A) 11,195,000 14,635,000
Federal Agency securities (Note A) 29,891,472 33,386,182
Other securities (Note A) 3,775,878 —0—
Deposits, notes and miscellaneous receivables 13,432,244 17,988,746
Construction in progress (Notes A and H] 14,430,952 59,127,982
Facilities, property and equipment (Notes A and B) 1,457,249,819 1,326,153,715
Accumulated depreciation and amortization (Notes A and B) (48,038,470) (22,026,578)
Materials and supplies, at average cost 4,558,183 1,880,154
Debt service funds, net assets (including time deposits of 

$65,668,000 and U.S. Treasury and Federal Agency 
securities of $6,598,765 in 1975 and $54,482,900 and
$13,290,686 in 1974) (Notes C and D) 73,720,529

$1,566,244,538
70,378,183

$1,527,486,733

Liabilities and Capitalization

Construction contracts and other liabilities $ 32,667,460 $ 45,491,205
Unearned fare revenue 797,242 587,135
Payable to State of California (Note F) 39,110,538 39,110,538
Sales Tax Revenue Bonds ($24,000,000 authorized) (Note D) 16,000,000 —0—
Debt service funds (Notes C and D) 73,720,529

162,295,769
70,378,183

155,567,061
Contingencies (Note I)
Capitalization:

Reserve for self-insurance (Note G) 6,000,000 6,000,000
General Obligation Bonds ($812,500,000 authorized)

(Note C):
Bonds outstanding $762,980,900 775,450,000
Bonds matured and retired 41,020,000

804,000,000
28,550,000

804,000,000

Sales Tax Revenue Bonds ($150,000,000 authorized)
(Note D):

Bonds outstanding 69,395,000 101,350,000
Bonds matured and retired 80,605,000

150,000,000
48,650,000

150,000,000

U.S. Government Grants (Note E) 254,047,780 197,641,477
State of Galifornia Grant (Note F) 116,902,462 116,902,462
Gontributions from others 15,300,356 7,140,035
Depreciation and amortization of assets acquired with

contributions by others (Note A) (13,008,072)

373,242,526

(5,550,698)

316,133,276

Accumulated net revenues before depreciation and
amortization 105,736,641 112,262,276

Depreciation and amortization of assets acquired with
own funds (35,030,398)

70,706,243

1,403,948,769
$1,566,244,538

(16,475,880)

95,786,396

1,371,919,672
$1,527,486,733

See notes to financial statements.



San Francisco Bay Area Rapid Transit District

statement of Operations

Statement of Accumulated Net Revenues

Accumulated net revenues at beginning of year 
Less net operating loss

Add:
Start-up costs and construction overhead capitalized (Note A) 
Reduction in reserve for self-insurance

Accumulated net revenues at end of year

See notes to financial statements.

Year Ended June 30

$95,786,396
(40,977,514)
54,808,882

15,897,361

$70,706,243

1975 1974
Revenues:

Operating revenues:
Fares $17,211,689 $ 6,655,808
Less discounts, transfers and other deductions (1,219,600) (599,839)

15,992,089 6,055,969

Financial assistance — Transportation Development Act of 1971 729,544 807,000
Other 461,789 187,942

17,183>22 7,050,911
T^es 4,410,322 4,051,726
Interest and other 5,840,296 9,010,468

27,434,040 20,113,105

Expenses:
Transportation 11,157,482 7,646,011
Maintenance and quality control 24,056,905 15,833,084
Police services 2,025,272 1,910,689
Construction and engineering 3,611,599 2,393,925
General and administrative 9,005,778 6,119,005

49,857,036 33,902,714
FUNDED EXCESS OF EXPENSES OVER REVENUES 22,422,996 13,789,609

Unfunded costs:
Depreciation and amortization of all assets 26,011,892 22,026,578
Less depreciation and amortization of assets acquired with contributions

by others (Note A) (7,457,374) (5,550,698)
' 18,554,518 16,475,880

NET OPERATING LOSS $40,977,514 $30,265,489

$94,492,405
(30,265,489)
64,226,916

22,401,581
9,157,899

$95,786,396



San Francisco Bay Area Rapid Transit District

FINANCIAL STATEMENTS CONTINUED

Statement of Revenues, Expenses,
and Fund Balances of Debt Service Funds

Revenues:
Property taxes
Transactions and use taxes received 
Bond proceeds advanced 
Interest

Less;
Matured interest 
Matured or retired principal 
Bond service expense 
Bond premium

Balance at beginning of year 
Balance at end of year

Year Ended June 30, 1975
General

Obligation
Bonds

$44,216,231 
—0— 
—0— 

2,158,833
46,375,084

33.766.121 
12,470,000

—0— 
—0—

46.236.121 
138,963

19,449,046
$19,588,009

Sales Tax 
Revenue 
Bonds

35,828,843
1,248,000
4,016,178

41,093,021

5,387,324
31,955,000

50,028
497,286

37,889,638
3,203,383

50,929,137
$54,132,520

Combined

$44,216,251
35,828,843
1,248,000
6,175,011

87,468,105

39,153,445
44,425,000

50,028
497,286

84,125,759
3,342,346

70,378,183
$73,720,529

Year Ended 
June 30,1974 

Combined

$43,794,213 
35,326,319 

—0— 
5,545,973

84,666,505

41,585,296
37,410,000

64,221
404,953

79,464,470
5,202,035

65,176,148
$70,378,183

Statement of Changes in Financial Position

Financial Resources Were Used for:
Operations:

Net operating loss
Noncash expense — depreciation and amortization 

FUNDS USED IN OPERATIONS

Additions to construction in progress and facilities, property 
and equipment 

Bond principal 
Bond interest
Decrease (increase) in construction contracts and other liabilities 
Increase in debt service funds (net of $1,248,000 bond proceeds 

advanced in 1975)
Bond premium 
Other

Financial Resources Were Provided by:

Grants from U.S. Government 
Property taxes 
I'ransactions and use taxes 
Decrease in cash and securities 
Sales Tax Revenue Bonds issued 
Gontributions from others 
Interest on investments
Decrease in deposits, notes and miscellaneous receivables 
Grants from State of Galifornia

See notes to financial statements.

Year Ended June 30

1975 1974

$ 40,977,514 $ 30,265,489
(18,554,518) (16,475,880)
22,422,996 13,789,609

71,228,136 82,149,014
44,425,000 37,410,000
39,153,445 41,585,296
12,823,745 (3,860,521)

2,094,346 5,202,035
497,286 404,953

1,791,527 502,455
$194,436,481 $177,182,841

$ 56,406,303 $ 41,484,005
44,216,251 43,794,213
35,828,843 35,326,319
23,093,250 39,641,355
16,000,000 —0—

8,160,321 2,478,809
6,175,011 5,703,872
4,556,502 8,395,268

—0— 359,000
$194,436,481 $177,182,841



NOTES TO 
FINANCIAL 
STATEMENTS

NOTES TO FINANCIAL STATEMENTS 
Years ended June 30, 1975 and 1974

NOTE A — Summary of Significant Accounting Policies 
The San Francisco Bay Area Rapid Transit District is a political subdivision 
of the State of California created by the Legislature in 1957 and regulated 
by the San Francisco Bay Area Rapid Transit District Act, as amended. The 
District does not have stockholders or equity holders and is not subject to 
income tax. The disbursement of all funds received by the District is 
controlled by statutes and by provisions of various grant contracts entered 
into with the State of California and the United States Government.

The District receives an allocation of property tax revenues for purposes 
of providing for general and administrative expenses not involving 
construction in progress.

Securities are carried at cost which approximates market.
The cost of acquisition and construction of rapid transit facilities is 

recorded in construction in progress and represents amounts paid or owing 
to contractors including amounts provided by State and Federal grants for 
construction purposes. As facilities are completed and become operative, 
the District transfers them to facilities, property and equipment accounts.

Depreciation on facilities, property and equipment is computed using 
the straight-line method over the estimated useful lives of the assets. The 
amount of depreciation of assets acquired with the District’s own funds 
is distinguished from the amount of depreciation of assets acquired with 
contributions by others, and the latter amount is shown on the balance 
sheet with the related contributions. This format follows the recommenda
tions for public transportation systems in the Industry Audit Guide 
"Audits of State and Local Governmental Units” prepared by the Committee 
on Governmental Accounting and Auditing and issued by the AICPA in 
September 1973.

Accounting policies for General Obligation Bonds (Note CJ, Sales Tax 
Revenue Bonds (Note Dl. Government Grants (Notes E and FJ, reserve for 
self-insurance (Note GJ and construction in progress (Note H] are described 
in separate footnotes.

Since 1966, the District consistently has capitalized, as part of pre-full 
revenue operating expenses, certain start-up costs. The amount so capital
ized for the year ended June 30,1975, is $10 million ($15 million in 1974J.

Certain reclassifications have been made in the 1974 financial state
ments to conform to the classifications used in 1975.

NOTE B — Facilities, Property and Equipment
Facilities, property and equipment (stated at costj, asset lives, and accumu
lated depreciation and amortization at June 30,1975 are summarized below:

Lives

Accumulated
Depreciation

and
Cost iYears] Amortization

Land $ 105,372,869 Nondepreciable
Improvements
Systemwide operation and

1,023,007,659 80 $25,198,775

control 83,958,497 20 8,232,844
Revenue transit vehicles 
Service and miscellaneous

136,599,148 30 7,190,387

equipment
Pre-full revenue operating

8,279,442 3 to 20 1,430,239

expenses 94,174,492 30 5,705,309
Repairable property items 5,057,712

$1,457,249,819
30 200,036

$48,038,470

NOTE C — General Obligation Bonds
In 1962, voters of the member counties of the District authorized a bonded 
indebtedness totaling $792,000,000 of General Obligation Bonds. Bonds

amounting to $752,450,000 were outstanding at June 30, 1975, with 
principal maturities from 1976 to 1999. Payment of both principal and 
interest is provided by the levy of Districtwide property taxes. During 1966, 
City of Berkeley voters formed Special Service District No. 1 and authorized 
the issuance of $20,500,000 of General Obligation Bonds for construction 
of subway extensions within that City. Special Service District No. 1 Bonds 
amounting to $10,530,000 were outstanding at June 30,1975, with principal 
maturities from 1976 to 1998. Payment of both principal and interest is 
provided by taxes levied upon property within the Special Service District.

Bond principal is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15 from Debt Service Funds. 
Principal of $14,025,000 General Obligation Bonds and $280,000 Special 
Service District No. 1 Bonds mature on Juno 15,1976. Interest of $16,295,765 
on General Obligation Bonds and $237,858 on Special Service District No. 1 
Bonds is payable on December 15, 1975. The composite interest rate on 
bonds currently outstanding is 4.12%.

NOTE D — Sales Tax Revenue Bonds
The 1969 Legislature of the State of California authorized the District to 
issue revenue bonds totaling $150,000,000. Bonds amounting to $69,395,000 
were outstanding at June 30, 1975, with principal maturities from 1976 to 
1980. The Sales Tax Revenue Bonds are secured by a pledge of the proceeds 
of the Transactions and Use Tax authorized by the 1969 Legislature and 
from moneys received by the District from other sources, in lieu of Trans
actions and Use Tax proceeds, if legally made available. The bonds maturing 
on or after January 1, 1976, are redeemable prior to maturity at the option 
of the District on various dates at prices ranging from 104% to 100%. The 
collection and administration of the tax, which became effective April 1, 
1970, is performed exclusively by the State Board of Equalization and all 
taxes are transmitted directly to the appointed trustee for the purpose of 
paying bond interest semiannually on July 1 and January 1 and principal 
annually on January 1. Principal of $13,665,000 matures on January 1,1976, 
and interest of $1,893,933 is payable on July 1,1975. The composite interest 
rate on bonds currently outstanding is 6.49%. On July 1, 1975, bonds in 
the amount of $19,495,000 were called prior to maturity.

The State Legislature extended the one-half per cent Transactions and 
Use Tax until December 31, 1977, or until the District has received $82.2 
million over and above the amount required to pay principal and interest on 
the earlier outstanding Sales Tax Revenue Bonds, whichever is sooner. The 
additional revenues are to be used for operational purposes including the 
liquidation of operating deficits. The District is authorized to issue nego
tiable bonds secured by such revenues in amounts not to exceed $16 million 
in fiscal 1974/1975 and $8 million in fiscal 1975/1976. Sales Tax Revenue 
Bonds of 1975 in the amount of $16 million were outstanding at June 30, 
1975, with principal maturities of $8 million on January 1,1977 and January 
1, 1978. Interest of $416,000 is payable on July 1, 1975. The composite 
interest rate on bonds currently outstanding is 5.15%.

The State Board of Equalization has estimated that the revenue from 
the Transactions and Use Tax for the period April 1 to June 30, 1975, will 
be approximately $8,700,000, of which none had been received by the trustee 
or recorded by the District at June 30, 1975.

NOTE E — U.S. Government Grants
The U.S. Government, under grant contracts with the District, provides 
financial assistance for research, beautification, certain construction projects 
and transit vehicle and other procurement. Additionally, the District is 
administering federal grants to the City and County of San Francisco 
(CA-03-0004J for construction of three Market Street Station mezzanines, 
two street plazas and street extensions, and a grant to the City of Berkeley 
(CA-03-0009J in connection with the construction of subway extensions 
within Berkeley. The following grants were in force as of June 30,1975:



San Francisco Bay Area Rapid Transit District
NOTES TO FINANCIAL STATEMENTS CONTINUED

Project — Purpose
Maximum

Grant
Funds

Received

447,953
260,253
499,296
838,565

360,000
260,253*
499,296*
749,470

Beautification Grants:
CALIF-BD-1 
CALIF-B-160 
CALIF-B-163 
OS-CA-09-39-1074

Demonstration Grants:
CA-06-0021 (Transit Design)
CA-06-0023 (Fare Collection)
CA-06-0026 (Transit Hardware)
CA-06-0032 (Prototype Vehicles)

Capital Grants — Construction 
and Procurement:

CA-03-0006 
CA-03-0011 
CA-03-0015 
CA-03-0019 
CA-03-0047 
CA-03-0052 
CA-03-0058 
CA-03-0059 
CA-03-0069 
CA-03-0083

CA-03-0004 (San Francisco)
CA-03-0009 (Berkeley)

"Project completed.

NOTE F — State of California Grant
Pursuant to Sections 30770-30782 of the California Streets and Highways 
Code, the Department of Public Works of the State of California authorized 
the District to construct the San Francisco-Oakland rapid transit tube and its 
approaches with State funds. Under Section 30778 of the Code, further 
modified by an agreement with the State Department of Public Works, the 
District wili reimburse the State for costs of the tube approaches. At ]une 30, 
1975, the District had received $172,513,000 of which $55,610,538 is 
repayable to the State of California for the tube approaches. Reimbursement 
will be fulfilled by application of a $16,500,000 credit to the District arising 
from highway betterments constructed with District funds on State Route No. 
24 and by payment of $1,000,000 on December 31, 1977, and $2,500,000 
annually beginning December 31, 1978.

NOTE G Reserve for Self-Insurance
The reserve for self-insurance is presently limited, by resolution of the Board 
of Directors of the District, to a maximum of $6 million to provide for the 
uninsured portion of general liability and property damage and workmen’s 
compensation exposure. Policies for excess risks are in effect with major 
insurance carriers.

NOTE H — Construction in Progress
During the years, construction in progress decreased as follows:

Year Ended June 30

2,046,067

6,157,256
922,997
761,568

5,000,000
12,841,821

12,867,862
13,103,910
25,939,945
88,000,000

1,000,000
38,136,666

1.700.000 
61,845,066 
28,906,133

1.172.000 
272,671,582
19,902,430
4.733.000 

297,307,012
$312,194,900

1,869,019

6,157,256*
922,997*
761,568*

4,500,000
12,341,821

12,867,862*
13,103,910*
25,939,945*
81,394,957

778.000 
26,618,000

1,470,000
45,254,666
10,736,000

268.000 
218,431,340
16,672,600

4,733,000*
239,836,940

$254,047,780

1975 1974

Balance at beginning of year
Add:

$ 59,127,982 $562,279,087

Construction 67,403,872 82,120,740
Real estate acquired 499,926 606,616
Utility relocation 333,570 {46,732)

Pre-full revenue operating expenses 12,790,896 21,874,681
Other 6,860,323 837,125

Less:
Rental income and proceeds from saies

87,888,587 105,392,430

of real estate
Transfers to facilities, property

232,636 174,230

and equipment 130,226,035 607,726,380
Transfers to materials and supplies 2,030,860 705,261
Other transfers 96,086 {62,336)

132,585,617 608,543,535
44,697,030 503,151,105

Balance at end of year $ 14,430,952 $ 59,127,982

An analysis of project costs, based upon information available at June 
30,1975, was developed to determine the estimated cost of the rapid transit 
system at completion. This estimate amounts to $1,621,340,000 (including 
$179,878,000 for the transbay tube being financed by the State of California 
and $160,829,000 for transit vehicies being financed by Federal grant funds 
and other District sources). Presently, the final cost of the system cannot be 
determined, as future economic conditions, resolution of pending con
tractors’ claims (Note I) and delay in start of full revenue operations may have 
a significant effect on the final cost of the system. Initial operation of the 
system began in September 1972. All 71 miles of rapid transit line were in 
regular passenger service on September 16, 1974.

NOTE I —Litigation and Other Disputes with Contractors 
The District has filed suit against its consulting engineer. Parsons, Brincker- 
hoff-Tudor-Bechtel (PB-T-B), two of its primary contractors, Rohr and 
Westinghouse, a subcontractor, Bulova, and the primary contractors’ 
respective sureties, seeking in damages approximately $88 million from 
PB-T-B, $41 million from Rohr, $55 million from Westinghouse, $4.5 million 
from Westinghouse, Bulova and PB-T-B, and in addition, $50 million for 
loss of revenue from Rohr, Westinghouse, and PB-T-B. Special Trial Counsel 
is unable to comment on the District’s ultimate recovery under this action. 
Some of the defendants may enter cross-claims against the District. The 
ultimate liability, if any, with respect to such cross-claims is unknown.

In addition, contractor claims amounting to approximately $28 million 
have been submitted to the District. It is anticipated that additional such 
claims will be submitted in the future. Special Trial Counsel is unable to 
comment on the District’s ultimate liability, if any, for these claims since 
they involve substantial factual and legal disputes which have not yet been 
fully analyzed.

Report of Independent Accountants

September 26. 1975

Board of Directors
San Francisco Bay Area Rapid Transit District 
Oakland, California

We have examined the balance sheet of the San Francisco Bay Area 
Rapid Transit District as of June 30, 1975 and 1974, and the related state
ments of operations, accumulated net revenues, revenues,' expenses and fund 
balances of debt service funds, and changes in financial position for the 
years then ended. Our examination was made in accordance with generally 
accepted auditing standards, and accordingly included such tests of the 
accounting records and such other auditing procedures as we considered 
necessary in the circumstances.

As explained in Note A, certain pre-full revenue operating costs amount
ing to $10,000,000 in 1975 and $15,000,000 in 1974, which were incurred 
after achieving substantial revenue operations, were capitalized in the years 
ended June 30, 1975 and 1974. Under generally accepted accounting 
principles, these costs should not he capitalized. As a result, facilities, 
property and equipment and accumulated net revenues at June 30, 1975 and 
1974 are overstated by these amounts.

In our opinion, except for the effects of capitalizing the pre-full revenue 
operating costs as discussed in the preceding paragraph, the aforementioned 
financial statements present fairly the financial position of the San Francisco 
Bay Area Rapid Transit District at June 30, 1975 and 1974, and the results 
of its operations, revenues, expenses and fund balances of debt service 
funds, and changes in its financial position for the years then ended, in 
conformity with generally accepted accounting principles applied on a 
consistent basis.

Certified Public Accountants



WHERE OPERATING FUNDS CAME FROM:

Fares 32.07%

Sales Tax
Revenue Bonds 13.09%

Transit Aid 1.46%

Property Taxes 8.85%

Interest and other 12.64%Construction Funds 31.89%

HOW FUNDS WERE SPENT:

Transportation 22.38%

Gen. Administrative A8.06%

Construction & Engr.. 7.25%

Police Services 4.06%

Maint. & Qual. Control 48.25%



San Francisco Bay Area Rapid Transit District
This Annual Report for the period July 1,1974 to June 30, 1975 is published by the 
District pursuant to Article 28770 of the State of California Public Utilities Code. 
District Headquarters are located at 800 Madison Street, Oakland, California 94607. 
Telephone 415-465-4100.
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NELLO J. BIANCO

VICE PRESIDENT

FRANK C. HERRINGER

GENERAL MANAGER

DIRECTORS

James d. hill

1ST DISTRICT
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2ND DISTRICT

RICHARD O. CLARK
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Dear Fellow Employee:

Enclosed is your personal copy of the District's 1974/75 
Annual Report. Its contents cover significant developments 
during the period, as well as report on our stewardship of 
public funds. I hope that this report will be both interesting 
and informative to you and your family.

For the first time, we are providing a map of the nine 
election districts represented by our Board of Directors. The 
map and biographical data on each Director are in the center 
pages of the report and should be a useful reference.

Our current fiscal year, as the previous 1974/75 period, 
is not without problems — the most pressing being a perma
nent legislative solution to our financial needs. We are 
making significant progress on this, and other areas of past 
concern; and, with your support, I expect that we will 
continue to show steady improvement.

Frank C. Herringer 
General Manager/

Enclosure
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At its formation in 1957, the District was governed by a 16-member Board of 
Directors apportioned according to the populations of the five member 
counties: Alameda, Contra Costa, Marin, San Mateo, and San Francisco. 
San Mateo and Marin counties officially withdrew in April and May, 1962, 
respectively, reducing the Board to 11 members representing the three 
remaining counties. Legislation was enacted in 1965, entitling less 
populous Contra Costa County to a fourth director. Henceforth, four 
Directors from each county were seated on a 12-member Board. Six 
members were appointed by the Boards of Supervisors from their respective 
counties. Six members were appointed by mayoral committees of Alameda 
and Contra Costa counties, and by the Mayor of San Francisco City & 
County. Under Chapter 521 of the California Statutes of 1973, the 
appointed Board was succeeded by the District’s first elective Board as of 
12 o’clock noon, November 29, 1974.

APPOINTED BOARD 
OF DIRECTORS

ALAMEDA COUNTY 
RICHARD O. CLARK 
H.R. LANGE
Vice-President
GEORGE M. SILLIMAN 
DeWITT G. WILSON

CONTRA COSTA COUNTY
NELLO J. BIANCO 
President
DANIEL C. HELIX 
JAMES D. HILL 
DANA MURDOCK

CITY & COUNTY 
OF SAN FRANCISCO
WILLIAM H. CHESTER 
THOMAS F. HAYES • 
QUENTIN L. KOPP 
WILLIAM M. REEDY

OFFICERS
L. D. DAHMS
Acting General Manager
M. BARRETT 
General Counsel 
W. F. GOELZ
Director of Finance
R. J. SHEPHARD
Secretary

DEPARTMENT HEADS 
C. K. BERNARD
Marketing &■ Research
M. K. BOWERS
Employee Relations
R. W. CARROLL 
System Maintenance 
M. A. DENOWITZ
Quality Control
J. B. FENDEL
Construction
W. F. HEIN
Planning
C. O. KRAMER 
Safety
R. M. LINDSEY
Police Services
W. ]. RHINE
Engineering
G. H. RINGENBERG
Procurement 6- Capital 

Program Management
A. E. WOLF 
Transportation

The Cover; Silver BART trains 
speed through twin bores of the 
3.6-mile transbay tube- 
When the trains are 
past, stillness is virtually 
absolute in the steel and concrete 
structure lying 75 to 135 feet 
under the Bay. Excellent 
ventilation prevents heat 
build-up from trains, keeping 
tube temperatures between 65-67 
degrees the year around.

San Francisco Bay Area Rapid 
Transit District: Established by 
the State of California in 1957. 
Authorized to finance, construct, 
and operate a new high-speed rail 
rapid transit system under the 
direction of a Board of Directors, 
whose members are elected for 
four-year terms by residents of 
nine election districts within the 
counties of Alameda, Contra 
Costa, and San Francisco.
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MESSAGE

The 1974-75 fiscal year was a landmark 
year for BART in many respects.

One reason, of course, is the start-up 
of transbay service on September 16. 
This long-awaited event not only had an 
immediate and vital impact on the Bay 
Area, it signaled BART’s full transition 
from construction, through start-up 
stages, to a fully operational 71-mile 
system. As a member of the District 
Board since March, 1970,1 had the privi
lege of working with a number of very 
able Directors, who were appointed by 
the Mayors or Supervisors of their home 
counties. It was entirely fitting that the 
start-up of transbay service was pre
sided over by our former President, 
Nello Bianco, and other appointed 
Directors who made great personal con
tributions to the administration of the 
District over the year.

Also during the past year, we wel
comed a new elected Board, which took 
office on December 2 after an over
whelming vote in the June primaries to 
make the BART Directors directly 
responsible to the people. Certainly, 
BART taxpayers can take encourage
ment in this Board’s fiscal tough-mind- 
edness. It insisted, for example, that 
available resources be used to improve 
existing service before taking on added 
costs of late night service. At the same 
time, it directed the staff to investigate 
all avenues of additional funds so late 
night service could begin as soon as 
possible.* To preserve the District’s 
fiscal integrity in the months ahead, it 
severely reduced appropriations for the 
1975-76 budget.

And certainly, DART patrons can take 
encouragement from the Board’s deter
mination to keep the District responsive 
to their needs and opinions. The Board 
has authorized each member to select 
up to 10 “BART Community Advisors” 
to help keep himself or herself well 
informed. In addition, a BART “con-

*NOTE: Later in 1975, the Metropolitan Transpor
tation Commission approved $1.6 million in federal 
and local (TDA) funds specifically for BART late 
night service. Special late night service for Christ
mas shoppers was to commence on November 28, and 
was to be made permanent as of January 1, 1976.

President Clark is host to group
of Bay Area biking enthusiasts on opening
day of '‘Bikes on BART” program.

sumer panel” of 1,000 passengers has 
been organized for regular surveying of 
their opinions about the system. This is 
in addition to our annual .systemwide 
“passenger profile” survey.

The start-up in March of Muni fare dis
counts for BART-Muni riders, somewhat 
similar to the BART-AC Transit plan, 
was aggressively pushed by the new 
Board. To keep the District a fair and 
“humanized” place to work, it closely 
monitors affirmative action policies. To 
keep the system “humanized” for 
patrons, the Board also continuously 
monitors improvements in station aes
thetics and art decoration.

Particularly gratifying to me is the 
success of our “Bikes on BART” test 
program. Since January, we’ve issued 
almost 1,000 permits enabling patrons 
to carry regular bikes on board trains 
in off-peak hours. I was delighted to sign 
up for the first permit myself. Now, more 
than 100 passengers a week are trans
porting their bicycles on the system; 
and we are receiving requests on this 
innovative program from transit lines 
around the world. We’ve experienced 
no serious problems in the test program 
thus far, and I look forward to a perma
nent “Bikes on BART” policy when the 
test program ends in December.

We can take particular encourage
ment in the Board’s appointment of 
Frank C. Herringer, formerly the Admin
istrator of the U.S. Urban Mass Trans
portation Administration, as the new 
General Manager, which was an
nounced in April and took effect as of 
July 1, 1975. The Directors spent a 
tremendous amount of their personal 
time attempting to seek out the best 
person for the post, and we are delight
ed that Mr. Herringer chose to join us.

We are deeply indebted to the State 
Legislators who, by extending the half- 
cent sales tax, have kept the system 
from closing. Again, we acknowledge 
invaluable assistance from tbe Cali
fornia Public Utilities Commission, the 
Urban Mass Transportation Administra
tion, the Metropolitan Transportation 
Commission, the other transit operators 
in the Bay Area, the University of Cali
fornia Lawrence Berkeley Laboratory, 
and many others who have helped us in 
this last year.

Lastly, I thank my fellow Directors for 
their spirit of cooperation and congratu
late them on so ably representing the 
interests of their constituents.



Preparation of the District operating budget 
for submittal to the Directors each spring 
is a major management responsibility. 
Analyzing computer “cost center” printouts 
are (left to right): Systems & Data Processing 
Manager Roy Knapp, Marketing & Research 
Director Keith Bernard, and Senior Economic 
Analyst Ward Belding. M

msm

ANAGEMENT 
OVERVIEW

Extension of the BART half-cent sales 
tax to help meet operating expenses, 
seating of the first elective Board of 
Directors, and appointment of a new 
general manager, were key events of the 
report period which had far-reaching 
impact on the District.

District officials had warned that the 
system would have to be shut down by 
October 1 if additional sources of opcr 
ating funds were not obtained. In April, 
1974, Senate Bill 19bB was introduced 
into the State Legislature, co-authored 
by Senator James Mills (D-San Diego) 
and Assemblyman Leo McCarthy (D- 
San Francisco). The Bill provided for 
extension of the BART half-cent sales 
tax for two years, until December, 1977, 
or until the District received $82.2 mil
lion in tax revenues within that period, 
to help finance its operating costs. The 
passage of SB 1966, and with it the 
future of the District, remained uncer
tain throughout the summer of 1974. 
Nevertheless, BART pushed ahead 
hopefully with preparations for the start
up of transbay service.

On September 16, the first revenue 
trains began speeding passengers 
through the transbay tube — with the 
final decision on a system shutdown 
only two weeks away. On September 26, 
the crisis was finally resolved when 
Governor Ronald Reagan signed SB 
1960 into law. With additional sales tax 
revenues thus assured through 1977, 
the District immediately began prepara
tions for issuance of short-term bonds 
against the assured revenues to obtain 
the critically-needed operating funds. 
On March 1,3, ,$16 million of 5.15 percent 
bonds were issued, per the ceiling set 
by the new law for the 1974-75 period.

Meanwhile, Measure A, calling for a 
nine-member elected Board from nine 
new election districts (replacing the 12- 
member appointed Board), had passed 
in the June primaries by a decisive 3:1 
average margin in the three BART coun
ties. The November b general election 
saw 138 candidates running in the nine 
Board contests. Three incumbent Direc
tors (Nello Bianco, Richard Clark, 
James Hill) were successful in their 
campaigns.

The last major action under the 
appointed Board was the November 18



filing of a law suit by the District, 
seeking over $200 million in damages 
from defendants: Parsons, Brincker- 
hoff-Tudor-Bechtel, Westinghouse 
Electric Corporation, Rohr Industries, 
Inc., Bulova Watch Company, and their 
respective surety companies.

The new Board was sworn into office 
on December 2 by Alameda County Pre
siding Judge Spurgeon Avakian. Terms 
of office were four years. However, to 
create future staggered terms, it was 
determined by lot that Directors repre
senting odd-numbered districts would 
initially serve two-year terms.

On January 21, a “management audit” 
of the District was presented to the State 
Senate Public Utilities, Transit and 
Energy Committee by its consultants, 
Cresap, McCormick and Paget Inc. Fol
lowing a series of workshop sessions 
with the CMP staff. District management 
was able to report many of the recom
mendations accomplished or well 
underway.

A major CMP recommendation was to 
defer plans for late night service until 
the reliability of existing service could 
be improved, particularly through more 
effective preventive maintenance con
trols and programs. The new Board of 
Directors, in complete agreement with 
the recommendation, deferred late night . 
service — which had been scheduled 
for spring — to make improvement in 
system reliability the highest priority 
objective.

Another CMP recommendation, call
ing for more flexible procurement pro
cedures,, subsequently resulted in the 
passage of Senate Bill 1151 (Alquist, 
D-San JoseJ in September, 1975. Aimed 
at cutting expensive delays in procure
ment, the bill raised the required go-to- 
bid level from $3,000 to $10,000 and the 
General Manager’s contract authority 
from $10,000 to $25,000. It also autho
rized direct procurement without bid
ding in emergency situations. Internally, 
the District procurement activity was 
reorganized to increase its effective
ness.

On April 25, the new Board held its 
first major press conference to an
nounce the appointment of Frank C. 
Herringer, Administrator of the U.S. 
Urban Mass Transportation Adminis
tration in Washington, D.C., as District 
General Manager, effective July 1. He 
succeeds B.R. Stokes, who resigned as 
of June 30, 1974, after serving in that 
post for 11 years. Acting General Mana
ger for the interim period was Lawrence 
D. Dahms, previously Assistant General 
Manager - Operations.

Finance Actual funded operating 
expenses for fiscal 1974-75 were $49.8 
million against an operating budget of

$52.5 million (amended by Board Action 
from $53.8 millionj. Underspending 
essentially reflected a postponement 
of extended service hours. The advent 
of transbay service resulted in a 150 per
cent rise in passenger revenues over the 
previous period, with expected increases 
in average fares and length of trips (see 
Operating StatisticsJ.

Major sources of income and expenses 
are shown in pie charts on page 13, 
and in the Statement of Operations 
on page 9. Lesser sources of income 
included revenues of $282,800 from 
District property rentals, leases and 
sales. Revenues from system conces
sions — including newsstands, vending 
machines, parcel lockers and public 
telephones — totaled $62,800. Other 
miscellaneous revenues were; system 
display advertising $291,731, parking 
citations $23,000, and parking fees 
$10,000. A dividend of $568,545 was 
received from the Workers’ Gompensa- 
tion Insurance carrier — a continuing 
benefit from the District’s construction 
insurance program which has returned 
$5.2 million in dividends to date.

Traction power costs were $2.3 mil
lion. Real estate costs were $1.6 million, 
which included closeout of 42 special 
construction access areas, and acquisi
tion of 23 land parcels, both for right- 
of-way purposes. Two of the major 
commercial parcels acquired were for 
construction of Givic Center Station 
Entrance #3.

A central issue in the Board’s deliber
ations on the 1975-76 budget during 
May and June was the widening gap 
between operating costs and projected 
revenues — despite extended sales tax 
revenues from SB 1966. Sharing the 
Board’s grave concern over the un
funded deficit projected into the next 
period was State Legislative Analyst A. 
Alan Post. In his June 16 report to the 
Legislature, Post called on the Board to 
use “all possible means” to lower the 
deficit, including deep budget and staff 
cutbacks, fare increases, and indefinite 
deferral of night service.

The Board subsequently approved a 
fiscal 1975-76 budget of $65.6 million, 
a severely pared-down figure it consid
ered the absolute minimum required to 
maintain existing (6 a.m. to 8 p.m. 
weekdaysj service. Late night service, 
deferred earlier as previously men
tioned, was indefinitely deferred in the 
1975-76 period, until new funding could 
be obtained for that special purpose.

At the same time, the Board approved 
an across-the-board fare increase to be 
implemented in the next period. (As later 
specified by the Board, the increases 
averaged 21 percent. Maximum fares 
increased from $1.25 to $1.45. Minimum 
fares remained at 30 cents, except in

downtown San Francisco and Oakland, 
where they were reduced to 25 cents.J

Despite the austere level approved for 
the next period’s budget, and despite 
higher revenues expected from the 
coming fare increases, it was clear that 
the central issue of permanent, stable 
funding for the District would dominate 
the 1975-76 fiscal year.

Final approval for federally funded 
grants and projects was received as 
follows: $7.2 million to fund system 
start-up costs and hardware improve
ments; and $3.6 million for design and 
construction of the Daly City Station 
parking structure. Tentative approval 
was received of a $100,000 grant for 
system reliability studies by BART’s 
engineering task force teams. AC Tran
sit received a $2.6 million grant toward 
the purchase of 36 buses and facilities 
for five feeder express bus lines it oper
ates for BART between transit stations 
and outlying East Bay communities.

District Property Tax For funding of 
administrative expenses and debt ser
vice on BART construction bonds, rates 
(in cents) were set by tbe Board as follows:

1975-76 1974-75
Admin.

Expenses
Debt

Service
Total
Rate

Total
Rate

Alameda 5.0 42.1 47.1 54.0

Contra Costa 4.7 40.0 44.7 51.2

San Francisco 5.3 44.6 49.9 56.1

NOTE: Property tax rates are per $100 assessed 
property value. Different tax rates reflect equaliza
tion of varying assessment ratios among counties.

staffing The total staff increased from 
1,696 to 1,937 during the period, reflect
ing continued build-up of transportation 
and maintenance areas to support 
transbay service. Employee minority rep
resentation continued to exceed the Dis
trict population minority ratio of 32%, 
increasing from 37% to 39.3%.

Of major significance was the Board’s 
adoption in September of a broad new 
Affirmative Action Program setting 
forth, among other goals, timetables for 
increasing representation of minority 
employees and women employees 
across job classifications and job 
levels. An Equal Employment Oppor
tunity Officer was appointed to admin
ister expanding AA activities, along with 
the AA Officer appointed in the previous 
period. In October, the new program 
was approved by the Office of Federal 
Contract Compliance.



The first day of transbay service saw trains 
crowded with passengers who made their first trip 
beneath San Francisco Bay with reactions ranging from 
studied casualness to wide-eyed excitement.

OPERATING STATISTICS

FY 1974/75 FY 1973/74
July 1 — June 30, inclusive
Total Car Miles (revenue service only)
Total Passenger Trips (patronage) ....
Passenger Miles (estimated)..................
Ridership Ratio (at period’s end)

Peak .....................................................
Off-Peak...............................................

Net Passenger Revenues (less fare dis
counts : and other adjustments)........

Average Passenger Fare (with discount
fares considered at full value)..........

Average Trip Length (based on esti
mated passenger miles which include 
an allowance for excursion rides). . .

21,465,055 10,758,626
27,876,794 13,960,680

434,648,927 166,033,664

59% 58%
41% 42%

$15,694,768 $ 6,055,969

60.3 cents 47.7 cents

15.6 miles 11.9 miles

0PERATIONS 
& SERVICES

The previous period closed with 64 of 
the system’s 71.5 miles, and 32 of its 
34 stations, operational. Twelve trains, 
generally of four-car consists, were 
operating between Richmond and 
Fremont; and six trains, of maximum 
six-car consists, were operating 
between Concord and Oakland’s Mac- 
Arthur Station. Four trains, of seven-car 
consists, were in temporary shuttle 
service between San Francisco’s Mont
gomery Street Station and the Daly City 
Station, awaiting the opening of the 7.5- 
mile transbay tube line. Headways were 
10 minutes systemwide. Revenue ser
vice continued on the limited schedule 
of 6 a.m. to 8 p.m. weekdays, in force 
since the system opened in September, 
1972.

The transition from two-station train 
separation to one-station separation — 
considered essential to efficient trans
bay operation — was successfully 
demonstrated by July, 1974. The Cali
fornia Public Utilities Commission 
rapidly approved the District plans for 
tranbay operations under computer- 
controlled one-station separation. The 
opening day of transbay service was set 
by the District Board for Monday, Sep
tember 16. Thus, at long last ... a 
crossing beneath the waters of San 
Francisco Bay was about to become a 
reality for the public!

The Monday opening of transbay ser
vice was preceded by colorful cere
monies on September 14 (Saturday) at 
the Lake Merritt, Oakland West, and 
Powell Street stations. Many local and 
state officials and civic leaders attended 
the dedication ceremonies, presided 
over by Oakland’s Mayor John Reading 
and San Francisco’s Mayor Joseph 
Alioto. Four trains shuttled between 
Montgomery and Coliseum stations 
from noon to 6 p.m. to introduce the 
public to its first transbay rides.

With the opening of regular transbay 
revenue service on September 16, sys
tem operations expanded from 22 to 30 
trains, in consists up to nine cars. Ten 
trains operated on each of three routes: 
Fremont transbay to Daly City, Concord 
transbay to Daly City, and Richmond 
(East Bay only) to Fremont. The sys
tem’s fourth route — Richmond trans
bay to San Francisco — was not



activated. Richmond line patrons trans
ferred to transbay trains at MacArthur 
Station.

The advent of transbay service 
immediately increased average daily 
patronage from 69,000 to 113,622 (58 
percent), and peak-hour patronage from 
40,433 to 62,536 (54 percent).

Second quarter patronage was up 57 
percent over the first quarter, to 122,908 
daily. The substantial increase was 
attributed to transbay service, three 
World Series games, and extended ser
vice hours (to 10 p.m.) for shoppers 
between November 29 and December 
27. BART carried 11,000 fans to and 
from each World Series game (October 
15,16,17), which was 23 percent of total 
game attendance. A record 163,408 for 
daily ridership was set the day after 
Thanksgiving (November 29), eclipsing 
the previous high of 110,104 set the 
prior year on the same day. Extending 
service until 10 p.m. during the Christ
mas shopping season resulted in daily 
increases of 3,600 to 4,200 trips after 
6:30 p.m.

The third quarter saw a 5.7 percent 
decline in patronage from the second 
quarter to 116,587. Patronage dropped 
almost 12,000 from December to Feb
ruary, with 75 percent of the decrease 
in off-peak ridership. It is difficult to 
assess all possible factors involved in 
the off-peak decline. More certain, how
ever, is the adverse impact of frequent 
service delays, and crowded trains 
resulting from continued shortages of 
B-cars, on peak-hour ridership.

Fourth quarter patronage saw a slight 
daily average increase to 118,895. As 
seen in the period’s operating statistics, 
transbay service substantially in
creased the system average fare and 
average trip length. Surprisingly 
modest, however, was the estimated 
increase of daily transbay trips between 
October and June: 51,465 to 54,359. High 
month was December with a 126,540 
average; low month was February with 
114,348.

System Safety The period passed with 
no accidents in revenue operation. 
Minor incidents reported in stations 
and trains declined substantially. A total 
of $92,199 was paid out on 164 patron 
accident claims: 114 in stations, 49 on 
trains, and one elsewhere. The ratio of 
reported accidents per million passen
gers carried decreased 34 percent from 
previous period, reflecting an intensive 
program to eliminate, or improve, prob
lem areas causing minor accidents in 
trains and stations.

The Coliseum Walkway opened for 
the World Series games (October 15, 
16, 17), but was shut down October 18 
because of uncomfortable swaying. Thu

designer, Skidmore, Owings & Merrill, 
was directed to reinforce the walkway 
structure, and it is scheduled to re-open 
by early October, 1975.

On Sunday, January 19, at 10:15 p.m., 
a nine-car test train collided with a 
maintenance vehicle, which, due to 
driver error, was on the wrong mainline 
track near the Oakland Shop. Mainte
nance worker Arthur L. Briggs was 
killed instantly.

On Monday, January 27, at 3 p.m., an 
A-car was uncoupled from its consist at 
MacArthur Station. Improperly chocked, 
it rolled free down the mainline almost 
to Lake Merritt Station before coming to 
a stop. No equipment was damaged and 
no trains were endangered.

Both incidents, although caused by 
human error, touched off a thorough 
analysis of existing operating pro
cedures by the District and the Cali
fornia Public Utilities Commission. A 
new Safety Department was established 
in February, whose broadened respon
sibilities included a safety-oriented 
review of all operating procedures. In 
April, three task force teams were estab
lished to explore and resolve safety- 
reliability problems in Central Train 
Control, wayside equipment, and the 
vehicles. The operating rules manual 
was completely revised and awaited 
printing in June.

The District’s comprehensive pro
cedures for fires or other major disas
ters were tested in a simulated train 
accident on May 31 at the South Hay
ward Station. The District was cited by 
a major newspaper as one of the few 
agencies prepared with such a disaster 
plan.

The ratio of reported crimes on the 
system decreased from 149 per million 
passenger trips in the previous period 
to 98 this period. Major categories con
tinued to be auto burglary and theft, 
petty theft, vandalism, and fare evasion. 
Physical crimes against patrons con
tinued to be rare. BART Police made 401 
arrests and regularly apprehended fugi
tives wanted by other police depart
ments.

Passenger Service Increasing parking 
problems at a number of stations be
came a high priority concern of the 
District. Final design was approved for 
the Daly City parking structure, which 
will double the original 800-car capacity 
of the parking lot. Construction is 
scheduled to begin in October, 1975, 
and end in July, 1977. Parking stalls at 
Hayward were increased by 165 and at 
Union City by 325. Plans were underway 
for adding 400 more stalls at South Hay
ward, 400 at Fremont, 300 at Lafayette, 
and lesser additions at Concord, Pleas

ant Hill, Walnut Creek, Orinda and El 
Cerrito Del Norte.

Reliability of fare equipment contin
ued to be satisfactory. An additional 74 
IBM equipment units were installed to 
increase capacities at 23 stations. IBM 
then withdrew as equipment supplier. 
A contract was awarded to Western Data 
Products, Inc., a subsidiary of Cubic Cor
poration, for 180 units costing $6.2 mil
lion. In the next period, 163 Cubic units 
will be installed in 34 stations, including 
the Embarcadero Station opening in 1976.

An experimental program to encour
age car pooling by reserving stalls for 
pool cars was dropped at Orinda and 
Lafayette Stations after two months due 
to lack of interest by the patrons.

New fare policies were adopted on 
trial bases by the Board as follows: free 
rides for children under age five (effec
tive January 24); excursion fares raised 
from 60 cents to $1, and the 75 percent 
discount extended to high school stu
dents on chaperoned school tours (both 
effective February 10); the 75 percent 
discount extended to persons certified 
as handicapped, and the existing 75 per
cent discount for senior citizens raised 
to 90 percent (both effective July 1).

In January, “Bikes on BART” got 
underway — an 11-month experimental 
program to determine if bicycles could 
be feasibly transported on trains during 
off-peak hours. Permits were issued to 
almost 1,000 bicyclists in a closely con
trolled sign-up program. By June, an 
average of 110 patrons per week were 
transporting their bicycles on the sys
tem without problems, and the program 
was considered successful.

As of March 10, two-part Muni bus 
tickets were available from dispensing 
machines in BART’s eight San Fran
cisco line stations. For the price of one 
regular Muni fare (25 cents), BART 
patrons receive tickets for two rides 
either to or from BART stations.

On December 2, the District began 
running five express bus lines (con
tracted out to AC Transit as operator) 
from BART stations to the areas of 
Pinole, Dublin, San Ramon, Pleasanton, 
Livermore, Martinez, Pittsburg, Antioch, 
and Brentwood. A trial program, the 
combined daily ridership of the five 
routes rose from 1,700 in December to 
2,400 in May. In June, BART Directors 
extended the trial program through 
November, 1975.



Task force teams of BART engineers 
and outside consultants put in long hours 
aboard test trains, analyzing complex 
problems, and working out solutions to 
improve fleet reliability.

wimm

YSTEM
SUPPORT

Heavy activity continued in the engi
neering and maintenance areas, aimed 
at improving system reliability and effi
ciency, with emphasis on problems 
involving vehicle and train control com
ponents.

The summer months preceding the 
September 16 start-up of transbay ser
vice called for particularly close coordi
nation between transportation and 
technical personnel to ready the organi
zation for a swift expansion, both in 
train operations and support activities.

Car availability (i.e. ratio of cars avail
able for revenue service out of total 
fleet) was the leading corniuon problem 
shared by transportation, maintenance, 
and engineering personnel throughout 
the period. In June, 1974, average daily 
availability was 46 percent, or i:tl out 
of 291 cars on hand. Availability rose 
to 150-160 cars during the summer.

Transbay service started at a 200-car 
level of availability, which continued 
until November. Availability then foil off 
to the 180-190 car range in the third 
quarter, hitting a low of 160 cars during 
February. From May forward, availabil
ity was generally up in the 220-240 
range. In the ending month of June, 
1975, availability averaged 219 out of 
the current 408 fleet total (54 percent).

Besides the ongoing shortage of 
spare parts, low reliability of major com
ponents and subsystems was another 
factor in the period’s discouraging car 
availability levels. Test work and acci
dent damage also kept some cars out 
of revenue service.

With the system in transbay service 
and 30 trains operating from October, 
1974, to June, 1975, non-scheduled train 
removals for that period averaged 15 per 
day. The average rose from 12.7 in 
October to 17.6 for June. The average 
for the previous fiscal period was 10.4 
trains per day out of 22 operating. (Note: 
non-scheduled removals can be for 
minor reasons, such as lost windshield 
wipers, as well as for major equipment 
malfunctions.)

Actual round trips completed by all 
trains (including replacement trains) for 
the period was 89 percent of the trips 
scheduled.

Technical Work In October, a special 
task force of engineers was established

continued on page 7



HARVEY W. GLASSER, M.D., District 4 — 
Chairperson of Engineering Committee and 
Vice Chairperson of Administration Commit
tee in 1975. Bay Area resident since 1959. 
Founder and President of California Health 
Services, a hospital consulting and manage
ment firm in Alameda. Ardent conservationist 
and outdoorsman; member of Sierra Club, 

Oceanic Society, 
and the Common
wealth Club. Board 
member of the Ex- 
ploratorium, San 
Francisco. Former 
President and 
Board Chairman of 
the Wright Insti
tute, Berkeley. Born 
and raised in Chi
cago and nearby 
Glencoe. Attended 
University of Illi
nois and Sorbonne 

in Paris. Graduated from University of Chicago 
School of Medicine in 1950. Served residen
cies in psychiatry at Stanford University 
Hospital, Palo Alto, and Mt. Zion Hospital, 
San Francisco. Also served for two years in 
U.S. Public Health Service hospitals at Staten 
Island, New York, and Lexington, Kentucky. 
Resides in Alameda with wife Cynthia and 
three children.

MS. ELLA HILL HUTCH, District 7 — Chair
person of the Administration Committee, Vice 
Chairperson of the Public Information and 
Legislation Committee, and member of the 
Special Ways and Means Committee during 
1975. Has served on the staff of a major trade 
union organization in San Francisco since 
1953. A rhember of the Office and Professional 

Employees Interna
tional Union, Local 
29, and active in a 
wide range of social 
and political causes 
and organizations. 
A member of the 
Democratic County 
Central Committee 
since 1966, and cur
rently its Vice 
Chairperson of Is
sues and Resolu- 
ions. Also a member 
of the State Demo

cratic Party’s Central Committee and Affirma
tive Action Task Force. A Trustee of the Glide 
Foundation, and one of the founders of the 
Black Women Organized for Political Action. 
Born in Kissimmee, Florida. Studied in the 
areas of business and sociology at City College 
of San Francisco, and California State Univer
sity at San Francisco. Resides in San Francisco.

'mrnm

ROBERT S. ALLEN, District 5 — Engineering 
Cost Analyst for Southern Pacific’s Western 
Division. Formerly Classification Analyst at 
University of California’s Lawrence Livermore 
Laboratory; in engineering and operations 
with the Denver & Rio Grande Western Rail
road; and Civilian Administrative Assistant 
with the Colorado National Guard. Chairman 

of Board of Control 
for Livermore- 
Pleasanton BART 
rail extension. 
Member ot Ameri
can Railway Engi
neering Association 
(AREA) and its 
Committee on Sys
tems Engineering. 
Elder and Priest
hood Chorister, Liv
ermore 2nd Ward, 
the Church of Jesus 
Christ of Latter-day 

Saints (Mormon). Treasurer of American Tax
payers Union Local # 115 and Alamoda County 
Central Committee, American Independent 
Party. Active in Scouting. Born in Chicago. 
Attended Rensselaer Polytechnic Institute in 
Troy, New York; received Bachelor of Science 
degree in accounting from the University of 
Colorado at Boulder; graduate business studies, 
Brigham Young University, Provo, Utah. 
Livermore resident with his family since 1958.

ELMER B. COOPER, District 8 — Vice Presi
dent of the elected board in 1975 and member 
of all standing committees. President of Cooper 
& Company, a San Francisco firm specializing 
in urban policy planning, education consult
ing, and investment management. Former posi
tions: Staff Assistant to U.S. Congressman 
Charles S. Joelson and House Speaker John 

McCormick; Dean 
of Students, Cali
fornia State Univer
sity at San Francis
co 1968-69; Assis
tant Chancellor, 
Michigan State Uni
versity, Michigan, 
1970-72. Heads 
three national or
ganizations in field 
of urban planning 
and education. Ac^ 
tive in several U.S. 
senatorial cam

paigns and California Coastline initiative in 
1972. Affiliations include Common Cause, 
Sierra Club, California Tomorrow, Bay Area 
Urban League, Save-the-Redwoods League, 
Commonwealth Club, and California Academy 
of Sciences. Born in Paterson, New Jersey. 
Attended universities in Washington, D.C. and 
Ann Arbor, Mich. San Francisco resident.

JOHN W. GLENN, District 6 — Member of 
Administration and Special Ways and Means 
committees in 1975. Widely known as a transit 
specialist and articulate industry spokesman 
in the insurance adjustor field. Founder and 
President of John Glenn, Adjustors, whose 
claims business is mostly with transportation 
companies through offices in Oakland, San 

Rafael, and Port
land, Oregon. Other 
business interests 
include The Royal 
Nu-Foam Corpora
tion in Oakland, 
a Galifornia almond 
orchard, the Glen 
Gove Marina, and 
an apartment com
plex and industrial 

■ ■■ ' ,. . I park in Richland,
i f . Washington. Asso-

1_______ . _____ ciated with Transit
Casualty Company 

for 14 years, and was its northern California 
diviaionol claimn manager prior to founding 
own firm in 1966. Born in Puxico, Missouri. 
Served in U.S. Maritime Service 1945-48. 
Bachelor of Science degree in marketing from 
Southeast Missouri State University in 1952; 
graduate business studies at University of 
Missouri and California Stato University at 
Hayward. Resides in Fremont with wife Betty 
and their three children.

B

JOHN H. KIRKWOOD, District 9 — Vice Chair
person of the Special Ways and Means Com
mittee and member of Engineering Committee 
in 1975. Formerly served as transit advisor to 
the San Francisco Planning & Urban Renewal 
Association (SPUR). Co-authored a long-range 
analysis of San Francisco’s transportation 
needs, called “Building A New Muni.” Played 

an active role in the 
Sacramento-Stock- 
ton Bay Area Corri
dor Study, and the 
“BART Trails’’ 
study (bicycle and 
hiking pathways 
coordinated with 
BART). Affiliations 
include: Bay Area 
Electric Railway 
Association, the 
National Associa
tion of Railway Pas
sengers, California 

Tomorrow, Planning and Conservation 
League, and the World Affairs Council. Born 
in Palo Alto and raised in Saratoga, Sacra
mento and San Francisco areas. Graduated 
from Stanford University with a Bachelor of 
Arts degree. Resides in San Francisco.

ELECTED BOARD OF DIRECTORS
San Franolion Bay Area Rapid Transit 0is|tict

The first elected Board of Directors in the history of the District 

succeeded the previous appointed Board as of 12 o’clock noon 
on Noveih|pi' 29, 1974. 'ffie nine members of the Board were 
elected on November 5 dfiputiy by the pilpte of the ninayoting 
districts shown on centerspread map. Directors’ terms expire 
on November 26, 1976 for odd-numbered districts, and on 
November 24^ 1978 for even numbered distFictG. After the1976 
elections, all Directors’ terms will be four years.

.ir:n>ii>rii<iini!mi>niininiiiii;ujiriiiiiMii<iiiiiii.umiiii.i,
ii|i1im|‘|'|i|riiriTiii|iiiiLi]i.,nni||...,

JAMES D. HILL, District 1 — Appointed to 
the Board February 13, 1974, by the Contra 
Costa Mayors’ Conference. Chairperson of 
Public Information & Legislation and Special 
Ways & Means committees, and Vice Chair
person of the Engineering Committee in 1975. 
Formerly held series of Walnut Creek posts: 
Mayor, 1973-74; Vice Mayor and Councilman, 

1972-73; Chairman 
and Vice Chairman 
of Planning Com
mission, 1969-72. 
Attorney in private 
law practice in Bay 
Area since 1962. 
Member of Com
monwealth Club 
and active in other 
professional and 
civic organizations, 
and has authored 
articles for legal 
journals in areas of 

real estate, trusts and estate law. Formerly, 
Director of the Contra Costa Chapter of the 
American Cancer Society, in Cub Scouts, and 
Toastmasters International. Born in Muskogee, 
Oklahoma. Received Bachelor of Arts degree 
from University of Nevada, and Juris Doctor 
degree from the University of Denver. Resides 
in Walnut Creek where he has law practice.

NELLO J. BIANCO, District 2 — Appointed 
to the Board September 23, 1969, by Contra 
Costa Supervisors, and is now its senior mem
ber. President in 1974 of last appointed Board, 
Vice President in 1973. Member of Public In
formation & Legislation and Special Ways & 
Means committees, also alternate on Adminis
tration Committee, in 1975. Chairperson of 

Board of Control 
which directed 
BART extension 
study in Pittsburg- 
Antioch area. A 
Richmond busi
nessman, and for
merly very active 
Councilman in that 
city. Initiated the 
District’s associa- 

s ’ tion with the Uni-
^ ' versity of California

I______ ' _____ _____ Lawrence Berkeley
Laboratory, which 

has been a major factor in solving technical 
problems on the system. Currently is a Director 
of the American Public Transit Association, 
Richmond Boys’ Club of America, and East 
Bay Chapter of the National Safety Council. 
Born in Weed, California, andattended Golden 
Gate College in San Francisco. Resides in Rich
mond with wife Betty and three children.

RICHARD O. CLARK, District 3 — Appointed 
to the Board on March 4, 1970, by the Mayor’s 
Conference of Alameda County. First President 
of the elective Board in 1975, member of all 
standing committees. Currently serving four- 
year term as a member of the California Depart
ment of Transportation Advisory Committee. 
Formerly served on the Executive Committee 

of the Association 
of Bay Area Govern
ments; formerly 
served as Mayor, 
Vice Mayor, and 
Councilperson of 
the City of Albany. 
Other community 
affiliations include 
the March of Dimes, 
American Cancer 
Society, Parent- 
Teacher Associa
tion, and Chamber 
of Commerce. Busi

ness: real estate and economic development 
consultant, Oakland. Born in Kansas City, 
Missouri. Attended public schools in Oakland 
and Piedmont; graduated from St. Mary’s 
College, Moraga, with Bachelor of Arts degree 
in history. Resident of Alameda County for 
40 years. Lieutenant Colonel, U.S. Marine 
Corps Reserve, and commanding officer of a 
transport helicopter squadron.



San
Francisco

FRANK C. HERRINGER, General Manager —
Appointed by District Board to his post on 
April 24, 1975, to become effective July 1. At 
time of appointment, was Administrator of U.S. 
Urban Mass Transportation Administration, 
Washington, D.C., responsible for administer
ing $1.5 billion in federal monies annually for 
mass transit building, research, and develop-

__, ment programs.
Recognized as 
major architect of 
the National Mass 
Transportation As
sistance Act of 1974, 
which established 
an initial $11.8 bil
lion federal pro
gram to revitalize 
public transit na
tionwide. Cited by 
U.S. Secretary of 
Transportation for 
outstanding mana

gerial achievements as UMPTA Administrator. 
Formerly on White House staff, responsible for 
selection of presidential appointees in numer- 

j ous federal agencies. Prior to entering govern- 
■^^ment service, was a Principal in the manage- 

i''ment consulting firm of Cresap, McCormick 
and Paget Inc. Honors graduate of Dartmouth 
College (mathematics and economics) and its 
Amos Tuck School of Business Administration 
(M.B.A.). Born in New York City, raised in 
Seaford, L.I. Resides in Lafayette with wife 
Nancy.
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to intensify investigation of vehicle 
reliability problems which had been 
keeping half the BART fleet out of reve
nue service. In April, this effort was 
expanded into three larger task forces 
with a total of 35 engineers, including 
eight specialists from Lawrence Berke
ley Laboratory. Progress was reported 
by period’s end in the general areas of 
(1) central control; (2) wayside train 
control and detection equipment; and 
(3) vehicle systems for propulsion, train 
controls, door controls, and braking. 
With short-range as well as long-range 
goals, the task forces expect to make 
measurable gains in system-vehicle 
reliability by the next period’s end.

The Hayward Test Track was nearing 
completion by period’s end, and was 
scheduled for activation by October, 
1975. The new facility is expected to 
speed the problem-solving work of the 
task force teams, as well as modifica
tions and day-to-day repair work on the 
fleet.

Improvements to the 1,000-volt D.C. 
traction power distribution system 
included increased sub-station capa
cities, and modifications to prevent 
previous failures of gap-breaker equip
ment. In December, discussions accel
erated with the supplier, General Elec
tric Company, regarding the cause and 
solution to several gap-breaker and 
related equipment failures which had 
occurred on the system.

Well underway by period’s end was 
systemwide installation of an improved 
“diode array” grounding system, which 
will reduce stray current effects of 
traction power equipment on nearby 
metal structures.

The $1.3 million SOR (Sequential 
Occupancy Release) system was tested

systemwide in April. Despite some 
minor reliability problems to be cor
rected, it was found to be satisfactory 
as an additional train protection (anti
collision) system. When satisfactorily 
demonstrated in conjunction with train 
stopping capabilities under adverse 
weather conditions, the SOR will allow 
headways shorter than the one-station 
separation constraint now in effect.

Maintenance Major effort was aimed at 
improving both administrative controls 
and technology in the complex area of 
fleet maintenance. A new, computerized 
method of maintaining (on a daily basis) 
“performance profiles” for each vehicle 
was activated. Preventive maintenance 
work was reorganized throughout the 
fleet for greater workload efficiencies. 
In January, a five-man team was 
assigned to improve parts planning, 
inventory and procurement procedures 
in an effort to reduce vehicle downtime 
caused by lack of critical parts.

Vehicle reliability problems centered 
around propulsion and braking sys
tems, wheel-on-axle movement, door 
and cab controls, air conditioning com
pressors, and motor alternators. The 
heavy demands on car repair areas led 
to improved troubleshooting equipment 
and new efficiencies in shop and yard 
operation in order to handle larger 
workloads.

Wayside equipment malfunctions 
(causing false track occupancy signals 
in the train control system) were re
duced by 40 percent through extensive 
engineering and maintenance work.

Additional work was done to improve 
the system’s complex network of com
munications for trains, stations, main
tenance, police, plus equipment and

surveillance alarm systems. All subway- 
tunnel train radio antennas were re
anchored.

Improvement work in stations in
cluded design of platform windscreens 
and trackway (under-train) sprinkler 
systems, and installation of bus shelters. 
Station lighting was improved, and 
reduced where feasible, to conserve 
energy. Escalators were subject to heavy 
vandalism and required extensive main
tenance to keep them operable, 
able.

The West Portal (Muni) Station and 
Daly City parking structure designs 
were revised to effect further econ
omies.

Construction Status of the entire BART 
project at period’s end was 236 con
struction contracts completed at a cost 
of $720 million. Construction-in-prog
ress was valued at $94.9 million, of 
which seven contracts valued at $3.3 
million were awarded during the period. 
Total value of all system facilities and 
equipment was estimated at $1,621 bil
lion.

Major projects completed were the 
Coliseum Walkway and the Civic Center 
Station Entrance #3.

Major construction work continued to 
center around the Outer Market subway 
BART is building for initial use by the 
San Francisco Municipal Railway 
(Muni). Status of major work in prog
ress: Church Street (Muni) Station 
(96%), Castro Street (Muni) Station 
(92%), Embarcadero Station Completion 
(90%), and Hayward Test Track (94%). 
Muni Outer Market trackwork was com
pleted. Electrification and signalization 
work was begun by Muni.

At District’s new Hayward Test Track, the task force effort brings many kinds of engineers together to bear upon specific problems. Below: (left) 
Lead Mechanical Engineer Ray Crist checks recorder aboard test train; (center) Electronics Engineer Samuel Batiste checks another test 
installation; (right) Task Force Leader Tony Venturato discusses recorder readout with Transportation Supervisor B.J. Fraley.
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STATEMENTS

Balance Sheet

Assets

June 30
1975 1974

Cash (including time deposits of $4,770,000 and $24,728,000) $ 6,028,931 $ 25,963,349
U.S. Treasury securities (Note A) 11,195,000 14,635,000
Federal Agency securities (Note A) 29,891,472 33,386,182
Other securities (Note A) 3,775,878 —0—
Deposits, notes and miscellaneous receivables 13,432,244 17,988,746
Construction in progress (Notes A and H) 14,430,952 59,127,982
Facilities, property and equipment (Notes A and BJ 1,457,249,819 1,326,153,715
Accumulated depreciation and amortization (Notes A and B) (48,038,470) (22,026,578)
Materials and supplies, at average cost 4,558,183 1,880,154
Debt service funds, net assets (including time deposits of 

$65,668,000 and U.S. Treasury and Federal Agency 
securities of $6,598,765 in 1975 and $54,482,900 and
$13,290,686 in 1974) (Notes C and D) 73,720,529

$1,566,244,538
70,378,183

$1,527,486,733

Liabilities and Capitalization

Construction contracts and other liabilities $ 32,667,460 $ 45,491,205
Unearned fare revenue 797,242 587,135
Payable to State of California (Note F) 39,110,538 39,110,538
Sales Tax Revenue Bonds ($24,000,000 authorized) (Note D) 16,000,000 —0—
Debt service funds (Notes C and D) 73,720,529

162,295,769
70,378,183

155,567,061
Contingencies (Note I)
Capitalization:

Reserve for self-insurance (Note G) 6,000,000 6,000,000
General Obligation Bonds ($812,500,000 authorized)

(Note C);
Bonds outstanding $762,980,000 775,450,000
Bonds matured and retired 41,020,000

804,000,000
28,550,000

804,000,000
Sales Tax Revenue Bonds ($150,000,000 authorized)

(Note D):
Bonds outstanding 69,395,000 101,350,000
Bonds matured and retired 80,605,000

150,000,000
48,650,000

150,000,000
U.S. Government Grants (Note E) 254,047,780 197,641,477
State of California Grant (Note F) 116,902,462 116,902,462
Contributions from others 15,300,356 7,140,035
Depreciation and amortization of assets acquired with

contributions by others (Note A) (13,008,072)

373,242,526
(5,550,698)

316,133,276
Accumulated net revenues before depreciation and

amortization 105,736,641 112,262,276
Depreciation and amortization of assets acquired with

own funds (35,030,398)

70,706,243

1,403,948,769
$1,566,244,538

(16,475,880)

95,786,396

1,371,919,672
$1,527,486,733

See notes to financial statements.



San Francisco Bay Area Rapid Transit District

Statement of Operations

Revenues:
Operating revenues:

Fares
Less discounts, transfers and other deductions

Financial assistance — Transportation Development Act of 1971 
Other

Taxes
Interest and other

Expenses:
Transportation
Maintenance and quality control 
Police services
Construction and engineering 
General and administrative

FUNDED EXCESS OF EXPENSES OVER REVENUES 
Unfunded costs:

Depreciation and amortization of all assets
Less depreciation and amortization of assets acquired with contributions 

by others (Note A)

NET OPERATING LOSS

Year Ended June 30
1975 1974

$17,211,689 $ 6,655,808
(1,219,600) (599,839)

15,992,089 6,055,969

729,544 807,000
461,789 187,942

17,183,422 7,050,911
4,410,322 4,051,726
5,840,296 9,010,468

27,434,040 20,113,105

11,157,482 7,646,011
24,056,905 15,833,084

2,025,272 1,910,609
3,611,599 2,393,925
9,005,778 6,119,005

49,857,036 33,902,714

22,422,996 13,789,609

26,011,892 22,026,578

(7,457,374) (5,550,698)

18,554,518 16,475,880
$40,977,514 $30,265,489

Statement of Accumulated Net Revenues

Accumulated net revenues at beginning of year 
Less net operating loss

Add:
Start-up costs and construction overhead capitalized (Note A) 
Reduction in reserve for self-insurance

Accumulated net revenues at end of year

$95,786,396
(40,977,514)
54,808,882

15,897,361

$70,706,243

$94,492,405
(30,265,489)
64,226,916

22,401,581
9,157,899

$95,786,396

See notes to financial statements.



San Francisco Bay Area Rapid Transit District

FINANCIAL STATEMENTS CONTINUED

Statement of Revenues, Expenses,
and Fund Balances of Debt Service Funds

Revenues:
Property taxes
Transactions and use taxes received 
Bond proceeds advanced 
Interest

Less:
Matured interest 
Matured or retired principal 
Bond service expense 
Bond premium

Balance at beginning of year 
Balance at end of year

Year Ended June 30, 1975
General

Obligation
Bonds

$44,216,251 
—0— 
—0— 

2,158,833
46,375,084

33.766.121 
12,470,000

—0— 
—0—

46.236.121 
138,963

19,449,046
$19,588,009

Sales Tax 
Revenue 
Bonds

$ —0— 
35,828,843 

1,248,000 
4,016,178 

41,093,021

5,387,324
31,955,000

50,028
497,286

37,889,638
3,203,383

50,929,137
$54,132,520

Combined

$44,216,251
35,828,843

1,248,000
6,175,011

87,468,105

39,153,445
44,425,000

50,028
497,286

84,125,759
3,342,346

70,378,183
$73,720,529

Year Ended 
June 30,1974 

Combined

$43,794,213 
35,326,319 

—0— 
5,545,973 

84,666,505

41,585,296
37,410,000

64,221
404,953

79,464,470
5,202,035

65,176,148
$70,378,183

Statement of Changes in Financial Position
Year Ended June 30

See notes to financial statements.

1975 1974

Financial Resources Were Used for:
Operations:

Net operating loss $ 40,977,514 $ 30,265,489
Noncash expense — depreciation and amortization (18,554,518) (16,475,880)

FUNDS USED IN OPERATIONS 22,422,996 13,789,609

Additions to construction in progress and facilities, property
and equipment 71,228,136 82,149,014

Bond principal 44,425,000 37,410,000
Bond interest 39,153,445 41,585,296
Decrease (increase! in construction contracts and other liabilities
Increase in debt service funds (net of $1,248,000 bond proceeds

12,823,745 (3,860,521J

advanced in 1975J 2,094,346 5,202,035
Bond premium 497,286 404,953
Other 1,791,527 502,455

$194,436,481 $177,182,841

Financial Resources Were Provided by:

Grants from U.S. Government $ 56,406,303 $ 41,484,005
Property taxes 44,216,251 43,794,213
Transactions and use taxes 35,828,843 35,326,319
Decrease in cash and securities 23,093,250 39,641,355
Sales Tax Revenue Bonds issued 16,000,000 —0—
Contributions from others 8,160,321 2,478,809
Interest on investments 6,175,011 5,703,872
Decrease in deposits, notes and miscellaneous receivables 4,556,502 8,395,268
Grants from State of California —0— 359,000

$194,436,481 $177,182,841



NOTES TO 
FINANCIAL 
STATEMENTS

NOTES TO FINANCIAL STATEMENTS 
Years ended June 30, 1975 and 1974

NOTE A — Summary of Significant Accounting Policies 
The San Francisco bay Area Kapid Transit District is a political subdivision 
of the State of California created by the Legislature in 1957 and regulated 
by the San Francisco Bay Area Rapid ’I'ransit District Act, as amended. The 
District does not have stockholders or equity holders and is not subject to 
income tax. I'he disbursement of all funds received by the District is 
controlled by statutes and by provisions of various grant contracts entered 
into with the State of California and the United States Government.

The District receives an allocation of property tax revenues for purposes 
of providing for general and administrative expenses not involving 
construction in progress.

Securities are carried at cost which approximates market.
The cost of acquisition and construction of rapid transit facilities is 

recorded in construction in progress and represents amounts paid or owing 
to contractors including amounts provided by State and Federal grants for 
con.struction purposes. As facilities are completed and become operative, 
the District transfers them to facilities, property and equipment accounts.

Depreciation on facilities, property and equipment is computed using 
the straight-line method over the estimated useful lives of the assets. The 
amount of depreciation of assets acquired with the District’s own funds 
is distinguished from the amount of depreciatiuii of assets acquhed willi 
coiiUibutioris by others, and the latter aiiiuujil is shown on the balance 
sheet with the related contributions. This format follows the recommenda
tions for public transportation systems in the Industry Audit Guide 
“Audits of State and Local Governmental Units” prepared by tire Committee 
on Governmental Accounting and Auditing and Issued by die AICPA In 
September 1973.

Accounting policies for General Obligalion Bonds (Note C], Sales Tax 
Revenue Bonds (Note D], Government Grants (Notes E and F], reserve for 
self-insurance (Note G] and construction in progress (Note II] are described 
in separate footnotes.

Since 1966, the District consistently has capitalized, as part of pre-full 
revenue operating expenses, certain start-up costs. The amount so capital
ized for the year ended June 30, 1975, is $10 million ($15 million in 1974].

Certain reclassifications have been made in the 1974 financial state
ments to conform to the classifications used in 1975.

NOTE B Facilities, Properly and Equipment
Facilities, property and equipment (stated at cost], asset lives, and accumu
lated depreciation and amortization at June 30,1975 are summarized below:

Lives

Accumulated
Uepreciation

and
Cost (YeaisJ Amoitizaliuii

Land $ 105,372,869 Nondepreciable
Improvements
Systemwide operation and

1,023,807,659 80 $25,198,775

control 83,958,497 20 8,232,844
Revenue transit vehicles 
Service and miscellaneous

136,599,148 30 7,190,387

equipment
Pre-full revenue operating

8,279,442 3 to 20 1,430,239

expenses 94,174,492 30 5,705,389
Repairable property items 5,057,712

$1,457,249,819
30 280,830

$48,038,470

NOTE C — General Obligation Bonds
In 1962, voters of the member counties of the District authorized a bonded 
indebtedness totaling $792,000,000 of General Obligation Bonds. Bonds

amounting to $752,450,000 wore outstanding at June 30, 1975, with 
principal maturities from 1076 to 1909. Payment of both principal and 
interest is provided by the levy of Districtwido property taxes. During 1966, 
City of Berkeley voters formed Special Service District No. 1 and authorized 
the issuance of $20,500,000 of General Obligation Bonds for construction 
of subway extensions within that City. Special Service District No. 1 Bonds 
amounting to $10,530,000 were outstanding at June 30,1975, with principal 
maturities from 1976 to 1098. Payment of both principal and intereat io 
provided by taxes levied upon property within the Special Service District.

Bond principal is payable annually on June 15 and Interest is payable 
semiannually on Jime 15 and December 15 from Debt Service Funds. 
Principal of $14,025,000 General Obligation Bonds and $280,000 Special 
Service District No. 1 Bonds mature on June 15,1976. Interest of $16,295,765 
on General Obligation Bonds and $237,858 on Special Service District No. 1 
Bonds is payable on December 15, 1975. The composite interest rate on 
bonds currently outstanding is 4.12%,

NOTE D — Sales Tax Revenue Bonds
The 1969 Legislature of the State of California authorized the District to 
issue revenue bonds totaling $150,000,000. Bonds amounting to $69,395,000 
wore outstanding at Juno 30, 1975, with principal moturlties from 1976 to 
1980. The Sales Tax Revenue Bonds are secured by a pledge of the proceeds 
of the Transactions and Use Tax authorized by the 1969 Legislature and 
from moneys received by the District from other sources, in lieu of Trans
actions and Use Tax proceeds, if legally mode available. The bonds maturing 
on or after January 1, 1076, are redeemable prior to maturity at the option 
of the District on various dates at prices ranging from 104% to 100%. The 
collection and administration of the tax, which became effective April 1, 
1970, is performed exclusively by the State Board of Equalization and all 
taxes are transmitted directly to the appointed trustee for the purpose of 
paying bond interest semiannually on July 1 and January 1 and principal 
annually on January 1. Principal of $13,665,000 matures on January 1,1976, 
and interest of $1,893,933 is payable on July 1,1975. The composite interest 
rate on bonds currently outstanding is 6.49%. On July 1, 1975, bonds in 
the amount of $19,495,000 were called prior to maturity.

The State Legislature extended the one-half per cent Transactions and 
Use Tax until December 31, 1977, or until the District has received $82.2 
million over and above the amount required to pay principal and Interest on 
the earlier outstanding Sales Tax Revenue Bonds, whichever is sooner. The 
additional revenues are to bo used for operational purposes including the 
liquidation of operating deficits. The District io authorized to issue nego
tiable bonds secured by such revenues in amounts not to exceed $16 million 
in fiscal 1074/1975 and $8 million in fiscal 1975/1976. Sales Tox Revenue 
Bonds of 1075 in the amount of $16 million were outstanding at Juno 30, 
1975, with principal maturities of $8 million on January 1,1977 and January 
1, 1978, Interest of $416,000 is payable on July 1, 1975. The composite 
interest rate on bonds currently outstanding is 5.15%.

The State Board of Equalization has estimated that the revenue from 
the Transactions and Use Tax for the period April 1 to June 30, 1975, will 
be approximately $8,700,000, of which none had been received by the trustee 
or recorded by the District at June 30, 1975.

NOTE E — U.S. Government Grants
The U.S. Government, under grant contracts with the District, provides 
financial assistance for research, beautification, certain construction projects 
and transit vehicle and other procurement. Additionally, the District is 
administering federal grants to the City and County of San Francisco 
(CA 03 0004] for construction of three Market Street Station mezzanines, 
two street plazas and street extensions, and a grant to the City of Berkeley 
(CA-03-0009J in connection with the construction of subway extensions 
within Berkeley. The following grants were in force as of June 30,1975:



San Francisco Bay Area Rapid Transit District
NOTES TO FINANCIAL STATEMENTS CONTINUED

Project — Purpose
Maximum

Grant
Funds

Received

447,953
260,253
499,296
836,565

360,000
260,253*
499,296*
749,470

Beautification Grants:
CALIF-BD-1 
CALIF-B-160 
CALIF-B-163 
OS-CA-09-39-1074

Demonstration Grants:
CA-06-0021 (Transit Design)
CA-06-0023 (Fare Collection)
CA-06-0026 (Transit Hardware)
CA-06-0032 (Prototype Vehicles)

Capital Grants — Construction 
and Procurement:

CA-03-0006 
CA-03-0011 
CA-03-0015 
CA-03-0019 
CA-03-0047 
CA-03-0052 
CA-03-0058 
CA-03-0059 
CA-03-0069 
CA-03-0083

CA-03-0004 (San Francisco)
CA-03-0009 (Berkeley)

•Project completed.

NOTE F — State of California Grant
Pursuant to Sections 30770 30782 of the California Streets and Highways 
Code, the Department of Public Works of the State of California authoi ized 
the District to construct the San Francisco-Oakland rapid transit tube and its 
approaches with State funds. Under Section 30778 of the Code, further 
modified by on agreement with the State Deportment of Public Works, the 
District will reimburse the State for costs of the tube approaches. At )une 30, 
1075, the District had received $172,513,000 of which $55,610,638 is 
repayable to the State of California for the tube approaches. Reimbursement 
will be fulfilled by application of a $16,500,000 credit to the District arising 
from highway betterments constructed with District funds on State Route No. 
24 and by payment of $1,000,000 on December 31, 1977, and $2,500,000 
armually beginning December 31, 1978.

NOTE G Reserve for Self-Insurance
The reserve for self-insurance is presently limited, by resolution of the Board 
of Directors of the District, to a maximum of $6 million to provide for the 
uninsured portion of general liability and property damage and workmen’s 
1 iiiii|iHn,sstinri HYposure. Policies for excess risks are in effect with major 
insurance carriers.

NOTE H — Construction in Progress
During the years, construction in progress decreased as follows:

Year Ended june 30

2,046,067

6,157,256
922,997
761,568

5,000,000
12,841,821

12,867,862
13,103,910
25,939,945
88,000,000

1,000,000
38,136,666

1.700.000 
61,845,066 
28,906,133

1.172.000 
272,671,582

19,902,430
4.733.000 

297,307,012
$312,194,900

1,869,019

6,157,256*
922,997*
761,568*

4,500,000
12,341,821

12,867,862*
13,103,910*
25,939,945*
81,394,957

778.000 
26,618,000

1,470,000
45,254,666
10,736,000

268.000 
218,431,340
16,672,600

4,733,000*
239,836,940

$254,047,780

1975 1974

Balance at beginning of year
Add:

$ 59.127.982 $562,279,087

Construction 67,403,872 82.120,740
Real estate acquired 499.926 606,616
Utility relocation 333,570 (46,732)

Pre-full revenue operating expenses 12,790,896 21,874,681
Other 6,860,323 837,125

Less:
Rental income and proceeds from sales

87,888,587 105,392,430

of real estate 232,636 174,230
Transfers to facilities, property

and equipment 130,226,035 607,726,380
Transfers to materials and supplies 2,030,860 705,261
Other transfers 96,086 (62,3361

132,585,617 608,543,535
44.697,030 503,151,105

Balance at end of year $ 14,430,952 $ 59,127,982

An analysis of project costs, based upon information available at )une 
30,1975, was developed to determine the estimated cost of the rapid transit 
system at completion. This estimate amounts to $1,621,340,000 (including 
$179,878,000 for the transbay tube being financed by the State of California 
and $160,829,000 for transit vehicles being financed by Federal grant funds 
and other District sources). Presently, the final cost of the system cannot be 
determined, as future economic conditions, resolution of pending con
tractors' claims (Note 1) and delay in start of full revenue operations may have 
a significant effect on the final cost of the system. Initial operation of the 
system began in September 1972. All 71 miles of rapid transit line were in 
regular passenger service on September 16, 1974.

NOTE 1 — Litigation and Other Disputes with Contractors 
The District has filed suit against its consulting engineer. Parsons, Brincker- 
hoff-Tudor-Bechtel (PB-T-B), two of its primary contractors, Rohr and 
Westinghouse, a subcontractor, Bulova, and the primary contractors’ 
respective sureties, seeking in damages approximately $88 million from 
PB-T-B, $41 million from Rohr, $55 million from Westinghouse, $4.5 million 
from Westinghouse, Bulova and PB-T-B, and in addition, $50 million for 
loss of revenue from Rohr, Westinghouse, and PB-T-B. Special Trial Counsel 
is unable to comment on the District’s ultimate recovery under this action. 
Some of the defendants may enter cross-claims against the District. The 
ultimate liability, if any, with respect to such cross-claims is unknown.

In addition, contractor claims amounting to approximately $28 million 
have been submitted to the District. It is anticipated that additional such 
claims will be submitted in the future. Special Trial Counsel is unable to 
comment on the District’s ultimate liability, if any, for these claims since 
they involve substantial factual and legal disputes which have not yet been 
fully analyzed.

Report of Independent Accountants

September 26, 1975

Board of Directors
San Francisco Bay Area Rapid Transit District 
Oakland, California

We have examined the balance sheet ot the San f rancisco Bay Area 
Rapid Transit District as of )une 30, 1975 and 1974, and the related state
ments of operations, accumulated net revenues, revenues, expenses and fund 
balances of debt service funds, and changes in financial position for the 
years then ended. Our examination was made in accordance with generally 
accepted auditing standards, and accordingly included such tests of the 
accounting records and such other auditing procedures as we considered 
necessary in the circumstances.

As explained in Note A, certain pre-full revenue operating costs amount
ing to $10,000,000 in 1975 and $15,000,000 in 1974, which were incurred 
after achieving substantial revenue operations, were capitalized in the years 
ended june 30, 1975 and 1974. Under generally accepted accounting 
principles, these costs should not be capitalized. As a result, facilities, 
property and equipment and accumulated net revenues at )une 30,1975 and 
1974 are overstated by these amounts.

In our opinion, except for the effects of capitalizing the pre-full revenue 
operating costs as discussed in the preceding paragraph, the aforementioned 
financial statements present fairly the financial position of the San Francisco 
Bay Area Rapid Transit District at June 30, 1975 and 1974, and the results 
of its operations, revenues, expenses and fund balances of debt service 
funds, and changes in its financial position for the years then ended, in 
conformity with generally accepted accounting principles applied on a 
consistent basis.

Certified Public Accountants



WHERE OPERATING FUNDS CAME FROM:

Fares 32.07%

Sales Tax
Revenue Bonds 13.09%

Transit Aid 1.46%

Property Taxes 8.85%

Interest and other 12.64%
Construction Funds 31.89%

HOW FUNDS WERE SPENT:

Transportation 22.38%

Gen. Administrative 18.06%

Construction & Engr,. 7.25%

Police Services 4.06%

Maint. & Qual. Control 48.25%



San Francisco Bay Area Rapid Transit District
This Annual Report for the period July 1,1974 to June 30, 1975 is published by the 
District pursuant to Article 28770 of the State of California Public Utilities Code. 
District Headquarters are located at 800 Madison Street, Oakland, California 94607. 
Telephone 415-465-4100.
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OPERATING STATISTICS
(July 1,1975 - June 30,1976 inclusive)

Total car miles (revenue service only)
Total passenger trips (patronage)
Passenger miles (estimated)
Ridership ratio (at period’s end)

Peak
Off-peak

Net passenger revenues (iess fare discounts and other adjustments) 
Average passenger fare (with discount fares considered at full value) 
Average trip length (based on estimated passenger miles which 

include an allowance for excursion rides)

FY 1975/76 FY 1974/75

22,446,355 21,465,055
32,897,431 27,876,794

443,145,000 434,648,927

47% 59%
53% 41%

$21,713,713 $15,694,768
70.8 cents 60.3 cents

13.5 miles 15.6 miles

COVER — The rising sun splashes light against the San Francisco skyline as a BART train approaches Rockridge 
Station in Oakland. (Composite Photograph by Tom Tracy)



MOVING AHEAD

PRESIDENT’S MESSAGE

The 1975-76 fiscal year was a period marked by coopera
tion between the District Board of Directors and the staff, 
vyhich made possible a constructive approach to the serious 
issues confronting the District’s first elected Board and the 
new top management.

The Board demonstrated its willingness to make tough 
choices for the good of BART in several ways. For example, 
despite a strong reluctance to raise fares, my fellow Direc
tors acted forthrightly to meet an immediate need for in
creased revenues by approving an average 21 percent 
increase in fares, effective November, 1975. In addition, the 
Board put in long hours of individual analysis and collective 
deliberation to develop and approve operating budgets. The 
1975-76 budget was trimmed by 8 percent before its ap
proval, and actual spending in the period was subsequently 
held to $5,000,000 below the budget. The 1976-77 budget 
was trimmed by 9 percent before its approval.

In the area of affirmative action and equal opportunity, 
probably more solid progress has been made under this 
Board and management than in any previous period. A new, 
independent department was established to administer 
strong policies in these matters as they apply to the hiring, 
training and upgrading of all employees. Minorities and 
women have been added in senior executive positions at 
BART. In addition, minority subcontractors will have ap
proximately $1,000,000 of contract work from the prime 
contractor on the $6,317,362 contract for construction of the 
West Portal Station — by far the largest such commitment 
ever obtained by the District.

I was pleased that a major legislative campaign, involving 
the efforts of key Legislators, and Board and staff members, 
was successfully concluded with the BART funding bill 
(AB3785) being signed into law by Governor Brown on Sep
tember 22, 1976. The bill extends BART revenues from the 
half-cent sales tax through June, 1978 — revenues which we 
vitally need to continue operating.

Finally, during the fiscal period, the Board closely moni
tored progress of the District’s lawsuit to recover damages 
for non-performance from major contractors, which we con
tinue to pursue vigorously.

These achievements speak well for the first elected Board 
in District history, and they speak well for the elective pro
cess itself.

Elmer B. Cooper 
November, 1976

GENERAL MANAGER’S MESSAGE

The past year at BART has been marked by considerable 
progress toward system improvement, and some frustration 
that the progress has not been more rapid.

Much of my time in this, my first year at BART, was spent 
in restructuring and staffing BART’s top positions, because 
a competent, aggressive management team is a prerequisite 
to improvement in operations. I am proud of the talented 
individuals that we have in key managenient positions, and 
you will be introduced to some of them later in this report.

Another high priority was to stabilize BART’s financial 
condition. Farebox revenues increased 38 percent (about 
$6,000,000) over last year, due to' an increase in ridership 
of approximately 10,000 per day and the .November, 1975,^i& 
fare increase. Our financial status;.was also, improved by,;jp
maximizing the utilization of the existing^staff, which helped S 
us to hold expenditures $5,000;P00 under -budget. The in-'j*?f ■ 
creased revenues and the controlled expenses combined 
to erase what was expected at the beginning of the year to

II
be a $6,000,000 unfunded deficit. Moreover, the reasonable'>,•••. At’.

I
terms of the three-year labor contract signed shortly after 
the close of the fiscal period will help ensure continued Jf 
financial stability. .

ff
Operationally, improvements were rnade,; but problems , 

persisted. By intensifying our emphasis on maintenance, we 
were able to increase the number of cars available for ser^ -V;-#. 
vice by 12 percent for the report period, and it has continued ■ f 
to increase steadily since the close of the fiscal period.
These additional cars have enabled us to lengthen trains 
and add extra trains, thus increasing the seats available 
during heavy use periods by over 25 percent. ^

However, despite the efforts of BART engineers and out
side consultants, the failure rate of the system persisted at 
an unacceptable level. The unfortunate fact is that the 
equipment we have is inherently less reliable than it should 
bej and the system as a whole was not designed to cope 
with that degree of unreliability. We are devoting additional 
resources to the efforts to improve the situation, and I am 
hopeful that during the next fiscal period we will be able 
to see more definite signs of improvement.

Overall, while we are pleased with the progress that has 
been made, we are not satisfied. On behalf of all of us at 
BART, I pledge a continuing commitment to improving the 
quality of the service we offer, while maintaining an attitude 
of fiscal responsibility.

r
Frank C. Herringer 
November, 1976



BOARD OF DIRECTORS

ROBERT S. ALLEN
District 5

ELMER B. COOPER - PRESIDENT
District 8

JAMES D. HILL
District 1

Board tenure from 
November 29,
1974. Committees: 
1975 — Alternate 
Member, Engineer
ing; 1976 — Mem
ber Engineering 
and Special Ways 
& Means (SWMC). 
Resident of Liver
more. Term 
expires November 
28, 1980.

Board tenure from 
November 29,
1974. 1975-Vice 
President of Board. 
1976 — President 
of Board. Resident 
of San Francisco. 
Term expires No
vember 24, 1978.

ft

Board tenure from 
February 13, 1974. 
Committees: 1975
— Chairperson, 
PILC and SWMC, 
Vice Chairperson, 
Engineering; 1976
— Member, PILC 
and SWMC. Resi
dent of Walnut 
Creek. Term ex
pires November 
26, 1976.

NELLO J. BIANCO - VICE PRESIDENT
District 2

Board tenure from 
October 22, 1969. 
Committees: 1975 
— Member, Public 
Information & 
Legislation (PILC) 
and SWMC, Alter
nate, Administra
tion; 1976 -Vice 
President of Board. 
Resident of Rich
mond. Term 
expires November 
24, 1978.

HARVEY W. GLASSER, M.D.
District 4

ELLA HILL HUTCH
District 7

Board tenure from 
November 29,
1974. Committees:
1975 - Chairper
son,. Engineering, 
Vice Chairperson, 
Administration:
1976 — Chairper
son, Engineering, 
Member, SWMC. 
Resident of Ala
meda. Term ex
pires November 
24, 1978.

Board tenure from 
November 29,
1974. Committees:
1975 — Chairper
son, Administra
tion, Vice Chair
person, PILC, 
Member, SWMC;
1976 — Chairper
son, Administra
tion, Vice Chair
person, PILC. 
Resident of San 
Francisco. Term 
expires November 
28, 1980.

RICHARD O. CLARK
District 3

JOHN W. GLENN
District 6

JOHN H. KIRKWOOD
District 9

fcilicSi Board tenure from 
March 4, 1970. 
1975 - President 
of Board. Com
mittees: 1976 - 
Chairperson, PILC, 
Vice Chairperson, 
Administration. 
Resident of Oak
land. Term expires 
November 26,1976.

Board tenure from 
November 29,
1974. Committees: 
1975 — Member, 
Administration 
and SWMC; 1976- 
Chairperson, 
SWMC, Member, 
Administration. 
Resident of Fre
mont.Term expires 
November 24,
1978.

Board tenure from 
November 29,
1974. Committees: 
1975-Vice Chair
person, SWMC, 
Member, Engineer
ing, Alternate, 
PILC; 1976-Vice 
Chairperson, 
Engineering and 
SWMC. Resident 
of San Francisco. 
Term expires No
vember 28, 1980.

Elected to office by District voters on No
vember 5, 1974, with terms of office com
mencing on November 29, 1974.



TOP MANAGEMENT TEAM
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Members of the staff team are intro
duced as they appear in the above 
photograph, left to right.

Director of Special Services Phillip O. 
Orrhsbee, a staff member since 1966, 
was named head of his newly-created 
department in November, 1975. His 
staff is involved in facilities manage
ment, mailing, printing, and other 
services.

District Secretary Richard J. Shephard 
has served in that capacity since 1961. 
His office is responsible for coor
dination and preparation of agenda 
materials for Directors’ meetings, ad
ministration of contracts and other 
business documents, and management 
of District central records.

Director of Employee Relations James 
E. Terry joined the District in Febru
ary, 1976. Formerly General Manager 
of the St. Louis transit agency, he now 
heads a staff administering personnel 
and labor relations activities.

Director of Marketing and Communi
cations Diane Duerr Levine came to 
the District in March, 1976, from her 
position as a Staff Vice President of 
Continental Airlines, Los Angeles.She 
heads a staff involved in marketing and 
public service activities.

General Counsel Malcolm M. Barrett 
has served on the District’s legal staff 
since 1969. His staff provides counsel 
in both general and specialized areas 
of law for a wide range of District 
activities.

General Manager Frank C. Herringer 
joined the District in July, 1975. He 
previously headed the U.S. Urban Mass 
Transportation Administration, Wash
ington, D.C., and was formerly a prin
cipal with an international manage
ment consulting firm headquartered in 
New York City.

Director of Planning, Budgeting and 
Research C. Keith Bernard has been a 
staff member since 1970. In his current 
assignment, he leads a staff respon
sible for long range planning and de
velopment of the annual budget, new 
funding programs, and other informa
tion to guide management decisions.

Assistant General Manager - Opera
tions Robert D. Gallaway joined the 
District in November, 1975. Previously 
the Executive Vice President for Op
erations, Texas International Airlines, 
Houston, he now heads all transporta
tion, police, maintenance, and engi
neering functions of the District.

Director of Finance William F. Goelz 
(not shown in photograph) has been a 
staff member since 1966. He heads a 
staff responsible for a wide range of 
activities in accounting, auditing, trea
sury, fare collection, real estate man
agement and insurance programs.

Director of Personnel and Community 
Development Ernest G. Howard joined 
the District in May, 1976. Prior to that 
time, he headed Social Dynamics, Inc., 
a management consulting firm in Berke
ley. His newly-created department 
implements affirmative action, equal 
opportunity policies and emplpyee 
training programs.
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INTRODUCTION
The following report highlights de

velopments of the 1975-76 fiscal year. 
Particular emphasis is given to actions 
taken to achieve improvements in rider- 
ship, operations and administration of 
BART.

RIDERSHIP
The fiscal year closed with average 

daily systemwide patronage at the 
131,000 level for June, reflecting an 
8.3% gain over the June, 1975, level of 
121,000. Midday and night patronage 
together made a strong 38% gain, and 
by year’s end, accounted for 53% of 
total daily patronage. Total patronage 
for the year was 18% ahead of the 
previous year.

On November 3, 1975, an average 
21% increase in interstation fares went 
into effect. Minimum fare remained 30 
cents in suburban areas, but was low
ered to 25 cents in downtown Oakland 
and San Francisco to attract new riders 
in high density areas. Highest trip fare 
(Fremont-Daly City) increased from 
$1.25 to $1.45. The fare increases re
sulted in a minimal 5% loss in patron
age, which was offset by ridership 
gains in December, and through the 
end of the year.

The fare increase, the advent of 
permanent night service, and opening 
of the Embarcadero Station combined 
to produce strong gains in passenger 
revenues. November, 1975, through 
June, 1976, saw a 27% increase in fare 
box revenues over the same eight 
months in the previous fiscal year. 
Passenger revenues totaled $21,700,000 
for the fiscal year, an increase of 
$6,000,000, or 38% over the previous 
year.

The fourth quarter (April through 
June, 1976) saw all marketing and 
passenger service activities reoriented 
and combined into a new department. 
A series of aggressive new sales pro
grams was being developed, which was 
aimed at further increasing ridership 
and revenues in the 1976-77 fiscal year.

'i "

OPERATIONS
A number of improvements in system 

service and operating efficiency were 
realized during the fiscal year.

Despite increased service hours and 
patronage, total revenue car miles of 
22,446,355 were held to a minimal 5% 
increase over the previous period. This 
low mileage factor, achieved with more 
efficient matching of train lengths to 
passenger demand during revenue 
hours, was an important plus factor in 
service reliability and economy.

Extra trains added to peak-hour ser
vice increased the number of cars and 
seats by up to 27% on the Concord 
line, effectively reducing platform 
crowding on the system’s heaviest- 
traveled route.

Improvements in the maintenance 
and engineering activities began to 
make themselves felt in reduced ve
hicle “downtime” (shop work) during 
the year. Between June, 1975, and 
June, 1976, the average daily number 
of revenue cars available for service 
rose from 219 to 245.
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Extra evening trains were scheduled 
around sports and recreation events at 
the Oakland Coliseum, now linked by 
a walkway to the Coliseum Station. 
Other extra trains were experimentally 
run in direct Richmond-Daly City ser
vice as new ways were sought of tailor
ing service more to passenger needs.

As in previous years, temporary night 
service commenced the day after 
Thanksgiving (November 28), extend
ing service hours from 8 p.m. to mid
night through the holiday season. For 
the first time, Saturday shoppers’ ser
vice was also offered for the first three 
weeks in December.

fatalities. The rate pf minor passenger 
accidents declined 19% on a per- 
million-passenger basis. The rate of 
reported misdemeanors and felonies 
declined on a similar basis. Passenger 
claims against the District totaled 117 
as against 164 the previous year.

As of January 1, 1976, revenue ser
vice hours were permanently extended 
from 8 p.m. to midnight, with the 
assistance of TDA funds allocated by 
the Metropolitan Transportation Com
mission. Night service became an 
important new ridership factor, ac
counting for almost 5% of total daily 
patronage by the year’s end.

Bus schedules between BART sta
tions and outlying East Bay communi
ties were improved and 36 new buses 
were put into service during the period. 
The buses are operated for the District 
by AC Transit over five express routes 
in Contra Costa and Alameda counties.

Despite the year’s encouraging 
trends in operations and ^equipment 
utilization, much work on fleet reliabil
ity remained before progress could be 
made on other aspects of service.

The opening of the Embarcadero 
Station on May 27 had an immediate 
impact on patronage, serving nearly 
10,000 passengers daily in the first few 
weeks. Hailed by many as BART’s 
finest architectural effort, the system’s 
34th station has attracted new riders 
to the system and reduced peak-hour 
congestion at the Montgomery Street 
Station.

Service improvements were per
ceived by many BART patrons in a 
systemwide survey taken in May, 1976. 
Of. those surveyed, 50% said service 
was improving, 20% perceived no 
change, 7% said it was worse, and 
23% had no opinion. In another sur
vey, it was found that the people who 
had the best opinion of BART were 
those who rode the system most often.

Basic design problems in the ve
hicles continued to hamper system 
operations. A high rate of unscheduled 
train removals continued to be experi
enced during the fiscal year, higher in 
some months than in the previous year. 
The problems, longstanding since the 
system opened in 1972, required an 
immediate strengthening of the mainte
nance and engineering activities if 
needed progress was to be achieved.

In the area of public safety, the sys
tem continued to compile an excellent 
record, completing almost four years 
of operation with no train passenger

Unscheduled train removals resulted 
primarily from the high failure rates of 
door control systems, propulsion, brak
ing and air conditioning systems, and 
motor alternators. Hot weather failures 
of propulsion systems alone accounted 
for almost 50% of the train removals 
in May, 1976 — the high month of the 
report period with eight removals per 
1,000 revenue car hours.
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iSome significant improvements in 
equipment reliability were achieved 
during the year. Vehicle downtime was 
reduced by instituting direct engineer
ing support for all shop shifts. Prime 
engineering emphasis went to vehicle 
troubleshooting and maintainability. 
Increased attention was given to pre
ventive maintenance. Activation of the 
Hayward Test Track in October, 1975, 
gave staff engineers an important new 
tool for expediting design changes and 
“fixes.”

By the year’s end, major fixes for 
propulsion, braking and air condition
ing systems had been developed, plus 
five modifications to the door control 
system. However, it was obvious that 
much work remained for the 1976-77 
fiscal year.

The staff, the California Public Util
ities Commission, and the University of 
California’s Lawrence Berkeley Labo
ratory worked closely together on de
velopment of an electronic device to 
assure mainline detection of all main
tenance vehicles, and other safety- 
related aspects of the system.

ADMINISTRATION
The General Manager announced a 

series of major departmental realign
ments, primarily aimed at reducing 
layers of supervision and allocating 
additional resources to critical areas.

The total staff increased from 1,877 
to 1,978 during the period, reflecting 
new personnel for night service and 
the strengthened engineering and 
maintenance efforts. However, man
agement was able to hold personnel 
levels in other work areas to 70 fewer 
employees than authorized.

Total operating expenditures were 
$5,000,000 below the authorized oper
ating budget, reflecting substantial un
derspending on salaries and system 
operations for the period.

The District’s tirst (three-year) col
lective bargaining contract ended on 
June 30, 1976. A threatened strike was 
narrowly avoided through intensive, 
round-the-clock negotiations extending 
into July. The District signed a new 
three-year contract with the Service 
Employees International Union, Local 
390, and the Amalgamated Transporta
tion Union, Division 1555, together 
representing 1,500 employees. The 
successful negotiations were cited as 
a model for other public agencies to 
follow in a year of major strikes in the 
Bay Area.

In April, May and June of 1976, the 
State Supreme Court issued opinions 
which ordered a change of venue in 
the District’s multi-million dollar law
suit against Parsons Brinckerhoff- 
Tudor-Bechtel, Westinghouse Electric 
Corporation, Rohr Industries, Inc., and 
others. The case has since been trans
ferred from Alameda County to San 
Joaquin County (Stockton).



FUNDS

WHERE OPERATING FUNDS ($58,897,969) COME FROM
Fares 36.86%

Transactions and 
Use Taxes 35.69%

Sales Tax 
Revenue Bonds

Property Taxes 8.54%

Construction Funds 4.66%

Financial
Assistance 2.78%

Interest and Other 2.65%

t

HOW OPERATING FUNDS WERE SPENT

Maintenance 45.13%

Transportation 25.47%

General and 
Administrative 18.12%

Construction and 
Engineering 8.03%

Police Services 3.25%
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FINANCIAL STATEMENTS

BALANCE SHEET
June 30

1976 1975
ASSETS
Cash (including time deposits of $3,780,000 and $4,770,000) $ 4,684,541 $ 6,028,931
U.S. Treasury, federal agency and other securities (Note A) 54,139,226 44,862,350
Deposits, notes and miscellaneous receivables 10,480,011 13,432,244
Construction in progress (Note A) 20,221,923 14,430,952
Facilities, property and equipment (Notes A and B) 1,477,458,405 1,457,249,819
Accumulated depreciation and amortization (Notes A and B) (74,160,885) (48,038,470)
Materials and supplies, at average cost
Debt service funds, net assets (including time

5,923,559 4,558,183

deposits of $14,518,000 and U.S. Treasury 
and Federal Agency securities of $21,281,002 
in 1976 and $65,668,000 and $6,598,765 in
1975) (Notes C and D) 37,605,146 73,720,529

$1,536,351,926 $1,566,244,538

LIABILITIES AND CAPITALIZATION
Construction contracts and other liabilities $ 21,590,556 $ 32,667,460
Unearned fare revenue 1,594,918 797,242
Payable fo State of California (Note F)
Sales Tax Revenue Bonds ($24,000,000

39,110,538 39,110,538

authorized) (Note D) 24,000,000 16,000,000
Debt service funds (Notes C and D) 37,605,146 73,720,529

123,901,158 162,295,769
Contingencies (Note H)
Capitalization:

Reserve for self-insurance (Note G)
General Obligation Bonds ($812,500,000 authorized)

6,000,000 6,000,000

(Note C):
Bonds outstanding $748,675,000 762,980,000
Bonds matured and retired 55,325,000

804,000,000
41,020,000

804,000,000
Sales Tax Revenue Bonds ($150,000,000

authorized) (Note D);
Bonds outstanding 12,575,000 69,395,000
Bonds matured and retired 137,425,000

150,000,000
80,605,000

150,000,000
U.S. Government grants (Note E) 282,223,256 254,047,780
State of California grant (Note F) 116,902,462 116,902,462
Contributions from others
Depreciation and amortization of assets

23,042,992 15,300,356

acquired with grants and contributions 
by others (Note A) (21,440,328)

400,728,382
(13,008,072)
373,242,526

Accumulated net revenues before
depreciation and amortization

Depreciation and amortization of assets
104,442,943 105,736,641

acquired with District funds (52,720,557)
51,722,386

(35,030,398)
70,706,243

1,412,450,768 1,403,948,769
$1,536,351,926 $1,566,244,538

See notes to financial statements.



STATEMENT OF OPERATIONS

Revenues;
Operating revenues:

Fares
Less discounts, transfers and other deductions

Transactions and use taxes 
Property taxes
Financial assistance — Transportation Development Act of 1971 
Interest and other

Construction funds interest and other

Expenses:
Transportation 
Maintenance 
Police services 
Construction and engineering 
General and administrative

FUNDED EXCESS OF EXPENSES OVER REVENUES 

Unfunded costs:
Depreciation and amortization of all assets 
Less depreciation and amortization of assets acquired with grants 

and contributions by others (Note A)

NET OPERATING LOSS

STATEMENT OF ACCUMULATED NET REVENUES

Accumulated net revenues at beginning of year 
Less net operating loss

Add:
Improvements, inventory accumulation and construction 

overhead capitalized 
Startup costs capitalized (Note A)

Accumulated net revenues at end of year

See notes to financial statements.

Year Ended June 30
1976 1975

$23,594,577 $17,211,689
1,880,864 1,219,600

21,713,713 15,992,089
21,020,914 -0-
5,029,312 4,410,322
1,634,697 729,544
1,558,931 812,496

50,957,567 21,944,451
2,875,244 5,489,589

53,832,811 27,434,040

15,000,484 12,214,553
26,578,460 24,056,905
1,915,739 2,025,272_4>28,93,3 3,611,599

10,674,353 7,948,707
58,897,969 49,857;036
5,065,158 22,422,996

26,122,415 26,011,892

8,432,256 7,457,374
17,690,159 18,554,518

$22,755,317 $40,977,514

$70,706,243 $95,786,396
22,755,317 40,977,514
47,950,926 54,808.882

3,771,460 5,861,768
-0- 10,035,593

$51,722,386 $70,706,243



STATEMENT OF REVENUES, EXPENSES AND 
FUND BALANCES OF DEBT SERVICE FUNDS Year Ended June 30, 1976

General Sales Tax Year Ended
Obligation Revenue June 30, 1975

Bonds Bonds Combined Combined

Revenues:
Property taxes $43,939,192 $ -0- $ 43,939,192 $44,216,251
Transactions and use taxes received for

debt service requirements -0- 24,992,249 24,992,249 35,828,843
Bond proceeds advanced -0- 408,000 408,000 1,248,000
Interest 1,480,258 2,754,102 4,234,360 6,175,011

45,419,450 28,154,351 73,573,801 87,468,105

Less;
Matured interest 33,067,271 4,279,560 37,346,831 39,153,445
Matured or retired principal 14,305,000 56,820,000 71,125,000 44,425,000
Bond service expense -0- 158,928 158,928 50,028
Bond premium -0- 1,058,425 1,058,425 497,286

47,372,271 62,316,913 109,689,184 84,125,759
(1,952,821) (34,162,562)1 (36,115,383) 3,342,346

Balance at beginning of year 19,588,009 54,132,520 73,720,529 70,378,183
Balance at end of year $17,635,188 $19,969,958 $ 37,605,146 $73,720,529

STATEMENT OF CHANGES IN FINANCIAL POSITION Year Ended June 30
1976 1975

FINANCIAL RESOURCES WERE USED FOR:
Operations:

Net operating loss $ 22,755,317 $ 40,977,514
Noncash expense — depreciation and amortization (17,690,159) (18,554,518)

FUNDS USED IN OPERATIONS 5,065,158 22,422,996

Bond principal 71,125,000 44,425,000
Bond interest 37,346,831 39,153,445
Additions to construction in progress and facilities,

property and equipment 23,110,212 71,228,136
Decrease in construction contracts and other liabilities 11,076,904 12,823,745
Increase (decrease) in cash and securities 7,932,486 (23,093,250)
Bond premium 1,058,425 497,286

$156,715,016 $167,457,358

FINANCIAL RESOURCES WERE PROVIDED BY:
Property taxes $ 43,939,192 $ 44,216,251
Decrease (increase) in debt service funds (less bond proceeds

advanced of $408,000 in 1976 and $1,248,000 in 1975) 36,523,383 (2,094,346)
Grants from U.S. Government 28,175,476 56,406,303
Transactions and use taxes for debt service requirements 24,992,249 35,828,843
Sales Tax Revenue Bonds issued 8,000,000 16,000,000
Contributions from others 7,742,636 8,160,321
Interest on investments 4,234,360 6,175,011
Decrease in deposits, notes and miscellaneous receivables 2,952,233 4,556,502
Other decrease (increase) 155,487 (1,791,527)

$156,715,016 $167,457,358

See notes to financial statements.



NOTES TO FINANCIAL STATEMENTS 
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NOTES TO FINANCIAL STATEMENTS 
Years ended June 30, 1976 and 1975

NOTE A — Summary of Significant Accounting Policies
The San Francisco Bay Area Rapid Transit District is a political sub

division of the State of California created by the Legislature in 1957 and 
regulated by the San Francisco Bay Area Rapid Transit District Act, as 
amended. The District does not have stockholders or equity holders and 
is not subject to income tax. The disbursement of all funds received by the 
District is controlled by statutes and by provisions of various grant contracts 
entered into with the State of California and the United States Government.

The District receives an allocation of property tax revenues for purposes 
of providing for general and administrative expenses not involving construc
tion in progress, although such revenues may be used for construction 
purposes if needed.

Securities are carried at cost which approximates market.
The cost of acquisition and construction of rapid transit facilities is 

recorded in construction in progress and represents amounts paid or bwing 
to contractors including amounts provided by state and federal grants for 
construction purposes. As facilities are completed and become operative, 
the District transfers them to facilities, property and equipment accounts.

Depreciation on facilities, property and equipment is cornpuled using the

straight line method over the estirnated useful lives of the assets. The 
amount of depreciation of assets acquired with the District’s funds is dis
tinguished from the amount of depreciation of assets acquired with grants 
and contributions by others, and the latter amount is shown on the balance 
sheet with the related contributions. This format follows the recommenda
tions for public transportation systems in the Industry Audit Guide “Audits 
of State and Local Governmental Units" prepared by the Committee on 
Governmental Accounting and Auditing and issued by the AlCPA in 
September 1973.

Accounting policies for General Obligation Bonds (Note C), Sales Tax 
Revenue Bonds (Note D), Government Grants (Notes E and F) and reserve 
for self insurance (Note G) are described in separate footnotes.

From 1966 through fiscal 1975, the District consistently capitalized-as 
part of pre-Tull revenue operating expenses, certain startup costs. The 
amount so capitalized for the year ended June 30, 1975 was $10,000 000 
($15,000,000 in 1974).
Certain reclassifications have been made in the 1975 financial statements 
to conform to the classifications used in 1976.

NOTE B — Facilities, Property and Equipment
Facilities, property and equipment, asset lives, and accumulated depreciation and amortization at June 30,1976 and 1975, are summarized below:

Land
Improvements
Systemwide operation and control 

^ Revenue transit vehicles 
“■Service and miscellaneous equipment 
Pre-full revenue operating expenses 

7 Repairable property items

1976 1975
Accumulated Accumulated

Lives
Depreciation Depreciation

and and
(Years) Cost Amortization Cost Amortization

Nondepreciable $ 106,493,208 $ 105,372,869
80 1,029,805,029 $37,971,973 1,023,807,659 $25,198,775
20 85,890,125 12,643,560 83,958,497 8,232,844
30 146,273,421 11,903,303 136,599,148 7,190,387

3 to 20 9,086,504 2,261,272 '8,279,442 1,430,239
30 94,103,267 8,927,382 94,174,492 5,705,389
30 5,806,851 453,395 5,057,712 280,836

$1,477,458,405 $74,160,885 $1,457,249,819 $48,038,470

Construction of the system is substantially complete. Initial operation of the system began in September 1972, and all 71 miles of rapid transit line were 
in regular passenger service on September 16, 1974.

NOTE C — General Obligation Bonds
In 1962, voters of the member counties of the District authorized a 

bonded indebtedness totaling $792,000,000 of General Obligation Bonds. 
Bonds amounting to $738,425,000 were outstanding at June 30, 1976, with 
principal maturities from 1977 to 1999. Payment of both principal and 
interest is provided by the levy of District-wide property taxes. During 1966, 
City of Berkeley voters formed Special Service District No. 1 and authorized 
the issuance of $20,500,000 of General Obligation Bonds for construction 
of subway extensions within that City. Special Service District No. 1 Bonds, 
amounting to $10,250,000, were outstanding at June 30, 1976, with principal

maturities from 1977 to 1998. Payment of both principal and interest is 
provided by taxes levied upon property within the Special Service District.

Bond principal is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15 from Debt Service Funds. Prin
cipal of $15,650,000 General Obligation Bonds and $290,000 Special 
Service District No. 1 Bonds matures on June 15, 1977. Interest of 
$15,902,390 on General Obligation Bonds and $230,158 on Special Service 
District No. 1 Bonds is payable on December 15, 1976. The composite 
interest rate on bonds currently outstanding is 4.11%.

NOTE D — Sales Tax Revenue Bonds
The 1969 Legislature of the State of California authorized the District to 

issue revenue bonds totaling $150,000,000. The Sales Tax Revenue Bonds 
are secured by a pledge of the proceeds of the one-half per cent Trans
actions and Use Tax authprized by the 1969 Legislature and by monies 
received by the District from other sources, in lieu of Transactions and Use 
Tax proceeds, if legally made available. The bonds maturing on or after 
January 1, 1976, are redeemable prior to maturity at the option of the Dis
trict on various dates at prices ranging from 104% to 100%. Bonds 
amounting to $12,575,000 were outstanding at June 30, 1976. The District's 
obligation, as of June 30, 1976 with respect to these bonds, which mature 
January 1, 1977, was completely discharged by deposit of federal securities

with the trustee. Interest of $333,170 is payable on July 1, 1976. The 
composite interest rate on bonds outstanding is 5.38%.

In August 1974, the State Legislature extended the one-half per cent 
Transactions and Use Tax until December 31, 1977 or until the District has 
received $82,000,000 over and above the amount required to pay principal 
and interest on the earlier outstanding Sales Tax Revenue Bonds, vyhich- 
ever is sooner. On September 22, 1976, the tax was further extended to 
June 30, 1978. The additional revenues are to be used for operational pur
poses, including the liquidation of operating deficits. The District was 
authorized to issue negotiable bonds secured by such revenues in amounts 
not to exceed $16,000,000 in fiscal 1974/75, $8,000,000 in fiscal 1975/76
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and $1,300,000 in fiscal 1976/77. Sales Tax Revenue Bonds in the amount 
of $24,000,000 were outstanding at June 30, 1976, with principal maturities 
of $8,000,000 on January 1, 1977, and $16,000,000 on January 1, 1978. As 
of June 30, 1976, the District had deposited $6,000,000 of federal securities 
with the trustee to meet future maturities of these bonds. Interest of 
$620,000 is payable on July 1, 1976. The composite interest rate on the 
bonds outstanding is 5.12%.

The collection and administration of the tax, which became effective 
April 1, 1970, is performed exclusively by the State Board of Equilization 
and all taxes are transmitted directly to the appointed trustee for the pur

pose of paying bond interest semiannually on July 1 and January 1, 
principal annually on January 1 and expenses of the trustee. Monies not 
required for these purposes are transmitted to the District. The total 
Transactions and Use Taxes received in fiscal 1975/76 was $46,013,163, 
of which $24,992,249 was retained by the trustee for the above purposes 
and $21,020,914 was transmitted to the District.

The State Board of Equilization has estimated that the revenue from the 
Transactions and Use Tax for the period April 1 to June 30, 1976, will be 
approximately $9,200,000. Of this amount, $2,300,000 had been received 
by the trustee and recorded by the District as of June 30, 1976.

NOTE E — U.S. Government Grants
The U.S. Government, under grant contracts with the District, provides 

financial assistance for research, beautification, certain construction proj
ects and transit vehicle and other procurement. Additionally, the District is 
administering federal grants to the City and County of San Francisco 
(CA-03-0004) for construction of three Market Street Station mezzanines, 
two street plazas and street extensions, and a grant to the City of Berkeley 
(CA-03-0009) in connection with the construction of subway extensions 
within Berkeley. The following grants were in force as of June 30, 1976:

Funds
Project — Purpose

Beautification Grants:
CALIF-BD-1
CALIF-B-160
CALIF-B-163
CS-CA-09-39-1074

Demonstration Grants:
CA-06-0021 (Transit Design) 
CA-06-0023 (Fare Collection) 
CA-06-0026 (Transit Flardware) 
CA-06-0032 (Prototype Vehicles)

Maximum Grant

$ 427,098
260,253 
499,296 
774,805 

1,961,452

6,157,256
922,997
761,568

5,000,000
12,841,821

Received

$ 427,098*
260,253* 
499,296* 
774,805* 

1,961,452

6,157,256*
922,997*
761,568*

4,500,000
12,341,821

Capital Grants — Construction and 
Procurement:
CA-03-0006 
CA-03-0011 
CA-03-0015 
CA-03-0019 
CA-03-0047 
CA-03-0052 
CA-03-0058 
CA-03-0059 
CA-03-0069 
CA-03-0083

CA-03-0004 (San Francisco) 
CA-03-0009 (Berkeley)

ether:
A40-41-182 (Sculpture)

* Project completed

12,867,862
13,103,910
25,939,945
88,000,000

1,000,000
38,136,666

1.700.000 
61,845,066 
28,906,133

1.172.000 
272,671,582

19,902,430
4.733.000 

297,307,012

30,000
$312,140,285

12,867,862*
13,103,910*
25,939,945*
88,000,000

878.000
29.918.000 

1,470,000
53,358,666
17.536.000

912.000 
243,984,383

19,172,600
4,733,000*

267,889,983

30,000
$282,223,256

NOTE F — Slate of California Grant
Pursuant to Sections 30770-30782 of the California Streets and Highways 

Code, the Department of Public Works of the State of California authorized 
the District to construct the San Francisco-Cakland rapid transit tube and 
its approaches with State funds. Under Section 30778 of the Code, further 
modified by an agreement with the State Department of Public Works, the 
District will reimburse the State for costs of the tube approaches. At June

30, 1976, the District had received $172,513,000 of which $55,610,538 is 
repayable to the State of California for the tube approaches. Reimburse
ment will be fulfilled by application of a $16,500,000 credit to the District 
arising from highway betterments constructed with District funds on State 
Route No. 24 and by payment of $1,000,000 on December 31, 1977, and 
$2,500,000 annually beginning December 31, 1978.'

NOTE G — Reserve for Self-Insurance
The reserve for self-insurance is presently limited, by resolution of the 

Board of Directors of the District, to a maximum of $6,000,000 to provide 
for the uninsured portion of general liability and property damage and 
workmen's compensation exposure. Policies for excess risks are placed 
with major insurance carriers. In the opinion of management of the District, 
excess risk insurance coverage for operating and property liability is not

adequate. The ability of the District to maintain an acceptable level of 
insurance coverage in this area has been hampered by the refusal of many 
insurance carriers to offer such insurance to members of the railway and 
transit industry. Efforts are continuing on the part of the District to obtain 
additional excess risk insurance for operating and property liability.

NOTE H — Litigation and Other Disputes with Contractors
The District has filed suit against its consulting engineer Parsons, 

Brinckerhoff-Tudor-Bechtel (PB-T-B), two of its primary contractors, Rohr 
and Westinghouse, a subcontractor, Bulova, and the primary contractors’ 
respective sureties, seeking in damages approximateiy $88,000,000 from 
PB-T-B, $41,000,000 from Rohr, $55,000,000 from Westinghouse, $4,500,000 
from Westinghouse, Bulova and PB-T-B, and in addition, $50,000,000 for 
loss of revenue from Rohr, Westinghouse, and PB-T-B. Special Trial 
Counsel is unable to comment on the District’s ultimate recovery under this

action. Some of the defendants may enter cross-claims against the District. 
The ultimate liability, if any, with respect to such cross-claims is unknown.

In addition, contractor claims amounting to approximately $28,000,000 
have been submitted to the District. It is anticipated that some additional 
claims will be submitted in the future. Special Trial Counsel is unable to 
comment on the District’s ultimate liability, if any, for these claims since 
they involve substantial factual and legal disputes which have not yet been 
fully analyzed.

NOTE I — Public Employees Retirement System
The District contributes to the Public Employees Retirement System. 

The System is a contributory pension plan which provides retirement, dis
ability and death benefits. Substantially all full-time employees of the 
District are covered by the System. Pehsion costs of the System are de
termined actuarially and required District contributions are expensed cur- 
12

rently. Pension expense was $2,400,000 and $2,050,000 in 1976 and 1975, 
respectively. The excess, if any, of the actuarially computed value of vested 
benefits over the total of the pension fund and balance sheet accruals less 
pension prepayments and deferred charges is not available.
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September 10, 1976 
(September 22,1976 as to Note D)

Board of Directors
San Francisco Bay Area Rapid Transit District 
Oakland, California

We have examined the balance sheet of the San Francisco 
Bay Area Rapid Transit District as of June 30, 1976 and 
1975, and the related statements of operations, accumulated 
net revenues, revenues, expenses and fund balances of 
debt service funds, and changes in financial position for the 
years then ended. Our examination was made in accord
ance with generally accepted auditing standards, and 
accordingly included such tests of the accounting records 
and such other auditing procedures as we considered neces
sary in the circumstances.

As explained in Note A, certain pre-full revenue operating 
costs amounting to $10,000,000, which were incurred after 
achieving substantial revenue operations, were capitalized 
in the year ended June 30, 1975. Under generally accepted 
accounting principles, these costs should not be capitalized.

In our opinion, except for the effects in 1975 of capitaliz
ing the pre-full revenue operating costs as discussed in the 
preceding paragraph, the aforementioned financial state
ments present fairly the financial position of the San Fran
cisco Bay Area Rapid transit District at June 30, 1976 and 
1975, and the results of its operations, the revenues, ex
penses and fund balances of its debt service funds, and the 
changes in its financial position for the years then ended, 
in conformity with generally accepted accounting principles 
applied on a consistent basis.

Certified Public Accountanls

SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT
Established in 1957 by the California State Legislature. 
Authorized to plan, finance, construct and operate a rapid 
transit system.
Governed by a Board of Directors whose members are 
elected for four-year terms by voters of nine election dis
tricts within the counties of Alameda, Contra Costa and 
San Francisco.

Administrative Headquarters—
800 Madison Street, Oakland, California, 94607.
(415) 465-4100.

DISTRICT OFFICERS
(Appointed by the Board of Directors)
Frank C. Herringer General Manager
Malcolm M. Barrett General Counsel
William F. Goelz Director of Finance
Richard J. Shephard Secretary

This Annual Report is published by the District pursuant to 
Article 28770, Public Utilities Code of the State of California.



■ BART SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT 
800 Madison Street

W TBT ■ Oakland, California 94607 
(415) 465-4100.



IU
1976/1977 
ANNUAL REPORT

^ i ^ ISAN FRANCISCO BAY AREA 
RAPID TRANSIT DISTRICT

*

■■
::., ,■'

fi |V

'm

.>•
'•,:.- ...j ,,

____ IS

3wmM-
■• 1 . **:

mmm, - - , .

mm ^ % .V

1 y^i ifflaooa

___

%k
mw

m
mwm

n. wm

a«s
wm :

mm
«i

I
l£ss?!iSS!. ''ilkiiASji

t
mm

■lili
.SIS;'.:'.



The Cover: yesterday, today and tomorrow...

"It the Bay Areals to be preserved as a fine place to live and work, a regional rapid transit system is, 
essential to prevent total dependence on automobiles and freeways.” Thus was the underlying 
concept for BART defined in a final.study .released in 195b by the San Frandsuo Bay Area I'-tapid 
Transit Commission. - ' . ’ '

Today, as depicted on the cover map, BART has, indeed, .become a major element iri. regional public 
transportation . . . an aesthfitically atlraotive, arivironmentally sound, and onergy-officient alternative 
to the automobile-

And tomorrow? BART is destined to play an even more vital role in the Bay Area’s capacity to 
grow and prosper, while providing a meaningful alternative to environmental intrusions that accompany 
total dependence on the automobile. • , ...........
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MESSAGE FROM THE PRESIDENT 

AND THE GENERAL MANAGER

NOTE 5 - GENERAL OBLIGATION AND SALES TAX REVENUE BONDS (con t)

In 1962, voters of the member counties of the District authorized 
a bonded indebtedness totaling $792 million of General Obligation 
Bonds. Payment of both principal and interest is provided by the 
levy of District wide property taxes. During 1966, City of Berkeley 
voters formed Special Service District No. 1 and authorized the 
issuance .of $20.5 miilion of Generai Obligation Bonds for construc
tion of subway extensions within that city. Payment of both principal 
and interest is provided by taxes, levied upon property within the 
Special Service District. Bond principal is payable annually on 
June 15 and interest is payable semiannually on June 15 and 
December 15 from debt service funds. Interest of $15,477,000 on 
General Obligation Bonds and $222,000 on Special Service District 
No. 1 Bonds is payable on December 15, 1977.

The 1969 Legislature of the State of California authorized the 
District to impose a Vs % Transactions and Use Tax within the 
District and issue Sales Tax Revenue Bonds totaling $150 million.

The State Legislature later extended the tax to June 30, 1978 and 
authorized the District to issue bonds totaling $24 million. Payment 
of both principal and interest is provided by the Vs % Transactions 
and Use Tax. Bond principal is payable annually on January 1 and 
interest is payable semiannually on July 1 and January 1 from debt 
service funds. Interest of $404,000 is payable on July 1, 1977.

On September 30, 1977, the Governor signed legislation which 
will extend the Transactions and Use Tax indefiniteiy. Under the 
legislation, revenues from the tax imposed on or after January 1, 
1978, and revenues from the tax imposed prior to January 1, 1978, 
but available after March 31, 1978, will, subject to certain restric
tions, be allocated 75% to the District and 25% by the Metropolitan 
Transportation Commission to the District, the City and County of 
San Francisco, and the Alameda-Contra Costa Transit District for 
improvements in the level of transit service.

NOTE 6 - U S GOVERNMENT GRANTS
The U S Government, under grant contracts with the District, 

provides financial assistance for capital projects. Additionally, the 
District is administering federal grants to the City and County of 
San Francisco for construction of Market Street station mezzanines, 
street-plazas and street extensions, and a grant to the City of 
Berkeley in connection with the construction of subway extensions. 
Grants for capital projects are recorded as additions to net capital 
investment when received. A summary of federal, grants in force at 
June 30, 1977 is as follows:

(In Thousands)
Type Maximum Funds

Of Grant Grant Received

Beautification $ 1,961 $ 1,961
Demonstration 12,842 12,342
Capital 300,989 274,296

$315,792 $288,599

NOTE 7 - LITIGATION AND DISPUTES WITH 
CONTRACTORS AND OTHERS

The District has filed suit against its consulting engineer. Parsons 
Brinckerhoff-Tudor-Bechtel (PB-T-B), two of its primary contractors, 
Rohr Industries, Inc. and Westinghouse Electric Corporation, a 
subcontractor, Bulova Watch Company and the primary contractors’ 
respective sureties, seeking damages of approximately $160 million 
from Westinghouse, Rohr and PB-T-B, and in addition, $2 million 
from Westinghouse, PB-T-B and Bulova.' Some of the defendants 
have indicated that they intend to enter cross-ciaims against the 
District.

Cn July 18, 1977, the District and the defendants (except Bulova) 
announced that they had reached a settlement in principle of this 
litigation. A written agreement setting forth detailed terms and con
ditions is being prepared and must be approved by all parties. In 
general, the settlement in principle provides for the payment to the 
District of $15 million ($1.3 million of which has already been 
received) and a release of claims by all parties.

In addition, Rohr has agreed to accept a payment of $6.2 million 
from the District in settlement of a separate claim involving $15 
million in disputed billings under the Transit Vehicle Contract. The 
District will submit a requisition for approximately 80% of this 
payment to the Urban Mass Transportation Administration (UMTA). 
The overall settlement is contingent on UMTA approval of the 
District's requisition.

The District has capitalized $4.4 million in costs related to the 
litigation. It is anticipated that net proceeds from the tentative 
settlement would be applied against project costs and would make 
funds available for capital improvements.

In addition, the District is involved in various lawsuits, claims, 
and disputes which, for the most part, are normal to the District's 
operation. In the opinion of management, the amount of costs that 
might be incurred, if any, would not materially affect the District’s 
financial position or operations.

NOTE 8 - PUBLIC EMPLOYEES RETIREMENT SYSTEM
The District contributes to the Public Employees Retirement 

System. The System is a contributory pension plan providing 
retirement, disability and death benefits to employees of certain 
State and local governmental units. Substantially all full-time em

ployees of the District are covered by the System. Pension costs 
of the System are determined actuarially and required contributions 
are expensed currently. Pension expense was $3,441,000 and 
$2,400,000 in 1977 and 1976, respectively.

This was a year in which BART made significant progress in a number of areas.

The Board of Directors welcomed several new members, and this Board, together with management, 
developed the first comprehensive set of goals and objectives for BART. These goals and objectives were the 
basis for a thorough analysis of BART’s budget, which led to the adoption of a budget for the next fiscal year in 
which expenses will be fully covered. No fare increase is anticipated; and new weekend service, together with 
direct Richmond/Daly City service, is expected to commence.

Steps were taken to bring operating costs, of which over 70% are wages, salaries and fringe benefits, under 
better control. These efforts to increase productivity will be intensified in the months to come.

Substantial effort by the Board and management led to a settlement in principle, on terms quite favorable to 
BART, of the costly and time-consuming litigation against the designers and builders of the system. In addition, 
BART’s long-term financial stability has been assured through the passage of Assembly Bill 1107, authored by 
State Assembly Speaker Leo T. McCarthy. It was signed into law on September 30,1977.

During the year, an expected unfunded deficit was eliminated, equipment failures declined, car availability 
increased, and more passengers were carried. On January 26,1977, we carried our 100 millionth passenger, and 
on October 28,1977, one of our most interesting — Prince Charles.

While the past year was one of substantial improvement for BART, we still have a long way to go before 
providing the service the taxpayers of Alameda, Contra Costa and San Francisco deserve. We expect that next 
year will see the system substantially closer to that goal.

7
Barclay Simpson 
President of the Board

NOVEMBER 1977

Frank C. Herringer 
General Manager

" rift' ii**

Working sessions 
between
President Simpson 
(right) and 
General Manager 
Herringer are a 
familiar sight 
on the 5th floor 
of the BART ' 
Administration 
Building.
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FY 1976/77

RIDERSHIP

Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles
System utilization factor (ratio of passenger miles to available 

seat miles)
End-of-period ratios 

Peak patronage 
Off-peak patronage
BART’S estimated share of peak period transbay trips — 

cars, trains and buses
Passengers with automobile available (as alternative to BART)

34,599,088 
133,453 

12.8 miles 
444,401,162

.270

51%
49%

26%
61%

OPERATIONS 
Annual revenue car miles
Unscheduled train removals — average per revenue day 
Transit car availability to revenue car fleet 
Passenger miles per equivalent gallon of gasoline 
Passenger accidents per million passenger trips 
Crimes reported per million passenger trips

22,862,970
11.7

76%
51

19.71
122.4

FINANCIAL

Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses
Operating ratio (total operating revenues to net operating 

expenses)
Operating revenue per passenger mile 
Operating cost per passenger mile 
Average passenger fare

24.692.000 
1,466,000

26.158.000
66.814.000 (3)

39.15%
5.90

15.00
73.80

FY 1975/76

32,897,431 
127,464 

12.6 miles 
414,507,631

.256

NA
NA

26%
61%

22,446,355 
17.3 

60%
50
21.31
91.58

(1)
(2)

$ 21,714,000 
1,507,000

23.221.000
55.126.000

42.12%
5.60

13.30
70.80

NOTES
General note: Data represent annual averages, unless otherwise noted. 1975/76 data adjusted where necessary from 

previously reported results to provide comparability with 1976/77 data.
(1) FY 1975/76 data represents six months ending June 30, 1976.
(2) FY 1975/76 data represents four months ending June 30, 1976.
(3) Before cumulative effect, on years prior to June 30, 1977, of change in method of recording self-insured costs for 

liability and worker’s compensation claims in the amount of $1,033,000.

NOTE 2 - CHANGES IN METHODS OF ACCOUNTING (conf ) 
Self-Insurance

The District insures itself for most worker's compensation, generai 
liability and major property damage. During 1977 the District 
changed its method of recording the costs of self-insured claims 
and major property damage to when they are incurred instead of 
when they are paid.

The effect of this change was to increase the 1977 net loss by 
$3,141,000 including $2,982,000 of costs from prior years. The 
$2,982,000 represents $1,033,000 in worker’s compensation and 
liability claims and $1,949,000 in major transit vehicle property 
damage. The pro forma amounts shown opposite reflect retroactive 
application of the change as if the method had been in effect in 
both 1977 and 1976.

(In Thousands)

Net loss reported 
Cumulative effect of change 

in method of accounting 
applicable to:

1976
Prior to 1976

1977
$29,018

(580)
(2,402)
(2,982)

$26,036

1976
$22,668

580

580
$23,248

NOTE 3 - FACILITIES, PROPERTY, AND EQUIPMENT
Facilities, property, and equipment, asset lives, and accumulated 

depreciation and amortization at June 30, 1977 and 1976 are 
summarized as follows:

1977
(In Thousands)

1976
Accumulated Accumulated
Depreciation Depreciation

Lives And And
(Years) Cost Amortization Cost Amortization

Land _ $ 106,544 $ - $ 106,493 $ -
Improvements 80 1,031,406 50,164 1,029,805 37,972
Systemwide operation and control 20 87,095 17,136 85,890 12,644
Revenue transit vehicles 30 144,075 16,481 146,274 11,903
Service and miscellaneous equipment 3 to 20 9,719 3,099 9,087 2,261
Capitalized construction and start-up costs 30 95,175 11,944 93,794 8,619
Repairable property items 30 6,726 653 5,807 453

$1,480,740 $99,477 $1,477,150 $73,852

NOTE 4 - PAYABLE TO THE STATE OF CALIFORNIA
Under Sections 30770-30782 of the California Streets and High

ways Code, the Department of Public Works of the State of California 
authorized the District to construct the San Francisco-Oakland rapid 
transit tube and its approaches with State funds. These Code 
Sections provide that the District will reimburse the State for the 
costs of the tube approaches. At June 30, 1977, the District had

received $172,513,000 of which $55,611,000 was repayable to the 
State. Reimbursement of $16,500,000 was fulfilled by application 
of a credit due the District arising from highway betterments con
structed with District funds on State Route No. 24. On September 
30, 1977, the Governor signed legislation which will cancel the 
District’s obligation to pay such costs.

NOTE 5 - GENERAL OBLIGATION AND SALES TAX REVENUE BONDS 
General Obligation Bonds

1962 District Bonds
1966 Special Service District Bonds

Sales Tax Revenue Bonds
1969 Sales Tax Revenue Bonds 
1975 Sales Tax Revenue Bonds

Composite
Interest

Year
Last

Series Original Amount

(In Thousands)
1977

Due In Due In
1976

Rate Matures Authorized Issued 1 Year Total 1 Year Total
4.09%
4.41%

1999
1998

$792,000
20,500

$812,500

$792,000
12,000

$804,000

$17,450
300

$17,750

$722,775
9,960

$732,735

$15,650
290

$15,940

$738,425
10,250

$748,675

_ 1977 $150,000 $150,000 $ - $ - $12,575 $ 12,575
5.44% 1978 $ 24,000 $ 24,000 $16,000 $ 16,000 $ 8,000 $ 24,000
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NOTES TO FINANCIAL STATEMENTS 
June 30, 1977 and 1976
NOTE 1 - SUMMARY OF SIGNIFICANT ACCOUNTING METHODS 
Description of the District

The San Francisco Bay Area Rapid Transit District is a public 
agency created by the legislature of the State of California in 1957 
and regulated by the San Francisco Bay Area Rapid Transit District 
Act, as amended. The District does not have stockholders or equity 
holders and is not subject to income tax. The disbursement of all 
funds received by the District is controlled by statutes and by pro
visions of various grant contracts entered into with Federal and 
State agencies.
Securities

Securities are carried at cost which approximates market.

Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Deprecia

tion is calculated using the straight-line method over the estimated 
useful lives of the assets. The amount of depreciation of assets 
acquired with District funds is distinguished, from depreciation of 
assets acquired with grants and contributions by others. The latter 
amount is shown on the statement of changes in net capital invest
ment with the related grants and contributions.

Federal and State Grants
The District receives amounts from both Federal and State govern

ments to assist in operations and for capital or other projects. Grants 
foncapital and other projects are recorded as additions to net capital 
investment oi'i lei.eipt. Grants for operating expenditures arc in
cluded as financial assistance in the statement of operations.

Sales Tax Revenue
The one-half percent transactions and use tax, imposed by the 

District within the counties it serves, is collected and administered

by the State Board of Equalization. All tax proceeds are trans
mitted directly to a trustee and recorded as revenue in the debt 
service funds on receipt. The trustee retains funds necessary for 
debt service requirements and transmits the excess, if any, to the 
District, The District records funds not required for debt service 
and the proceeds of Sales Tax Revenue Bonds (issued for opera
tional purposes) as financial assistance when received. The State 
Board of Equalization estimates that transactions and use tax 
revenues for the period April 1, 1977 to June 30, 1977 will be 
approximately $10,200,000. Of this amount, $2,550,000 had been 
received by the trustee and recorded by the District. Comparable 
figures for 1976 were $9,200,000 and $2,300,000 respectively.

Property Tax Revenue
The District receives property tax revenues to service the debt 

requirements of the General Obligation Bonds and records these 
revenues in the debt service funds. It also receives an allocation of 
property tax revenues to provide for general and administrative 
expenses not involving construction, although such revenues may 
be used for construction if needed. The District records this property 
tax allocation as financial assistance.
Self-Insurance

The District is largely self-insured for worker’s compensation and 
general liability claims and major property damage. The District 
records the costs of self-insurod claims and major property damage 
when they are incurred. In addition, the District has designated 
$6,000,000 of its capitalization as a reserve for self-insurance.
Reclassifications

Certain reclassifications have been made in the 1976 financial 
statements to conform to 1977 presentation.

NOTE 2 - CHANGES IN METHODS OF ACCOUNTING
Revenue Recognition

• Interest Earned on Capital Sources
In 1977, the District has accounted for interest earned on 

capital sources as an increase in net capital investment where
as in prior years this interest had bpen recorded a,s revenue in 
the statement of operations. This method was adopted to 
recognize that interest from capital sources should be directly 
associated with the capital which gives rice to the intcrcot and 
which is not available for current operations,

• Sales Tax Revenue Bond Proceeds
In 1975 and 1976, the District issued $16,000,000 and

$8,000,000, respectively, of Sales Tax Revenue Bonds to be 
used in support of operations. The proceeds of these bonds, 
net of interest advanced to the liuslee, amuunled to $14,970,000 
in 1975 and $7,623,000 in 1976. To recognize the operational 
support pr'i'iviifHiI, iliii financial ctatomomo for prior years have 
been restated to include the bond proceeds as revenue In the 
year received.

To give effect to these changes in methods of revenue recogni
tion, prior year finanical statements have been restated as follows:

Balance, as previously reported 
Interest from capital sources 
Proceeds from $ales Tax Revenue Bonds 
Reclassification of improvements, 

inventory accumulation, and 
construction overhead capitalized 

Reclassification of prepaid 
and accrued interest advanced 
to the trustee

Balance, as adjusted

Transactions
And

iJse Tax 
$21,021

7,623

$28,644

Net Loss 
Transferred 

To
Accumulated

Dofloit
$22,755

,2,875
(7,623)

(3,771)

$14,236

(In Thousands) 
1976

Accumulated Deficit
Beginning

Of
Year

$ 70,706 
(116,892) 

14,9/0

End
Of

Year

$ 51,722 
(110,767) 

22,593

Interest
On

Capital

’„i-707

($ 31,216) ($ 45,452) $119,767

Funds 
To Be 

Provided 
By

Transactions 
Ano Use Tax

$ - 

22,593

1,407
$24.000

■fli)7S=197? FOE^DS OF $70,268,000
Where Operating Funds Came From (In Thousands) How Operating Funds Were Spent (In Thousands)

Transactions

44,8%
$31,528

7,8%
$5,821

_Property Tax

Funds

35.1%
$24,6S2

4.7%
$3,279

^ 2,1.4 53.784 
SI.466

Maintenance

Transportation
25.i%
$17.9*2

General and 
Administrative

16.9%
$11,858

Construction

Investment 
_ Income

and other Police Servic

iS5,434

3.0%
S2.114.'

Ages
Sy^¥EY PAm*

Household Income Education Ethnic Mix

BART* DISTRICT t
PASSENGERS POPULATION

44%

57% 14-34

14-34

.............. ................ ;
s i
:....... 56%............. ;

43% 1 35 And Over {

35 And Over
... ....... ........ ........................ ............... ............................... ' .... usii

i

BART*
PASSENGERS

DISTRICTtt
POPULATION

BART*
PASSENGERS

DISTRICT + 
POPULATION

14%

Under $7M
15%

Under STM
20%

School

Graduate or under

27%
$7-S15M

27%
S7-S15M

’ 38%Some
College

68%

High School 
Graduate or under

32%
S15-$Z5M 36%

S15425M

27%

Above $25M
22%

Above $25M

41%
Csllife

iraduele or ahmi

16%
Some

College

16%
College

Graduate or above

pasIe*n"^e1,s PoTurAV7o*N 1

■.wsw.wMvs'.',,,'•■••mi/.

.....s.....1 80%
White Caucasian 

Spanish American

.mvw ■ ■ ■ " 'iW.lWVif.vvw • “W.V

5% Spgnish American rrr----------- -------------------

9% Black li% Black

1-..=.
4= Based on BART passenger survey data collected May 1977.
4- Population age and ethnic data based on 1970 U.S. Census in BART counties. 
fl-IOTO U.C. Census figures adjusied to 1975 level; see MTu BaHI Impact 

Report WP 35-3-77.

SYSTEEyj ©PE^ATKD^S
Monthly Averages of Weekday Patronage Monthly Averages Cars Available for Service

(In thousands)
140

(In thousands)
400

1976-1977

11976-1977

..1975-1976

1975-1976 V‘ ..
JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

Special notes for patronage cliart (1975-76 line only)
Regular late night service started January 1,1976 • S.F. Muni Buses not In service March 31-May 7, 1976. 
Embarcadero Station opened May 27,1976 • Fare Increase November 3, 1975.



RIOERSHIP
BART'S efforts to attract new ridership during the 1976/77 fiscal year met with some success. The fiscal year 

saw a steady growth in ridership from 131,466 daily average in June 1976, to 136,304 daily average in June 1977, 
Overall, this meant a total ridership gain over the previous period of 5.2%. BART had an estimated 26% share of 
the peak period transbay market. Fare revenues increased by 13.7% over the previous fiscal year.

Promotional efforts contributed to the increase in ridership during the period. The most successful holiday 
promotion drew a record 150,000 riders into the system on Labor Day 1976 — a more than 150% increase over 
previous Labor Day business. A key feature was a 25-cent fare, good for a ride anywhere on the system. Special 
holiday fares, plus other promotional devices, attracted many first-time riders to the system.

The promotions were principally aimed at building public awareness of service hours and destinations. Public 
opinion surveys taken during mid-1976 and mid-1977 show that the general level of awareness of service hours 
did increase substantially. For example, awareness that BART operates until midnight increased from 55% to 74% 
among frequent riders, and from 30% to 53% among the non-frequent riders during the period.

The major use of BART continues to be work trips and school trips, which together accounted for 82% of all 
riders in the 1977 survey. However, the same survey indicated that an increasing number of people are riding

Depreciation
And

Retirements

State
\j\

Acquired With As Adjusted (Note 2)
US Of Contributions Grants And Interest Net

Government California From Contributions Accumulated On Capital
Grants Grant Others By Others Deficit Capital Investment

$254,048 $116,902 $15,300 ($13,008) ($31,216) $116,892 $580,543

— — — — (14,236) — (14,236)
28,175 — 7,743 — —

—■ 35,918
— — (8,432) — — (8,432)

_ — — — — 2.875 2,875
— — — - — 71,125

282,223 116,902 23,043 (21,440) (45,452) 119,767 667,793

_ _ __ (20,209) — (20,209)
6,376 — 6,344 — — — 12,720

_ _ (8,809) _ (8,809)

_ — 2,298 2,298

_ — — — — — 28,515
$288,599 $116,902 $29,387 ($30,249) ($65,661) $122,065 $682,308

. , »«siiiil#- .mm
'I

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30, 1977 and 1976 (In Thousands)

Revenues:
Property tax
Transactions and use tax received 
Bond proceeds advanced 
Interest

Expenditures:
Interest
Principal
Bond 'jcnrine expense 
Bond premium
Funds transmitted to the District

Balance, beginning of year
Balance, end of year 

Represented by:
Cash (including time deposits: 1977, 

$7,913; 1976, $7,485)
U S Treasury and other 

securities — at cusl 
Taxes and interest receivable 
Assets with fiscal agent

The accompanying notes are an integral part of the financial statements.

General Sales Tax
Obligation Revenue 1976

Bonds Bonds Combined Combined

$45,301 $ - $ 45,301 $ 43,939
— 47,368 47,368 46,013

_ _ — 408
1,279

46,580
703 1,982 4,235

48,071 94,651 94,595

32,266 1,906 34,172 37,347
15,940 20,575 36,515 71 125

27 27 159
1,058

— 31,526 31,526 21,021
48,206 54,034 102,240 130,710
(1,626) (5,963) (7,589) (36,115)
17,635 19,970 37,605 73,720

$16,009 $14,007 $ 30,016 $ 37,605

$ 8,317 $ - $ 8,317 $ 7,505

6,321 6,321 8,79?
1,371 _ 1,371 1,338

— 14,007 14,007 19,970
$16,009 $14,007 $ 30,016 $ 37,605

17



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT Years Ended June 30, 1977 and 1976 (In Thousands)

Property
Tax

Balance, July 1, 1975
Net loss for the year
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital 
Bond principal 
Balance, June 30, 1976

$41,020

14,305
55,325

Net loss for the year 
Proceeds from grants and contributions 
Depreciation and major property damage of 

assets acquired with grants and contributions by others 
Interest on capital 
Bond principal

Balance, June 30, 1977
15,940

$71,265

STATEMENT OF CHANGES IN FINANCIAL POSITION Years Ended June 30,1977 and 1976 (In Thousands)

1977
CASH AND SECURITIES APPLIED TO:

Operations:
Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds 
Cumulative effect of change in method of recording self-insured 

major property damage of assets acquired with own funds

$20,209

18,370

981

CASH AND SECURITIES USED (PROVIDED) BY OPERATIONS 858

Additions to construction in progress 
Additions to facilities, property, and equipment 
Additions to materials and supplies
Increase (decrease) in deposits, notes, and miscellaneous receivables 

Total cash and securities applied

15,572
6,125
1,108

540
24,203

CASH AND SECURITIES PROVIDED BY:
Contributions from U S Government grants and others 
Increase (decrease) In construction 

contracts payable and other liabilities 
Increase in unearned passenger revenue 
Interest on capital

Total cash and securities provided

12,720

4,412
36

2,298
19,466

(Decrease) increase in cash and securities ($ 4,737)

The accompanying notes are an integral part of the financial statements.

Transactions 
And Use Tax

$ 80,605

56,820
137,425

12,575
$150,000

1976
As Adjusted 

(Note 2)

$14,236

17,690

(3,454)

4,599
20,209

352
(3,360)
18,346

35,918

(13,313)
798

2,875
26,278

$ 7,932

BART for reasons other than work and school trips. The number of riders reporting diversified usage of BART 
increased 24% from 1976 to 1977 — an encouraging trend in BART's efforts to increase its off-peak ridership 
market.

Also encouraging were substantial gains in late night (after 8 p.m.) ridership made during the period. This market 
saw a 9% increase in January through June 1977 over the similar months in 1976. Another gain in the late night 
market was an increase in the number of people traveling via BART to the Oakland Coliseum — a 100% increase 
at some events.

Ridership on BART’s five express bus lines serving Alameda County and Contra Costa County also saw a 
monthly increase from 83,956 in June 1976 to 97,381 in June 1977. Meanwhile, service between BART stations 
and outlying communities in the two counties continued to improve during the period with refinements in 
bus schedules and routes.

In the third quarter of the fiscal period, the 100 millionth BART passenger entered the system at the Montgomery 
Street Station. By the end of the fiscal year the system had carried 115 million patrons over 1.5 billion passenger 
miles since it opened in 1972.

^ Daly City Station
This busy hub collects 
patrons from a block 
away or as far away as
San Jose. Served by 
more public and private

iv iijir

buses than anyplace on 
the system, it now 
boasts a new multi
level parking structure.

a
... L.OL.OkY samlram

Train .Operator 
Ken Ward 
makes friends 
with one more 
BART patron: 
he's U.S, 
Secretary of 
T ransportation 
Brock Adams, 
who r'ode tl le 
system April 21, 
1977.



OPERATIONS
Completion of major projects initiated in the previous period contributed to a year of progress in operating 

efficiencies and passenger service.

Extensive reorganization of maintenance and engineering functions was accompanied by a dramatic increase 
in transit car availability during the period. The average number of cars available for revenue service on a daily 
basis was 354 for June 1977 — a 44% increase over the 245-car average for June 1976.

Paralleling the increase in car availability was the completion of work on the electrification system which 
resulted in a 42% increase in available traction power systemwide.

In December 1976 the increased car availability and traction power enabled BART to begin operating full 10- 
car trains in regular peak-hour service on the Concord line. Train lengths were also increased on other lines as 
needed. Seating capacity was increased 14% on trains during midday service to meet a steadily growing off-peak 
market.

Saturday service was offered through the holiday season, as in previous years. For the first time, BART trains 
ran on New Year’s Eve until 2:30 a.m. New Year's Day — a service which drew three times the normal number of 
late night riders. Another addition was service offered on Chinese New Year, Saturday, March 5.

Efficient tailoring of train lengths to demand throughout the revenue day continued to improve from the previous 
period. The system carried over 5% more passengers than the previous period, but with less than 2% increase in 
revenue car miles.

STATEMENT OF OPERATIONS Years Ended June 30, 1977 and 1976 (In Thousands)

,» - —: , BiiiiiSiS

Total depreciation 
Operating loss

Financial assistance:
Transactions and use tax 
Property tax
Transportation Development Act of 1971
State
Federal

Total financial assistance
Loss before cumulative effect of change in accounting method

Cumulative effect, on years prior to June 30, 1977, of change in 
method of recording self-insured costs:
Liability and worker’s compensation claims 
Major property damage:

On assets acquired with own funds 
On assets acquired with grants and contributions by others

26,211
66,867

31,526
5,521

349
35

3,400
40,831

$981
968

26,036

1,033

1,949

The accompanying notes are an integral part of the financial statements.

1977

1976
As Adjusted 

(Note 2)
Operating revenues:

Fares $ 26,974 $ 23,595
Less discounts and other deductions 2,282 1,881

24,692 21,714
Other 520 534
Investment income 946 973

Total operating revenues 26,158 23,221
Operating expenses:

Transportation 17,982 15,001
Maintenance 32,888 26,578
Police services 2,114 1,916
Construction and engineering 5,434 4,729
General and administrative 11,850 10,674

70,268 58,898
Less capitalized costs 3,454 3,772

Net operating expenses 66,814 55,126
Operating loss before depreciation expense 40,656 31,905

Depreciation (unfunded):
Of assets acquired with own funds 18,370 17,690
Of assets acquired with grants and contributions by others 7,841 8,432

26,122
58,027

28,644
5,029
1,635

51

35,359
22,668

Net loss 29,018 22,668

Depreciation and major property damage of assets acquired with
grants and contributions by others 8,809 8,432

Net loss transferred to accumulated deficit $ 20,209 $ 14,236

Reconciliation to net funded deficit:
Operating loss before depreciation expense
Add cumulative effect of change in method of recording self-insured

$ 40,656 $ 31,905

costs of liability and worker’s compensation claims 1,033 —Deduct financial assistance 40,831 35,359
Funded excess of expenses over revenues (revenues over expenses) $ 858 ($ 3,454)



To the Board of Directors
San Francisco Bay Area Rapid Transit District.

We have examined the balance sheet of the San Francisco Bay Area Rapid Transit District as of June 30, 
1977 and the reiated statements of operations, changes in net capital investment, changes in financiai position, 
and revenues, expenditures and fund balances of debt service funds for the year then ended. Our examination was 
made in accordance with generally accepted auditing standards and, accordingiy, inciuded such tests of the 
accounting records and such other auditing procedures as we considered necessary in the circumstances. The 
financial statemenfs for the year ended June 30, 1976, before resfatemenf, were examined by other auditors whose 
report dated September 10, 1976, expressed an unquaiified opinion on those statements.

We reviewed the adjustments described in Note 2 that were appiied to restate the 1976 financiai 
statements. In our opinion, such adjustments are appropriate and have been properly applied to the 1976 
financiai statements.

in our opinion, the 1977 financiai statements identified above present fairly the financial position of the 
San Francisco Bay Area Rapid Transit District as of June 30, 1977, and the resuits of its operations and the 
changes in its financiai position for the year then ended, in conformity with generaiiy accepted accounting 
principies consistentiy appiied during the period except for the changes, with which we concur, in the methods of 
accounting for revenue recognition and seif-insurance described in Note 2 to the financiai statements.

San Francisco, California 
September 30, 1977

Certified Public Accountants

Other significant aspects of service received attention during the period. In a major system access study BART 
planners emphasized the need for improving local bus service to BART stations, and expanding station parking 
over the next five years. Substantial improvements in patron parking during the period included a partial opening of 
the Daly City parking structure in November 1976, and 831 stalls added at five other stations.

Preparations tor a new shuttle service between Coliseum Station and Oakland International Airport were 
completed with the Port of Oakland, and “Oakland Air-BART” began operating on July 1,1977, at a fare of 50 
cents. The new service was immediately in demand as was the “Humphry-Go-BART” shuttle which continued to 
operate between the Berkeley Station and the University of California campus.

Fleetwide installation of transit car handrails was completed by August 1976. Other service improvements 
included installation of additional fare collection equipment, platform windscreens and bus shelters systemwide. A 
new entrance, linking the 12th Street station directly to the City Center Plaza in downtown Oakland, was 
dedicated in ceremonies held October 15,1976.

Trained communicators were added to Central Operations to ensure that news media and the public are 
provided with accurate and continuous system status information. A “hotline" to provide continuous system 
information to all employees was also established. A separate Station Operations division was formed to improve 
training and motivation among station agents and other personnel whose performance most directly relates to 
good patron service.

Central Operations was reorganized for improved coordination among transportation, maintenance and police 
personnel systemwide. Other operating improvements included two new spur tracks, activated near the BART 
Oakland Shop and Daly City Station, to help speed removal of malfunctioning trains from the mainline.

BALAMCE SHEET June 30, 1977 and 1976 (In Thousands)

ASSETS
Cash (including time deposits: 1977, $5,060; 1976, $3,780)
U.S. Treasury, federal agency, and other securities — at cost 
Deposits, notes, and miscellaneous receivables 
Construction in progress
Facilities, property, and equipment at cost (less accumulated depreciation 

and amortization: 1977, $99,477; 1976, $73,852)
Materials and supplies — at average cost 
Funds to be provided by transactions and use tax 
Debt service funds, net assets

LIABILITIES AND CAPITALIZATION
Construction contracts and other liabilities 
Unearned passenger revenue 
Sales Tax Revenue Bonds 
Debt service funds

Capitalization:

Reserve for self-insurance 
Payable to State of California 
General Cbligation Bonds 
Sales Tax Revenue Bonds 
Net capital investment

The accompanying notes are an integral part of the financial statements.

1977

$ 7,406
46,681 

9,364 
34,602

1,381,263
6,018

16,000
30,016

$1.531.350

$ 23,549
1,631 

16,000 
30,016 
71,196

6,000
39,111

732,735

682,308
1,460,154

$1,531,350

1976
As Adjusted 

(Note 2)

$ 4,685
54,139 

8,824 
19,030

1,403,298
4,910

24,000
37,605

$1,556,491

$ 19,137
1,595 

24,000 
37,605 
82,337

6,000
39,111

748,675
12,575

667,793
1,474,154

$1,556,491

Embarcadero Station
After its colorful opening May 27,1976, 
this beautiful station quickly became 
the long-awaited hub of San 
Francisco's large financial community. 
It also channels thousands of people 
daily to nearby cable cars, ferry boats. 
Fisherman's Wharf and many other 
attractions.
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Station Agent Cynthia Tsang: 
expert at getting out-of-town 
visitors on the right track.



OPERATIONS (con’t.)
Procfidures to operate BART's three train yards, while keeping all cars de-energized at night and over 

weekends, were devised during the period. An estimated annual savings of 26 million kilowatt hours, valued at $1 
million, made this a most important energy-saving, as well as a cost reduction, measure.

Major improvements in system reliability continued from the previous period. The most significant was a 43% 
decrease in unscheduled train removals between June 1976 and June 1977. Train removals for the period overall 
averaged 33% below the previous period. Wayside circuitry of the automatic train control system also saw 
substantially improved reliability with replacement of a vital “master clock" circuit card in wayside equipment. 
Installation of sun shields over the equipment is expected to further improve train control reliability.

A new computerized system for classifying and tabulating all types of equipment failures was 
activated, which improves analyses of failure rates at the subsystem level. Eventually, it will be able to 
provide precise analyses down to lower component levels.

An engineering research and development laboratory was established to investigate vehicle and wayside 
equipment problems, work previously carried out by various consulting firms. Within a short time, at minimal cost, 
the lab engineers had developed new troubleshooting equipment and several important modifications for the 
vehicles.

At period’s end, BART outlined its major service objectives for the 1977-78 fiscal year, which were considered 
to be realistically tailored to BART's transportation market of the 1970’s.

The objectives were: (1) start-up of Saturday service by November (to become a regular six-day schedule as of 
January 7); (2) start-up ot direct Richmond/Daly City service by March 1978, with an increase of regular system 
trains trom 30 to 42; and (3) start-up of full seven-day operation by June 1978.

The Board in Session
The nine members of the Board of 
Directors are elected directly by the 
citizens of nine special BART voting 
districts within Alameda County. Contra 
Costa County and the City and County of 
San Francisco. Directors' current four- 
year terms expire on November 24.1978 
for districts 2.4,6 and 8: and on November 
28,1980, for districts 1,3, 5, 7 and 9,

■

JOHN GLEMM
District 6
Board tenure from 
November 29,1974; term 
expires 1978. Committees 
1977: Chairperson, 
SSWRC; Vice- 
Chairperson, PILC; 
member, EOC and 
SWMC. Fremont resident, 
Oakland executive.

NELLO J. BIAMCO
District 2
Board tenure from 
October 22,1969; term 
expires 1978. Committees 
1977: Chairperson, 
SWMC; member, PILC. 
Richmond resident and 
businessman.

A new. seven-minute shuttle 
service between the Coliseum Station 
and Oakland Airport is attracting 
more air travelers to BART.

..... ......................................................................................................................................................................... ■

ARTHUR J. SHARTSIS
District 3
Board tenure from 
November 26,1976; term 
expires 1980.*
Committees 1977: 
Chairperson, AC; Vice- 
Chairperson, SWMC; 
member, SSWRC 
Oakland resident. San 
Francisco attorney. 
Elected November 2,1976 
succeeding Director 
Richard 0. Clark.

BARCLAY SIMPSON
President 
District 1
Board tenure from 
November 26,1976; term 
expires 1980. Committees 
1977: member. SAAC: 
ex-officio member of all 
standing committees. 
Walnut Creek resident.
San Leandro 
businessman.
Elected November 2,1976, 
succeeding Director 
James D. Flill,

ELLA HILL HUTCH
Vice President 
District 7
Board tenure from 
November 29,1974; term 
expires 1980. Committees 
1977: Vice-Chairperson, 
SAAC; ex-officio member 
of all standing 
committees. San 
Francisco resident and 
labor organization staff 
member.



DISTRICT BOARD OF DIRECTORS
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ADMINISTRATION
Stable funding of operations moved a step closer when State Assembly Bill 3785 was signed into law on 

September 22,1976, extending District revenues from the half-cent sales tax in the three BART counties until 
June 1978. This interim measure will be replaced by Assembly Bill 11.07, which makes the sales tax a permanent 
regional transit subsidy as of January 1,1978. Introduced on March 24,1977, by Assembly Speaker Leo 
McCarthy, AB1107 passed the Assembly by a decisive 61 -4 vote on June 21. (After the close of the fiscal period 
AB 1107 was passed by the Senate and was signed into law on September 30,1977.)

The bill (as later amended) reduces BART’s fixed share of the sales tax revenues from 100% to 75%; it also 
stipulates that at least 33% of BART’s operating expenses must come from fares. The remaining 25% of the tax 
revenues are to be allocated among BART, the Alameda-Contra Costa Transit District and San Francisco “Muni” 
rail and bus lines. Allocations will be made by the Metropolitan Transportation Commission (MTC) for improvements 
in the level of transit service beyond that provided on or before January 1,1978.

Other adminstrative developments during the year included extensive realignments of BART’s organizational 
structure with major changes in maintenance, engineering, transportation and a number of technical and fiscal 
control functions. In May, the Board and General Manager retained a consulting firm to perform a comprehensive 
evaluation of BART’s adminstrative organization structure.

EUGENE GARFINKLE
Districts
Board tenure from March 
10,1977; term expires 
1978,* Committees 1977: 
Vice-Chairperson,
SSWRC; member, AC and 
S WMC. San Francisco 
resident and attorney.

"Appointed by Board to 
serve out remaining term of 
Director Elmer B. Cooper, 
who resigned, effective 
January 21,1977.

ROBERT S. ALLEN
District 5
Board tenure from 
November 29,1974; term 
expires 1980. Committees 
1977: Vice-Chairperson, 
AC; Vice-Chairperson, 
EOC; member, SWMC 
and SSWRC. Livermore 
resident. Railroad cost 
analyst.

Several new department heads were announced: Richard Demko, Director of Rolling Stock and Shops 
Maintenance; William Fleisher, Director of Field Services (formerly the Transportation Department); Melvin 
Murphy, Director of Engineering; and Lawrence Williams, Director of Employee Relations. The appointment of Mrs. 
Hedy Morant to the newly created post of District Budget Officer signaled increased emphasis on fiscal planning, 
reporting and controls.

A comprehensive review of all BART data processing and management information systems was started in 
April 1977, representing a first step toward updating and expanding current computer programs and developing

The period’s most notable cost-efficiencies were achieved in the area of fleet maintenance. Improved 
preventive maintenance, decreased vehicle failure rafes, and improved shop supervision all combined to reduce

HARVEY W. GLASSER, M.D.
District 4
Board tenure from 
November 29,1974; term 
expires 1978. Committees 
1977: Chairperson, SAAC; 
Chairperson, PiLC; 
member, SWMC. Alameda 
resident and physician- 
business consultant.
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new ones.

Coliseum/Oakland 
Airport Station
This busy station, with its direct 
walkway to the huge Oakland 
coliseum complex, is the reason 
growing numbers of sports fans 
are leaving their automobiles 
home and traveling there via 
BART
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JOHN H. KIRKWOOD
District 9
Board tenure from 
November 29,1974; term 
expires 1980. Committees 
1977: Chairperson, EOC; 
member. SWMC and 
SSWRC. San Francisco 
resident. Transit adviser.

Bay Fair Station
Each weekday BART express buses carry 
almost 5,000 passengers from outlying 
communities into Bay Fair, Flayward, 
Concord and El Cerrito Del Norte stations - 
and back again in the evening.

Key to committee abbreviations: AC = Administration Committee; EOC = Engi
neering & Operations Committee; PILC = Public Information & Legislation Com
mittee; SAAC = Special Affirmative Action Committee; SSWRC = Special Salary 
& Wage Review Committee; SWMC = Special Ways & Means Committee.

Communicators
ta New communications specialists
T5 were added to Central to keep

news media and the public 
informed on BART service 
systemwide. g



ADMONISTRATION (con’t.)
average downtime per revenue car (for unscheduled repairs) 44% under the previous period. At the same time, 
costs in this labor-intensive area were $1,250,000 below budget for the period.

Further cost-efficiencies were achieved by developing staff capabilities to perform work previously done by 
outside firms. Such work included repairs on complex vehicle components and also on station escalators 
systemwide. Engineering research and development work was brought in-house.

The net financial result for fhe period was a small surplus before taking into account a $1,033,000 one-time 
accounting adjustment in expenses to reflect a change in method of recording self-insured costs of liability and 
workmen’s compensation claims. The operating ratio for the year was approximately 39%, including the impact of 
approximately $1.5 million in extraordinary power costs caused by the drought. These financial results were 
especially welcome in view of the $3.5 million unfunded deficit anticipated at the beginning of fhe period.

On June 23 BART Direcfors approved a fully-funded budget for the 1977/78 period of $77.3 million for normal 
operating expenses, plus $5 million in additional funds to meet abnormal power costs expected because of the 
drought. The budget was developed from a zero base in response to specific goals and objectives adopted by the 
Board of Direcfors for the 1977-78 fiscal year, which included inauguration of weekend and direct Richmond/
Daly City service.

BART was granted $3.4 million in Federal funds for operafing expenses under Section 5 of the Urban Mass 
Transportation Act, as amended. Approval of a $3.7 million Federal capital grant was received, including initial 
funding fo design, engineer and construct a bypass track in the Oakland subway. The additional track will be 
necessary for efficient track maintenance when the system goes to seven-day operation and will also provide a 
significant improvement in the flexibility of system operations.

BART continued to pursue affirmative action goals aggressively. At the end of the period, minorities represented 
41.4% of the District’s workforce, compared to 32.6% of the population in the counties of Alameda, Contra Costa 
and San Francisco. During the fiscal period, BART hired 44 women in "non-tradifional” posifions. In addition, the 
Board of Directors formed a special committee to review BART’s Affirmative Action programs.

The District’s major collective bargaining agreements, covering 1,550 BART employees, expired on June 30,
1976. After intensive negotiations, the District announced on July 2 a tentative new three-year agreement with the 
Service Employees International Union, Local 390, and the Amalgamated Transportation Union, Division 1555 
(subsequently ratified by the District Board on July 7).

Approval of the District's first collective bargaining contract with the newly-formed BART Supervisory and 
Professional Association was announced on January 13,1977, after a month of negotiations. The contract, 
covering 114 foremen, supervisors and engineers, runs through December 31,1979.

The District’s initial contract with 90 members of the BART Police Officers' Association (BPOA) expired on 
January 31,1977. In May the BPOA membership voted to affiliate as Local 1008 of the Service Employees 
International Union. (After extended negotiations and a 14-day strike, an agreement was subsequently reached 
with the BPOA on September 7,1977.)

The District carried on extensive discussions with defendants in connection with a multi-million dollar lawsuit 
against its engineering consultants (Parsons Brinckerhoff-Tudor-Bechtel), its major equipment suppliers 
(Westinghouse Electric Corporation and Rohr Industries, Inc.), and other firms.

A settlement in principle to the case pending in the San Joaquin County Superior Court (Stockton) was 
announced by all parties to the litigation on July 18,1977.

Under terms of the proposed settlement, the defendants will pay the District $15 million (including $1.3 million 
already received) and will release claims against the District valued at $13.7 million.

The District will also settle separate contract claims totalling approximately $15 million by payment to Rohr of 
$6.2 million, and will submit a request for reimbursement for approximately 80% of this payment from the Urban 
Mass Transportation Administration (UMTA) under the terms of an existing UMTA grant to BART. The overall 
settlement is contingent on UMTA approval of the BART request.

The defendants will also provide BART with access to documents describing the equipment of the system, will 
make available to BART patent licenses, and will consult with BART on technical matters.

.........*

By Dawn’s Early LighJ...
Crisp, clean lines of BART cars are accentuated by 
the morning sun at Hayward Train Yard. A dramatic 
turnaround in maintenance and engineering 
problems during the period made over 100 
additional cuis available for revenue service

Vnlonan car mechanic Bob Simmons. Hayward 
Shop, is one of many BART men and women 
responsible for the extraordinary accomplishments 
in maintenance.



'.'1 f

BART
1976/1977 
ANNUAL REPORT
SAN FRANCISCO BAY AREA 
RAPID TRANSIT DISTRICT
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The Cover: yesterday, today and tomorrow ...

“If the Bay Area is to be preserved as a fine place to live and w/ork, a regional rapid transit system is 
essential to prevent total dependence on automobiles and freeways.” Thus was the underlying 
concept for BART defined in a finai study reieased in 1956 by the San Francisco Bay Area Rapid 
Transit Commission.

Today, as depicted on the cover map, BART has, indeed, become a major eiement in regionai pubiic 
transportation . . . an aesthetically attractive, environmentally sound, and energy-efficient alternative 
to the automobile-

' And tomorrow? BARTTo ddotihdd to play an even more vital-role in the day Area's capacity to ... 
'' grow and prosper, while providing a' m'da.riingful alternative to eavifpnmentat intrusions,that ac'cornpahy-:

, : total dependence on the automobile.:; ,■ . .- T

. ■ .1 ...... . ■ ' ,
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT
Established in 1957 by the California State Legislature.
Authorized to plan, finance, construct and operate a rapid transit system.
Governed by a Board of Directors whose members are elected for four-year terms by voters 
of nine election distriots within Itie couiilies of Alameda, Contra Costa and San Francisco.
ADMINISTRATIVE HEADQUARTERS
800 Madison Street, Oakland, California, 94607 
(415)465-4100
Frank C. Herringer Robert D. Callaway
General Manager Assistant General Manager

DEPARTMENT DIRECTORS
Malcolm M. Barrett 
General Counsel
C. Keith Bernard 
Planning, Budgeting & Research
Richard P. Demko 
Rolling Stock & Shops Maintenance 
William B. Fleisher 
Field Services 
William F. Gpelz 
Director of Finance 
Krishna V. Hari 
System Development

Ernest G. Howard 
Affirmative Action & Training
Diane D. Levine 
Marketing & Communications
Vincent P. Mahon 
Power & Way Maintenance
Melvin H. Murphy 
Engineering 
Phillip O. Ormsbee 
Special Services

Fred L. Peil 
Technical Services
Gordon H. Ringenberg 
Program Management
Richard J. Shephard 
District Secretary 
James E. Terry*
Employee Relations 
Ralph S, Weule 
Safety

‘Succeeded by Lawrence A. Williams, 
effective August 1, 1977.

This Annual Report is published by the District pursuant to Article 28770, 
Public Utilities Code of the State of California.

BARTR T SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT 
800 Madison Street 
Oakland, California 94607 
(415) 465-4100



NOTE 5 - GENERAL OBLIGATION AND SALES TAX REVENUE BONDS (con t)

In 1962, voters of the member counties of the District authorized 
a bonded indebtedness totaling $792 million of General Obligation 
Bonds. Payment of both principal and-interest is provided by the 
levy of District wide property taxes. During 1966, City of Berkeley 
voters formed Special Service District No. 1 and authorized the 
issuance of $20.5 million of General Obligation Bonds for construc
tion of subway extensions within that city. Payment of both principal 
and interest is provided by taxes levied upon property within the 
Special Service District. Bond principal is payable annually on 
June 15 and interest is payable semiannually on June 15 and 
December 15 from debt service funds. Interest of $15,477,000 on 
General Obligation Bonds and $222,000 on Special Service District 
No. 1 Bonds is payable on December 15, 1977.

The 1969 Legislature of the State of California authorized the 
District to impose a V2 % Transactions and Use Tax within the 
District and issue Sales Tax Revenue Bonds totaling $150 million.

The State Legislature later extended the tax to June 30, 1978 and 
authorized the District to issue bonds totaling $24 million. Payment 
of both principal and interest is provided by the '/2 % Transactions 
and Use Tax. Bond principal is payable annually on January 1 and 
interest is payable semiannually on July 1 and January 1 from debt 
service funds. Interest of $404,000 is payable on July 1, 1977.

On September 30, 1977, the Governor signed legislation which 
will extend the Transactions and Use Tax indefinitely. Under the 
legislation, revenues from the tax imposed on or after January 1, 
1978, and revenues from the tax imposed prior to January 1, 1978, 
but available after March 31, 1978, will, subject to certain restric
tions, be allocated 75% to the District and 25% by the Metropolitan 
Transportation Commission to the District, the City and County of 
San Francisco, and the Alameda-Contra Costa Transit District for 
improvements in the level of transit service.

NOTE 6 - U S GOVERNMENT GRANTS
The U S Government, under grant contracts with the District, 

provides financial assistance for capital projects. Additionally, the 
District is administering federal grants to the City and County of 
San Francisco tor construction of Market Street station mezzanines, 
street plazas and street extensions, and a grant to the City of 
Berkeley in connection with the construction of subway extensions. 
Grants for capital projects are recorded as additions to net capital 
investment when received. A sum.mary of federal grants in force at 
June 30, 1977 is as follows:

(In Thousands)
Type Maximum Funds

Of Grant Grant Received
Beautification $ 1,961 $ 1,961
Demonstration 12,842 12,342
Capital 300,989 274,296

$315,792 $288,599

NOTE 7 - LITIGATION AND DISPUTES WITH 
CONTRACTORS AND OTHERS

The District has filed suit against its consulting engineer. Parsons 
Brinckerhoff-Tudor-Bechtel (PB-T-B). two of its primary contractors, 
Rohr Industries, Inc. and Westinghouse Electric Corporation, a 
subcontractor, Bulova Watch Company and the primary contractors’ 
respective sureties, seeking damages of approximately $160 million 
from Westinghouse, Rohr and PB-T-B, and in addition, $2 million 
from Westinghouse, PB-T-B and Bulova. Some of the defendants 
have indicated that they intend to enter cross-claims against the 
District.

On July 18, 1977, the District and the defendants (except Bulova) 
announced that they had reached a settlement in principle of this 
litigation. A written agreement setting forth detailed terms and con
ditions is being prepared and must be approved by all parties. In 
general, the settlement in principle provides for the payment to the 
District of $15 million ($1.3 million of which has already been 
received) and a release of claims by all parties.

In addition, Rohr has agreed to accept a payment of $6.2 million 
from the District in settlement of a separate claim involving $15 
million in disputed billings under the Transit Vehicle Contract. The 
District will submit a requisition for approximately 80% of this 
payment to the Urban Mass Transportation Administration (UMTA). 
The overall settlement is contingent on UMTA approval of the 
District's requisition.

The District has capitalized $4.4 million in costs related to the 
litigation. It is anticipated that net proceeds from the tentative 
settlement would be applied against project costs and would make 
funds available for capital improvements.

In addition, the District is involved in various lawsuits, claims, 
and disputes which, for the most part, are normal to the District’s 
operation. In the opinion of management, the amount of costs that 
might be incurred, if any, would not materially affect the District’s 
financial position or operations.

NOTE 8 - PUBLIC EMPLOYEES RETIREMENT SYSTEM
The District contributes to the Public Employees Retirement 

System. The System is a contributory pension plan providing 
retirement, disability and death benefits to employees of certain 
State and local governmental units. Substantially all full-time em

ployees of the District are covered by the System. Pension costs 
of the System are determined actuarially and required contributions 
are expensed currently. Pension expense was $3,441,000 and 
$2,400,000 in 1977 and 1976, respectively.

IIDim

This was a year in which BART made significant progress in a number of areas.

The Board of Directors welcomed several new members, and this Board, together with management, 
developed the first comprehensive set of goals and objectives for BART. These goals and objectives were the 
basis for a thorough analysis of BART’s budget, which led to the adoption of a budget for the next fiscal year in 
which expenses will be fully covered. No fare increase is anticipated: and new weekend service, together with 
direct Richmond/Daly City service, is expected to commence.

Steps were taken to bring operating costs, of which over 70% are wages, salaries and fringe benefits, under 
better control. These efforts to increase productivity will be intensified in the months to come.

Substantial effort by the Board and management led to a settlement in principle, on terms quite favorable to 
BART, of the costly and time-consuming litigation against the designers and builders of the system. In addition, 
BART’s long-term financial stability has been assured through the passage of Assembly Bill 1107, authored by 
State Assembly Speaker Leo T. McCarthy. It was signed into law on September 30,1977,

During the year, an expected unfunded deficit was eliminated, equipment failures declined, car availability 
increased, and more passengers were carried. On January 26,1977, we carried our 100 millionth passenger, and 
on October 28,1977, one of our most interesting — Prince Charles.

While the past year was one of substantial improvement for BART, we still have a long way to go before 
providing the service the taxpayers of Alameda, Contra Costa and San Francisco deserve. We expect that next 
year will see the system substantially closer to that goal.

Barclay Simpson 
President of the Board

Frank C. Herringer 
General Manager
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FY 1976/77

RIDERSHIP
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles
System utilization factor (ratio of passenger miles to available 

seat miles)
End-of-period ratios 

Peak patronage 
Off-peak patronage
BART’S estimated share of peak period transbay trips — 

cars, trains and buses
Passengers with automobile available (as alternative to BART)

34,599,088 
133,453 

12.8 miles 
444,401,162

.270

51%
49%

26%
61%

OPERATIONS 
Annual revenue car miles
Unscheduled train removals — average per revenue day 
Transit car availability to revenue car fleet 
Passenger miles per equivalent gallon of gasoline 
Passenger accidents per million passenger trips 
Crimes reported per million passenger trips

22,862,970
11.7

76%
51

19.71
122.4

FINANCIAL

Net passenger revenues 
Other operating revenues .
Total operating revenues 
Net operating expenses
Operating ratio (total operating revenues to net operating 

expenses)
Operating revenue per passenger mile 
Operating cost per passenger mile 
Average passenger fare

$ 24,692,000 
1,466,000

26.158.000
66.814.000 (3)

39.15%
5.90

15.00
73.80

FY 1975/76

32,897,431 
127,464 

12.6 miles 
414,507,631

.256

NA
NA

26%
61%

22,446,355 
17.3 

60%
50
21.31
91.58

(1)
(2)

$ 21,714,000 
1,507,000

23.221.000
55.126.000

42.12%
5.60

13.30
70.80

NOTES
General note: Data represent annual averages, unless otherwise noted. 1975/76 data adjusted where necessary from 

previously reported results to provide comparability with 1976/77 data.
(1) FY 1975/76 data represents six months ending June 30, 1976.
(2) FY 1975/76 data represents four months ending June 30, 1976.
(3) Before cumulative effect, on years prior to June 30, 1977, of change in method of recording self-insured costs for 

liability and worker's compensation claims in the amount of $1,033,000.

NOTE 2 - CHANGES IN METHODS OF ACCOUNTING (cen t ) 
Self-Insurance

The District insures itself for most worker's compensation, general 
liability and major property damage. During 1977 the District 
changed its method of recording the costs of self-insured claims 
and major property damage to when they are incurred instead of 
when they are paid.

The effect of this change was to increase the 1977 net loss by 
$3,141,000 including $2,982,000 of costs from prior years. The 
$2,982,000 represents $1,033,000 in worker’s compensation and 
liability claims and $1,949,000 in major transit vehicle property 
damage. The pro forma amounts shown opposite reflect retroactive 
application of the change as if the method had been in effect in 
both 1977 and 1976.

(In Thousands)

Net loss reported 
Cumulative effect of change 

in method of accounting 
applicable to:

1976
Prior to 1976

1977
$29,018

(580)
(2,402)
(2,982)

$26,036

1976
$22,668

580

580
$23,248

NOTE 3 - FACILITIES, PROPERTY, AND EQUIPMENT
Facilities, property, and equipment, asset lives, and accumulated 

depreciation and amortization at June 30, 1977 and 1976 are 
summarized as follows:

1977
(In Thousands)

1976
Accumulated Accumulated
Depreciation Depreciation

Lives And And
(Years) Cost Amortization Cost Amortization

Land _ $ 106,544 $ - $ 106,493 $ -
Improvements 80 1,031,406 50,164 1,029,805 37,972
Systemwide operation and control 20 87,095 17,136 85,890 12,644
Revenue transit vehicles 30 144,075 16,481 146,274 11,903
Service and miscellaneous equipment 3 to 20 9,719 3,099 9,087 2,261
Capitalized construction and start-up costs 30 95,175 11,944 93,794 8,619
Repairable property items 30 6,726 653 5,807 453

$1,480,740 $99,477 $1,477,150 $73,852

NOTE 4 - PAYABLE TO THE STATE OF CALIFORNIA
Under Sections 30770-30782 of the California Streets and High

ways Code, the Department of Public Works of the State of California 
authorized the District to construct the San Francisco-Oakland rapid 
transit tube and its approaches with State funds. These Code 
Sections provide that the District will reimburse the State for the 
costs of the tube approaches. At June 30, 1977, the District had

received $172,513,000 of which $55,611,000 was repayable to the 
State. Reimbursement of $16,500,000 was fulfilled by application 
of a credit due the District arising from highway betterments con
structed with District funds on State Route No. 24. On September 
30, 1977, the Governor signed legislation which will cancel the 
District’s obligation to pay such costs.

NOTE 5 - GENERAL OBLIGATION AND SALES TAX REVENUE BONDS 
General Obligation Bonds

1962 District Bonds
1966 Special Service District Bonds

Sales Tax Revenue Bonds
1969 Sales Tax Revenue Bonds 
1975 Sales Tax Revenue Bonds

Composite
Interest

Rate

Year
Last

Series
Matures

Original Amount 
Authorized Issued

(In Thousands)
1977

Due In
1 Year Total

1976
Due In
1 Year Total

4.09% 1999 $792,000 $792,000 $17,450 $722,775 $15,650 $738,425
4.41 % 1998 20,500 12,000 300 9,960 290 10,250

$812,500 $804,000 $17,750 $732,735 $15,940 $748,675

_ 1977 $150,000 $150,000 $ - $ - $12,575 $ 12,575
5.44% 1978 $ 24,000 $ 24,000 $16,000 $ 16,000 $ 8,000 $ 24,000



raOTES TO FDIi*M(S[iaE STiaTTEMERinrS
•NOTES TO FINANOIAL STATEMENTS 
June 30, 1977 and 1976
NOTE 1 - SUMMARY OF SIGNIFICANT ACCOUNTING METHODS 
Description of the District

The San Francisco Bay Area Rapid Transit District is a public 
agency created by the iegisiature of the State of California in 1957 
and reguiated by the San Francisco Bay Area Rapid Transit District 
Act, as amended. The District does not have stockholders or equity 
holders and is not subject to income tax. The disbursement of all 
funds received by the District is controiied by statutes and by pro
visions of various grant contracts entered into with Federai and 
State agencies.
Securities

Securities are carried at cost which approximates market.

Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Deprecia

tion is calculated using the straight-line method over the estimated 
usefui iives of the assets. The amount of depreciation of assets 
acquired with District funds is distinguished from depreciation of 
assets acquired with grants and contributions by others. The latter 
amount is shown on the statement of changes in net capital invest
ment with the related grants and contributions.

Federal and State Grants
The District receives amounts from both Federal and State govern

ments to assist in operations and for capital or other projects. Grants 
forcapital and olher projects are recorded as additions to net capital 
investment on receipt. Grants for operating expenditures are in
cluded as financial assistance in the statement of operations.

Sales Tax Revenue
The one-half percent transactions and use tax, imposed by the 

District within the counties it serves, is collected and administered

by the State Board of Equalization. All tax proceeds are trans
mitted directly to a trustee and recorded as revenue in the debt 
service funds on receipt. The trustee retains funds necessary for 
debt service requirements and transmits the excess, if any, to the 
District. The District records funds not required for debt service 
and the proceeds of Saies Tax Revenue Bonds (issued for opera
tional purposes) as financial assistance when received. The State 
Board of Equalization estimates that transactions and use tax 
revenues for the period Aprii 1, 1977 to June 30, 1977 will be 
approximately $10,200,000. Of this amount, $2,550,000 had been 
received by the trustee and recorded by tlie District. Comparable 
figures for 1976 were $9,200,000 and $2,300,000 respeotively.

Property Tax Revenue
The District receives property tax revenues to service the debt 

requirements of the Generai Obligation Bonds and records these 
revenues in the debt service funds. It also receives an ailocation of 
property tax revenues to provide for general and administrative 
expenses not involving construction, although such revenues may 
be used for construction if needed. The District records this property 
tax ailocation as financial assistance.
Self-Insurance

The District is iargeiy self-insured for worker’s compensation and 
generai iiability ciaims and major property damage. The District 
records the costs of self-insured ciaims and majpr property damage 
when they are incurred, in addition, the District has designated 
$6,000,000 of its capitalization as a reserve for seif-insurance.
Reclassifications

Certain reciassifications have been made in the 1976 financial 
statements to conform to 1977 presentation.

NOTE 2 - CHANGES IN METHODS OF ACCOUNTING
Revenue Recognition

• Interest Earned on Capital Bourccc
In 1977, the District has acconnierl for interest earned on 

capitai sources as an increase in net capital investment where
as in prior years this interest had been recorded as revenue in 
the statement of operations. This method was adopted to 
recognize that interest from capital sources should be directly 
associated with the capitai which gives rise to the interoot and 
which is not available for current operations.

• Saies Tax Revenue Bond Proceeds
In 1975 and 1976, the District issued $16,000,000 and

$6,000,000, respectively, of Sales Tax Revenue Bonds to be 
used in support of operations. The proceeds Ot these bunds, 
net of interest advanced to the trustee, amounted to $14,97u,u00 
in 1975 and $7,623,000 in 1970. To recognize tho operational 
support provided, the financial statements for prior years have 
been restated to include the bond proceeds as revenue in the 
year received.

to give effect to these changes in methods of revenue recogni
tion, prior year finanical statements have been restated as follows:

Net Loss 
Transferred

(In Thousands)
1976

Accumulated Deficit

Funds
To Be 

Provided
Transaulions lo Beginning End Interest By

And Accumulated Of Of On Transactions
Use Tax Deficit Year Year Capital And Use Tax

Balance, as previously reported $21,021 $22,755 $ 70,706 $ 51,722 $ - $ -
liiteres! from capital sources 3,875 (116,892) (119,767) 119', 767 —Proceeds from Sales Tax Revenue Bonds 
Reclassification of improvements,

7,623 (7,623) 14,970 22,693 * 22,50.3

inventory accumulation, and
construction overhead capitalized — (3,771) — — — —Reclassification of prepaid 
and accrued interest advanced
to the trustee — — — — — 1,407

Balance, as adjusted $26,644 $14,236 ($ 01.216) ($ 15,452) $119,767 $24,000

W7B-W77 ©PEIRATniNlO FOMDS OF $70,268,000
Where Operating Funds Came From (In Thousands) How Operating Funds Were Spent (In Thousands)

Transactions
44.S%
131,52®

.Property Tax
7J%
$5,521

Funds
4.7%
$3,279

Investment 
_ Income

Ages
SyP¥iY

Household Income Education

Maintenance

Transportation
25.6%
$17,982

General and 
Administrative

16.9%
$11,850 46.8%

$32,888
Construction 
and Engineering 7.7% ,

$5,434 /
«.0%
$2,114)Police Services

Ethnic Mix

passengers
DISTRICTt

POPULATION

44%
14-34

"“:y..,.... .... ■;..."i... -.... . ......„. ...

... -■.... ......... ............. 5R% .... r' ■
• -»» 49% 35,.And Bypr
......35„And,„0ver - ..... ...... " j

pasIengers Po'issK'a
Unr;7M

s/.;;1m s/.JL

......... 32% .$15-$25M

.................. ..............-......... ■■■ ...............

..'sii%„:.

'"iiniiii,, ■.■.miiiiiiN,. .,ni|iiii,i, ..vimm,.

..
' Above S26M ’

....., .........7' ■......... 22%"'" ...
Above S26M

BART* 
PASSENGERS

20%
High School 

Graduate or under

39%
Some

College

41%

Gradiiate or ahove..

DISTRICTt
POPULATION

68%
High School 

Graduate or under

: s:

BART *I PASSENGERS
DISTRICT-t

POPULATION

71%
WMIt

10%

WWte CascasiiB 
Spsolsh Amerlciu

.... ..... 16%' ....Collego
Graduate or above

5% Spanish Amaflcao: 
8% Black 
B% itisr

13% Black 

7% Other

* Based on BART passenger survey data collected May 1977.
♦ Population age and ethnip data based on 1970 U.S. Census in BART counties, 
ff 1970 U.S. Census figures adjusted to 1975 level; see MTC BAHT Impact

Report WP 35-3-77.

SYSTEM! @PE^i^TI©[MlS
Monthiy Averages of Weekday Patronage Monthly Averages Cars Available for Service

—-■

(In thousands)
140

(In thousands)
400

1976-1977

1976-1977

1975-1976 V

JUL' AUG SEP' OCT NOV DEC JAN FEB--iAn-Apn-iAY-jpM JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN
Special notes for patronage chart (1975-76 line only)
Begular late night service started January 1,1976 • S.F. Muni Buses not In senilco March 31-May 7, 1976. 
Embarcadero Station opened May 27, 1976 • " ' ......................Fare Increase November 3,1976.



RIDERSHIP
BART’S efforts to attract new ridership during the 1976/77 fiscal year met with some success. The fiscal year 

saw a steady growth in ridership from 131,466 daily average in June 1976, to 136,304 daily average In June 1977. 
Overall, this meant a total ridership gain over the previous period of 5.2%. BART had an estimated 26% share of 
the peak period transbay market. Fare revenues increased by 13.7% over the previous fiscal year.

Promotional efforts contributed to the increase in ridership during the period. The most successful holiday 
promotion drew a record 150,000 riders into the system on Labor Day 1976 — a more than 150% increase over 
previous Labor Day business. A key feature was a 25-cent fare, good for a ride anywhere on the system. Special 
holiday fares, plus ofher promotional devices, attracted many first-time riders to the system.

The promotions were principally aimed at building public awareness of service hours and destinations. Public 
opinion surveys taken during mid-1976 and mid-1977 show that the general level of awareness of service hours 
did increase substantially. For example, awareness that BART operates until midnight increased from 55% to 74% 
among frequent riders, and from 30% to 53% among the non-frequent riders during the period.

The major use of BART continues to be work trips and school trips, which together accounted for 82% of all 
riders in the 1977 survey. Flowever, the same survey indicated that an increasing number of people are riding

r©'... m.

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES 
Years Ended June 30, 1977 and 1976 (In Thousands)

Revenues:
Property tax
Transactions and use lax rocoivod 
Bond proceeds advanced 
Interest

Expenditures:
Interest
Principal
Bond service expense 
Bond premium
Funds transmitted to the District

Balance, beginning of year
Balance, end of year 

Represented by:
Cash (including time deposits: 1977, 

$7,913; 1976, $7,485)
U S Treasury and other 

securities — at cost 
Taxes and interest receivable 
Assets with fiscal agent

The accompanying notes are an integral part of the financial statements.

US
Government

Grants

State
Of

California
Grant

Contributions
From

Others

Depreciation
And

Retirements
Of Assets 

Acquired With 
Grants And 

Contributions
By Others

As Adjusted (Note 2)
Net

Capital
Investment

Accumulated
Deficit

Interest
On

Capital

$254,048 $116,902 $15,300 ($13,008) ($31,216) $116,892 $580,543

_ _ — — (14,236) — (14,236)
28,175 — 7,743 — — — 35,918

— — (8,432) — — (8,432)

_ _ _ — 2,875 2,875

_ _ — — — - 71,125

282,223 116,902 23,043 (21,440) (45,452) 119,767 667,793

(20,209) — (20,209)
6,376 — 6,344 — — — 12,720

(8,809) — (8,809)
mmm _ — 2,298 2,298

_ _ — — — — 28,515

$288,599 $116,902 $29,387 ($30,249) ($65,661) $122,065 $682,308

General Sales Tax
Obligation Revenue 1976

Bonds Bonds Combined Combined

$45,301 $ - $ 45,301 $ 43,939
47,368 47,368 46,013

— 408
1,279 703 1,982 4,235

46,580 48,071 94,651 94,595

32,266 1,906 34,172 37,347
15,940 20,575 36,515 71,125

__ 27 27 159
_ 1,058

_ 31,526 31,526 21,021
48,206 54,034 102,240 130,710
(1,626) (5,963) (7,589) (36,115)
17,635 19,970 37,605 73,720

$16,009 $14,007 $ 30,016 $ 37,605

$ 8,317 $ - $ 8,317 $ 7,505

6,321 6,321 8,792
1,371 _ 1,371 1,338
— 14,007 14,007 19,970

$16,009 $14,007 $ 30,016 $ 37,605
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STATEMENT OF CHANGES IN NET CAPITAL ONVESTBflENT Years Ended June 30, 1977 and 1976 (In Thousands)

Property
Tax

Balance, July 1, 1975
Net loss for the year
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital 
Bond principal
Balance, June 30, 1976 - - -

$41,020

14,305
55,325

Net loss for the year 
Proceeds from grants and contributions 
Depreciation and major property damage of 

assets acquired with grants and contributions by others 
Interest on capital 
Bond principal

Balance, June 30, 1977
15,940

$71,265

STATEMENT OF CHANGES ON FONANCOAL POSOTDON Years Ended June 30,1977 and 1976 (In Thousands)

1977
CASH AND SECURITIES APPLIED TO:

Operations:
Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds 
Cumulative effect of change in method of recording self-insured 

major property damage of assets acquired with own funds

CASH AND SECURITIES USED (PROVIDED) BY OPERATIONS

Additions to construction in progress 
Additions to facilities, property, and equipment 
Additions to materials and supplies
Increase (decrease) In deposits, notes, and miscellaneous receivables 

Total each and cecurities applied

CASH AND SECURITIES PROVIDED BY.
Contributions from U S Government grants and others 
Increase (decrease) in construction 

contracts payable and other liabilities 
Increase in unearned pnr..senger revenue 
Interest on capital

Total cash and securities provided

(Decrease) increase in cash and securities

The accompanying notes are an integral part of the financial statements.

Transactions 
And Use Tax

$ 80,605

56.820
137,425

12,575
$150,000

1976
As Adjusted 

(Note 2)

$20,209 $14,236

18,370 17,690

981 —
858 (3,454)

15,572 4,599
6,125 20,209
1,108 352

540 (3,360)
24,203 18,346

12,720 35,918

4,412 (13,313)
36 798

2,298 2,875
19,466 26,278

($ 4,737) $ 7,932

BART for reasons other than work and school trips. The number of riders reporting diversified usage of BART 
increased 24% from 1976 to 1977 — an encouraging trend in BART’s efforts to increase its off-peak ridership 
market.

Also encouraging were substantial gains in late night (after 8 p.m.) ridership made during the period. This market 
saw a 9% increase in January through June 1977 over the similar months in 1976. Another gain in the late night 
market was an increase in the number of people traveling via BART to the Oakland Coliseum — a 100% increase 
at some events.

Ridership on BART's five express bus lines serving Alameda County and Contra Costa County also saw a 
monthly increase from 83,956 in June 1976 to 97,381 in June 1977. Meanwhile, service between BART stations 
and outlying communities in the two counties continued to improve during the period with refinements in 
bus schedules and routes.

In the third quarter of the fiscal period, the 100 millionth BART passenger entered the system at the Montgomery 
Street Station. By the end of the fiscal year the system had carried 115 million patrons over 1.5 billion passenger 
miles since it opened in 1972.

Muir Drive San Francisco

I Daly City station
This busy hub collects 
patrons from a block 
away or as far away as 
San Jose. Served by 
more public and private 
buses than anyplace on 
the system, it now 
boasts a new multi
level parking structure.

CROWN COLONY 

APARTMENTS samlram

... .
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Train Operator 
KeiiWard 
makes friends 
with one more 
BART patron: 
he'sU.S. 
Secretary of 
Trannpnrfntion 
Brock Adams, 
who rode the 
system April 21, 
1977.

... ..;
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OPERATIONS
Completion of major projects initiated in the previous period contributed to a year of progress in operating 

efficiencies and passenger service.

Extensive reorganization of maintenance and engineering functions was accompanied by a dramatic increase 
in transit car availability during the period. The average number of cars available for revenue service on a daily 
basis was 354 for June 1977 — a 44% increase over the 245-car average for June 1976.

Paralleling the increase in car availability was the completion of work on the electrification system which 
resulted in a 42% increase in available traction power systemwide.

In December 1976 the increased car availability and traction power enabled BART to begin operating full 10- 
car trains in regular peak-hour service on the Concord line. Train lengths were also increased on other lines as 
needed. Seating capacity was increased 14% on trains during midday service to meet a steadily growing off-peak 
market.

Saturday service was offered through the holiday season, as in previous years. For the first time, BART trains 
ran on New Year’s Eve until 2:30 a.m. New Year’s Day — a service which drew three times the normal number of 
late night riders. Another addition was service offered on Chinese New Year, Saturday, March 5.

Efficient tailoring of train lengths to demand throughout the revenue day continued to improve from the previous 
period. The system carried over 5% more passengers than the previous period, but with less than 2% increase in 
revenue car miles.

STATERflENT OF OPERATIONS Years Ended June 30, 1977 and 1976 (In Thousands)
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1977

The accompanying notes are an integral part of the financial statements.

1976
As Adjusted 

(Note 2)
Operating revenues:

Fares $ 26,974 $ 23,595
Less discounts and other deductions 2,282 1,881

24,692 21,714
Other 520 534
Investment income 946 973

Total operating revenues 26,158 23,221

Operating expenses:
Transportation 17,982 15,001
Maintenance 32,888 26,578
Police services 2,114 1,916
Construction and engineering 5,434 4,729
General and administrative 11,850 10,674

70,268 58,898
Less capitalized costs 3,454 3,772

Net operating expenses 66,814 55,126
Operating loss before depreciation expense 40,656 31,905

Depreciation (unfunded):
Of assets acquired with own funds 18,370 17,690
Of assets acquired with grants and contributions by others 7,841 8,432

Total depreciation 26,211 26,122
Operating loss 66,867 58,027

Financial assistance:
Transactions and use tax 31,526 28,644
Property lax 5,521 5,029
Transportation Development Act of 1971 349 1,635
State 35 51
Federal 3,400 —

Total financial assistance 40,831 35,359
Loss before cumulative effect of change in accounting method 26,036 22,668

Cumulative effect, on years prior to June 30, 1977, of change in
method of recording self-insured costs:
Liability and worker’s compensation claims 1,033 —
Major property damage:

On assets acquired with own funds $981
On assets acquired with grants and contributions by others 968 1,949 —

Net loss 29,018 22,668

Depreciation and major property damage of assets acquired with
grants and contributions by others 0,009 8,432

Net Iocs transferred fo accun'iuialed deficit $ 20,209 $ 14,236

Reconciliation to net funded deficit:
Operating loss before depreciation expen.se $ 40,656 $ 31,905
Add cumulative etfect of change in method of recording self-insured

costs of liability and worker's compensation claims 1,033 —
Deduct financial assistance 40.831 35,359

Funded excess of expenses over revenues (revenues over expenses) $ 858 (S 3,454)



FimiliCIAL STATEMEiyTS

To the Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheet of the San Francisco Bay Area Rapid Transit District as of June 30, 
1977 and the related statements of operations, changes in net capital investment, changes in financial position, 
and revenues, expenditures and fund balances of debt service funds for the year then ended. Our examination was 
made in accordance with generally accepted auditing standards and, accordingly, included such tests of the 
accounting records and such other auditing procedures as we considered necessary in the circumstances. The 
financial statements for the year ended June 30, 1976, before restatement, were examined by other auditors whose 
report dated September 10, 1976, expressed an unqualified opinion on those statements.

We reviewed the adjustments described in Note 2 that were applied to restate the 1976 financial 
statements. In our opinion, such adjustments are appropriate and have been properly applied to the 1976 
financial statements.

In our opinion, the 1977 financial statements identified above present fairly the financial position of the 
San Francisco Bay Area Rapid Transit District as of June 30, 1977, and the results of its operations and the 
changes in its financial position for the year then ended, in conformity with generally accepted accounting 
principles consistently applied during the period except for-the changes, with which .we. concur, in the. .rriethods of 
accounting for revenue recognition and self-insurance described in Note 2 to the financial statements.

San Francisco, California 
September 30, 1977

BALANCE SHEET June 30, 1977 and 1976 (In Thousands)

ASSETS
Cash (including time deposits: 1977, $5,060; 1976, $3,780)
U.S. Treasury, federal agency, and othersecurities — at cost 
Deposits, notes, and miscellaneous receivables 
Construction in progress
Facilities, property, and equipment at cost (less accumulated depreciation 

and amortization: 1977, $99,477; 1976, $73,852)
Materials and supplies — at average cost 
Funds to be provided by transactions and use tax 
Debt service funds, net assets

LIABILITIES AND CAPITALIZATION
Construction contracts and other liabilities 
Unearned passenger revenue 
Sales Tax Revenue Bonds 
Debt service funds

Capitalization:

Reserve for self-insurance 
Payable to State of California 
General Obligation Bonds 
Sales Tax Revenue Bonds 
Net capital investment

The accompanying notes are an integral part of the financial statements.

Certified Public Accountants

1977

1976
As Adjusted 

(Note 2)

7,406 $ 4,685 - .
46,681 54,139

9,364 8,824
34,602 19,030

1,381,263 1,403,298
6,018 4,910

16,000 24,000 ’

30,016 37,605
$1.531.350

$ 23,549
1,631 

16,000 
30,016 
71,196

6,000
39,111

732,735

682,308
1,460,154

$1,531,350

$L556,491

19,137
1,595

24,060
37,605
82,337

6,000 
39,111 

748,675 
12,575 

667,793 
1,474,154 

$1,556,491

Other significant aspects of service received attention during the period. In a major system access study BART 
planners emphasized the need for improving local bus service to BART stations, and expanding station parking 
over the next five years. Substantial improvements in patron parking during the period included a partial opening of 
the Daly City parking structure in November 1976, and 831 stalls added at five other stations.

Preparations for a new shuttle service between Coliseum Station and Oakland International Airport were 
completed with the Port of Oakland, and “Oakland Air-BART” began operating on July 1,1977, at a fare of 50 
cents. The new service was immediately in demand as was the “Humphry-Go-BART” shuttle which continued to 
operate between the Berkeley Station and the University of California campus.

Fleetwide installation of transit car handrails was completed by August 1976. Other service improvements 
included installation of additional fare collection equipment, platform windscreens and bus shelters systemwide. A 
new entrance, linking the 12th Street station directly to the City Center Plaza in downtown Oakland, was 
dedicated in ceremonies held October 15,1976.

Trained comnnunicators were added to Central Operations to ensure that news media and the public are 
provided with accurate and continuous system status information. A “hotline" to provide continuous system 
information to all employees was also established. A separate Station Offerations division was formed to improve 
training and motivation among station agents and other personnel whose performance most directly relates to 
good patron service. ^

Central Operations was reorganized for improved coordination among transportation, maintenance and police ■“ 
personnel systemwide. Other operating improvements included two new spur tracks, activated near the BART 
Oakland Shop and Daly City Station, to help speed removal of malfunctioning trains from the mainline.

Embarcadero Station
After its colorful opening May 27,1976, 
this beautiful station quickly became 
the long-awaited hub of San 
Francisco’s large financial community. 
It also channels thousands of people 
daily to nearby cable cars, ferry boats, 
Fisherman's Wharf and many other 
attractions.

^ K-
*

Station Agent Cynthia Tsang: 
expert at getting out-of-town 
visitors on the right track.



OPERATIONS (con’t.)
Procedures to operate BART's three train yards, while keeping all cars de-energized at night and over 

weekends, were devised during the period. An estimated annual savings of 26 million kilowatt hours, valued at $1 
million, made this a most important energy-saving, as well as a cost reduction, measure.

Major improvements in system reliability continued from the previous period. The most significant was a 43% 
decrease in unscheduled train removals between June 1976 and June 1977. Train removals for the period overall 
averaged 33% below the previous period. Wayside circuitry of the automatic train control system also saw 
substantially improved reliability with replacement of a vital "master clock" circuit card in wayside equipment. 
Installation of sun shields over the equipment is expected to further improve train control reliability.

A new computerized system for classifying and tabulating all types of equipment failures was 
activated, which improves analyses of failure rates at the subsystem level. Eventually, it will be able to 
provide precise analyses down to lower component levels.

An engineering research and development laboratory was established to investigate vehicle and wayside 
equipment problems, work previously carried out by various consulting firms. Within a short time, at minimal cost, 
the lab engineers had developed new troubleshooting equipment and several important modifications for the 
vehicles.

At period's end, BART outlined its major service objectives for the 1977-78 fiscal year, which were considered 
to be realistically tailored to BART's transportation market of the 1970's.

The objectives were: (1) start-up of Saturday service by November (to become a regular six-day schedule as of 
January 7); (2) start-up of direct Richmond/Daly City service by March 1978, with an increase of regular system 
trains from 30 to 42; and (3) start-up of full seven-day operation by June 1978.

The Board in Session
The nine members of the Board of 
Directors are elected directly by the 
citizens of nine special BART voting 
districts within Alameda County. Contra 
Costa County and the City and County of 
San Francisco. Directors’ current four- 
year terms expire on November 24,1978 
for districts 2.4. 6 and 8: and on November 
28,1980, for districts 1,3, 5, 7 and 9.

A new, seven-minute shuttle 
service between the Coliseum Station 
and Oakland Airport is attracting 
more air travelers to BART,
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AKTHUR J. SHARTSIS

JOHN GLENN
District 6
Board tenure from 
November 29,1974; term 
expires 1978. Committees 
1977: Chairperson, 
SSWRC; Vice- 
Chairperson, PiLC: 
member, EOC and 
SWMC. Fremont resident. 
Oakland executive.

NELLO J. BIANCO
District 2
Board tenure from 
October 22,1969: term 
expires 1978. Committees 
1977; Chairperson, 
SWMC; member, PILC, 
Richmond resident and 
businessman.

BARCLAY SIMPSON
President 
District 1
Board tenure from 
November 26,1976: term 
expires 1980. Committees 
1 977: member, SAAC; 
ox ullicio member of all 
itdi'idiiiy curiimillees. 
Walnut Creek resident 
San Leandro 
businessman.
Elected November 2,1976, 
succeeding Director 
James D. Ftill.

ELLA HILL HUTCH
Vice President 
District 7
Board tenure from 
November 29,1974; term 
expires 1980. Committees 
1977: Vice-Chairperson, 
SAAC, ex-ulficio member 
01 ail standing 
committees, San 
Francisco resident and 
labor organization staff 
member.

District 3
Board tenure from 
November 26,1976; term 
expires 1980,*
Cumiiiittccs 1977; 
Chairperson, AC; Vice- 
Chairperson, SWMC; 
member, SSWRC.
Oakland resident. San 
Francisco attorney.
Elected November 2,1976, 
succeeding Director 
Richard O. Clark,
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ADMINISTRATION
Stable funding of operations moved a step closer when State Assembly Bill 3785 was signed into law on 

September 22, 1976, extending District revenues from the tialt-cent sales tax in the ttiiee BART counties until 
June 1978. This interim measure will be replaced by Assembly Bill 1107, which makes the sales tax a permanent 
regional transit subsidy as of January 1,1978. Introduced on March 24,1977, by Assembly Speaker Leo 
McCarthy, AB1107 passed the Assembly by a decisive 61 -4 vote on June 21. (After the close of the fiscal period 
AB 1107 was passed by the Senate and was signed into law on September 30,1977.)

The bill (as later amended) reduces BART’s fixed share of the sales tax revenues from 100% to 75%; it also 
stipulates that at least 33% of BART’s operating expenses must come from fares. The remaining 25% of the tax 
revenues are to be allocated among BART, the Alameda-Contra Costa Transit District and San Francisco "Muni" 
rail and bus lines. Allocations will be made by the Metropolitan Transportation Commission (MTC) for improvements 
in the level of transit service beyond that provided on or before January 1,1978.

Other adminstrative developments during the year included extensive realignments of BART’s organizational 
structure with major changes in maintenance, engineering, transportation and a number of technical and fiscal 
control functions. In May, the Board and General Manager retained a consulting firm to perform a comprehensive 
evaluation of BART’s adminstrative organization structure.

EUGENE GARFINKLE
Districts
Board tenure from March 
10,1977; term expires 
1978.* Committees 1977: 
Vice-Chairperson,
SSWRC; member, AC and 
SvVIvlC. San Francisco 
resident and attorney.
’Appointed by Board to 
serve out remaining term of 
Director Dmcr B. Cooper, 
who resigned, effective 
January 21,1977

ROBERT S. ALLEN
Districts
Board tenure from 
November 29,1974; term 
expires 1980. Committees 
1977: Vice-Chairperson, 
AC; Vice-Chairperson, 
EOG; tnembet, SWIvIC 
and SSWRC. Livermore 
resident. Railroad cost 
analyst.

Several new department heads were announced: Richard Demko, Director of Rolling Stock and Shops 
Maintenance; William Fleisher, Director of Field Services (formerly the Transportation Department); Melvin 
Murphy, Director of Engineering; and Lawrenoe Williams, Director of Employee Relations. The appointment of Mrs. 
Fledy Morant to the newly created post of District Budget Officer signaled increased emphasis on fiscal planning, 
reporting and controls.

A comprehensive review of all BART data processing and management information systems was started in 
April 1977, representing a first step toward updating and expanding curront computer programs and devoloping

The period’s most notable cost-efficiencies were achieved in the area of fleet maintenance. Improved 
preventive maintenance, decreased vehicle failure rates, and improved chop supervision all combined to roduco

HARVEY W. GLASSER, M.D.
District 4
Board tenure from 
November 29,1974; term 
expires 1978. Committees 
1977: Chairperson, SAAC; 
Chairperson, PILC; 
member, SWMC, Alameda 
resident and physician- 
business consultant.
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new ones

Coliseum/Oakland 
Airport Station
This busy station, with its direct 
walkway to the huge Oakland 
coliseum complex, is the reason 
growing numbers of sports fans 
are leaving their automobiles 
home and traveling there via 
BART

wriri,a<rj-:
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JOHN H. KIRKWOOD
District 9
Board tenure from 
November 29,1974; term 
expires 1980. Committees 
1977: Chairperson, EOC; 
member, SWMC and 
SSWRC, San Francisco 
resident, Transit adviser.

Bay Fair Station
Each weekday BART express buses carry 
almost 5,000 passengers from outlying 
communities into Bay Fair, Hayward, 
Concord and El Cerrito Del Norte stations - 
and back again in the evening.

Key to committee abbreviations: AC = Administration Committee; EOC = Engi
neering & Operations Committee; PILC = Public Information & Legislation Com
mittee; SAAC = Special Affirmative Action Committee; SSWRC = Special Salary 
& Wage Review Committee; SWMC = Special Ways & Means Committee.

Communicators
New communications specialists 
were added to Central to keep 
news media and the public 
informed on BART service 
systemwide. 9



ADMONOSTRATIOW (con't.)
average downtime per revenue car (for unscheduled repairs) 44% under the previous period. At the same time, 
costs in this labor-intensive area were $1,250,000 below budget for the period.

Further cost-efficiencies were achieved by developing staff capabilities to perform work previously done by 
outside firms. Such work included repairs on complex vehicle components and also on station escalators 
systemwide. Engineering research and development work was brought in-house.

The net financial result for the period was a small surplus before taking into account a $1,033,000 one-time 
accounting adjustment in expenses to reflect a change in method of recording self-insured costs of liability and 
workmen's compensation claims. The operating ratio for the year was approximately 39%, including the impact of 
approximately $1.5 million in extraordinary power costs caused by the drought. These financial results were 
especially welcome in view of the $3.5 million unfunded deficit anticipated at the beginning of the period.

On June 23 BART Directors approved a fully-funded budget for the 1977/78 period of $77.3 million for normal 
operating expenses, plus $5 million in additional funds to meet abnormal power costs expected because of the 
drought. The budget was developed from a zero base in response to specific goals and objectives adopted by the 
Board of Directors for the 1977-78 fiscal year, which included inauguration of weekend and direct Richmond/
Daly City service.

BART was granted $3.4 million in Federal funds for operating expenses under Section 5 of the Urban Mass 
Transportation Act, as amended. Approval of a $3.7 million Federal capital grant was received, including initial 
funding to design, engineer and construct a bypass track in the Oakland subway. The additional track will be 
necessary for efficient track maintenance when the system goes to seven-day operation and will also provide a 
significant improvement in the flexibility of system operations.

BART continued to pursue affirmative action goals aggressively. At the end of the period, minorities represented 
41.4% of the District's workforce, compared to 32.6% of the population in the counties of Alameda, Contra Costa 
and San Francisco. During the fiscal period, BART hired 44 women in "non-traditional” positions. In addition, the 
Board of Directors formed a special committee to review BART's Affirmative Action programs.

The District's major collective bargaining agreements, covering 1,550 BART employees, expired on June 30,
1976. After intensive negotiations, the District announced on July 2 a tentative new three-year agreement with the 
Service Employees International Union, Local 390, and the Amalgamated Transportation Union, Division 1555 
(subsequently ratified by the District Board on July 7).

Approval of the District's first collective bargaining contract with the newly-formed BART Supervisory and 
Professional Association was announced on January 13,1977, after a month of negotiations. The contract, 
covering 114 foremen, supervisors and engineers, runs through December 31,1979.

The District's initial contract with 90 members of the BART Police Officers’ Association (BPOA) expired on 
January 31,1977. In May the BPOA membership voted to affiliate as Local 1008 of the Service Employees 
International Union. (After extended negotiations and a 14-day strike, an agreement was subsequently reached 
with the BPOA on September 7,1977.)

The District carried on extensive discussions with defendants in connection with a multi-million dollar lawsuit 
against its engineering consultants (Parsons Brinckerhoff-Tudor-Bechtel), its major equipment suppliers 
(Westinghouse Electric Corporation and Rohr Industries, Inc.), and other firms.

A settlement in principle to the case pending in the San Joaquin County Superior Court (Stockton) was 
announced by all parties to the litigation on July 18,1977.

Under terms of the proposed settlement, the defendants will pay the District $15 million (including $1.3 million 
already received) and will release claims against the District valued at $13.7 million.

The District will also settle separate contract claims totalling approximately $15 million by payment to Rohr of 
$6.2 million, and will submit a request for reimbursement for approximately 80% of this payment from the Urban 
Mass Transportation Administration (UMTA) under the terms of an existing UMTA grant to BART. The overall 
settlement is contingent on UMTA approval of the BART request.

The defendants will also provide BART with access to documents describing the equipment of the system, will 
make available to BART patent licenses, and will consult with BART on technical matters.

I •m

By Dawn's Early Light...
Crisp, clean lines of BART cars are accentuated by 
the morning sun at Hayward Train Yard. A dramatic 
turnaround in maintenance and engineering 
piL'blems during me period made over i uu 
additional cars available for revenue service.

Veteran car mechanic Bob Simmons, Hayward 
■Shop, is one of many BART men and women 
iHS|)i)n.sil)le for the extiaoidinary acci.Hiifilishmenl.s 
in maintenance.

11
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message from the
president & the general manager
This has been an exciting year for BART, witnessing a 
great deal of achievement and a clear demonstration of 
the District's ability to work effectively In difficult times.

For the first time in its history, BART has a secure, 
permanent financial base. While the Jarvis/Gann Initia
tive has partially affected our revenues, the District has 
been able to reduce costs without cutting train service 
and in addition, has managed to inaugurate its long- 
planned Sunday service.

Much of this achievement has been due to improvement 
in the staff’s ability to maintain rolling stock. BART's 10- 
car trains are made up from the 4th largest rail transit car 
fleet in the U S. Many of our new workers seeing 350 cars 
a day on the road cannot remember the time when there 
were less than 200 cars available for service.

The cloud of major litigation hanging over BART has been 
dispelled. The settlement approved by our Board allowed 
badly needed funds to be made available for service and 
support facilities and provided that BART obtain access 
to badly needed c^ta previously withheld from us by the 
lawsuit.

Most importantly, the BART Board has demonstrated its 
ability to work effectively as a team. Rising above its 
minor differences, our Board worked harmoniously to 
support state legislation which made permanent the 
BART 1/2 cent sales tax. The Board's clear vision and 
general unanimity has enabled us to provide the stability 
and strength through a series of delicate negotiations 
during the past year. It is with that same singleminded
ness of purpose that the Board presently is conducting 
an international search for a general manager to replace 
Frank C. Herringer, who will be leaving us in December.

The focus of our efforts, however, is not on our past 
achievements but on our goals. The much awaited direct 
Richmond/Daly City service has been delayed pending 
approval by the California Public Utilities Commission of 
the BART SORS system. All other 1977/78 goals which 
were related to service improvements were met including 
permanent'Sunday service as of July 2,1978 (which 
happens to be my birthday). BART public relations, 
passenger information, and employee morale all need 
improvement. Our unique capacity to have one flawed 
train slow the entire system has given it a bad public 
image which is not fully deserved. In spite of its diffi
culties, BART is moving rapidly towards maturity and 
acceptance as a major regional transportation service. 
With tough, prudent management and an active, well- 
informed Board of Directors, BART looks forward con
fidently not to miracles but to consistent, solid achieve
ment — and on-time trains!

Progress continued on many fronts during the 1977/78 
fiscal year and I am happy to report that in the coming 
months we should achieve substantially higher levels of 
service.

During the 1977/78 period, our financial performance 
was better than expected: BART generated over $6 
million more in revenues and tax assistance than it spent, 
a rare achievement in the public sector. In addition, the 
passage of Assembly Bill 1107 guarantees BART 75 
percent of the half-cent sales tax levied in the three 
District counties. This ensures continued financial 
stability and means that in the future fare increases will 
only be necessary to keep up with the rate of inflation.

There was considerable progress in technical matters. 
The failure rate of trains continued to decline. The 
number of cars in a mechanically ready state increased 
dramatically, reaching an all-time high of 403 on May 24,
1978. This is a long way from the low level of less than 
200 on August 13,1975. The increased car availability 
helped us in two ways: it enabled the District to provide 
more cars during the morning and evening rush periods; 
and it allowed service to be expanded to Saturday and 
Sunday. This additional service means that the major 
investment the people of the Bay Area have made in the 
BART system is being better utilized.
Considerable effort has been directed at improving the 
automatic train control system. Extensive modifications 
enabling BART to run safely with trains at more frequent 
intervals and at normal speed in wet weather were 
completed in March and the Caiifornia Public Utilities 
Commission began hearings into the matter in April, We 
are confident that the PUC, after reviewing the testimony, 
will allow BART to remove delay-causing operating re
strictions that have severely limited the number of trains 
in service at one time. We expect a.dramatic improve
ment in service to result.
BART has operated for more than six ybars and has 
provided transbay service between the East Bay and San 
Francisco for four years. During this period there have 
been many problems. But also during this time, signifi
cant progress has been made. I believe the BART system 
is becoming an integral part of Bay Area transportation 
and is demonstrating its value to the public and its 
potential for the future.
At the close of the fiscal year I announced my intention to 
leave the District at the end of the calendar year, 1978.1 
have enjoyed my three years here as General Manager, 
They have been challenging. I am proud of the 2,000 men 
and women who make possible the daily BART 
operations as well as the longer run improvements in 
rapid transit service. It has been a pleasure and privilege 
to work with them. I am confident that they will continue 
to provide the people of the San Francisco Bay Area with 
an increasingly improved transit system.

Harvey W. Glasser, M.D.
President

Frank C. Herringer
General Manager
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overview
At the close of the fiscal year, BART 
was operating more trains and more 
rail cars than ever before. Ridership 
continued to grow. The ratio of oper
ating revenues to operating expenses 
was improving, excluding the one-time 
and extraordinarily high electric rate 
due to the 1977 drought. BART was 
using less electricity to carry more 
passengers. Settlement of a lawsuit 
against the major designers and equip
ment suppliers of the system resulted 
in additional money for improvements. 
(The District successfully adjusted to 
the impact of the Jarvis/Gann property 
tax initiative.) Additional parking facili
ties at stations were completed, mod
ifications were made to the automatic 
control system, and the District main
tained an enviable safety record. While 
many problems remain, progress was 
made in solving technical difficulties 
and the District is now on a firm finan
cial footing.

ridership 

& operations
BART ridership continued to grow and, 
at year’s end, weekday patronage was 
in excess of 144,885 trips, almost two 
percent higher than anticipated in the 
1977/78 budget.
Total patronage for the year was 
38,655,206, a 12 percent increase 
over the 34,599,088 the year previous, 
and 2.3 percent higher than the fore
cast. Night ridership (after 8:00 p.m.) 
averaged 9,000 as the fiscal year 
ended, 22.1 percent higher than a year 
ago. Regular Saturday service, which 
was inaugurated on January 7,1978, 
averaged 56,398 during the first six 
months of 1978. During the first month 
a 50-cent'maximum fare was offered to 
acquaint riders with the new service.
On November 21,1977, buses 
operated by the Alameda-Contra Costa 
Transit District (AC Transit) were idled 
by a 10-week strike that had an impact 
on BART, especially during the busy 
holiday season.
An estimated 12,000 bus ride trips 
were immediately diverted to rapid 
transit trains. On November 28,1977, 
about 192,000 riders were carried on

BART. This was the highest revenue 
day in the history of the District.
Unfortunately, the overflow conditions 
occurred as BART engineers were 
changing automatic train control cir
cuits. The technical work slowed some 
service, as did the heavy rains at the 
time, making the already overcrowded 
conditions worse. With every available 
car at work, the number of malfunc
tions per day increased temporarily — 
particularly during the last week of the 
AC Transit work stoppage.
Cn February 2,1978, shortly after AC 
Transit buses were back in service, 
BART operated free all day and accom
modated an estimated 250,000 riders 
— an all time record. Although BART 
did not collect an estimated $100,000 
in revenues that day, it appeared that 
the goodwill gained more than made 
up for the loss. Another gain from the 
free day was the introduction of the 
system to a large number of persons 
who previously had not ridden BART, 
but took advantage of the free day.
BART Express Buses, which were idled 
by the strike, also operated free for one 
month as an “apology” for the incon
venience. These Express Buses are 
operated for BART by AC Transit and 
patronage was adversely affected by 
the bus strike. A total of 989,026 trips 
were taken on the express routes in 
the 1977/78 fiscal year as compared to 
1,141,230 the year previous.
The University of California at Berkeley 
continued to monitor traffic in the con
gested transbay corridor between 
Cakland and San Francisco, one of the 
busiest and most congested in the 
world. Latest figures show that BART 
carried 28 percent of the persons 
using the corridor in the commute 
direction during the morning peak 
period, as compared to 23 percent on 
buses and 49 percent by automobile.
A new record was set on May 24,1978, 
when, for the first time, more than 400 
train cars were available for revenue 
passenger operation. This compares to 
an average of 245 cars two years ago. 
With 403 cars available — 93 percent 
of the fleet of 432 operable cars — 
BART provided more service by in
creasing the length of trains to expand 
the passenger-carrying capacity of 
the system. In addition, having more 
cars ready for service made it easier 
to react to breakdowns and malfunc

tions, reducing the impact to the rider 
on a typical day.
Two years before, more than 30 cars 
were sidetracked for lack of spare 
parts. During the past year, it was 
typical to have no more than five out of 
service awaiting parts.
As an example of increased capacity, 
in the summer of 1977, 40 cars were 
added to midday trains on the two East 
Bay routes to San Francisco and Daly 
City, because of an upsurge in offpeak 
patronage.
Goals set early in the year by the 
District to make train service more re
liable were met. Fewer trains were 
removed from service before complet
ing their runs. This meant fewer pas
sengers had to get off a train and wait 
for a following one because of a mal
function. There were certainly too 
many periods when service was rated 
as being poor. However, the general 
trend was one of Improvement as the 
year ended.
The first of two telephone devices that 
deaf persons can use to obtain sched
uling and fare data was instaiied and 
another was being acquired. Additional 
parking was provided at Daly City 
where completion of a new garage at 
this overcrowded terminal added 832 
spaces and raised the total there to 
1,620. Work continued op expansion of 
the Fremont lot to 1,096 spaces by the 
addition of 361.
On September 11,1977, BART cele
brated 5 years of operation; and by 
year's end patrons had taken 153.6 
million trips over 2 billion passenger 
miles since the railroad 
opened its first 
segment between 
Fremont and Mac- 
Arthur stations.
Since that time, no 
passenger has 
been fatally or 
seriously injured 
while aboard the 
trains.



Extensive marketing efforts were made 
to acquaint the public with service 
improvements. For the first time, teie- 
vision commerciais were used, 
successfuily creating a high pubiic 
awareness of the new Saturday 
service.

BART aiso saw its potentiai market 
expanded with compietion on October 
28,1977, of a new Nationai Raiiroad 
Passenger Corporation (Amtrak) 
station adjacent to the BART station at 
Richmond. Buiit jointiy by BART,
Amtrak and the California Department 
of Transportation, the station provides 
easy access between rapid transit and 
iong-distance trains. The depot is ex
pected to assume greater importance 
when Amtrak and the State inaugurate 
“corridor” service between the East 
Bay and Sacramento, the State capitai. 
At year’s-end about 900 riders were 
boarding or aiighting from Amtrak 
trains each month.

improvements
Aithough the basic railroad with aii of 
its structures has been compieted for 
severai years, construction continued 
during the fiscai year on the streetcar 
subway BART was obiigated by the 
1962 bond eiection to complete for the 
Municipal Railway of San Francisco. A 
major item was the $6.3 miiiion street
car station at West Portai in San 
Francisco scheduied to be completed 
in the 1978/79 fiscai year.
To provide more raii cars, BART shop 
forces successfully rebuilt a Type A, or 
car with a cab, previousiy damaged by 
fire, into a Type B car, without cab.
This work was done at the Hayward 
Shop after studies showed BART 
empioyees couid do the work more 
economicaily than outside firms. The 
quaiity of the work is considered ex
cellent. There is considerable pride 
among shop empioyees about the 
project. A second car was being con
verted as the fiscai year ended. A 
total of 14 will be rebuilt, providing 
more cars for patrons. Studies have 
shown that present scheduies require 
fewer cars with controi cabs, but more 
mid-train cars without cabs.
Upgrading the 1,000 voit direct current 
power suppiy to the eiectric third raii 
was essentialiy compieted during the

fiscai year. This will allow operation of 
10-car trains at frequent intervais.
The district also completed most of the 
“resignaling” to clear the way for 
close headway operation. This work 
involved changing the speed com
mands at various locations along the 
tracks, to allow longer braking dis
tances between trains for a higher 
safety margin during wet weather 
when wheel-to-rail adhesion might de
crease. The work was required as part 
of the California Public Utilities Com
mission’s consideration of allowing 
BART to operate trains at more fre
quent intervals using the primary train 
control system installed some years 
ago, along with a back-up system. A 
decision is expected during the 
1978/79 fiscai year and this will permit 
more frequent service, as well as addi
tion of the direct Richmond-San 
Francisco-Daly City line.

In other train control functions, instal
lation of metal shields over some way- 
side train control boxes was com
pleted. The shields reflect sunlight 
away from sensitive electronic equip
ment and result in a higher level of 
reliability for the control system.
Throughout the year, maintenance of 
track and structures was kept at a high 
level and the District continued to offer 
one of the smoothest and quietest 
rail rapid transit services in the 
world. A total of 18.6 miles of ^ ’
track was extensively 
rehabilitated using rail 
grinding and other

.j ' i
- ■' '■ i

equipment during the fiscal year.
Preliminary engineering work con
tinued on the so-called ”KE track” 
through downtown Oakland. Subway 
tunnels were completed in the 1960's 
for this track between Fifth Street and 
23rd Street in the Broadway subway. 
Only relatively minor work is required 
to modify the 19th Street and 12th 
Street-Oakland City Center subway 
stations to accommodate the third 
track. The track will permit trains to be 
stored in the congested center of the 
system and provide greater capacity in 
the Oakland Wye, one of the busiest rail
way junctions in North America. En
gineering costs of the project have 
been approved for 80 percent funding 
by the federal Urban Mass Transporta
tion Administration (UMTA).

r* . ■....4 ;
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Other projects completed include ac
quisition of $281,706 worth of pre
stressed concrete ties for inventory 
and to replace wooden ties on a 
portion of the Diablo Test Track right- 
of-way built in the early 1960’s and in
corporated into the Concord line in 
1972; installation of $23,360 in earth
quake sensing devices in train control 
relay rooms; $395,744 in safety im
provements, generally new ladders 
and handrails required by the Federal 
Government; a $1.3 million material 
and rail handling yard at Hayward and 
$112,984 in modifications to safety 
doors in tunnels, subways and the 
transbay tube.
At year-end, work in progress included 
$231,890 in bus access improvements 
at San Leandro station and a $1.7 
million expansion of yard storage 
tracks.

administration
■"•f -.'L' v-TVL '
For the first time in its history, BART 
has a permanent source of funds to 
cover operating deficits. With the 
signing into law of Assernbly Bill 1107 
by-Gp.vernOr Edmund G. Brown, Jr., the 
half-pent sales taxipreviously levied by 
the District was made permanent. 
Under the new arrangement in the 
legislation drafted by Assembly 
Speaker Leo McCarthy, BART receives 
75 percent of the revenues, with the 
remaining 25 percent to be allocated 
by the Metropolitan Transportatioh 
Commission to the Municipal Railway 
of San Francisco, the Alameda-Contra 
Costa Transit District and BART upon 
application.

Agreement was reached to settle liti
gation pending between the District 
and major designers and suppliers. 
The settlement, reached in principle in 
July, 1977, and since approved by the 
litigants, resulted in BART receiving 
a net value of $28,700,000 from the
defendants, $15 million in cash, and 
the release of claims by the defend-^ 
ants, which the District lawyers had 
valued at $13.7 million. In addition, a 
separate $15 million claihn against 
BART relating to the rail cars was 
settled for $6.2 million. The settlement 
allowed BART to free up $18 million

held in reserve for possible claims 
against the District and for potential 
outside attorney fees for future litiga
tion. Added to the settlement, this gave 
BART $33 million with which to • 
improve the reliability and service 
levels of the trains and related hard- ' 
ware. In addition to the cash 
settlement, BART was granted access 
to vital information about the design of 
the system, iricludihg apcess to patent 
licenses. '
Also during the year, efforts continued 
toward hnore efficient.managerhent. 
Working with both.the Board and staff, 
Booz, Aljen & Hamilton, ah.outside 
consultant firm; completed its survey 
of the rrianagement structure and 
recommended the District begin shift
ing toward an organization mainly 
involved with railway operations rather 
than a problem-solving structure. 
These recommendations were under 
consideration at year’s end.

The District successfully met 
budgetary targets and in most cases 
results were better than projections. 
For example, revenues were $84.9 
million, $377,000 higher than the 
budget forecasts and the surplus was 
$4.6 million as compared to the esti
mate of $90,000, after deducting $2.1 
million for capital improvements.
On July 8,1977, most trains were idled 
as a result of a one-day work stoppage 
by train operators because of a dis
agreement over the number of persons

in Central Control. Service on that day 
was restricted to a shuttle that oper
ated for several hours between Daly 
City and MacArthur stations.
The, District [ssued 3,561 identification 
cards to th.e elderly and handicapped 
entitiihg them to reduced fares not only 
on BART, but on other transit systems 
in the region as well. More than 12,500 
of these cards have been issued by the 
District. A total of 1,345 identification 
badges.allowing a person to bring a 
bicycle aboard a train were issued 
during the year. More than 4,300 riders 
have BART bicycle permits.
The District’s overall property tax rate 
was reduced by the Board of Directors 
during the fiscal year. In Alameda 
County, the 42.2 cents per $100 
assessed property valuation rate of 
1976-77 went up slightly, to 43.1 cents 
due to assessment ratios. It dropped 
substantially in the other counties. The 
Contra Costa County rate was reduced 
from 47.8 cents to 42.8 cents and the 
City and County of San Francisco levy 
was reduced from 47.1 cents to 43.6 
cents. Berkeley city residents pay an 
additional levy for subway mileage 
added after voters approved the 1962 
construction package. That rate 
dropped from 17.8 cents in 1976-77 to 
16.3 cents in 1977-78. Excluding the 
special Berkeley tax, the District-wide 
rate averaged 45.7 cents in 1976-77 
and 43.13 cents in 1977-78.
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The District made significant gains 
toward achieving the goal of its affirm
ative action program. A total of 968 
employees, representing 43.4 percent 
of the District’s 2,231 workers were 
minorities, compared to 30.4 percent* 
of the population in the three counties 
BART serves. The number of female 
employees was 462 or 20.71 percent. 
Of the total number of persons hired 
during the fiscal year, 69.5 percent 
were minorities and women.
General Manager Frank C. Herringer 
announced his resignation on June 29, 
1978, effective December 31,1978. 
The Board has begun an international 
search for a successor. Mr. Herringer 
came to BART on July 1, 1975. He had 
been administrator of the Federal 
Urban Mass Transportation 
Administration.

*1970 Census data

the future
At the start of the 1978-79 fiscal year, 
the District was responding to financial 
restrictions imposed by the passage of 
the Jarvis/Gann property tax initiative. 
While this was resulting in some reduc
tions in the numbers of employees, it 
did not require a reduction in train 
service. The District began its initial 
phase of a program to remotely staff 
some stations looking to ultimate

i-'laTfc
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cost reductions. With all major work 
completed on the modifications to the 
automatic train control system, the 
District was demonstrating to the 
California Public Utilities Commission 
that the equipment does meet margins 
of safety necessary for more frequent 
service and addition of direct 
Richmond-San Francisco-Daly City 
service. The planned opening of the 
Municipal Railway of San Francisco 
streetcar subway under Market Street 
in mid-1979 is expected to funnel addi
tional riders into the BART system.
The San Francisco Bay Area is unusual 
for being one of the few urbanized 
areas of the United States with a 
number of individual transit systems 
and agencies rather than a unified 
network under one management.

However, BART and the other 
agencies work closely together in 
many tasks and purposes with the 
nine-county Metropolitan Transporta- 
tion Commission (MTC). BART has 
joined with the other transit agencies to 
form the Regional Transit Association 
to further coordinate its efforts. This 
promises an even better regional 
transit network in the future for the 
people of the nine San Francisco Bay 
Area Counties.
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district 

board of 

directors

Bare Simpson

Nello J. Bianco
Vice President

Arthur J. Shartsis

District 1
Term began Novem
ber 26, 1976 as Board 
President in 1977; chair
person; Pubiic In
formation and Legisla
tion Committee; vice 
chairperson, Engineer
ing and Operations 
Committee; member. 
Special Salary and 
Wage Review Com
mittee; Walnut Creek 
resident, San Leandro 
businessman.

District 2
Term began October 
22,1969, as appointee 
of Contra Costa County 
supervisors; was Presi
dent in 1974 and Vice 
President twice before; 
elected November 5, 
1974; as Vice Presi
dent serves as ex- 
officio member of all 
committees; Rich
mond resident and 
businessman.

District .6
Term began Novem
ber 26,1976; chair
person, Special Salary 
and Wage Review 
Committee; member. 
Administration Com
mittee; Oakland resi
dent and San Fran
cisco attorney.

District 4
Term began Novem
ber 29, 1974; ex-officio 
member of all board 
committees; Alameda 
resident and physician- 
business consultant.

^4'i.
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Harvey W. Glasser, M.D.
President

Robert S. Allen

John Glenn

District 5
Term began Novem
ber 29, 1974; vice 
chairperson Admin
istration Committee, 
member. Special 
Salary and Wage Re
view Committee; rail
road cost analyst; 
Livermore resident.

Districts
Term began Novem
ber 29,1974; chair
person Administration 
Committee; member. 
Public Information and 
Legislation Com
mittee, Special Salary 
and Wage Review 
Committee; Fremont 
resident, Oakland 
executive.

District 7
Term began February 
21,1978; vice chair
person, Public Informa
tion and Legislation 
Committee; member. 
Special Salary and 
Wage Review Com
mittee; San Francisco 
resident and consult
ant: appointed by 
board to serve out 
remaining term of Ella 
Hill Hutch, who re
signed on January 1, 
1978, after being 
elected to the City and 
County of San Fran
cisco Board of Super
visors.

Districts
f Term began March 10, 

1977; vice chair
person, Special Salary 
and Wage Review 
Committee; member.

Roslyn L. Baltimore

7 I Engineering and Oper
ations Committee; San 
Francisco resident and 
attorney.

Eugene Garfinkfe

Districts
Term began Novem
ber 29, 1974; chair
person, Engineering 
and Operations Com
mittee; member. 
Special Salary and 
Wage Review Com
mittee; San Francisco 
resident and business
man.

r-'
John H. Kirkwood



performance highlights #

RAIL RIDERSHIP
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles
System utilization factor (ratio of passenger miles to 

available seat miles)
End-of-period ratios 

Peak patronage 
Off-peak patronage
BART’S estimated share of peak period transbay 

trips — cars, trains and buses 
Passengers with automobile available 

(as alternative to BART)

OPERATIONS
Annual revenue car miles
Unscheduled train removals — average per revenue day 
Transit car availability to revenue car fleet 
Passenger miles per equivalent gallon of gasoline 
Passenger accidents reported per million passenger trips 
Crimes reported per million passenger trips

FINANCIAL
Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses 
Operating ratio (total operating revenues to 

net operating expenses) (3)
Rail passenger revenue per passenger mile 
Rail operating cost per passenger mile (4) 
Average passenger fare

FY 1977/78 FY 1976/77

38,665,206 34,599,088
146,780 133,453

12.7 miles 12.8 miles
492,901,000 444,401,162

.285 .270

50% 51%
50% 49%

28% 26%

57% 61%

24,046,898 22,862,970
10.1 11.7
87% 76%

59 51
22.63 19.71
117.4 122.4

$28,219,000 $24,692,000
1,679,000 1,466,000

29,898,000 26,158,000
78,204,000(1) 66,814,000(2)

38.23% 39.15%
5.7c 5.5c

15.5c 14.6c
75.4c 74.0c

NOTES

General note: Data represent annual averages, unless otherwise noted.
(1) Atter inventory adjustment of $1,300,000.
(2) Before cumulative eftect, on years prior to June 30,1977, of change in method of recording self-insured costs for liability and worker's compensation claims in the 

amount of $1,033,000.
(3) FY1976/77 and FY1977/78 reflect inclusion of abnormal electric power expense due to drought; excluding such extraordinary expense, normal operating ratio was 

40.42% in FY 1977/78, and 40.09% in FY 1976/77.
(4) Includes extraordinary power expense; excluding such expense, normal rail cost per passenger mile in FY 1977/78 was 14.6c, and in FY 1976/77 14.2c.



1977-1978 operating funds #
$90,357,000 (Including Capitalized Costs)

Where Funds Came From
(In Thousands)

Fares
31.2% -$28,219

Transactions 
& Use Tax

53.8% - $48,621

Investment Income &
Other Operating Revenue

1.9%-$1,679

Regional Financial 
Assistance

0;17o-$95

Construction Funds
6.0%, - $5,460

Property Tax
7.0%, - $6,283

TOTAL
100.0% - $90,357

system operations #
Monthly Averages of Weekday Patronage

How Funds Were Applied
(In Thousands) 
Maintenance 
36.0% - $32,555
Transportation
26.8% - $24,192

Police Services
3.2%. -$2,910

Construction 
& Engineering
8.9%o - $8,023

Improvement Allowance*
2.3%o - $2,100

Increase in 
Working Capital *
5.1%-$4,593

General &
Administrative
17.7%, -$15,984
TOTAL
100.0%, - $90,357 

♦(Totals $6,693 Funds provided by operations)

Monthly Averages Cars Available for Service

1977-1978

1976-1977

JOL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

1977-1978

1976-1977

200
JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

Special notes for patronage chart (1977-1978 line only): 
SEP — BART Police strike; limited service provided 
DEC — AC Transit strike, in nen.-Jan.



financial statements #

To the Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheets of the San Francisco Bay Area Rapid Transit District as of June 30,
1978 and 1977 and the related statements of operations, changes in net capital investment, changes in finan
cial position, and revenues, expenditures and fund balances of debt service funds for the years then ended. Our 
examinations were made in accordance with generally accepted auditing standards and, accordingly, included 
such tests of the accounting records and such other auditing procedures as we considered necessary in the 
circumstances.

In our opinion, the financial statements identified above present fairly the financial position of the San Fran
cisco Bay Area Rapid Transit District as of June 30, 1978 and 1977 and the results of its operations and the 
changes in its financial position for the years then ended, in conformity with generally accepted accounting 
principles consistently applied during the period subsequent to the change made as of July 1, 1977, with which 
we concur, in the method of accounting for self-insurance described in Note 2 to the financial statements.

San Francisco, California 
September 15,1978

Certified Public Accountants

BALANCE SHEETS June 30, 1978 and 1977 (In Thousands)

ASSETS
Cash (including time deposits: 1978, $1,970; 1977, $5,060)
Securities — at cost
Securities representing reserves — at cost 
Deposits, notes, and miscellaneous receivables 
Construction in progress
Facilities, property, and equipment — at cost (less accumulated depreciation and 

amortization: 1978, $123,892; 1977, $99,477)
Materials and supplies — at average cost 
Funds to be provided by transactions and use tax 
Debt service funds, net assets

LIABILITIES AND CAPITALIZATION
Contract and other liabilities 
Unearned passenger revenue 
Sales Tax Revenue Bonds 
Debt service funds

Capitaiization:
Reserves
Payable to State of California 
General Obligation Bonds 
Net capital investment

1978 1977

$ 3,259 $ 7,406
36,510 40,681
35,906 6,000
3,668 9,364

34,778 34,602

1,365,356 1,381,263
7,821 6,018
— 16,000

17,200 30,016
$1,504,498 $1,531,350

$ 15,667 $ 23,549
1,105 1,631
— 16,000

17,200 30,016
33,972 71,196

35,906 6,000
— 39,111

714.985 732,735
719,635 682,308

1,470,526 1,460,154
$1,504,498 $1,531,350

The accompanying notes are an integral part of the financial statements, 
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STATEMENTS OF OPERATIONS Years Ended June 30, 1978 and 1977 (In Thousands)

1978 1977
Operating revenues:

Fares $30,666 $26,974
Less discounts and other deductions 2,447 2,282

28,219 24,692
Other 535 520
Investment Income 1,144 946

Total operating revenues 29,898 26,158
Operating expenses:

Transportation 24,192 17,982
Maintenance 32,555 32,888
Police services 2,910 2,114
Construction and engineering 8,023 5,434
General and administrative 15,984 11,850

83,664 70,268
Less capitalized costs 5,460 3,454

Net operating expenses 78,204 66,814
Operating loss before depreciation expense 48,306 40,656
Depreciation (unfunded):

Of assets acquired with own funds 12,191 18,370
Of assets acquired with grants and contributions by others 12,508 7,841

Total depreciation 24,699 26,211
Operating loss 73,005 66,867
Financial assistance:

Transactions and use tax 48,621 31,526
Property tax 6,283 5,521
Transportation Development Act of 1971 83 349
State 12 35
Federal — 3,400

lotal financial assistance 54,999 40,831
Loss before cumulative effect of change in accounting method 18,006 26,036

Cumulative effect, on years prior to June 30, 1977, of change in method of
recording self-insurance costs:
Liability and worker’s compensation claims — 1,033
Major property damage:

On assets acquired with own funds — 981
On assets acquired with grants and contributions by others — 968

Net loss 18,006 29,018
Depreciation and major property damage of assets acquired with grants and

contributions by others 12,508 8,809

Net loss transferred to accumulated deficit $ 5,498 $20,209
Reconciliation to net funded revenue:

Operating loss before depreciation expense $48,306 $40,656
Add cumulative effect.of change in method of recording self-insured costs of

liability and worker’s compenstion claims — 1,033
Deduct financial assistance 54,999 40,831

Funded excess of revenues over expenses (expenses over revenues) $ 6,693 ($ 858)

The accompanying notes are an integral part of the financial statements.
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STATEMENTS OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30, 1978 and 1977 (In Thousands)

Balance, July 1, 1976 
Net loss for the year 
Proceeds from granfs and contributions
Depreciation and major properly damage of assets acquired with gr'arits and 

contributions by others 
Interest on capital 
Bond principal 

Balance, June 30, 1977 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital 
Bond principal
Establishment of basic system completion reserve 
Establishment of system improvement reserve 
Increase in reserve for self-insurance 

Balance, June 30, 1978

STATEMENTS OF CHANGES IN FINANCIAL POSITION
Years Ended June 30, 1978 and 1977 (In Thousands)

Property
Tax

Transactions
and

Use Tax
$55,325 $137,425

15,940 12,575
71,265 150,000

17,750
““

$89,015 $150,000

1978 1977

$ 5,498 $20,209

12,191 18,370

— 981

6,693 (858)

25,244 12,720
5,696 (540)
3,134 2,298

40,767 13,620

176 15,572
8,792 6,125
1,803 1,108
7,882 (4,412)

526 (36)
19,179 18,357

$21,588 ($ 4,737)

CASH AND SECURITIES PROVIDED BY:
Operations:

Nel loss lianslerred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds 
Cmiiulative effect of change in iiieltiod of recording self-lnsuted majot 

pioperty damage of assets aci^iiired with own funds

CASH AND SECURITIES PROVIDED (USED) BY OPERATIONS

Conti ibutions from U S Government giants and others
Deciease (iiiciease) in deposits, notes, and miscellaneous receivables
Interest on capital

Total cash and securities provided

CASH AND SECURITIES APPLIED TO:
Additions to construction in progress 
Additions to facilities, property, and equipment 
Additions to materials and supplies
Decrease (increase) in construction contracts payable and other liabilities 
Decrease (increase) in unearned passenger revenue 

Total cash and securities applied

Increase (decrease) in cash and securities

Tho accompanying notoG aro an intogral part of the financial otatomontG. 
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Depreciation and 
Retirements of AssetsUS

Government
Grants

State of 
California 

Grants

Contributions
from

Others
Acquired With Grants 

and Contributions 
by Others

Accumulated
Deficit

Interest
on

Capital Reserves

Net
Capital

Investment
$282,223 $116,902 $23,043 ($21,440) ($39,452) $119,767 ($ 6,000) $667,793

— — — — (20,209) — — (20,209)
6,376 — 6,344 — — — — 12,720

— — — (8,809) — — — (8,809)
— — — — — 2,298 — 2,298
— — — — — — — 28,515

288,599 116,902 29,387 (30,249) (59,661) 122,065 (6,000) 682,308
— — — — (5,498) — — (5,498)

9,641 39,111 15,603 — — — — 64,355
— — — (12,508) — — — (12,508)

— — — — 3,134 — 3,134
— — — — — — — 17,750
— — — — — — (13,000) (13,000)
— — — — — — (13,906) (13,906)
— — — — — — (3,000) (3,000)

$298,240 $156,013 $44,990 ($42,757) ($65,159) $125,199 ($35,906) $719,635

DEBT SERVICE FUNDS STATEMENTS OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30, 1978 and 1977 (In Thousands)

Revenues:
Property tax
Transactions and use tax received 
Interest

Expenditures:
Interest
Principal
Bond service expense 
Funds transmitted to the District

Balance, beginning of year
Balance, end of year

Represented by:
Cash (including time deposits: 1978, $14,750; 1977, $7,913)
Securities — at cost
Taxes and interest receivable
Assets with fiscal agent

General
Obligation

Bonds

......... 1978............
Sales Tax 
Revenue

Bonds Combined
1977

Cumbined

$48,741 $ - $48,741 $ 45,301
— 26.882 26,882 47,368

1,597 739 2,336 1,982
50,338 27,621 77,959 94,651

31,397 808 32,205 34,172
17,750 16,000 33,750 36,515

— 9 9 27
— 24,811 24,811 31,526

49,147 41,628 90,775 102,240
1,191 (14,007) (12,816) (7,589)

16,009 14,007 30,016 37,605
$17,200 $ -0- $17,200 $ 30,016

$14,867 $14,867 $ 8,317
845 845 6,321

1,488 1,488 1,371
— — 14,007

$17,200 $17,200 $ 30,016

The accompanying notes are an integral part of the financial statements.



notes to financial statements
NOTES TO FINANCIAL STATEMENTS JUNE 30, 1978 and 1977

NOTE 1 — Summary of Significant Accounting Methods

Description of the District
The San Francisco Bay Area Rapid Transit District is a public 
agency created by the legislature of the State of California in 
1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended. The District does not have 
stockholders or equity holders and is not subject to income tax. 
The disbursement of all funds recevied by the District is con
trolled by statutes and by provisions of various grant contracts 
entered into with Federal and State agencies.
Securities
Securities are carried at cost which approximates market.
Facilities, Property, and Equipment
Facilities, property, and equipment are carried at cost. Depre
ciation is calculated using the straight-line method over the es
timated useful lives of the assets. The amount of depreciation 
of assets acquired with District funds is distinguished from de
preciation of assets acquired with grants and contributions by 
others. The latter amount is shown on the statement of changes 
in net capital investment with the related grants and contribu
tions.
Federal and State Grants
The District receives amounts from both Federal and State gov
ernments to assist in operations and for capital or other proj
ects. Grants for capital and other projects are recorded as addi
tions to net capital investment on receipt. Grants for operating 
expenditures are included as financial assistance in the state
ment of operations.
Sales Tax Revenue
The one-half percent transactions and use tax, imposed by the 
District within the counties it serves, is collected and admin
istered by the State Board of Equalization. Prior to January 1, 
1978, all tax proceeds were transmitted directly to a trustee and 
recorded as revenue in the debt service funds on receipt. The 
trustee retained funds necessary for debt service require

ments and transmitted the excess, if any, to the District. On 
January 1, 1978, the final Sales Tax Revenue Bonds were re
tired and tax proceeds are now transmitted directly to the Dis
trict. The District records funds not required for debt service 
and the proceeds of Sales Tax Revenue Bonds (issued for oper
ational purposes) as financial assistance when received. The 
State Board of Equalizafion estimates that transactions and use 
tax revenues for the period April 1, 1978 to June 30, 1978 will 
be approximately $8,625,000. Of this amount, $2,156,000 had 
been received and recorded by the District. Comparable figures 
for 1977 were $10,200,000 and $2,550,000, respectively.
Property Tax Revenue
The District receives property tax revenues to service the debt 
requirements of the General Obligation Bonds and records 
these revenues in the debt service funds. If also receives an al
location of property tax revenues to provide for general and 
administrative expenses not involving construction, although 
such revenues may be used for construction if needed. The Dis
trict records this property tax allocation as financial assistance.
Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as 
an increase in net capital investment to recognize that this in
terest should be directly associated with the capital which gives 
rise to the interest and which is not available for current oper
ations.
Self-Insurance
The District is largely self-insured for worker’s compensation 
and general liability claims and major property damage. The 
District records the costs of self-insured claims and major prop- 
erfy damage when they are incurred.
Reclassifications
Certain reclassificiations have been made in the 1977 financial 
statements to conform to 1978 presentation.

NOTE 2 — Change in Method of Accounting During 1977

Self-Insurance
The District insures itself for most worker’s compensation, 
general liability, and major property damage. During 1977, the 
District changed its method of recording the costs of self- 
insured claims and major property damage to when they are in
curred instead of when they are paid.
The effect of this change was to increase the 1977 net loss by 
$3,141,000 including $2,982,000 of costs from prior years. The 
$2,982,000 represents $1,033,000 in worker’s compensation 
and liability claims and $1,949,000 in major transit vehicle

property damage. The pro forma amounts shown below reflect 
retroactive application of the change as if the method had been 
in effect in years prior to 1977.

(In Thousands) 
1977

Net loss as reported 
Cumultive effect of change in 

method of accounting applicable to 
years prior to 1977

$29,018

(2,982)
$26,036



NOTE 3 — Securities Representing Reserves

Securities are separately classified on the balance sheet to re
flect designation by the Board of Directors of a portion of the 
District’s capitalization as reserves for the following purposes:

---(In Thousands)--- 
1978 1977

Basic System Completion $13,000 $ -
System improvement 13,906 —

NOTE 4 — Facilities, Property, and Equipment

Self-Insurance 9,000
$35,906

6,000
$6,000

Facilities, property, and equipment, asset lives, and accumu
lated depreciation and amortization at June 30, 1978 and 1977 
are summarized as follows:

Land
Improvements
System-wide operation and control 
Revenue transit vehicles 
Service and miscellaneous equipment 
Capitalized construction and start-up costs 
Repairable property Items

■1978-
(In Thousands)

•1977-

Lives
(Years) Cost

Accumuiated
Depreciation

and
Amortization Cost

Accumulated
Depreciation

and
Amortization

— $ 106,552 $ $ 106,544 $
80 1,042,561 63,361 1,031,406 50,164
20 86,846 18,887 87,095 17,136
30 149,200 21,493 144,075 16,481

3 to 20 10,613 3,954 9,719 3,099
30 86,278 15,322 95,175 11,944
30 7,198 875 6,726 653

$1,489,248 $123,892 $1,480,740 $99,477

NOTE 5 — Payabie to the State of Caiifornia

Under Sections 30770-30782 of the California Streets and High
ways Code, the Department of Public Works of the State of 
California authorized the District to construct the San 
Francisco-Oakland rapid transit tube and its approaches with 
State funds. These Code Sections provide that the District will 
reimburse the State for the costs of the tube approaches. At 
June 30,1978, the District had received $172,513,000 of which 
$55,611,000 was repayable to the State. Relmburse.ment of

NOTE 6 — General Obligation and Saies Tax Revenue Bonds

$16,500,000 was fulfilled by application of a credit due the Dis
trict arising from highway betterments constructed with Dis
trict funds on State Route No. 24. During 1978, the Governor 
signed legislation which cancels the District’s obligation to pay 
such costs. This was recorded as an addition to State of Cali
fornia Grants on the statement of changes in net capital 
investment.

Year ■ " ^lli 1 llUUodllUoJ ■ ■ ■ ■
Composite Last .........  1978 ......... -------- 1977 .........

Interest Series Original Amount Due in Due in
Rate Matures Authorized Issued 1 Year Total 1 Year Total

General Obligation Bonds
1962 District Bonds 4,08% 1999 $792,000 $792,000 $19,400 $705,325 $17,450 $722,775
1966 Special Service District Bonds 4,40% 1998 20,500 12,000 310 9,660 300 9,960

$812,500 $804,000 $19,710 $714,985 $17,750 $732,735

Sales Tax Revenue Bonds
1969 Sales Tax Revenue Bonds 1977 $150,000 $150,000 $ -0- $ -0- $ -0- $ -0-
1975 Sales Tax Revenue Bonds 1978 $ 24,000 $ 24,000 $ -0- $ -0- $16,000 $ 16,000

(con’t.)



Note 6 - General Obligation and Sales Tax Revenue Bonds (con’t.)

In 1962, voters of the member counties of the District author
ized a bonded indebtedness totaling $792 million of General 
Obligation Bonds. Payment of both principal and interest is 
provided by the levy of District wide property taxes. During 
1966, City of Berkeley voters formed Special Service District 
No. 1 and authorized the issuance of $20.5 million of General 
Obligation Bonds for construction of subway extensions within 
that city. Payment of both principal and interest is provided by 
taxes levied upon property within the Special Service District. 
Bond principal is payable annually on June 15 and interest is 
payable semiannually on June 15 and December 15 from debt 
service funds. Interest of $15,009,000 on General Obligation 
Bonds and $214,000 on Special Service District No. 1 Bonds is 
payable on December 15, 1978.
The 1969 Legislature of the State of California authorized the 
District to impose a ’/2% Transactions and Use Tax within the

District and issue Sales Tax Revenue Bonds totaling $150 mil
lion. The State Legislature later extended the tax to June 30, 
1978 and authorized the District to issue bonds totaling $24 
million. Payment of all Sales Tax Revenue Bonds was com
pleted by June 30, 1978.
On September 30.1977, the Governor signed legislation which 
extended the Transactions and Use Tax indefinitely. Under the 
legislation, revenues from the tax imposed on or after January 
1,1978, and revenues from the tax imposed prior to January 1, 
1978, but available after March 31,1978, will, subject to certain 
restrictions, be allocated 75% to the District and 25% by the 
Metropolitan Transportation Commission to the District, the 
City and County of San Francisco, and the Alameda-Contra 
Costa Transit District for improvements in the level of transit 
service.

NOTE 7 — U S Government Grants

The U S Government, under grant contracts with the District, 
provides financial assistance for capital projects. Additionally, 
the District is administering Federal grants to the City and 
County of San Francisco and to the City of Berkeley. Grants for 
capital projects are recorded as additions to net capital invest
ment when received. A summary of Federal grants in force at 
June 30, 1978 is as follows;

Type 
of Grant

— (In Thousands)-----
Maximum Funds

Grant Received
Beautification $ 1,961 $ 1,961
Demonstration 12,842 12,842
Capital 304,928 283,437

$319,731 $298,240

NOTE 8 — Litigation and Disputes with Contractors and Others

In November 1974, the District filed suit against its consulting 
engineer. Parsons Brinckerhoff-Tudor-Bechtel (PB-T-B), two 
of its primary contractors, Rohr Industries, Inc and Westing- 
house Electric Corporation, a subcontractor, Bulova Watch 
Company, and the primary contractors’ respective sureties, 
seeking damages of approximately $160 million from Westing- 
house, Rohr and PB-T-B, and in addition, $2 million from 
Westinghouse, PB-T-B and Bulova.
During 1978, the District and the defendants signed an agree
ment settling this litigation. In general, the settlement pro
vided for payment to the District of $15 million ($1.3 million of 
which had already been received) and a release of claims by all 
parties. In addition, Rohr agreed to accept a payment of $6.2 
million from the District in settlement of a separate claim in
volving $15 million in disputed billings under the Transit 
Vehicle Contract. The District submitted a requisition for 80% 
of this payment to the Urban Mass Transportation Administra

tion (UMTA). The overall settlement was contingent on UMTA 
approval of the District’s requisition. This approval was 
granted. Payment of the monies involved in the settlement 
occurred in March 1978.
Proceeds from the settlement of $13.7 million have been re
corded as a reduction of property costs. These proceeds and the 
capitalized litigation expenses of $4.9 million will be amortized 
over 30 years. The $13.7 million settlement proceeds have been 
designated by the terms of the settlement and by action of the 
District’s Board of Directors for improvements in capital equip
ment and construction.
In addition, the District is involved in various lawsuits, claims, 
and disputes, which for the most part, are normal to the Dis
trict’s operation. In the opinion of management, the amount of 
costs that might be incurred, if any, would not materially affect 
the District’s financial positon or operations.

NOTE 9 — Public Employees Retirement System

The District contributes to the Public Employees Retirement 
System. The System is a contributory pension plan providing 
retirement, disability, and death benefits to employees of cer
tain State and local governmental units. Substantially all full

time employees of the District are covered by the System. Pen
sion costs of the System are determined actuarially and re
quired contributions are expensed currently. Pension expense 
was $4,119,000 and $3,441,000 in 1978 and 1977, respectively.
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message from the
president & the general manager

Note 6 - General Obligation and Sales Tax Revenue Bonds (con't.)

In 1962, voters of the member counties of the District author
ized a bonded indebtedness totaling $792 million of General 
Obligation Bonds. Payment of both principal and interest is 
provided by the levy of District wide property taxes. During 
1966, City of Berkeley voters formed Special Service District 
No. 1 and authorized the issuance of $20.5 million of General 
Obligation Bonds for construction of subvyay extensions within 
that city. Payment of both principal and interest is provided by 
taxes levied upon property within the Special Service District. 
Bond principal is payable annually on June 15 and interest is 
payable semiannually on June 15 and December 15 from debt 
service funds. Interest of $15,009,000 on General Obligation 
Bonds and $214,000 on Special Service District No. 1 Bonds is 
payable on December 15, 1978. - - -
The 1969 Legislature of the State of California authorized the 
District to impose a V2% Transactions and Use Tax within the

NOTE 7 — U S Government Grants

District and issue Sales Tax Revenue Bonds totaling $150 mil
lion. The State Legislature later extended the tax to June 30, 
1978 and authorized the District to issue bonds totaling $24 
million. Payment of all Sales Tax Revenue Bonds was com
pleted by June 30, 1978.
On September 30,1977, the Governor signed legislation which 
extended the Transactions and Use Tax indefinitely. Under the 
legislation, revenues from the tax imposed on or after January 
1,1978, and revenues from the tax imposed prior to January 1, 
1978, but available after March 31,1978, will, subject to certain 
restrictions, be allocated 75% to the District and 25% by the 
Metropolitan Transportation Commission to the District, the 
City and County of San Francisco, and the Alameda-Contra 
Costa Transit District for improvements in the level oUransit 
service.

The U S Government, under grant contracts with the District, 
provides financial assistance for capital projects. Additionally, 
the District is administering Federal grants to the City and 
County of San Francisco and to the City of Berkeley. Grants for 
capital projects are recorded as additions to net capital invest
ment when received. A summary of Federal grants in force at 
June 30, 1978 is as follows;

NOTE 8 — Litigation and Disputes with Contractors and Others

— (In Thousands)-----
Type Maximum Funds

of Grant Grant Received
Beautification $ 1,961 $ 1,961
Demonstration 12,842 12,842
Capital 304,928 283,437

$319,731 $298,240

In November 1974, the District filed suit against its consulting 
engineer, Parsons Brinckerhoff-Tudor-Bechtel (PB-T-B), two 
of its primary contractors, Rohr.lndustries, Inc and Westing- 
house Electric Corporation, a subcontractor, Bulova Watch 
Company, and the primary contractors’ respective sureties, 
seeking damages of approximately $160 million from Westing- 
house, Rohr and PB-T-B, and in addition, $2 million from 
Westinghouse, PB-T-B and Bulova.
During 1978, the District and the defendants signed an agree
ment settling this litigation. In general, the settlement pro
vided for payment to the District of $15 million ($1.3 million of 
which had already been received) and a release of claims by all 
parties. In addition, Rohr agreed to accept a payment of $6.2 
million from the District in settlement of a separate claim in
volving $15 million in disputed billings under the Transit 
Vehicle Contract. The District submitted a requisition for 80% 
of this payment to the Urban Mass Transportation Administra-

NOTE 9 — Public Employees Retirement System

tion (UMTA). The overall settlement was contingent on UMTA 
approval of the District’s requisition. This approval was 
granted. Payment of the monies involved in the settlement 
occurred in.March 1978.
Proceeds from the settlement of $13.7 million have been re
corded as a reduction of property costs. These proceeds and the 
capitalized litigation expenses of $4.9 million will be amortized 
over 30 years. The $13.7 million settlement proceeds have been 
designated by the terms of the settlement and by action of the 
District's Board of Directors for improvements in capital equip
ment and construction.
In addition, the District is involved in various lawsuits, claims, 
and disputes, which for the most part, are normal to the Dis
trict’s operation. In the opinion of management, the amount of 
costs that might be incurred, if any, would not materially affect 
the District’s financial positon or operations.

The District contributes to the Public Employees Retirement 
System. The System is a contributory pension plan providing 
retirement, disability, and death benefits to employees of cer
tain State and local governmental units. Substantially all full

time employees of the District are covered by the System. Pen
sion costs of the System are determined actuarially and re
quired contributions are expensed currently. Pension expense 
was $4,119,000 and $3,441,000 in 1978 and 1977, respectively.

This has been an exciting year for BART, witnessing a 
great deai of achievement and a ciear demonstration of 
the District’s abiiity to work effectively in difficult times.

For the first time in its history, BART has a secure, 
permanent financial base. While the Jarvis/Gann Initia
tive has partially affected our revenues, the District has 
been able to reduce costs without cutting train service 
and in addition, has managed to inaugurate its long- 
planned Sunday service.

Much of this achievement has been due to improvement 
in the staff’s ability to maintain rolling stock. BART’s 10- 
car trains are made up from the 4th largest rail transit car 
fleet in the U.S. Many of our new workers seeing 350 cars 
a day on the road cannot remember the time when there 
were less than 200 cars available for service.

The cloud of major litigation hanging over BART has been 
dispelled. The settlement approved by our Board allowed 
badly needed funds to be made available for service and 
support facilities and provided that BART obtain access 
to badly needed data previously \wthheld from us by the 
lawsuit.

Most importantly, the BART Board has demonstrated its 
ability to work effectively as a team. Rising above its 
minor differences, our Board worked harmoniously to 
support state legislation which made permanent the 
BART 1/2 cent sales tax. The Board's clear vision and 
general unanimity has enabled us to provide the stability 
and strength through a series of delicate negotiations 
during the past year. It is with that same singleminded
ness of purpose that the Board presently is conducting 
an international search for a general manager to replace 
Frank C. Herringer, who will be leaving us in December.

The focus of our efforts, however, is not oh our past 
achievements but on our goals. The much awaited direct 
Richmond/Daly City service has been delayed pending 
approval by the California Public Utilities Commission of 
the BART SORS system. All other 1977/78 goals which 
were related to service improvements were met including 
permanent Sunday service as of July 2,1978 (which 
happens to be my birthday). BART public relations, 
passenger information, and employee morale all need 
improvement. Our unique capacity to have one flawed 
train slow the entire system has given it a bad public 
image which is not fully deserved. In spite of its diffi
culties, BART is moving rapidly towards maturity and 
acceptance as a major regional transportation service. 
With tough, prudent management and an active, well- 
informed Board of Directors, BART looks forward con
fidently not to miracles but to consistent, solid achieve
ment — and on-time trains!

Harvey W. Glasser, M.D. 
President

Progress continued on many fronts during the 1977/78 
fiscal year and I am happy to report that in the coming 
months we should achieve substantially higher levels of 
service.

During the 1977/78 period, our financial performance 
was better than expected: BART generated over $6 
million more in revenues and tax assistance than it spent, 
a rare achievement in the public sector. In addition, the 
passage of Assembly Bill 1107 guarantees BART 75 
percent of the half-cent sales tax levied in the three 
District counties. This ensures contirnued financial 
stability and means that in the future fare increases will 
only be necessary to keep up with the rate of inflation.

There was considerable progress in technical matters. 
The failure rate of trains continued to decline. The 
number of cars in a mechanically ready state increased 
dramatically, reaching an all-time high of 403 on May 24,
1978. This is a long way from the low level of less than 
200 on August 13,1975. The increased car availability 
helped us in two ways: it enabled the District to provide 
more cars during the morning and evenitig rush periods; 
and it allowed service to be expanded to Saturday and 
Sunday. This additional service means that the major 
investment the people of the Bay Area have made in the 
BART system is being,better utilized. . |

Considerable effort has been directed atjmproving the 
automatic train control system. Extensive modifications 
enabling BART to run safely with trains at more frequent 
intervals and at normal speed in wet weather were 
completed in March and the California Public Utilities 
Commission began hearings into the matter in April. We 
are confident that the PUC, after reviewing the testimony, 
will allow BART to remove delay-causing operating re
strictions that have severely limited the number of trains 
in service at one time. We expect a'dfarnatic improve
ment in service to result. . r ;
BART has operated for more than six.y'ears and has 
provided transbay service between the East Bay and San 
Francisco for four years. During this period there have 
been many problems. But also during this time, signifi
cant progress has been made. I believe the BART system 
is becoming an integral part of Bay Area transportation 
and is demonstrating its value to the public and its 
potential for the future.
At the close of the fiscal year I announced my intention to 
leave the District at the end of the calendar year, 1978.1 
have enjoyed my three years here as General Manager. 
They have been challenging. I am proud of the 2,000 men 
and women who make possible the daily BART 
operations as well as the longer run improvements in 
rapid transit service. It has been a pleasure and privilege 
to work with them. I am confident that they will continue 
to provide the people of the San Francisco Bay Area with 
an increasingly improved transit system.

Frank C. Flerringer
General Manager
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NOTE 3 — Securities Representing Reserves

'mmi

Securities are separateiy classified on the balance sheet to re
flect designation by the Board of Directors of a portion of the 
District’s capitalization as reserves for the follo\«ing purposes:

---(In Thousands)-- 
1978 1977

Basic System Completion 
System Improvement 
Self-Insurance

$13,000 $ -
13,906 -

9,000 6,000
$35,906 $6,000

NOTE 4 — Faciiities, Property, and Equipment

Facilities, property, and equipment, asset lives, and accumu
lated depreciation and amortization at June 30, 1978 and 1977 
are summarized as follows: ■1978-

(In Thousands)
1977-

Land
Improvements
System-wide operation and control 
Revenue transit vehicles 
Service and miscellaneous equipment 
Capitalized construction and start-up costs 
Repairable property items

NOTE 5 — Payabie to the State of Caiifornia

Lives
(Years) Cost

Accumulated
Depreciation

and
Amortization Cost

Accumulated
Depreciation

and
Amortization

— $ 106,552 $ - $ 106,544 $ -
80 1,042,561 63,361 1,031,406 50,164
20 86,846 18,887 87,095 17,136
30 149,200 21,493 144,075 16,481

3 to 20 10,613 3,954 9,719 3,099
30 86,278 15,322 95,175 11,944
30 7,198 875 6,726 653

$1,489,248 $123,892 $1,480,740 $99,477

Under Sections 30770-30782 of the California Streets and High
ways Code, the Department of Public Works of the State of 
California authorized the District to construct the San 
Francisco-Oakland rapid transit tube and its approaches with 
State funds. These Code Sections provide that the District will 
reimburse the State for the costs of the tube approaches. At 
June 30,1978, the District had received $172,513,000 of which 
$55,611,000 was repayable to the State. Reimbursement of

NOTE 6 — General Obligation and Sales Tax Revenue Bonds

$16,500,000 was fulfilled by application of a credit due the Dis
trict arising from highway betterments constructed with Dis
trict funds on State Route No. 24. During 1978, the Governor 
signed legislation which cancels the District’s obligation to pay 
such costs. This was recorded as an addition to State of Cali
fornia Grants on the statement of changes in net capital 
investment.

Composite
Interest

Year
Last

Series Original Amount

- (In Thousands) - -
-----  1978 ........
Due in

------ 1977
Due in

Rate Matures Authorized Issued 1 Year Total 1 Year Total
General Obligation Bonds

1962 District Bonds
1966 Special Service District Bonds

4.08%
4.40%

1999
1998

$792,000
20,500

$812,500

$792,000
12,000

$804,000

$19,400
310

$19,710

$705,325
9,660

$714,985

$17,450
300

$17,750

$722,775
9,960

$732,735

Sales Tax Revenue Bonds
1969 Sales Tax Revenue Bonds 1977 $150,000 $150,000 $ -0- $ -0- $ -0- $ -0-
1975 Sales Tax Revenue Bonds 1978 $ 24,000 $ 24,000 $ -0- $ -0- $16,000 $ 16,000

(con't.)



notes to financial statements #

NOTES TO FINANCIAL STATEMENTS JUNE 30, 1978 and 1977

NOTE 1 — Summary of Significant Accounting Methods

overview

Description of the District
The San Francisco Bay Area Rapid Transit District is a pubiic 
agency created by the iegislature of the State of California in 
1957 and reguiated by the San Francisco Bay Area Rapid 
Transit District Act, as amended. The District does not have 
stockholders or equity holders and is not subject to income tax. 
The disbursement of ail funds recevied by the District is con- 
troiled by statutes and by provisions of various grant contracts 
entered into with Federai and State agencies.
Securities
Securities are carried at cost which approximates market.
Facilities, Property, and Equipment
Facilities, property, and equipment are carried at cost. Depre
ciation is calcuiated using the straight-iine method over the es
timated useful lives of the assets. The amount of depreciation 
of assets acquired with Di.strict funds is distinguished from de
preciation of assets acquired with grants and contributions by 
others. The iatter amount is shown on the statement of changes 
in net capitai investment with the reiated grants and contribu
tions.
Federal and State Grants
The District receives amounts from both Federal and State gov
ernments to assist in operations and for capital or other proj
ects. Grants for capital and other projects are recorded as addi
tions to net capital investment on receipt. Grants for operating 
expenditures are included as financial assistance in the state
ment of operations.
Sales Tax Revenue
The one-half percent transactions and use tax, imposed by the 
District within the counties it serves, is collected and admin
istered by the State Board of Equalization. Prior to January 1, 
1978, all tax proceeds were transmitted directly to a trustee and 
recorded as revenue in the debt service funds on receipt. The 
trustee retained funds necessary for debt service require

ments and transmitted the excess, if any, to the District. On 
January 1, 1978, the final Sales Tax Revenue Bonds were re
tired and tax proceeds are now transmitted directly to the Dis
trict. The District records funds not required for debt service 
and the proceeds of Sales Tax Revenue Bonds (issued for oper
ational purposes) as financial assistance when received. The 
State Board of Equalization estimates that transactions and use 
tax revenues for the period April 1, 1978 to June 30, 1978 will 
be approximately $8,625,000. Of this amount, $2,156,000 had 
been received and recorded by the District. Comparable figures 
for 1977 were $10,200,000 and $2,550,000, respectively. 
Property Tax Revenue
The District receives property tax revenues to service the debt 
requirements of the General Obligation Bonds and records 
these revenues in the debt service funds. It also receives an al
location of property tax revenues to provide for general and 
administrative expenses not involving construction, although 
such revenues may be used for construction if needed. The Dis
trict records this property tax allocation as financial assistance.
Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as 
an increase in net capital investment to recognize that this in- 

■ terest should be directly associated with the capital which gives 
rise to the interest and which is not available for current oper
ations.
Self-Insurance
The District is largely self-insured for worker’s compensation 
and general liability claims and major property damage. The 
District records the costs of self-insured claims and major prop
erty damage when they are incurred.
Reclassifications
Certain reclassificiations have been made in the 1977 financial 
statements to conform to 1978 presentation.

NOTE 2 — Change in Method of Accounting During 1977

Self-insurance
The District insures itself for most worker’s compensation, 
general liability, and major property damage. During 1977, the 
District changed its method of recording the costs of self- 
insured claims and major property damage to when they are in
curred instead of when they are paid.
The effect of this change was to increase the 1977 net loss by 
$3,141,000 including $2,982,000 of costs from prior years. The 
$2,982,000 represents $1,033,000 in worker’s compensation 
and liability claims and $1,949,000 in major transit vehicle

property damage. The pro forma amounts shown below reflect 
retroactive application of the change as if the method had been 
in effect in years prior to 1977.

(In Thousands) 
1977

Net loss as reported 
Cumultive effect of change in 

method of accounting applicable to 
years prior to 1977

$29,018

(2,982)
$26,036

At the close of the fiscal year, BART 
was operating more trains and more 
rail cars than ever before. Ridership 
continued to grow. The ratio of oper
ating revenues to operating expenses 
was improving, excluding the one-time 
and extraordinarily high electric rate 
due to the 1977 drought. BART was 
using less electricity to carry more 
passengers. Settlement of a lawsuit 
against the major designers and equip
ment suppliers of the system resulted 
in additional money for improvements. 
(The District successfully adjusted to 
the impact of the Jarvis/Gann property 
tax initiative.) Additional parking facili
ties at stations were completed, mod
ifications were made to the automatic 
control system, and the District main
tained an enviable safety record. While 
many problems remain, progress was 
made in solving technical difficulties 
and the District is now on a firm finan
cial footing.

ridership 

& operations
BART ridership continued to grow and, 
at year’s end, weekday patronage was 
in excess of 144,885 trips, almost two 
percent higher than anticipated in the 
1977/78 budget.
Total patronage for the year was 
38,655,206, a 12 percent increase 
over the 34,599,088 the year previous, 
and 2.3 percent higher than the fore
cast. Night ridership (after 8:00 p.m.) 
averaged 9,000 as the fiscal year 
ended, 22.1 percent higher than a year 
ago. Regular Saturday service, which 
was inaugurated on January 7,1978, 
averaged 56,398 during the first six 
months of 1978. During the first month 
a 50-cent maximum fare was offered to 
acquaint riders with the new service.
On November 21,1977, buses 
operated by the Alameda-Contra Costa 
Transit District (AC Transit) were idled 
by a 10-week strike that had an impact 
on BART, especially during the busy 
holiday season.
An estimated 12,000 bus ride trips 
were immediately diverted to rapid 
transit trains. On November 28,1977, 
about 192,000 riders were carried on

BART. This was the highest revenue 
day in the history of the District.
Unfortunately, the overflow conditions 
occurred as BART engineers were 
changing automatic train control cir
cuits. The technical work slowed some 
service, as did the heavy rains at the 
time, making the already overcrowded 
conditions worse. With every available 
car at work, the number of malfunc
tions per day increased temporarily — 
particularly during the last week of the 
AC Transit work stoppage.
Cn February 2,1978, shortly after AC 
Transit buses were back in service, 
BART operated free all day and accom
modated an estimated 250,000 riders 
— an all time record. Although BART 
did not collect an estimated $100,000 
in revenues that day, it appeared that 
the goodwill gained more than rriade 
up for the loss. Another gain from the 
free day was the introduction of the 
system to a large number of persons 
who previously had not ridden BART, 
but took advantage of the free day.
BART Express Buses, which were idled 
by the strike, also operated free for one 
month as an “apology” for the incon
venience. These Express Buses are 
operated for BART by AC Transit and 
patronage was adversely affected by 
the bus strike. A total of 989,026 trips 
were taken on the express routes in 
the 1977/78 fiscal year as compared to 
1,141,230 the year previous.
The University of California at Berkeley 
continued to monitor traffic in the con
gested transbay corridor between 
Cakland and San Francisco, one of the 
busiest and most congested in the 
world. Latest figures show that BART 
carried 28 percent of the persons 
using the corridor in the commute 
direction during the morning peak 
period, as compared to 23 percent on 
buses and 49 percent by automobile.

A new record was set on May 24,1978, 
when, for the first time, more than 400 
train cars were available for revenue 
passenger operation. This compares to 
an average of 245 cars two years ago. 
With 403 cars available — 93 percent 
of the fleet of 432 operable cars — 
BART provided more service by in
creasing the length of trains to expand 
the passenger-carrying capacity of 
the system. In addition, having more 
cars ready for service made it easier 
to react to breakdowns and malfunc

tions, reducing the impact to the rider 
on a typical day.
Two years before, more than 30 cars 
were sidetracked for lack of spare 
parts. During the past year, it was 
typical to have no more than five out of 
service awaiting parts.
As an example of increased capacity, 
in the summer of 1977, 40 cars were 
added to midday trains on the two East 
Bay routes to San Francisco and Daly 
City, because of an upsurge in offpeak 
patronage.
Goals set early in the year by the 
District to make train service more re
liable were met. Fewer trains were 
removed from service before complet
ing their runs. This meant fewer pas
sengers had to get off a train andwait 
for a following one because of a mal
function. There were certainly too 
many periods when service was rated 
as being poor. However, the general 
trend was one of improvement as the 
year ended.
The first of two telephone devices that 
deaf persons can use to obtain sched
uling and fare data was installed and 
another was being acquired. Additional 
parking was provided at Daly City 
where completion of a new garage at 
this overcrowded terminal added 832 
spaces and raised the total there to 
1,620. Work continued op expansion of 
the Fremont lot to 1,096 spaces by the 
addition of 361.
On September 11,1977, BART cele
brated 5 years of operation; and by 
year’s end patrons had taken 153.6 
million trips over 2 billion passenger 
miles since the railroad 
opened its first 
segment between 
Fremont and Mac- 
Arthur stations.
Since that time, no 
passenger has 
been fatally or 
seriously injured 
while aboard the 
trains.



Extensive marketing efforts were made 
to acquaint the public with service 
improvements. For the first time, tele
vision commercials were used, 
successfully creating a high public 
awareness of the new Saturday 
service.

BART also saw its potential market 
expanded with completion on October 
28,1977, of a new National Railroad 
Passenger Corporation (Amtrak) 
station adjacent to the BART station at 
Richmond. Built jointly by BART,
Amtrak and the California Department 
of Transportation, the station provides 
easy access between rapid transit and 
long-distance trains. The depot is ex
pected to assume greater importance 
when Amtrak and the State inaugurate 
“corridor" service between the East 
Bay and Sacramento, the State capital. 
At year’s-end about 900 riders were 
boarding or alighting from Amtrak 
trains each month.

improvements
Although the basic railroad with all of 
its structures has been completed for 
several years, construction continued 
during the fiscal year on the streetcar 
subway BART was obligated by the 
1962 bond election to complete for the 
Municipal Railway of San Francisco. A 
major item was the $6.3 million street
car station at West Portal in San 
Francisco scheduled to be completed 
in the 1978/79 fiscal year.

To provide more rail cars, BART shop 
forces successfully rebuilt a Type A, or 
car with a cab, previously damaged by 
fire, into a Type B car, without cab.
This work was done at the Hayward 
Shop after studies showed BART 
employees could do the work more 
economically than outside firms. The 
quality of the work is considered ex
cellent. There is considerable pride 
among shop employees about the 
project. A second car was being con
verted as the fiscal year ended. A 
total of 14 will be rebuilt, providing 
more cars for patrons. Studies have 
shown that present schedules require 
fewer cars with control cabs, but more 
mid-train cars without cabs.

Upgrading the 1,000 volt direct current 
power supply to the electric third rail 
was essentially completed during the

fiscal year. This will allow operation of 
10-car trains at frequent intervals.
The district also completed most of the 
“resignaling" to clear the way for 
close headway operation. This work 
involved changing the speed com
mands at various locations along the 
tracks, to allow longer braking dis
tances between trains for a higher 
safety margin during wet weather 
when wheel-to-rail adhesion might de
crease. The work was required as part 
of the California Public Utilities Com
mission’s consideration of allowing 
BART to operate trains at more fre
quent intervals using the primary train 
control system installed some years 
ago, along with a back-up system. A 
decision is expected during the 
1978/79 fiscal year and this will permit 
more frequent service, as well as addi
tion of the direct Richmond-San 
Francisco-Daly City line.

In other train control functions, instal
lation of metal shields over some way- 
side train control boxes was com
pleted. The shields reflect sunlight 
away from sensitive electronic equip
ment and resuit in a higher level of 
reliability for the control system.

Throughout the year, maintenance of 
track and structures was kept at a high 
level and the District continued to offer 
one of the smoothest and quietest 
rail rapid transit services in the 
world. A total of 18.6 miles of 
track was extensively 
rehabilitated using rail 
grinding and other

equipment during the fiscal year.

Preliminary engineering work con
tinued on the so-called “KE track" 
through downtown Oakland. Subway 
tunnels were completed in the 1960’s 
for this track between Fifth Street and 
23rd Street in the Broadway subway. 
Only relatively minor work is required 
to modify the 19th Street and 12th 
Street-Oakland Oity Center subway 
stations to accommodate the third 
track. The track will permit trains to be 
stored in the congested center of the 
system and provide greater capacity in 
the Oakland Wye, one of the busiest rail
way junctions in North America. En
gineering costs of the project have 
been approved for 80 percent funding 
by the federal Urban Mass Transporta
tion Administration (UMTA).

■
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Depreciation and 
Retirements of Assets

US
Government

Grants

State of 
California 

Grants

Contributions
from

Others

Acquired With Grants 
and Contributions 

by Others
Accumulated

Deficit

Interest
on

Capital Reserves

Net
Capital

Investment
$282,223 $116,902 $23,043 ($21,440) ($39,452) $119,767 ($ 6,000) $667,793

— — — — (20,209) — — (20,209)
6,376 — 6,344 — — — — 12,720

— — ~ (8,809) — — — (8,809)
— — — — — 2,298 — 2,298
— — — — — — — 28,515

288,599 116,902 29,387 (30,249) (59,661) 122,065 (6,000) 682,308
— — — — (5,498) — — (5,498)

9,641 39,111 15,603 — — — — 64,355
— — — (12,508) — — — (12,508)
— — — — — 3,134 — 3,134
— — — — — — — 17,750
— — — — — — (13,000) (13,000)
— — — — — — (13,906) (13,906)
— — — — — / — (3,000) (3,000)

$298,240 $156,013 $44,990 ($42,757) ($65,159) $125,199 ($35,906) $719,635

DEBT SERVICE FUNDS STATEMENTS OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30, 1978 and 1977 (In Thousands)

Revenues:
Property tax
Transactions and use tax received 
Interest

Expenditures:
Interest
Principal
Bond service expense 
Funds transmitted to the District

Balance, beginning of year
Balance, end of year

Represented by:
Cash (including time deposits: 1978, $14,750; 1977, $7,913)
Securities — at cost
Taxes and interest receivable
Assets with fiscal agent

The accompanying notes are an integral part of the financial statements.

General
Obligation

Bonds

$48,741

1,597
50,338

31,397
17,750

49,147
1,191

16,009
$17,200

$14,867
845

1,488

$17,200

---1978--- 
Sales Tax 
Revenue 

Bonds

$ - 
26.882 

739 
27,621

808
16,000

9
24,811 
41,628 

(14,007) 
14,007 

$ -0-

Comblned

$48,741
26,882
2,336

77,959

32,205
33,750

9
24,811
90,775

(12,816)
30,016

$17,200

$14,867
845

1,488

$17,200

1977
Combined

$ 45,301 
47,368 

1,982 
94,651

34,172 
36,515 

27 
31,526 

102,240 
(7,589) 
37,605 

$ 30,016

$ 8,317
6,321 
1,371 

14,007 
$ 30,016
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STATEMENTS OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30, 1978 and 1977 (In Thousands)

Balance, July 1, 1976 
Net loss for the year 
Proceeds from grants and contributions
Depreciation and major property damage of assets acquired with grants and 

contributions by others 
Interest on capital 
Bond principal 

Balance, June 30, 1977 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital 
Bond principal
Establishment of basic system completion reserve 
Establishment of system improvement reserve 
Increase in reserve for self-insurance 

Balance, June 30, 1978

STATEMENTS OF CHANGES IN FINANCIAL POSITION
Years Ended June 30, 1978 and 1977 (In Thousands)

CASH AND SECURITIES PROVIDED BY:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds 
Cumulative effect of change in method of recording self-insured major 

property damage of assets acquired with own funds

CASH AND SECURITIES PROVIDED (USED) BY OPERATIONS

Contributions from U S Government grants and others
Decrease (increase) in deposits, notes, and miscellaneous receivables
Interest on capital

Total cash and securities provided

CASH AND SECURITIES APPLIED TO:
Additions to construction in progress 
Additions to facilities, property, and equipment 
Additions to materials and supplies
Decrease (Increase) in construction contracts payable and other liabilities 
Decrease (increase) in unearned passenger revenue 

Total cash and securities applied

Increase (decrease) in cash and securities

The accompanying notes are an integral part of the financial statements. 
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Property
Tax

$55,325

15,940
71,265

17,750

$89,015

Transactions
and

Use Tax
$137,425

12,575
150,000

$150,000

1978 1977

$ 5,498 $20,209

12,191 18,370

— 981

6,693 (858)

25,244 12,720
5,696 (540)
3,134 2,298

40,767 13,620

176 15,572
8,792 6,125
1,803 1,108
7,882 (4,412)

526 (36)
19,179 18,357

$21,588 ($ 4,737)

Other projects completed include ac
quisition of $281,706 worth of pre
stressed concrete ties for inventory 
and to replace wooden ties on a 
portion of the Diablo Test Track right- 
of-way built in the early 1960’s and in
corporated into the Concord line in 
1972; installation of $23,360 in earth
quake sensing devices in train control 
relay rooms; $395,744 in safety im
provements, generally new ladders 
and handrails required by the Federal 
Government; a $1.3 million material 
and rail handling yard at Hayward and 
$112,984 in modifications to safety 
doors in tunnels, subways and the 
transbay tube.
At year-end, work in progress included 
$231,890 in bus access improvements 
at San Leandro station and a $1.7 
million expansion of yard storage 
tracks.

administration
For the first time in its history, BART 
has a permanent source of funds to 
cover operating deficits. With the 
Signing into law of Assembly Bill 1107 
by Governor Edmund G. Brown, Jr., the 
half-cent sales tax previously levied by 
the District was made permanent. 
Under the new arrangement in the 
legislation drafted by Assembly 
Speaker Leo McCarthy, BART receives 
75 percent of the revenues, with the 
remaining 25 percent to be allocated 
by the Metropolitan Transportation 
Commission to the Municipal Railway 
of San Francisco, the Alameda-Contra 
Costa Transit District and BART upon 
application.

Agreement was reached to settle liti
gation pending between the District 
and major designers and suppliers.
The settlement, reached in principle in 
July, 1977, and since approved by the 
litigants, resulted in BART receiving 
a net value of $28,700,000 from the 
defendants, $15 million in cash, and 
the release of claims by the defend
ants, which the District lawyers had 
valued at $13.7 million. In addition, a 
separate $15 million claim against 
BART relating to the rail cars was 
settled for $6.2 million. The settlement 
allowed BART to free up $18 million

held In reserve for possible claims 
against the District and for potential 
outside attorney fees for future litiga
tion. Added to the settlement, this gave 
BART $33 million with which tp 
improve the reliability and service 
levels of the trains and related hard- ■ 
ware. In addition to the cash 
settlement, BART was granted access 
to vital information about the design of 
the system, including access to patent 
licenses.

in Central Control. Service on that day 
was restricted to a shuttle;that oper
ated for several hours between Daly 
City and MacArthur stations.

Also during the year, efforts continued 
toward more efficient management. 
Working with both the Board and staff, 
Booz, Allen & Hamilton, an outside 
consultant firm, completed its survey 
of the management structure and 
recommended the District begin shift
ing toward an organization mainly 
involved with railway operations rather 
than a problem-solving structure. 
These recommendations were under 
consideration at year’s end.

The District successfully met 
budgetary targets and in most cases 
results were better than projections. 
For example, revenues were $84.9 
million, $377,000 higher than the 
budget forecasts and the surplus was 
$4.6 million as cornpared to the esti
mate of $90,000, after deducting $2.1 
million for capital improvements.
On July 8,1977, most trains were idled 
as a result of a one-day work stoppage 
by train operators because of a dis
agreement over the number of persons

The District issued 3,561 identification 
cards to the elderly and handicapped- 
entitling them to reduced fares not only 
on BART, but on other transit systems 
in the region as well. More than 12,500. 
of these cards have been issued by the 
District. A total of 1,345 identification 
badges allowing a person to bring a 
bicycle aboard a train were issued ■ 
during the year. More than 4,300 riders 
have BART bicycle permits.

The District’s overall property tax rate 
was reduced by the Board of Directors 
during the fiscal year. In Alameda 
County, the 42.2 cents per $100 
assessed property valuation rate of 
1976-77 went up slightly, to 43.1 cents 
due to assessment ratios. It dropped 
substantially in the other counties. The 
Contra Costa County rate was reduced 
from 47.8 cents to 42.8 cents and the 
City and County of San Francisco levy 
was reduced from 47.1 cents to 43.6 
cents. Berkeley city residents pay an 
additional levy for subway mileage 
added after voters approved the 1962 
construction package. That rate 
dropped from 17.8 cents in 1976-77 to 
16.3 cents in 1977-78. Excluding the 
special Berkeley tax, the District-wide 
rate averaged 45.7 cents in 1976-77 
and 43.13 cents in 1977-78.

■Y..



The District made significant gains 
toward achieving the goal of its affirm
ative action program. A total of 968 
employees, representing 43.4 percent 
of the District’s 2,231 workers were 
minorities, compared to 30.4 percent* 
of the population in the three counties 
BART serves. The number of female 
employees was 462 or 20.71 percent. 
Of the total number of persons hired 
during the fiscal year, 69.5 percent 
were minorities and women.
General Manager Frank C. Herringer 
announced his resignation on June 29, 
1978, effective December 31,1978. 
The Board has begun an international 
search for a successor. Mr. Herringer 
came to BART on July 1, 1975. He had 
been administrator of the Federal 
Urban Mass Transportation 
Administration.

*1970 Census data

the future
At the start of the 1978-79 fiscal year, 
the District was responding to financial 
restrictions imposed by the passage of 
the Jarvis/Gann property tax initiative. 
While this was resulting in some reduc
tions in the numbers of employees, it 
did not require a reduction in train 
service. The District began its initial 
phase of a program to remotely staff 
some stations looking to ultimate

cost reductions. With all major work 
completed on the modifications to the 
automatic train control system, the 
District was demonstrating to the 
California Public Utilities Commission 
that the equipment does meet margins 
of safety necessary for more frequent 
service and addition of direct 
Richmond-San Francisco-Daly City 
service. The planned opening of the 
Municipal Railway of San Francisco 
streetcar subway under Market Street 
in mid-1979 is expected to funnel addi
tional riders into the BART system.

The San Francisco Bay Area is unusual 
for being one of the few urbanized 
areas of the United States with a 
number of individual transit systems 
and agencies rather than a unified 
network under one management.

However, BART and the other 
agencies work olosely together in 
many tasks and purposes with the 
nine-county Metropolitan Transporta
tion Commission (MTC). BART has 
joined with the other transit agencies to 
form the Regional Transit Association 
to further coordinate its efforts. This 
promises an even better regional 
transit network in the future for the 
people of the nine San Francisco Bay 
Area Counties.

STATEMENTS OF OPERATIONS Years Ended June 30, 1978 and 1977 (In Thousands)

Operating revenues:
Fares

Less discounts and other deductions 

Other
Investment income

Total operating revenues
Operating expenses:

Transportation 
Maintenance 
Police services
Construction and engineering 
General and administrative

Less capitalized costs
Net operating expenses 

Operating loss before depreciation expense
Depreciation (unfunded):

Of assets acquired with own funds 
Of assets acquired with grants and contributions by others 

Total depreciation 
Operating loss
Financial assistance:

Transactions and use tax 
Property tax
Transportation Development Act of 1971
State
Federal

Total financial assistance
Loss before cumulative effect of change in accounting method

Cumulative effect, on years prior to June 30, 1977, of change in method of 
recording self-insurance costs:
Liability and worker’s compensation claims 
Major property damage:

On assets acquired with own funds 
On assets acquired with grants and contributions by others 

Net loss
Depreciation and major property damage of assets acquired with grants and 

contributions by others

Net loss transferred to accumulated deficit
Reconciliation to net funded revenue:

Operating loss before depreciation expense
Add cumulative effect of change in method of recording self-insured costs of 

liability and worker’s compenstion claims 
Deduct financial assistance

Funded excess of revenues over expenses (expenses over revenues) 

The accompanying notes are an integral part of the financial statements.

1978 1977

$30,666 $26,974
2,447 2,282

28,219 24,692
535 520

1,144 946
29,898 26,158

24,192 17,982
32,555 32,888

2,910 2,114
8,023 5,434

15,984 11,850
83,664 70,268
5,460 3,454

78,204 66,814
48,306 40,656

12,191 18,370
12,508 7,841
24,699 26,211
73,005 66,867

48,621 31,526
6,283 5,521

83 349
12 35

— 3,400
54,999 40,831
18,006 26,036

— 1,033

_ 981
— 968

18,006 29,018

12,508 8,809

S 5,498 $20,209

$48,306 $40,656

_ 1,033
54,999 40,831

$ 6,693 ($ 858)
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financial statements #

To the Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheets of the San Francisco Bay Area Rapid Transit District as of June 30, 
1978 and 1977 and the related statements of operations, changes in net capital investment, changes in finan
cial position, and revenues, expenditures and fund balances of debt service funds for the years then ended. Our 
examinations were made in accordance with generally accepted auditing standards and, accordingly, included 
such tests of the accounting records and such other auditing procedures as we considered necessary in the 
circumstances.

In our opinion, the financial statements identified above present fairly the financial position of the San Fran
cisco Bay Area Rapid Transit District as of June 30,1978 and 1977 and the results of its operations and the 
changes in its financial position for the years then ended, in conformity with generally accepted accounting 
principles consistently applied during the period subsequent to the change made as of July 1,1977, with which 
we concur, in the method of accounting for self-insurance described in Note 2 to the financial statements.

San Francisco, California 
September 15,1978

Certified Public Accountants

BALANCE SHEETS June 30, 1978 and 1977 (In Thousands)

ASSETS
Cash (including time deposits: 1978, $1,970; 1977, $5,060)
Securities — at cost
Securities representing reserves — at cost 
Deposits, notes, and miscellaneous receivables 
Construction in progress
Faciiities, property, and equipment — at cost (iess accumuiated depreciation and 

amortization: 1978, $123,892; 1977, $99,477)
Materials and supplies — at average cost 
Funds to be provided by transactions and use tax 
Debt service funds, net assets

LIABILITIES AND CAPITALIZATION
Contract and other liabilities 
Unearned passenger revenue 
Sales Tax Revenue Bonds 
Debt service funds

Capitalization:
Reserves
Payable to State of California 
General Obligation Bonds 
Net capital investment

1978

$ 3,259
36,510 
35,906 
3,668 

34,778

1,365,356
7,821

17,200
$1,504,498

$ 15,667
1,105

17,200
33,972

35,906

714,985
719,635

1,470,526
$1,504,498

1977

$ 7,406
40,681 
6,000 
9,364 

34,602
1,381,263

6,018
16,000
30,016

$1,531,350

23,549
1,631

16,000
30,016
71,196

6,000
39,111

732,735
682,308

1,460,154
$1,531,350

district 

board of 

directors

fei
Bare Simpson

NeiVo J-Bianco
Vice President

i
1(^11___ d

Arthur J. Shartsis

District 1
Term began Novem
ber 26,1976 as Board 
President in 1977; chair
person; Public In
formation and Legisla
tion Committee; vice 
chairperson, engineer
ing and Operations 
Committee; member. 
Special Salary and 
Wage Review Com
mittee; Walnut Creek 
resident, San Leandro 
businessman.

District 2
Term began October 
22, 1969, as appointee 
of Contra Costa County 
supervisors; was Presi
dent in 1974 and Vice 
President twice before; 
elected November 5, 
1974; as Vice Presi
dent serves as ex- 
officio member of all 
committees; Rich
mond resident and 
businessman.

Districts
Term began Novem
ber 26,1976; chair
person, Special Salary 
arid wage Review 
Committee; member, 
Administration Com
mittee; Oakiand resi
dent and San Fran
cisco attorney.

District 4
Term began Novem
ber 29,1974; ex-officio 
member of all board 
committees; Aiameda 
resident and physician- 
business consultant.

IL
Harvey W. Glasser, M.D.
President

l.i:
Robert S. Allen

John Glenn

District 5
Term began Novem
ber 29,1974; vice 
chairperson Admin
istration Committee, 
member. Special 
Salary and Wage Re
view Committee; rail
road cost analyst; 
Livermore resident.

' -J
Roslyn L. Baltimore

District 6
Term began Novem
ber 29,1974; chair
person Administration 
Committee; member. 
Public Information and 
Legislation Com
mittee, Special Salary 
and Wage Review 
Committee; Fremont 
resident, Oakland 
executive.

Eugene Garflnkle

District 7
Term began February 
21,1978; vice chair
person, Public Informa
tion and Legislation 
Committee; member. 
Special Salary and 
Wage Review Com
mittee; San Francisco 
resident and consult- . 
ant; appointed by 
board to serve out 
remaining term of Ella 
Flill Hutch, who re
signed on January 1, 
1978, after being 
elected to the City and 
County of San Fran
cisco Board of Super
visors.

District 8
Term began March 10, 
1977; vice chair
person, Special Salary 
and Wage Review 
Committee; member. 
Engineering and Oper
ations Committee; San 
Francisco resident and 
attorney.

District 9
Term began Novem
ber 29, 1974; chair
person, Engineering 
and Operations Com
mittee; member, 
Special Salary and 
Wage Review Com
mittee; San Francisco 
resident and business
man.

John H. Kirkwood

The accompanying notes are an integral part of the financial statements. 
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performance highlights # 1977 -1978 operating funds #
$90,357,000 (Including Capitalized Costs)

RAIL RIDERSHIP
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles
System utilization factor (ratio of passenger miles to 

available seat miles)
End-of-period ratios 

Peak patronage 
Off-peak patronage
BART’S estimated share of peak period transbay 

trips — cars, trains and buses 
Passengers with automobile available 

(as alternative to BART)

OPERATIONS
Annual revenue car miles
Unscheduled train removals — average per revenue day 
Transit car availability to revenue car fleet 
Passenger miles per equivalent gallon of gasoline 
Passenger accidents reported per million passenger trips 
Crimes reported per million passenger trips

FINANCIAL
Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses 
Operating ratio (total operating revenues to 

net operating expenses) (3)
Rail passenger revenue per passenger mile 
Rail operating cost per passenger mile (4) 
Average passenger fare

FY 1977/78 FY 1976/77

38,665,206 34,599,088
146,780 133,453

12.7 miles 12.8 miles
492,901,000 444,401,162

.285 .270

50% 51%
50% 49%

28% 26%

57% 61%

24,046,898 22,862,970
10.1 11.7
87% 76%

59 51
22.63 19.71
117.4 122.4

$28,219,000 $24,692,000
1,679,000 1,466,000

29,898,000 26,158,000
78,204,000(1) 66,814,000(2)

38.23% 39.15%
5.7c 5.5c

15.5c 14.6c
75.4c 74.0c

NOTES

General note: Data represent annual averages, unless otherwise noted.
(1) After inventory adjustment of $1,300,000.
(2) Before cumulative effect, on years prior to June 30,1977, of change in method of recording self-insured costs for liability and worker’s compensation claims in the 

amount of $1,033,000.
(3) FY 1976/77 and FY 1977/78reflect inclusion of abnormal electric power expense due to drought; excluding such extraordinary expense, normal operating ratio was 

40,42% in FY 1977/78, and 40.09% in FY 1976/77.
(1) Includoo extraordinary powor oxponco; excluding ouch oxponoo, normal rail coot por paccongor milo in FY 1977,^78 was 14,6c, and in FY 1976,''77 14,2c,

Where Funds Came From
(In Thousands)

Fares
31.2%-$28,219

Transactions —
& Use Tax

53.8% - $48,621

Investment Income & — 
Other Operating Revenue

1.9% - $1,679

Regional Financial 
Assistance

0,1% - $95

Construction Funds
6.0% - $5,460

Property Tax
7.0% - $6,283

TOTAL
100.0% - $90,357

■iim

system operations #
Monthly Averages of Weekday Patronage

How Funds Were Applied
(in Thousands) 
Maintenance 
36.0% - $32,555

Transportation
26.8% -$24,192

Police Services
3.2% - $2,910

Construction 
& Engineering
8.9% - $8,023

Improvement Allowance*
2.3% -$2,100

Increase in 
Working Capital*
5.1%-$4,593

General &
Administrative
17.7% -$15,984

TOTAL
100.0% - $90,357 

*(Totals $6,693 Funds provided by operations)

Monthly Averages Cars Available for Service

1977-1978

1976-1977

JOL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

1977-1978

1976-1977

200
JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

Special notes for patronage chart (1977-1978 line only): 
SEP — BART Police strike; limited service provided 
DEC — AC Transit strike, in Dec.-Jan.



B4RT
1978 1979 

Amm. REPORT
!|llillll> /llllllll

.illlll..

iinniiniinD
iLllllllllimillulm

aB

111iiiiiiiiiimiiiiiiiii

■ ciiiiiiiiiiuinimB

iuiilU

lil /
SAN FRANCISCO 
BAY AREA 
RAPID TRANSIT 
DISTRICT

800 Madison Street 
Oakland, California 94607 
(415) 465-4100 7 /

/



message from the president ^
BART’S 1978/79 fiscal year was an extremely eventful and challenging one for the young transit 
system. Despite operating budget constraints imposed by Proposition 13, we began the period on 
a very positive note by introducing Sunday service and increasing Saturday service hours. The 
District’s long-standing goal to maximize the overall availability of the system to the public was 
the guiding factor in this decision.
For the first time since the opening of revenue service in 1972, the system exceeded a half-b////on 
passenger miles in a 12-month period. Sunday service helped achieve this, of course, but so did 
system improvements in on-time performance, reduction of unscheduled train removals and the 
newly-acquired ability to run trains at regular speeds during wet weather.
The Board of Directors also began the process of selecting a new general manager to replace 
Frank C. Herringer, whose resignation was to become effective December 31,1978. After a 
nationwide search, the field was narrowed to seven top candidates in transit management. On 
December 19, all of us on the Board were extremely pleased to unanimously appoint Keith Bernard 
to this important post. The fact that Keith, a district employee since 1970, had come from within 
the organization and had a well-demonstrated executive ability as a key department head made 
him a superb choice.
This was also the year the BART team proved it could respond well to a major crisis, marshal its 
collective talents and work in a unified way to solve serious problems. The fire on a train in the 
transbay tube on January 17 was just such a crisis.
More than any single event in BART’s history, the fire raised the level of awareness and determi
nation to improve emergency preparedness throughout every facet of the system. Many long 
days (and nights) were spent in the development of improved procedures, new safety features 
along the track and fire prevention measures for equipment. This effort continues with great 
emphasis and holds the prospect of BART becoming an industry leader in the development of rail 
transit fire safety.
At year’s end the Board demonstrated its unanimity and determination in trying to achieve bal
anced labor contracts which were fair to employees, taxpayers and the riding public.
In all, this was an eventful year in which BART’s value to the public increased as energy costs 
and shortages affected us all. BART’s prime goals for the future are to continue to improve the 
reliability and safety of the system and to expand service to meet the chalienges which the 
1980’s will bring.

John FI. Kirkwood 
President

(P) El Cerrito Plaza
Berkeley

Richmond (P)
El Cerrito Del Norte (P) 

North Berkeley (P)
(P)

(P) Oakland 
West

Embarcadero 
Montgomery St.,

Concord (P) 
Pleasant Hill (P) 

Walnut Creek (P) 
Achhw Lafayette (P)

Rockridge(P)
MacArthur (Transfer Station) (P)

19th St. Oakland
Oakland City Center - 12th St. (Transfer

Station)
Lake Merritt (P)

rpowell St. 
rCivic Center

^16th St. Mission 
^24th St. Mission 

'^Gien Park 
^Baiboa Park 

'Daly City (P)

Concord Daly City 
Richmond Fremont 

Fremont Daly City

Routes

BART Parking (P) Airport

^Fruitvaie (P)

^Coiiseum/Oakland Airport (P)
.San Leandro (P)

^Bay Fair (P)
^Hayward (P)

^South Hayward (P)

^Union City (P) 

.Fremont (P)
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT
Established in 1957 by the California State Legislature.
Authorized to plan, finance, construct and operate a rapid transit system.
Governed by a Board of Directors elected for four-year 
terms by voters of nine election districts within the 
counties of Alameda, Contra Costa and San Francisco.
BOARD APPOINTED OFFICERS
C. Keith Bernard William F. Goelz
General Manager Finance

^ Malcolm M. Barrett _ _ Phillip O. Ormsbee
General Counsel " " District Secretary ~ —--------

DEPARTMENT HEADS REPORTING TO GENERAL MANAGER
Richard P. Demko 
Maintenance & Engineering
William B. Fleisher 
Field Services
Howard L. Goode 
Planning & Analysis
Michael C. Healy 
Public Affairs

John Mack (Acting) 
Affirmative Action & Training
Ralph S. Weule 
Safety
Lawrence A. Williams 
Employee Relations

This Annual Report is published by the District Pursuant to Section 28770, Public Utilities Code of the State of California.

NOTE: Under the staff reorganization of May 4, 1979, a Director of Administration position was established.
It was not filled as of the end of the fiscal year.



NOTE 6 — U S Government Grants
Capital
The U S Government, under grant contracts with the District, 
provides financial assistance for capital projects. Additionally, 
the District is administering Federal grants to the City and County 
of San Francisco and to the City of Berkeley. Grants for capital 
projects are recorded as additions to net capital investment when 
received. A summary of Federal grants in force at June 30,1979 
is as follows:

-----(In Thousands)-----
Maximum Funds 

Grant Received

Operating
The District’s application fora 1978/79 Federal operating assist
ance grant of $2,743,000 under Section 5 of the Urban Mass 
Transportation Act was approved by the Metropolitan Transpor
tation Commission and is awaiting final action by the United 
States Department of Transportation. The grant is reflected 

in the statement of operations as financial assistance and in 
the balance sheet as a receivable at June 30, 1979.

. Type 
Of Grant

Beautification
Demonstration
Capital

$ 1,961
12,842 

320,984

$ 1,961
12,842 

293,631
$335,787 $308,434

NOTE 7 — Litigation and Disputes with Contractors and 
Others

In November 1974, the District filed suit against its consulting 
engineer. Parsons Brinckerhoff-Tudor-Bechtel (PB-T-B), two of 
its primary contractors, Rohr Industries, Inc and Westinghouse 
Electric Corporation, a subcontractor, Bulova Watch Company 
and the primary contractors' respective sureties, seeking dam
ages of approximately $160 million from Westinghouse, Rohr and 
PB-T-B, and in addition, $2 million from Westinghouse, PB-T-B 
and Bulova.
During 1978, the District and the defendants signed an agree
ment settling this litigation. In general, the settlement provided 
for payment to the District of $15 million ($1.3 million of which 
had already been received) and a release of claims by all parties. 
In addition, Rohr agreed to accept a payment of $6.2 million 
from the District in settlement of a separate,claim involving $15 
million in disputed biilings under the Transit Vehicle Contract. The 
District submitted a requisition for 80% of this payment to the 
Urban Mass Transportation Administration (UMTA). The overall

NOTE 8 — Public Employees Retirement System

selllernent was contingent on UMTA approval of the District’s 
requistion. This approval was granted. Payment of the monies 
involved in the settlement occurred in March 1978.
Proceeds from the settlement of $13.7 million has been recorded 
as a reduction of property costs. These proceeds and the capi
talized iitigation expenses of $4.9 million will be amortized over 
30 years. Tine $13.7 million settlement proceeds have been desig
nated by the terms of the settlement and by action of the District's 
Board of Directors for improvements in capital equipment and 
construction.
In addition, the District is involved in various lawsuits, claimsrand' 
disputes, which for the most part, are normal to the District's oper
ations. In the opinion of the management, the amount of costs 
that might be incurred, if any, would not materially affect the 
District’s financial position or operations.

The District contributes to the Public Employees Retirement 
System. The System is a contributory pension plan providing re
tirement, disability, and death benefits to employees of certain 
State and local governmental units. Substantially all full-time

employees of the District are covered by the System. Pension 
costs of the System are determined actuarially and required 
contributions are expensed currently. Pension expense was 
$5,016,000 and $4,119,000 in 1979 and 1978, respectively.

district 

board of 
directors ^

Bare Simpson

Nello J. Bianco

Arthur J. Shartsis

District 1
Term began November 
26, 1976: Board Presi
dent 1977; chair
person. Engineering 
and Operations Com
mittee: member. Ad
ministration Committee; 
member. Special 
Salary and Wage 
Review Committee; 
Orinda resident, San 
Leandro businessman.

District 2
Term began October 
22, 1969, as appointee 
of Contra Costa 
County supervisors; 
served as President in 
1974; two terrhs as 
Vice President; 
chairperson. Public 
Information and Legis
lation Committee; 
member, Special 
Salary and Wage 
Review Committee; 
Richmond resident 
and businessman.

District 3
Term began November 
26, 1976; chairperson. 
Special Salary and 
Wage Review Com
mittee; member. Engi
neering and Operations 
Committee; Oakland 
resident, San Fran
cisco attorney.

Harvey W. Glasser, 
M.D.

District 4
Term began November 
29, 1974; served as 
President in 1978; 
BART representative 
to the Executive 
Committee of the 
APTA Board of 
Directors; vice chair
person, Public Infor
mation and Legislation 
Committee; member. 
Special Salary and 
Wage Review com
mittee; Alameda 
resident and 
physician-business 
consultant.

District 5
Term began November 
29, 1974; vice chair
person, Engineering 
and Operations Com
mittee: member.
Special Salary and 
Wage Review Com
mittee; railroad cost 
analyst: Livermore 
resident.

Robert S. Allen

John Glenn
Vice President

I ST 
i rV ^

Wilfred T, Ussery

District 6
Term began November 
29, 1974; as Vice 
President serves as 
ex-ofticio member of 
all committees;
Fremont resident, 
Oakland executive.

Eugene Garfinkle

District 7
Term began December. 
6, 1978; vice chair
person, Administration 
Committee; member. 
Public Information 
and Legislation 
Committee: member. 
Special Salary and 
Wage Review 
Committee: San 
Francisco resident. 
Director of Develop
ment, San 'Francisco 
Flousing Authority.

District 8
Term began March 
10, 1977; chairperson. 
Administration 
Committee; vice chair
person, Special Salary 
and Wage Review 
Committee; San 
Francisco resident, 
and attorney.

District 9
Term began November 
29, 1974; as President 
serves as ex-officio 
member of all com
mittees: San Fran
cisco resident and 
businessman.

John H. Kirkwood 
President



overview
Despite the budget-cutting mandate of 
Proposition 13, the District fulfilled its 
goal of providing seven-day service 
beginning on the first Sunday of the 
fiscal year. Also during this eventful 
reporting period, BART saw the 
appointment of a new general man
ager, a substantial ridership increase 
over the previous year, a disastrous 
train fire in the transbay tube and 
the commencement of negotiations 
for new contracts with its major labor 
unions.

The year marked the emergence of a 
new maturity for the District —a coming 
of age, enabling BART to improve its 
technical reliability and performance, 
better manage its fiscal responsibilities 
and set objectives which will insure 
safe, dependable, economical trans
portation for an energy-conscious 
public.

ridership & 

operations
The Seventh Day. On July 2, 1978, 
Sunday service was initiated from 
9:00 a.m. to midnight. On the pre
vious day, Saturday service was 
increased three hours, beginning at 
6:00 a.m. (9:00 a m. before), resulting 
in an incremental increase of about 
6,500 riders for Saturdays.

Sunday operation proved even more 
impressive as patronage averaged 
about 33,000 for the first five 
Sundays—18 percent more than 
analysts had forecast. This helped 
push the total annual passenger 
trips to 41,191,566, or 6:5 percent 
over the previous year’s record high 
of 38,655,206. This increase would 
have been substantially higher but 
a fire in the transbay tube forced 
its closing for approximately two 
and one-half months.

The Fire. At 6 p.m. on Wednesday, 
January 17, 1979, a fire occurred on 
Train 117 bound from the Oakland West 
Station for San Francisco, which 
destroyed six transit cars and 
damaged several others. While all 
passengers were safely evacuated, 
an Oakland firefighter did lose his life 
during the course of the incident. The 
fire and the overall response raised 
several questions concerning the trans
bay tube facilities and BART's emer
gency response plan. As a result, a 
major program was launched to im
prove system fire safety and revise 
the overall emergency response plan. 
Also, as a result of the accident, the 
California Public Utilities Commission 
(CPUC) ordered a temporary mora
torium on revenue service through 
BART's transbay tube.

Reopening the tube for revenue oper
ation was the first priority, but what lay 
ahead was an equal challenge: A 
major program to examine and, where 
possible, increase the safety of the 
entire transit system. The accident 
provided a focus for safety efforts 
and gave sure and immediate empha
sis to self-scrutiny at every level of 
the District.

The Board of Directors strongly backed 
staff efforts at this critical time and 
actively pursued hard questions about 
general safety as well as those aspects 
specifically associated with the tube 
accident.

The Board also adopted a long-range 
fire safety and emergency prepared
ness program which could ultimately 
result in BART leading the way for 
the entire transit industry in the area 
of new fire safety materials, and im
proved training and procedures for 
handling emergencies. (FOR AN EX
AMPLE OF THE TEAMWORK IN
VOLVED IN REOPENING THE TRANS
BAY TUBE, SEE BOX ON PAGE 7.)

Riders Return. Eollowing the reopening 
of the transbay tube, BART ridership 
returned to 98 percent of the pre
closing daily average by the end of 
April.

The following month. May, set a record 
for all other months of operation since 
the system opened in 1972, Ridership 
for May peaked at 175,000 and aver
aged 166,500 per day. This was better 
than 4,2 million for the month with major 
gains occurring during the midday and 
late-evening hours. The increase in 
travel during those periods was 86.4 
percent while peak period ridership 
gained 14.6 percent. In order to 
accommodate the off-peak patronage 
surge, additional cars were put into 
service during the midday and 
evening hours.

Express Buses. On October 2, 1978, 
BART Express Bus "D” Line service 
was expanded from Dublin to the Sun 
Valley Shopping Center and Diablo 
Valley College. Midday hourly service 
was increased to 30 minutes in order 
to provide BART patrons from Liver
more to Dublin better access to 
shopping areas and schools.
The “M" Line connection to the “D” 
at Sun Valley Shopping Center allowed 
local residents greater accessibility 
between Martinez, Alamo, Danville and 
other Central Costa County areas.
The "0” Line from Pinole to El Cerrito 
was also re-routed slightly and the level 
of service increased to 45-minute 
intervals during the day with hourly 
service at night. Saturday service on 
this route was increased to 45- 
minute frequencies.
During 1978/79, a total of 1,660,299 
trips were taken on BART Express 
Buses. This compared with 989,026 
the previous year when service was 
interrupted for 68 days due to an AC 
Transit strike.

NOTE 3 — Facilities, Property, and Equipment
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Facilities, property, and equipment, assets lives, and accumu
lated depreciation and amortization at June 30, 1979 and 1978 
are summarized as follows:

1979
(In Thousands)

Land
Improvements
System-wide operation and control 
Revenue transit vehicles 
Service and miscellaneous equipment 
Capitalized construction and start-up costs 
Repairable property items

NOTE 4 — Payable to the State of California

Lives
(Years)

80
20
30

3 to 20 
30 
30

1978

Cost

Accumulated
Depreciation

and
Amortization Cost

Accumulated
Depreciation

and
Amortization

$ 106,592 $ - $ 106,552 $ -
1,041,416 76,184 1,042,561 63,361

95,324 23,674 86,846 18,887
147,548 26,487 149,200 21,493

11,896 4,593 10,613 3,954
86,278 18,624 86,278 15,322

7,439 1,108 7,198 875
$1,496,493 $150,670 $1,489,248 $123,892

Under Sections 30770-30782 of the California Streets and 
Highways Code, the Department of Public Works of the State of 
California authorized the District to construct the San Francisco- 
Cakland rapid transit tube and its approaches with State funds. 
These Code Sections provide that the District will reimburse the 
State for the costs of the tube approaches. At June 30,1978, the 
District had received $172,513,000 of which $55,611,000 was

NOTE 5 — General Obligation and Sales Tax Revenue Bonds

repayable to the State. Reimbursement of $16,500,000 was fulfilled 
by application of a credit due the District arising from highway 
betterments constructed with District funds on State Route No. 24, 
During 1978, the Governor signed legislation which cancels the 
District’s obligation to pay such costs. This was recorded as an 
addition to State of California Grants on the statement of changes 
in net capital investment.

Year
Composite Last 

Interest Series Original Amount

-----(In rhousands)-
--------- 1979----------
Due in Due in

-1978-

Rate Matures Authorized Issued 1 Year Total 1 Year Total
General Obligation Bonds

1962 District bonds
1966 Special Service District Bonds

4.07%
4.38%

1999
1998

$792,000
20,500

$792,000
12,000

$21,375
330

$685,925
9,350

$19,400
310

$705,325
9,660

$812,500 $804,000 $21,705 $695,275 $19,710 $714,985

Saies Tax Revenue Bonds
1969 Sales Tax Revenue Bonds 1977 $150,000 $150,000 $ -0- $ -0- $ -0- $ -0-
1975 Sales Tax Revenue Bonds 1978 $ 24,000 $ 24,000 $ -0- $ -0- $ -0- $ -0-

In 1962, voters of the member counties of the District authorized a 
bonded indebtedness totaling $792 million of General Obligation 
Bonds. Payment of both principal and interest is provided by the 
levy of District wide property taxes. During 1966, City of Berkeley 
voters formed Special Service District No 1 and authorized the 
issuance of $20.5 million of General Obligation Bonds for con
struction of subway extensions within that city. Payment of both 
principal and interest is provided by taxes levied upon property 
within the Special Service District. Bond principal is payable 
annually on June 15 and interest is payable semiannually on June 
15 and December 15 from debt service funds. Interest of 
$14,497,000 on General Obligation Bonds and $205,000 on 
Special Service District No 1 Bonds is payable on December 
15, 1979.
The 1969 Legislature of the State of California authorized the 
District to impose a 1 /2% Transactions and Use Tax within the

District and issue Sales Tax Revenue Bonds totaling $150 mil
lion. The State Legislature later extended the tax to June 30,1978 
and authorized the District to issue bonds totaling $24 million. 
Payment of all Sales Tax Revenue Bonds was completed by June 
30, 1978.
On September 30, 1977, the Governor signed legislation which 
extended the Transactions and Use Tax indefinitely. Under the 
legislation, revenues from the tax imposed on or after January 1, 
1978, and revenues from the tax imposed prior to January 1, 
1978, but available after March 31, 1978, will, subject to certain 
restrictions, be allocated 75% to the District and 25% by the 
Metropolitan Transportation Commission to the District, the City 
and County of San Francisco, and the Alameda-Contra Costa 
Transit District for improvements in the level of transit service.



NOTES TO FINANCIAL STATEMENTS

NOTES TO FINANCIAL STATEMENTS JUNE 30, 1979 and 1978

NOTE 1 — Summary of Significant Accounting Methods

Description of the District
The San Francisco Bay Area Rapid Transit District is a public 
agency created by the legislature of the State of California in 1957 
and regulated by the San Francisco Bay Area Rapid Transit District 
Act, as amended. The District does not have stockholders or equity 
holders and is not subject to income tax. The disbursement of all 
funds received by the District is controlled by statutes and by provi
sions of various grant contracts entered into with Federal 
and State agencies.
Securities
Securities are carried at cost which approximates market.
Faciiities, Property, and Equipment
Facilities, property, and equipment are carried at cost. Deprecia
tion is calculated using the straight-line method over the estimated 
useful lives of the assets. The amount of depreciation of assets 
acquired with District funds is distinguished from depreciation of 
assets acquired with grants and contributions by others. The latter 
amount is shown on the statement of changes in net capital invest
ment with the related grants and contributions.
Federal and State Grants
The District receives amounts from both Federal and State govern
ments to assist in operations and for capital or other projects. 
Grants for capital and other projects are recorded as additions to 
net capital investment on receipt. Grants for operating expenditures 
are included as financial assistance in the statement of operations. 
Sales Tax Revenue
The one-half percent transactions and use tax, imposed by the 
District within the counties it serves, is collected and administered 
by the State Board of Equalization. Prior to January 1,1978, all tax 
proceeds were transmitted directly to a trustee and recorded as 
revenue in the debt service funds on receipt. The trustee retained

NOTE 2 — Securities Representing Reserves

funds necessary for debt service requirements and transmitted the 
excess, if any, to the District. On January 1,1978, the final Sales Tax 
Revenue Bonds were retired and tax proceeds are now trans
mitted directly to the District. The District records funds not re
quired for debt service and the proceeds of Sales Tax Revenue 
Bonds (issued for operational purposes) as financial assistance 
when received. The State Board of Equalization estimates that 
transactions and use tax revenues for the period April 1, 1979 to 
June 30, 1979 will be approximately $9,300,000. Of this amount, 
$2,906,000 had been received and recorded by the District. 
Comparable figures for 1978 were $8,625,000 and $2,156,000, re
spectively.
Property Tax Revenue
The District receives property tax revenues to service the debt 
requirements of the General Obligations Bonds and records these 
revenues in the debt service funds. It also receives an allocation of 
property tax revenues to provide for general and administrative 
expenses not involving construction, although such revenues may 
be used for construction if needed. The District records this 
property tax allocation as financial assistance.
Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as an 
increase in net capital investment to recognize that this interest 
should be directly associated with the capital which gives rise to 
the interest and which is not available for current operations.
Self-Insurance
The District is largely self-insured for worker's compensation and 
general liability claims and major property damage. The District 
records the costs of self-insured claims and major property 
damage when they are incurred.

Securities are separately classified on the balance sheet to reflect 
designation by the Board of Directors of a portion of the District’s 
capitalization as reserves for the following purposes: Basic System Completion 

System Improvement 
Self-Insurance

-- (In Thousands) -- 
1979 1978

$13,000 
13,906 
9,000

$13,000
15,156
9,000

$37,156 $35,906

Bartpool. As the increase in riders 
continued during the year, BART’s 
parking lots overflowed. To encourage 
conservation and carpooling to BART, 
the District began a test to improve 
parking lot usage at the Concord 
station.

Working in conjunction with the Cali
fornia Department of Transportation 
(CALTRANS), which computer- 
matched riders in the same neighbor
hood or district, BART issued permits 
to carpoolers for controlled close-in 
preferential parking. This test to 
increase efficiency of the 1,074 parking 
stalls at Concord Station is being 
monitored closely with a view to ex
panding the concept at other over
demanded parking lots.

Remotely Staffed Stations. In an
effort to provide the highest level of 
service at the lowest possible price, 
the Field Services Department had 
developed and tested the feasibility of 
replacing agents at several low-volume 
stations with a sophisticated electronic 
surveillance system monitored from 
BART Central Control. A similar pro
gram had proven highly successful 
at the Port Authority Trans Ftudson 
Corporation subway system in New 
York and saved millions of dollars.
With eight stations actually under the 
RSS program by the fall of 1978 as 
part of the initial demonstration, a 
thorough evaluation by the staff was 
undertaken. The staff analysis lead to 
a decision in May 1979 that the 
program could not provide an adequate 
level of service without extensive and 
costly modifications of the automatic 
fare collection equipment, and the 
program was dropped.

Six Years Old. On Monday, September 
11, 1978, BART observed its sixth 
anniversary of revenue service. The 
trains had first opened their doors 
for revenue service in 1972 and in the 
intervening years the transit system 
carried more than 160 million riders 
over two billion passenger miles 
without any serious injuries to 
passengers.

The east bay lines had amassed 58 
million trips with 42 million on the San 
Francisco line. Since the 3.6-mile trans
bay tube opened for service (Sep
tember 16,1974), BART has carried 
more than 60 million passengers 
through one of the busiest traffic 
corridors in the world

liii
Five BART Express Bus routes, which connect 
several BART stations in Contra Costa and 
Alameda Counties with outlying areas, saw signifi
cant service improvements during the reporting 
period and ridership increased substantially

wiiim
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reliability & 

improvements
The improvement most obvious to 
patrons during the reporting period was 
BART'S ability to operate trains at 
normal speeds during winter weather. 
Prior to December 4, 1978, trains were 
deliberately slowed to ensure safe 
stopping when tracks were wet. Com
pletion of a systemwide "re-signaling” 
program to stretch out the braking 
distance for trains eliminated the need 
for this procedure.
RIP Program. In January 1979 a Re
liability Improvement Program (RIP) 
was instituted to focus on those 
specific engineering problems which 
most often affected service to BART 
passengers. Statistical studies revealed 
13 items whose reliability was directly 
related to level of service. Objectives 
were established for improvements 
and an 18-month program got under
way, A delay, caused in part by the 
tube fire, pushed completion of the 
program into 1981 but the end of the 
reporting period saw success in 
achieving acceptable failure rates in 
brake control electronics, loose derail 
bars and motor-alternator control

In 1979, the car failure rate was re
duced 10 percent over 1978 and 
further reductions are part of the 
1979/80 objectives. The fleet Incident 
rate dropped 21 percent and hardware 
failure was reduced 53 percent. These 
improvements signified the District’s 
growing ability to achieve technical 
improvement and have paved the way 
for expanded service under the long- 
awaited close headways program.
Four Route Service. Direct service 
between Richmond and Daly City can 
be added under "close headways” 
without adversely affecting service on 
other lines. Approval by the CPUC is 
expected in 1980.
In addition, Directors have called for 
development of a turnback track 
project in Daly City to further im
prove service and save an estimated 
$1.5 million annually through provision 
of train storage in the West Bay. 
Currently BART must return all of its 
extra rush hour transbay trains back 
to Concord and Hayward and then 
back to San Francisco for the evening 
rush.

■•Mtlillnii ilLiiJxUiill
liiiJ

Car Rebuilding. Increased service 
and patronage will mean increased 
demand on the car fleet. Under a pro
gram begun last year, 14 Type A railcars 
(with cab) are being converted to 
Type B cars (without cab). This work, 
underway at the Hayward Shops by 
District employees, has proved to be 
extremely economical since the cost 
of converting A cars is about 7 percent 
of the estimated cost of a new B car.
System Access. Parking lot expansion 
continued with the addition of over 
300 spaces at the Fremont Station, 
bringing the total to over 1,000. On 
the same day the new spaces opened, 
ground was broken for construction of 
a new east entrance to this busy 
station and work was nearly half- 
completed by the end of the reporting 
period.
On December 14, 1978, the Board 
adopted the first phase of a program 
to improve access to six stations:
Glen Park, Hayward, Lafayette, Walnut 
Creek, Pleasant Hill and Concord. 
Improvements will include increasing 
parking facilities where possible and 
better bus access. In each case, close 
alliance is maintained with each com
munity in the development of specific, 
local station access plans.
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Trains up to ten cars long were put into service 
on a regular basis during peak travel periods 
as ridership climbed. Trains this length (750 feet) 
nearly equal the height of the Bank of America 
World Headquarters in San Francisco (779 feet).

1%m

us
Government

Grants

$288,599

9,641

State of 
California 

Grants

$116,902

39,111

Contributions
From

Others

$29,387

15,603

Depreciation
and

Retirements 
of Assets 

Acquired With 
Grants and 

Contributions 
by Others
($30,249)

(12,508)

Accumulated
Deficit

($59,661)
(5,498)

298,240

10,194

156,013 44,990

2,300
1,691

(42,757)

(9,925)

(65,159)
(15,087)

$308,434 $156,013 $48,981 ($52,682) ($80,246)

Interest
on

Capital

$122,065

3,134

125,199

4,277

$129,476

Reserves

($ 6,000)

(13,000)
(13.906) 

(3,000)
(35.906)

(1,250)

($37,156)

DEBT SERVICE FUNDS
STATEMENTS OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30, 1979 and 1978 (In Thousands)

Revenues:
Property tax
Transactions and use tax received 
Interest

Expenditures:
Interest
Principal
Bond service expense 
Funds transmitted to the District

Balance, beginning of year
Balance, end of year

Represented by:
Cash (including time deposits: 1979, $16,340; 1978, $14,750)
Securities — at cost
Taxes and interest receivabie

The accompanying notes are an integral part of these financial statements.

Net
Capital

Investment

$682,308
(5,498)
64,355

(12,508)
3,134

17,750
(13,000)
(13,906)

(3,000)
719,635
(15,087)

2,300
11,885
(9,925)
4,277

(1,250)
19,710

$731,545

1979
General

Obligation
Bonds

General
Obligation

Bonds

..........1978................
Sales Tax 
Revenue
Bonds Combined

$48,285 $48,741 $ - $48,741
— — 26,882 26,882

2,490 1,597 739 2,336
50,775 50,338 27,621 77,959

30,446 31,397 808 32,205
19,710 17,750 16,000 33,750

— — 9 9
— — 24,811 24,811

50,156 49,147 41,628 90,775
619 1,191 (14,007) (12,816)

17,200 16,009 14,007 30,016
$17,819 $17,200 $ -0- $17,200

$16,363
310

1,146
$17,819

$14,867
845

1,488
$17,200

$14,867
845

1,488
$17,200



STATEMENTS OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30, 1979 and 1978 (In Thousands) safety

Balance, July 1, 1977 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital 
Bond principal
Establishment of basic system completion reserve 
Establishment of system improvement reserve 
Increase in reserve for self-insurance

Balance, June 30, 1978 
Net loss for the year 
Improvement allowance funding 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Increase in system improvement reserve 
Bond principal

Balance, June 30, 1979

Property
Tax

$ 71,265

17,750

89,015

Transactions
and

Use Tax
$150,000

150,000

19,710
$108,725 $150,000

STATEMENTS OF CHANGES IN FINANCIAL POSITION Years Ended June 30, 1979 and 1978 (In Thousands)

CASH AND SECURITIES PROVIDED BY:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds 
Net book value of damaged revenue transit vehicles

CASH AND SECURITIES PROVIDED BY OPERATIONS

Contributions from U S Government grants and others 
Improvement allowance funding 
Increase (decrease) in contracts and other liabilities 
Increase (decrease) in unearned passenger revenue 
Interest on capital

Total cash and securities provided

CASH AND SECURITIES APPLIED TO:
Additions to construction in progress 
Additions to facilities, property, and equipment 
Additions to materials and supplies
Increase (decrease) In deposits, notes, and other receivables 

Total cash and securities applied

Increase in cash and securities

1979 1978

$15,087 $ 5,498

18,209 12,191
1,808 —
4,930 6,693

11,885 25,244
2,300 —1,665 (7,882)

5 (526)
4,277 3,134

25,062 26,663

3,653 176
10,409 8,792

2,221 1,803
6,982 (5,696)

23,265 5,075

$ 1,797 $21,588

The accompanying notes are an integral part of these financial statements.

On March 22, 1979, the Board of 
Directors endorsed a comprehensive 
Emergency Preparedness and Fire 
Safety Program. The objectives of 
this program are to minimize the 
occurrence of fires and other emer
gency incidents and to maximize the 
effectiveness of BART and other 
agency personnel in dealing with such 
incidents when they do occur. Both 
short and long-range improvements 
will be implemented.

The January 17 fire resulted in a com
plete reexamination of the District’s 
railcars, particularly with a view toward 
increasing their fire safety. Prominent 
among the many items under investi
gations was the potential hazard posed 
by flammable seats.

Prior to the fire, BART had received a 
grant from the Urban Mass Transit 
Administration (UMTA) setting aside 
$2.5 million for replacement of seat 
cushions on all transit vehicles. After 
rejecting the recommended early 
versions of neoprene as offering little 
significant improvement over polyure
thane, BART launched an extensive 
test program in conjunction with an 
outside consultant, McDonnell-Douglas. 
Over 400 materials were looked at 
during the research.

Investigation and testing continues 
into materials and methods which will 
improve the fire resistance of rolling 
stock. This includes special emphasis 
on fire-retardant coatings for floors, 
sidewalls and ceilings. Many operators 
are watching the District's progress 
and will share in the knowledge and 
techniques achieved through this on
going program.

The District also implemented a public 
safety information program which in
cluded an Industry "first" —the posting 
of every railcar with placards contain
ing specific emergency instruction for 
passengers. The placards also contain 
take-along, trilingual emergency pro
cedures printed in English, Spanish 
and Chinese.

administration
Four months after taking office. General 
Manager Keith Bernard reorganized 
BART'S top managerial staff. The 
changes completed the District’s tran
sition from a major construction project 
to an operating system and resulted 
partly from a study began in 1977 by 
consultants. Booze, Allen & Hamilton, 
Inc. After internal study, further con
solidations in the number and levels of 
upper-echelon managers were made 
which resulted In a projected savings 
of more than $200,000 annually.

Budget. The District’s financial objective 
was a fully-funded budget through June 
1979 with more than 35 percent con
tribution of non-tax revenues to oper
ating expenses —and no fare increase. 
This goal was achieved as passenger 
and other operating revenues ran 
ahead of forecast for the first half of 
1978/79. However, with the closing of 
the transbay tube in January, passenger 
revenues fell sharply. Normal operating 
costs remained at pre-fire levels and 
the District incurred substantial extra
ordinary costs as a result of the fire, 
cleanup, shuttle bus service and PUC 
hearing preparation. Most of these 
costs were reimbursed from a supple
mental claim to the Metropolitan Transit 
Commission (MTC) for regional funds.

The FY 1978/79 budget reflected 
Proposition 13 cutbacks of $7 million 
and 150 employee positions. The 
budget also assumed a $7.9 million 
allocation in sales tax funds to be 
administered through MTC. Following 
a review of Prop 13’s impact on re 
gional transit operators (including SF 
Muni and AC Transit), the MTC re
leased $6.7 million to BART as well as 
$2,7 million in Section 5 funds. This 
assured the District of a fully-funded 
1978/79 operating budget. Action on 
some $4 million in capital claims was 
pending at fiscal year’s end.
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Property Tax Rates. Under Proposition 
13 impact, the Board of Directors set 
a uniform tax rate of 35.6 cents per 
$100 assessed property valuation for 
debt service of the District’s General 
Obligation Bonds. This rate compared 
with the previous year’s figures of 43.1 
cents for Alameda County, 42,8 cents 
in Contra Costa and 43.6 cents in 
San Francisco.

In accordance with the guidelines of 
the tax initiative, the Directors could 
not set an additional 5-cent tax rate 
for administrative purposes as in years 
past. In lieu of this tax, which had 
been expected to yield about $6,7 
million for operating expenses, BART 
received a share of the maximum 
$4 per $100 assessed properly valu
ation each county levies —about 30 
percent of what the former 5-cent 
adminstrative tax would have pro
vided.

The Board also established a slightly 
lower tax rate of 16.1 cents for 
Berkeley city residents over its prev
ious year’s 16.3 cents. This rate is for 
bonds authorized by Berkeley voters 
for underground construction not 
included in the original District plans.

Advertising Franchise. After a lengthy 
selection process involving three 
companies, BART signed a contract 
with Transit Ads Incorporated (TAI) 
to act as agent for display billboard 
space in stations and on trains.

The contract guarantees BART a 
minimum of $1.85 million in ad
vertising revenues over the next five 
years, California-based TAI indicated 
it expects to surpass the guarantee 
with sales in excess of $5 million 
during that period, BART receiving 51 
percent of the revenue.

Labor Negotiations. Contracts be
tween BART and its two major labor 
unions. Amalgamated Transit Union, 
Division 1555, and United Public 
Employees, Local 390, expired on 
June 30, 1979. Negotiations began 
on March 16 and more than 40 
bargaining sessions were held during 
the next three and one-half months.

One of the primary issues concerned 
BART'S contention that cost-of-living 
raises should be adjusted to bring 
District pay scales more in line with 
prevailing local wage rates. By the 
end of the fiscal year no agreement 
had been reached and the District 
agreed to extend the expired con
tract on a day-to-day basis while 
talks continued.

the future
The District’s principal near term 
operating objective is to provide four- 
route service beginning in 1980 with a 
service level of 1 7 trains (increased 
from 10) at minimum 3.5 minute train 
intervals in the transbay corridor during 
peak periods.

At the current level of service, ridership 
is forecast to increase about six 
percent in the coming year and any 
effect of a possible fare increase is 
likely to be offset by the threat of gas 
shortages or higher gas prices.

Equipment reliability improvement pro
grams will continue as will efforts to 
increase system access, especially for 
elderly and handicapped persons. BART, 
of course, will work for continued im
provement in the area of Emergency 
Preparedness and Life Safety.

In the last part of the 20th Century, 
BART will continue to operate one of 
the largest regional rail systems on the 
American landscape. As the District 
approaches the new decade and looks 
beyond, growing energy shortages and 
rising fuel costs underscore the need 
for BART to continue improving and 
expanding service in order to help 
achieve the most effective regional 
transportation network possible for the 
San Francisco Bay Area.

Sunday service and sports fans were two reasons 
weekend travel on BART reached record 
numbers. On the first Sunday, 13.8 percent of the 
crowd attending an Oakland A’s baseball game 
rode BART to and from the Coliseum.
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STATEMENTS OF OPERATIONS Years Ended June 30, 1979 and 1978 (In Thousands)

Operating revenues:
Fares

Less discounts and other deductions 

Other
Investment income

Total operating revenues

Operating expenses.
Transportation 
Maintenance 
Police services 
Construction and engineering 
General and administrative 
Tube fire costs

Less capitalized costs

Net operating expenses

insurance proceeds from damage of revenue transit vehicles 
Less net book value of damaged revenue transit vehicles

Operating loss before depreciation expense

Depreciation (unfunded):
Of assets acquired with own funds
Of assets acquired with grants and contributions by others

Total depreciation

Operating loss

Financial assistance:
Transactions and use tax 
Sales tax allocated 
Property tax 
State
Transportation Development Act of 1971 
Federal
Funds allocated to improvement allowance 

Total financial assistance 
Net loss

Depreciation of assets acquired with grants and contributions by others 
Net loss transferred to accumulated deficit

Reconciliation to net funded deficit:
Operating loss before depreciation expense 
Add net insurance proceeds restricted for revenue 

transit vehicle replacement 
Deduct financial assistance

Funded excess of expenses over revenues (revenues over expenses)

1979 1978

$31,344 $30,666
2,617 2,447

28,727 28,219
647 535

2,130 1,144
31,504 29,898

27,345 24,192
34,779 32,555

3,684 2,910
8,002 8,023

12,911 15,984
3,536 —

90,257 83,664
3,709 5,460

86,548 78,204

5,000 _1,808 —
3,192 —

51,852 48,306

18,209 12,191
9,925 12,508

28,134 24,699

79,986 73,005

44,040 48,621
6,700 —2,299 6,283

951 12
541 83

2,743 —(2,300) —
54,974 54,999
25,012 18,006
9,925 12,508

$15,087 $ 5,498

$51,852 $48,306

3,192 _54,974 54,999
$ 70 ($ 6,693)

The accompanying notes are an integral part of these financial statements.



FINANCIAL STATEMENTS #
To the Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheets of the San Francisco Bay Area Rapid Transit District as of June 30,
1979 and 1978 and the related statements of operations, changes in net capital investment, changes in financial 
position, and revenues, expenditures and fund balances of debt service funds for the years then ended. Our 
examinations were made in accordance with generally accepted auditing standards and, accordingly, included 
such tests of the accounting records and such other auditing procedures as we considered necessary in the 
circumstances.

In our opinion,, the financial statements identified above present fairly the financial position of the San Francisco 
Bay Area Rapid Transit District as of June 30, 1979 and 1978 and the results of its operations and the changes in 
its financial position for the years then ended, in.,conformity with generally accepted accounting principles applied 
on a consistent basis.

Certified Public Accountants
San Francisco, California 
September 28, 1979

BALANCE SHEETS June 30, 1979 and 1978 (In Thousands)

The accompanying noles are an integral part of these financial statements.

1979 . 1978
ASSETS

Cash (including time deposits: 1979, $-0-; 1978, $1,970) $ 1,825 $ 3,259
Securities — at cost 38,491 36,510
Securities representing reserves — at cost 37,156 35,906
Deposits, notes, and other receivables 10,650 3,668
Construction in progress 38,431 34,778
Facilities, property, and equipment — at cost (less accumulated depreciation

and amortization: 1979, $150,670; 1978, $123,892) 1,345,823 1,365,356
Materials and supplies — at average cost 10,042 7,821
Debt service funds, net assets 17,819 17,200

$1,500,237 $1,504,498

LIABILITIES AND CAPITALIZATION

Contracts and other liabilities $ 17,332 $ 15,667
Unearned passenger revenue 1,110 1,105
Debt service funds 17,819 17,200

36,261 33,972
Capitalization:

Reserves 37,156 35,906
General Obligation Bonds 695,275 714,985
Net capital investment 731,545 719,635

1,463,976 1,470,526
$1,500,237 $1,504,408

the fire—a challenge
In the early, morning of January 18, 
crews began the five-hour task of 
removing the blackened shell of Train 
117 from the tube. What followed was 
unmeasureable hours of intensive plan
ning, thorough coordination and difficult 
labor, but the effort proved the BART 
team had the ability to manage a crisis.

SERVICE TASK FORCE, comprised of 
representatives from Safety, Field 
Services, Maintenance and Engineer
ing, Legal, Management Services, 
Employee Relations and Public Affairs.

Employee Relations worked with the 
unions in implementing a new series 
of safety training programs.

And crisis it was. Some 40 passengers 
and employees hospitalized and one 
Oakland fireman lost his life. BART was 
faced with many difficult decisions and 
actions before transbay service could 
resume.

Safety coordinated BART's efforts with 
all the outside agencies, including fire 
departments, safety agencies and con
sultants.

Public Affairs provided news media 
with day-to-day progress reports and 
began an intensive public Safety Edu
cation Program.

CPUC had shut down the tube until six 
conditions could be met. In the end, 
some 80 items had to be dealt with 
before transbay revenue trains could 
return to service. These included re
quirements set by the District itself and 
recommendations made by a special 
Board of Inquiry appointed by the 
General Manager. This independent 
body, consisting of local fire department 
representatives and national transit/ 
safety specialists, was assisted by 
BART Director of Safety Ralph Weule.

Field Services developed a revised 
overall emergency response plan and 
prepared individuals to ride transbay 
test trains a,s Emergency Procedure 
Advisors. Central Control revised its 
emergency procedures.

Legal staff spent exhaustive hours 
preparing BART’s testimony before the 
CPUC.

Maintenance and Engineering, in addi
tion to clean-up, painted gallery emer
gency doors and arrows to the doors, 
removed door locks, checked the 
trackway and alignment of the third 
rail and repaired the concrete damaged 
from the heat of the fire. Power and 
Way began modifying hi-rail emergency 
vehicles and training its people in the 
use of all equipment on the vehicles. 
Many smoke tests and evacuation drills 
were conducted.

General Manager Bernard summarized 
the all out effort: “It was a difficult 
time, but one that proved BART people 
all along the line could work together 
under stress to quickly achieve suc
cessful results,"

General Manager Keith Bernard, who 
had assumed office just seven days 
before the fire, set up the TRANSBAY

Management Services worked with 
Kaiser Engineers to determine the 
fastest, most efficient evacuation pro
cedures under various conditions.

On April 2, 1979, the District completed 
presentation of evidence and testimony 
to the CPUC, emphasizing that meeting 
the points of the original closure order 
on January 19 yvas only the beginning 
of BART’s comrriitrtienf to reassess the 
overall spectrum of system safety and 
continue a program of substantial 
improvements to all parts of the system. 
The CPUC lifted its order closing the 
transbay tube on April 4 and service 
resumed on April 5, 1979.
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performance highlights 1978-79 operating funds
$92,557,000 (Including Capitalized costs)

RAIL RIDERSHIP
Annual Passenger trips
Average weekday trips, excluding tube closure 
Average trip length 
Annual passenger miles
System utilization factor (ratio of passenger miles to 

available seat miles)
End-of-period ratios 

Peak patronage 
Off-peak patronage
DART'S estimated charo of peak period transbay 

trips —cars, trains and buses 
Passengers with automobile available 

(as alternative to BART)

OPERATIONS

Annual revenue car miles
Unscheduled train removals —average per revenue day 
Transit car availability to revenue car fleet 
Passenger miles per equivalent gallon of gasoline 
Passenger accidents reported per million passenger trips 
Crimes reported per million passenger trips

FINANCIAL

Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses 
Operating ratio (tolal iii'ierating revenues 

to net operating expenses)
Rail passenger revenue per passonger mile 
Rail operating cost per passenger mile 
Average passenger fare

FY 1978/79 FY 1977/78

41,191,566(1)
151,712

12.1 miles(l) 
500,221,000

38,665,206 
146,780 

12.7 miles 
492,901,000

.259 .285

49%
51%

50%
50%

26%(2) 28%

57% 57%

26,806,000
9.0

82%
56(1)

23.08
155.7(3)

24,046,898
10.1
87%

59
22.63
117.4

$28,727,000(1)
2,777,000

31,504,000
86,548,000(7)

$28,219,000
1,679,000

28,898,000
78,204,000(4)

36.40%(7)
5.6<t(1)

16.64(7)
72.34(1)

38.23%(5)
5.74

15.54(6)
75.44

NOTES:

General note: Data represent annual averages unless otherwise nnterl,
(1) Reflects transbay tube closing, January 19, April 4, inclusive,
(2) Reflects October 1978 Survey data; April 1979 Survey not applicable because B.ART wasfransitinningtn normal service. Previous 

year letleuts average of October 1977 and April 1078.
(3) Reflects incroacod efforts to reduce fare evasion
(4) .After invenl(,iry adjiislmenl ol $1,300,000.
(5) FV 1977/70 letlects inclusion of abnormal power expense due to drought; evrrliiriing such expense, norrpa! operating ratio was

(G) FY 1977/78 includes extraordinary power expense; excluding .such expense, normal rail cost per passenger mile was 14.61. 
(7) Reflects nbnnrm.nl tube fire expense.

Where Funds Came From
(in thousands)

Fares
‘31.0%-$28,727

Transactions & Use Tax
47,6% —$44,040

Investment Income &
Other Operating Revenues

3,0%-$2,777

Regionai Financiai Assistance
7.8% —$7,241

Construction Funds —
4.u% —$5,709
Property Tax
2.5%-$2,299 -|

Federai Financiai Assistance
3.0%-$2,743

State Financiai Assistance
1.0%-$951

“Perrease in Working Capitai
0,1% —$70

TOTAL
100.0% —$92,557

‘Farebox ratio equals 33.2% of Net 
Operating Expense {excluding 
capitalized costs)

‘Funded excess of expenses 
over revenues.

system operations

How Funds Were Applied
(in thousands)
Maintenance
37.6% —$34,779
Transportation
29,5% —$27,345

Poiice Services
4.0% —$3,684

Construction & Engineering
8.6% —$8,002

improvement Aiiowance
2.5% —$2,300
Cenerai & Administrative
14,0% —$12,911

Tube Fire Costs
3,8% —$3,536
TOTAL
100.0%-$92,557

Monthly Averages of Weekday Patronage Monthly Averages Cars Available for Service
^ 180 39U

s 160
1978-79150

1977-1978

JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

1977-1978.370 '1
360 \\

1978-79

JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

Special notes for patronage chart 
1978/79 line:
Jan 19-Apr 4—Transbay tube closure 
1977/78 line:
Sept — BART Police strike; limited service provided 
Dec —AC Transit strike, Dec-Jan

Special notes for cars available chart 
1978-1979 line:
Jan—Partially due to tube fire 
June-Partially due to labor dispute

8
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President’s Message

I am pleased to report that by the 
end of the Fiscal Year 1979/80 BART 
had seen several long-term goals 
come to fruition, while at the same 
time identifying and planning for the 
many challenges ahead.
One of the major accomplishments 
we saw during the year was the 
go-ahead from the California Public 
Utilities Commission (CPUC) to 
begin the long-awaited close head
ways program. This was particularly 
gratifying to me as it paved the way 
for the start of direct service 
between Richmond, El Cerrito, Al
bany, and San Francisco-Daly City. 
After many frustrating years, the 
people of Richmond and other points 
along the line south through Berke
ley would no longer have to suffer 
the requirement that they transfer to 
go to the west bay. But I consider 
close headways only the beginning 
in terms of bringing the system 
closer to its full potential.
The system is still unique in that it 
may from time to time be at the 
mercy of one malfunctioning car in 
a train. Two major modifications due 
to be completed and installed 
by mid-1981 are expected to reduce 
this problem considerably and thus 
further improve reliability. Other 
reliability improvements to the fare 
collection system, train control sys
tem, and the braking, propulsion and 
electrical systems on the transit 
vehicles are now underway.

Also, during the past year BART 
moved ahead in several areas to 
upgrade fire and safety protection on 
the trains and the system in general. 
A comprehensive research and 
development program resulted in the 
selection of the most suitable fire- 
resistant material to replace BART’s 
transit car seats. The new seat 
program was carefully reviewed and 
approved by the board, and ulti
mately by the CPUC. Actual seat 
replacement begins In June.
In other areas, we reached a new 
contractual agreement with the Dis
trict’s two major unions which ended 
a lengthy and often painful labor 
dispute. This was followed by the 
successful negotiation of other labor 
contracts, including one with super
visors and two with BART police. 
Reluctantly, BART’s first fare in
crease since 1975 was instituted 
at the end of the fiscal period after 
we had managed to defer it for six 
months. The fare increase was 
necessary to help offset a 40 
percent inflation factor since 1975 
and to maintain BART’s eligibility 
for State operating assistance.
There were many challenges need
ing tough decisions this past fiscal 
year and much of what was achieved 
must be attributed directly to my 
fellow directors who, as a board, 
were strongly united when it 
counted.
Looking ahead to the new decade, 
BART has embarked on several 
programs to meet the demands of 
the future while continuing to im
prove the current system. Some of

these programs include the design 
and development of a new transit 
vehicle to be known as the “C” car, 
the installation of a new integrated 
control system, a new turnback 
facility at Daly City, improved system 
access, and continued planning for 
extensions to areas which are 
paying for BART but not getting 
direct rail service.
The promises of BART, as originally 
conceived, may not yet have been 
realized. However, we are much 
closer to this realization than we 
have been for many years.
I am confident BART patrons will see 
continued improvements in the years 
ahead. Each of the actions taken by 
BART during FY1979/80 had 
different and varying effects on the 
service provided our patrons.
BART’s patrons have not lost faith 
in the system, and their suppport 
is reflected in the ridership which 
continues to grow.
On behalf of the BART Board of 
Directors, I pledge continued dili
gence in our efforts to bring about 
additional service improvements 
and extensions of service.

Nello Bianco, President.



“BART is... A Dedicated Board of Directors.”

Left: The Administration Committee 
makes recommendations on all 
financial matters including an annual 
review of financial statement, 
insurance, personnel, employee 
relations, supply, rules of the Board of 
Directors, general policy and real 
estate. Pictured here (l/r) are Director 
Allen, Chairperson, Director Glenn, Kay 
Springer, Mgr., Passenger Service, 
BART President Bianco, Christine 
Apple, Asst. Secretary, Director 
Ussery and Planning Director Howard 
I. Goode (standing).

Barclay Simpson 
, ; District 1

r' 'v|i Member, Public In- 
J :« formation and Leg- 
f II islation Commit- 

i-iJ *ee. Term began 
November, 1976. 
Board President, 
1977.0rindaresi-

,,..i dent, San Leandro
|| ,J businessman.

Robert S. Allen 
District 5
Chairperson, Ad
ministration Com
mittee. Term 
began November, 
1974. Livermore 
resident and rail
road cost analyst.

Nello Bianco 
District 2
President, serves 
as ex-officio 
member of all 
committees. Term 
began October, 
1969. Board Pres
ident, 1974. Rich
mond resident and 
businessman.

Arthur J.
Shartsis 
District 3
Vice Chairperson, 
Administration 
Committee. Mem
ber, Engineering 
and Operations 
Committee. Term 
began November, 
1976. Oakland 
resident, San 
Francisco Attorney.

John Gienn 
District 6
Chairperson, En
gineering and Op
erations Commit
tee. Term began 
November, 1974. 
Fremont resident 
and Oakland busi
ness executive.

Wilfred Ussery 
District?
Chairperson, Pub
lic Information 
and Legislation 
Committee. Vice 
Chairperson, 
Administration 
Committee. Term 
began December, 
1978. San Fran
cisco resident 
and Director of 
Program Devel
opment, San 
Francisco Hous
ing Authority.

* Margaret K. Pryor, pictured in top right photo, became a BART Director on September 5, 
1980, when she was sworn in to replace Dr. Harvey W. Glasser who had resigned from 
BART effective August 1,1980. Subsequently, Director Pryor was elected on November 4, 
1980 to serve the balance of Dr. Glasser’s term, which will end on November 26,1982.

Eugene Garfinkle 
District 8
Vice President and 
ex-officio member 
of all Committees. 
Term began 
March, 1977. San 
Francisco resident 
and attorney.

Center: BART’s Engineering and 
Operations Committee makes 
recommendations regarding 
engineering and constructions, 
transportation planning and operations, 
equipment and communication.
Right: Recommendations are initiated 
by the Public Information and 
Legislation Committee on public 
information, advertising, marketing and 
legislation. Pictured here are (l/r) Mike 
Healy, Public Affairs Director, Director 
Pryor*, Director Ussery, Chairperson, 
Barbara Neustadter, Supervisor, 
Planning Section (standing). Director 
Simpson, Director Glenn, Director Allen 
and Phil Ormsbee, District Secretary.

Harvey W.
Glasser, M.D.* 
District 4
Vice Chairperson, 
Public Information 
and Legislation 
Committee. Term 
began November, 
1974. Board Presi
dent, 1978. Ala
meda resident and 
physician-business 
consultant.

John H. Kirkwood 
District 9
Vice Chairperson, 
Engineering and 
Operations Com
mittee. BART rep
resentative to the 
Executive Commit
tee of the Ameri
can Public Transit 
Association 
(APTA) Board of 
Directors. Term 
began November, 
1974, San Fran
cisco resident and 
businessman.



BART is... Looking Ahead.”

Goais and Objectives Are 
Contained in 5 Year Plan
At the end of the fiscal year, BART 
presented its short-range, five-year 
transit plan. The primary goal of the 
BART five-year plan is to implement 
essential projects needed to meet 
the demands of the coming decade, 
while continuing to improve the 
system for current riders.
By increasing capacity, perfor
mance, reliability and safety, BART 
can effectively utilize the major 
Investment which has been made 
by the people of the Bay area.
Operations
BART has established a set of 
goals and objectives as part of the 
short-range, five-year plan in its 
efforts to continue to improve pre
sent operation as well as provide for 
the patrons of the future.
Aside from the continuation of its 
outstanding passenger safety rec
ord, BART will strive to increase 
ridership and improve the present 
system’s reliability and performance. 
BART will work toward an eventual 
goal of two-mlnute headways and 
expand service as soon as tech
nically and financially feasible.
BART expects to operate and to 
adequately fund and implement the 
necessary capital improvements and 
replacements to the system within 
available funds without incurring an 
unfunded deficit. Maximizing the 
contribution to operating costs from 
sources other than tax revenues is a 
primary objective of BART.
In the area of employment policies, 
BART hopes ultimately to achieve 
parity representation of minorities 
and women in all job classifications

l.-fiTl-L

as well as contracting with minority 
business enterprises. BART also 
plans to achieve fair and equitable 
labor agreements with minimum 
impact on fares and maximum 
enhancement to the District’s capa
bility to provide efficient service.
Capital Improvements 
BART will require a total expenditure 
of $403 million over the next five 
years to meet capital improvement 
goals as contained in its adopted 
Five-Year Plan. Some $228 million is 
needed for high-priority projects, 
while $175 million is necessary to 
maintain the present system by 
repairing and modifying vehicles and 
tracks, and replacing obsolete 
equipment.
The high-priority projects constitute 
only a 14 percent increase over the 
capital costs of the present system, 
but will return a 105 percent increase 
in potential capacity. The major 
projects in this program are:
• Completion of the “KE” track, an 

additional subway track through the 
Oakland downtown area. This is 
the first new increment of BART 
mainline track since the system 
began operating in 1972.

• Wayside Automatic Train Control 
(ATC) refinements, which will allow 
the operation of up to two addi
tional trains in the Transbay cor
ridor within the next two years.

• Daly City Station Turnback, which 
will provide economical train stor
age and allow for the operation of 
the system at closer headways.

• Integrated Control System (ICS), a 
major computer system modifica
tion, which will increase and im
prove the current capacity of the 
system as well as to accommodate 
future line extensions.

• Remove Vent Separation restric
tions by improvements to fire safety, 
which will permit trains to travel 
closer to one another in parts of 
the system where there are long 
distances between adjacent venti- 
iation fans.

• Wayside Automatic Train Control 
(ATC) modifications, which will pro
vide for improved capacity through 
additionally reduced headways.

• Acquisition of the new transit 
vehicle, which is designed and 
engineered to realize the system’s 
potentiai capacity and to meet 
future ridership demands.

BART’S New “C” Car 
Keystone to the Future 
Although new vehicles are not 
expected to be rolling for another 
four years, specifications should be 
ready In January 1981 for the 
procurement of a new “C” car. 
Designed to combine the elements 
of both the current "A” (lead) and “B” 
(middle) train cars, the “C” car will be 
able to serve either as a lead, middle 
or end car on a train. Trains could 
then be split into two consists 
without having to add lead cars. The 
“C” cars will not have a sloped front 
as the “A” cars do. Instead, they will 
be designed to be compatible with 
the existing fleet of BART cars. 
Modifications of the operator’s com
partment and passageway door are 
the major design changes on the “C” 
car. Passenger seating will be only 
slightly reduced.
There will also be a redesigning of 
the traction motor that powers the 
car. The new motor will be larger and 
will increase reliability.
A grant is being sought from the 
Urban Mass Transit Administration 
to cover 80% of the “C” car costs. 
Each of the 90 new “C” cars is 
expected to cost approximately 
$1 million.

With addition of the new “C” cars, 
BART’S fleet will be expanded by 
some 20%. Due to the flexibility of 
the “C” cars, BART will experience 
substantial time and energy savings. 
Being able to use “C” cars in either 
the lead, middle or end car positions 
on the train will allow for maximum 
service efficiency.
Extension Plan, a 20 Year 
Guide to BART’s Future
A policy to guide the extension of 
BART over the next 20 years was 
adopted by the Board late in the 
fiscal year. Extension of the Concord 
line to Pittsburg and Antioch, the 
Fremont line to Warm Springs, the 
Daly City line to the San Francisco 
Airport and the creation of the 
Livermore line from Bayfair Station 
are under consideration as the basic 
program for expansion of the BART 
rail system by the end of the 20th 
Century.
The extension of these lines will be 
accomplished in four phases. In 
each phase, a segment will be 
constructed essentially on each line 
Including at least one new station. 
Several segments are identified to 
form each of the four phases of the 
program, covering the 20 year span 
of the project.
Based on 1980 dollars, this exten
sion program will cost an estimated 
$1.7 billion, for which federal funding 
will be sought for a majority of the 
cost. State and local financing will be 
required for local matching funds. 
BART is devoting considerable effort 
to working with local communities in 
the development of the proposed 
line extension, requiring public re
view and comment as the planning 
process continues.



“BART is... A Sound Investment of Public Money.”
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BART Patrons Maintain 
Faith in the System
Despite the work stoppage from 
September through November 
1979, with the initial closing of the 
system and then limited rail service, 
BART’S total patronage for Fiscal 
Year 1979-80 was 34,483,335.
This figure represents a decrease of 
16.3% from 41,191,566 for FY 
1978/79. This is, however, less than 
the 25% loss that could have been 
expected due to a three-month 
disruption in service.
That the loss was less than expected 
is a testimony to the tegular BART 
patron who came back to the system 
in near-normal numbers (150,000 
trips per day) within two months after 
the work stoppage ended. By fiscal 
year end, average daily patronage 
had increased to 164,558, nearly 
equaling the record levels achieved 
in May and June of 1979 at the 
height of the gasoline shortage. 
Since BART began revenue service 
in September, 1972, its trains have 
traveled 3,001,642,000 passenger 
miles and carried 229,264,341 
patrons.

Fare Increase Mandated by 
Increased Operating Costs
Faced with increasing operating 
costs, most notably for electrical 
energy as well as inflation in general 
(over 40% since the last fare 
increase in 1975) and due to the 
limited availability of other financial 
assistance, BART’s Board of Direc
tors recognized the need to raise 
fares at the end of the year.
After considering a number of 
alternative fare structures presented 
by BART staff, as well as sugges
tions by Board members, and two 
public hearings on the matter, the 
Board selected a fare schedule 
which is expected to meet the 
District’s budget requirements for the 
next two to three years. The new 
fare, which would result in a 37% 
increase on the average, went into 
effect June 30,1980. Under the new 
fare schedule, fares range from 50 
cents to $1.75 with an average trip 
fare of $1.03. The increase brings 
BART in line with MUNI and AC 
Transit minimum fares of 50 cents for 
a one-way local trip.

BART Budget in FY 1979/80 
Was Fully Funded
The District’s financial objective was 
a fully-funded operating budget with a 
35% contribution from non-tax re
venues, which assumed the proba
bility of a fare increase during the 
year. A fully funded budget was 
achieved with a 38.6% operating 
ratio, not including the work stop
page period, without having to 
increase fares.
New Contracts Signed 
With Major Unions
On December 3,1979, BART re
turned to regular schedules following 
nearly five months of labor negotia
tions with its two major unions. 
Amalgamated Transit Union-Division 
1555 and United Public Employees 
Union, Local 390. The dispute 
resulted in regular passenger ser
vice being halted on August 31,
1979.
In order to alleviate congestion on 
the highways, due to cessation of 
service, BART began operating 
limited interim bus and train service 
from several BART stations.
A proposal that contract differences 
be submitted to arbitration was 
rejected after much discussion. This 
would have, in effect, permitted an 
outside party, having no accounta
bility to the taxpayers, residents, or 
patrons in the Bay Area Rapid 
Transit District counties, to make 
a decision which could affect the 
system’s budget and fares for many 
years to come.

On November 22,1979, the unions 
and BART management reached a 
settlement of differences after many 
long and tedious hours of negotia
tions. The contract is retroactive to 
July 1,1979, and will remain in effect 
until June 30,1982.
BART’S Property Tax Rates 
Reduced in Fiscal Year
BART’s Board of Directors set a 
uniform tax rate of 31.6* per $100 
assessed property valuation for debt 
service of the District’s General 
Obligation Bonds. This rate com
pares with the previous year’s, rate of 
35.6*.
In lieu of the 5* administrative tax 
levies in years prior to the Proposi
tion 13 tax initiative, BART received 
a share of the $4 per $100 assessed 
property valuation levied in each 
county. This equates to a rate of 
about 1.8*.
The Board also established a re
duced tax rate of 15.5* for Berkeley 
residents from its previous year’s 
16.1 *. This rate is for principal and 
interest on bonds authorized by 
Berkeley voters for underground 
construction not included in the 
original District plan.
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Sam Alikian, Electrician.
Emergency Response and Fire 
Safety Progress Achieved
The Emergency Preparedness and 
Life Safety Program is an ongoing 
effort to identify potential problem 
areas and to improve upon the fire 
protection and life safety aspects 
of the transit system. During Fiscal 
Year 1979/80 significant progress 
was made in BART’s safety program. 
Improvement to the communication 
equipment and the installation of a 
dedicated fire department communi
cations facility in the Transbay Tube 
was completed. An updated and 
more precise emergency and con
tingency fire safety plan for the 
Berkeley Hills Tunnel was also 
completed.
Consultant work began on the 
development of a program to inves
tigate the adequacy of BART’s 
emergency facilities available on the 
wayside as well as on the cars and 
the relationship to the system’s 
fire-fighting capability. This will result 
in enhanced emergency response 
capability and further improved fire 
protection for BART’s patrons, 
employees, and equipment.

Kathy Roth, Safety Engineer.
Replacement of Seats in 
Transit Vehicles Initiated
At the close of the fiscal year, BART 
was well underway in the replace
ment of 32,000 seats In BART transit 
cars. When the California Public 
Utilities Commission (CPUC) or
dered the eiimination of polyure
thane from BART seat assemblies in 
April, 1979, top priority was given to 
the project by the District.
Since there was no industry stan
dard and little information on poten
tially acceptable materials, BART 
launched a time-consuming re
search and development program 
to fully evaluate all feasible seat 
alternatives.
Over 400 materiais which had the 
potential of reducing flammability, 
toxic gas emission and smoke 
generation were screened using the 
McDonnell-Dougias data bank in 
Southern California. Testing of these 
materials was done at the University 
of California at Berkeley as well as 
McDonnell-Douglas. BART also 
looked at the alternatives of wire 
mesh, fiberglass, and stainless steel 
for replacing existing seats.

The alternative which best met 
BART’s overall safety, cost and 
schedule criteria was a low-smoke 
neoprene cushion with upholstery 
consisting of 90 percent wool and 
10 percent nylon cover. Overall, the 
research and testing program took 
approximately five months. These 
tests proved the material highly 
successful in preventing the spread 
of fire within the car and in reducing 
smoke generation.
The total project, including instalia- 
tion, was estimated to cost $4.2 
million. The Federal Urban Mass 
Transportation Administration pro
vided 80 percent of the funding, with 
20 percent coming from the local 
Transportation Development Act 
funds and BART reserves. Sched
uled completion of the project is 
October, 1980.
Vehicle Fire Hardening 
Test Program Underway
Further reducing the vulnerability 
of the BART transit vehicle to fire, 
and thereby enhancing passenger 
safety, is the primary goal of the 
Vehicle Fire Hardening Program. 
There are two aspects to the 
program. The first is to reduce the 
fire threat through modifications and 
protection of potential fire sources. 
The second is to selectively replace 
highly flammable materials.

The program is being accomplished 
by evaluating the BART vehicle 
against criteria developed from 
BART’s fire experience and a num
ber of potential fire scenarios that 
may be expected in the system. 
BART is taking the necessary action 
to develop a set of vehicle modifica
tions which will significantly reduce 
the potential of fires by increasing 
the resistance to ignition, minimizing 
the opportunity for flame spread, 
and decreasing potential emission 
of smoke and gases.
The related material testing program 
will have relevancy to the entire 
transit industry and is expected to be 
partially funded by an Urban Mass 
Transit grant. Other funding will be 
from state transportation funds 
and BART funds. It is also expected 
that some of the vehicle design modi
fication will set new standards for 
interior vehicle materials in the 
transit industry. Results of this 
program will determine the future 
direction of BART vehicle safety 
modifications.



“BART is... Expanding Service to Meet Ridership Demand.”
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._______Sally Floyd, one of BART’s Computer Specialists.

Close Headways Approval 
Received from CPUC
After more than two years of 
extensive hearings, BART was 
granted permission by the California 
Public Utilities Commission (CPUC), 
on June 3,1980, to begin its 
long-awaited Close Headways oper
ation. For the first time, since the 
system opened in September 1972, 
BART will be operated much as it 
was originally intended. Under Close 
Headways, more trains will be able 
to operate on the system than 
constraints under the Computer 
Automated Block System (CABS) 
allowed. CABS required one station 
separation of trains.
Throughout the hearing process, 
which began in April 1978, BART 
assured the CPUC that the system’s 
most troublesome safety problem, 
assurance of safe distances be
tween trains for close headway 
operations under all conceivable 
conditions, had been overcome

' .1
Manuel DaBranca. Transit Vehicle Mechanic, Manuel Aquilina, Shop Supervisor and Joe Areiiano*Transit Vehicle
Inspector at Hayward Shops.
through the completion of a major 
reengineering program.
Part of the work involved.develop
ment, installation and testing of the 
Sequential Occupancy Release Sys
tem (SORS), a mini-computer sys
tem designed to supplement the 
present primary train protection 
system. Its function is to provide 
redundancy in assuring continuous 
detection of trains. A second effort 
involved the rewiring of the wayside 
automatic train control system to 
alter the standard speed commands 
issued to trains, thus imposing 
longer, safer train braking distances. 
The work began in 1973 and was 
carried out by BART engineers and 
their consultants under continuous 
review of the CPUC technical staff. 
Close Headways has been heralded 
as a major turning point in BART 
service enabling the addition of a 
fourth route, direct no-transfer ser
vice between Richmond and Daly 
City. However, BART management 
cautioned the public to expect 
transition problems since operation 
under Close Headways would con
stitute an entirely new way of 
operating the system. Under Close 
Headways additional trains would 
also be put into service on the 
Concord and Fremont/San

Francisco lines during the morn
ing and evening commute hours.
The operation of additional trains 
results in the reduction of scheduled 
waiting time between trains along 
the Richmond line from 14 minutes 
to 7V2 minutes, and from about 7 
minutes to about 4 minutes on the 
Oakland and San Francisco/
Daly City line.
Reliability Improvement 
Program Achievements
As the report period ends, BART’s 
$8 million Reliability Improvement 
Program (RIP) enters its second 
year and is beginning to show 
measurable results. Modification of 
equipment and procedures in thir
teen specific project areas, originally 
defined in 1979 as those which 
would produce the greatest impact 
on reducing unscheduled train re
movals which in certain instances 
require that passengers be disem
barked, make up the RIP activities. 
Improvements to service achieved 
under RIP fall into two categories:
(1) replacement or modification of 
components which are designed to 
reduce the primary frequency of 
equipment failures; and (2) replace
ment or modification of equipment 
such that the impact of failures is

minimized and the trains remain-in 
normal service. To measure ac
complishments, reliability improve- ' 
ment goals established for each of 
the project areas are regularly 
monitored.
Although only about 50 percent 
complete, RIP projects which have 
attained or surpassed their goal are: 
replacement of elements in a series 
of solid state on/off switches, which 
form a vital part of the train’s 
propulsion system; relocating a 
trouble-prone circuit breaker from 
the underside of the car to a control 
panel inside the car; modification of 
the circuitry of the motor-alternators, 
which is part of the car’s auxiliary 
power system; and replacement of 
an electrical circuitry board govern
ing the train’s braking system. Other 
projects are progressing within the 
established RIP time schedules.
Two major RIP modifications, tested 
during the fiscal year, will result in 
significant improvements to the re
liability of BART service by reducing 
the number of malfunctioning trains 
which must now be operated at a 
much reduced speed in order to 
remove them from service. These 
projects are the Manual Cab Signal

ling (MCS) system, which permits a 
train operator to control the train 
manually with all of the programmed 
safety measures still operative when 
there is failure in the onboard train 
automatic control system; and the 
“Car Cutout” program which permits 
a train to remain in service despite a 
malfunction in the braking system on 
one or more of the cars which make 
up a train. When the modifications 
for both these programs are com- 
pleted,the installations tested, and 
BART personnel trained in the 
operation of the new systems, the 
number of train removals from 
service will be manifestly reduced.
System Flexibility to be- 
Enhanced by KE Track
Construction of a 12,300-foot addi
tion of mainline trackage, a portion 
of which will run in a third tunnel 
through downtown Oakland, is un
derway and scheduled for comple
tion December 1983. This will be the 
first addition to BART’s mainline 
trackage since the system began 
carrying passengers in 1972.
Known as the KE track, the addition 
will significantly increase BART’s 
system flexibility and its reliability by 
facilitating train removals from the 
main Oakland line and will reduce 
service disruption in the case of 
wayside equipment breakdown.
The new extension includes support
ing electrification, communications 
and train controls, 16 turnouts, an 
1800-foot spur and a 776-foot 
siding. Included in the three phases 
of the project, estimated to even
tually cost about $26 million is work 
to be finished at the 12th and 19th 
Street BART Stations to provide 
cross platform access to the new 
track.
The first of the three phases of 
construction is scheduled for 
completion in May 1981.



More Than Trains, Tracks and Computers.”

Irene Yano,*P^er & Way Technician, 
maintains an element of BART's 
Automatic Control system.

Bill Richards, Richmond Yard Tower 
Supervisor, maintains constant vigil 
over BART train movements in the yard.

kathi Souza, Emergency Vehicle 
Operator at Embarcadero Station, 
inspects heavy equipment.

I
Dick Wenzel, planning and analysis 
department, works on plans to extend 
the BART System.
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Groundspersons Charley Madsen (I) 
and Joe Pile (r) help keep BART's 
parkway areas well groomed.

Two of the voices in BART’s telephone 
information center belong to Vc-ra Lott 
(I) and Harry Cordellos (r).

Seated at the controls of a BART Train 
is Train Operator Jayne James.

Victoria Palmer is the Transportation
Clerk at the Concord Yard.

At the Oakland Shops, Freeman 
Hemphill, Auto Mechanic (1), and Barry 
Empie, Foreman (r).
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At the Concord Yard, Bob Rosen, 
Electronic Technician, inspects an 
element of a train's propulsion system.

Checking on Orinda Station are two of 
BART Police officers, David Byron (I) 
and Dona Wilson (r).
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Marvin Door. Maintenance Worker at 
the Oakland Shops, tends BART’s 
special railgrinder car.

John Ortega is one of a crew of seven 
BART painters who work constantly to 
keep BART Stations sparkling.

At the Richmond Shops, Donald 
Birkhimer, Transit Vehicle Electronics 
Technician, performs maintenance.

John Esparza, Union City Station 
Agent, explains the BART ticket.

Rod Embry, Oakland Shops 
Maintenance Worker, performs routine 
preventative maintenance.

•'. ,r
Dorothy Henderson, Process Monitor, 
works with BART’s data collection systems.

At the 12th Street Station, Robert Omori 
is one of the many janitors who keep the 
BART Stations clean.
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Attracts Many BART Patrons
In recent years BART has continued 
to expand its holiday service by 
offering reduced fares and extended 
hours of service. This year, BART, 
for the first time, offered around- 
the-clock service on New Year’s Eve. 
In addition to reducing fares and 
extending its operating hours, BART 
served thousands of cups of coffee 
and doughnuts to patrons at many of 
its stations on Christmas Eve and 
New Year’s Eve, as part of its “Safe 
Holiday’’ program.
Director Wil Ussery of San Fran
cisco originally suggested the “Safe 
Holiday” program, which was spon
sored by BART, in cooperation with 
Safeway Stores and representatives 
of East Oakland Concerned Citi
zens; Project Intercept; Oakland- 
Alameda County Volunteer Bureau; 
West Oakland Health Center; Mt. 
Diablo Chapter of the American Red 
Cross; San Francisco Volunteer 
Bureau; and Oakland Citizens’ 
Committee for Urban Renewal (OC
CUR).

BART Express Bus Patronage 
Increased by One-Third
Patronage on the BART Express 
Buses continued to grow during 
Fiscal Year 1979/80. Some 
2,223,353 trips were taken, which 
is more than a one-third increase 
over the patronage for the previous 
fiscal year. No significant changes 
in service patterns were required 
to accommodate this increased 
ridership.
BART Express Buses are the 
connecting link with the outlying 
communities in the East Bay serving 
five BART stations (Walnut Creek, 
Hayward, Bay Fair, Concord and El 
Cerrito Del Norte). Approximately 
50% of the express bus riders 
transfer to BART trains at these 
stations, while the others, including 
many school children, utilize the 
express buses for trips between 
suburban areas.

.....
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Fremont Station Now Major 
Transit Transfer Point
The new eastern entrance at the 
Fremont BART Station was opened 
on April 7,1980, culminating a 
two-year expansion project at the 
end-of-the-line station in Southern 
Alameda County. This entrance and 
bus driveway will better facilitate 
traffic flow to and from the station, 
as well as improve BART and bus 
connection and patron access. Fre
mont Station serves as a transporta
tion crossroads where connection 
can be made with AC Transit and 
Santa Clara County Transit, which 
will use the new bus driveway at the 
eastern entrance. Santa Clara 
County Transit instituted a new 
express service between the Fre
mont Station and the Southern 
Pacific Depot in San Jose, stopping 
at the San Jose Civic Center and in 
Milpitas. BART patrons will be able 
to transfer free of charge to this 
express service, using the BART/AC 
Transit transfers available inside 
the station. BART and AC Transit 
patrons can also transfer free to 
Santa Clara County Transit express 
service.
Total cost of the project was $1 
million, which includes the construc
tion of a new 300-space parking lot.

completed in October 1978, a 
glass-enclosed waiting area and 
additional fare vending equipment. 
Better than 80% of the project was 
funded through the use of Federal 
Aid Urban (FAU) grants, as well as 
additional funding from the California 
Department of Transportation, and 
State Transportation Funds.
BART Conducts Seventh 
Passenger Profile Survey
The seventh annual survey of BART 
patrons was conducted aboard 
trains and on station platforms in 
May 1980. For the first time the 
survey, aimed at acquiring demo
graphic and origin and destination 
information, asked about flexible 
work time scheduling.
The survey was conducted by the 
Department of Public Affairs in 
conjunction with the Department of 
Planning and Analysis. Of the 
20,000 questionnaires distributed, 
12,300 were returned and proved 
useable. This is the highest re
sponse and use rate ever achieved 
for such a BART survey.

Results will be available during the 
second quarter of the next fiscal 
year. The data will assist in develop
ing new marketing strategies, the 
planning of feeder line bus ser
vice, as well as designing improve
ments for physical access to BART 
stations.
BART Pays Rewards for 
Information About Vandalism
BART has a standing reward of up 
to $1,000 for any information leading 
to the arrest and conviction of 
person(s) involved in tampering or 
vandalism of District property.
This year, BART for the first time 
rewarded three citizens and one 
employee for their efforts in prevent
ing potentially serious situations 
involving passenger safety and 
damage to BART property. These 
rewards were presented to the 
individuals on January 17 for pre
venting the burning of a BART car 
while it was in operation and alerting 
BART officials of the situation.
Less than four months later, on May 
15, BART rewarded another citizen 
who alerted BART officials concern
ing the piling up of rocks and gravel 
alongside and on the track.



PERFORMAMCE HIGHLDGHTS 1979 OPERATING FUNDS—$96,671,000 (includinig Capitalized Costs)
Rail Ridership
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
System utilization factor (ratio of passenger 

miles to available seat miles) 
End-of-period ratios 

Peak patronage 
Off-peak patronage 

BART’S estimated share of peak period 
transbay trips—cars, trains & buses 

Passengers with automobile available 
(as alternative to BART)

Operations
Annual revenue car miles 
Unscheduled train removals—average 

per revenue day
Transit car availability to revenue car fleet 
Passenger miles per equivalent gal. of gas 
Passenger accidents reported per million 

passenger trips
Patron-related crimes reported per million 

passenger trips

Financial
Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses 
Farebox ratio (net passenger revenues 

to net operating expenses)
Operating ratio (total operating revenues 

to net operating expenses)
Net rail passenger revenue per 

passenger miles
Rail operating cost per passenger mile 
Net average passenger fare

FY 1979/80 FY 1978/79 Where Funds Came From (in thousands) How Funds Were Applied (in thousands)

34,482,335 41,191,566(1) Total: 100.0% $96,671
148,682(2) 151,712(3)

12.8 miles 12.1 milesO)
443,085,000 500,221,000

Fares: 26.8% $25,942
.307 .259

49% 49%
51% 51%

26.5%(‘») 26.9% (4)

60% 57%
Transactions

& Use Tax: 55.2% 53,336

Investment Income
20,046,000 26,806,000 & Other Operating 

Revenues: 3.9% 3,818

8.1 9.0 Regional Financial
76% 82% Assistance: 4.7% 4,560
60 56(1) Construction

Funds: 2.7% 2,614
20.76

18.18

23.08

13.50

Property Tax: 
Federal Financial

3.8% 3,670

Assistance: 2.6% 2,500

State Financial
$25,942,000 $28,727,000(1) Assistance: 0.2% 160

3,818,000 2,777,000 * Decrease in
29.760.000
88.457.000

31,504,000
86,548,000(5)

Working Capital: 0.1% 7
•Funded excess of expenses over revenues

%

Total: 100.0% $96,671

Maintenance: 35.6% $34,412

Transportation: 31.6% 30,578

Police Services: 
Construction & 

Engineering:

6.6% 6,388

3.7%
Capital Allocations: 5.8%

3,546
5,600

General &
Administrative: 16.7% 16,147

34.35%(2)

38.59% (2)

5.7*
15.5»(2)
73.3*

33.19%(5)

36.40%(5)

5.6*0)
16.6*(5)
68.5*(1)

SYSTEIVI OPERATIONS
Monthly Averages of Weekday Patronage (000) Monthly Averages — Cars Available for Service at 8:00 am

Notes
General note: Data represent annual averages unless otherwise noted.
(1) Reflects transbay tube closing, January 19, April 4, inclusive.
(2) Excludes work stoppage period September 1—November 25,1979.
(3) Excluding tube closure.
(4) Reflects April 1980 and October 1978 survey data respectively.
(5) Reflects abnormal tube fire expense.

JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

Speciai Notes for Patronage Chart
FY1978/79 Line-
JAN 19-APR 4 —Transbay tube closure 
FY1979/80 Line-
JUL-AUG —Reflects impact of labor dispute
SEP-NOV—Work stoppage (limited service during OCT & NOV.)

JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

Special Notes for Cars Available Chart
FY1978/79 Line
JAN — Partially due to tube fire
JUN —Partially due to labor dispute
FY1979/80 Line.
JUL-AUG — Due to labor dispute



“BART is...The Convenient Rapid Transit System.” “ BART is... the Peopie That Make the System Work.”

Shuttles and New Parking Lots 
Improve Access to BART
Improving public access to and from 
the BART system has emerged as 
one of the challenges which must be 
addressed as ridership continues to 
grow. Basic to BART’s adopted 
Access Plan is the consideration that 
each of the BART stations present 
unique problems which must be ■ 
resolved individually rather than 
attempting to institute a systemwide 
solution.
Since responsibility for such im
provements is fragmented between 
BART and local community authori
ties, BART has assumed a leader
ship role in coordinating access 
improvements to the stations on the 
system.
As the fiscal year drew to a close, six 
of the projects contained in Phase I 
of the Access Plan were completed. 
At the Glen Park BART Station, a 
six-month demonstration project 
was implemented to test the viability 
of a commuter shuttle service in the 
Miraloma Park neighborhood of San 
Francisco. The new shuttle service. 
The Loma Ranger, a name selected 
through a contest held for the 
system’s riders, operates two 14- 
passenger vans.
A second Glen Park Station access 
project, to develop a 75-space 
parking lot on BART property near 
the station, was funded. This parking 
lot will have the dual purpose of 
providing midday parking as well as 
a “kiss/ride” loading area during the 
commute period. The target date for 
completion of the Glen Park project 
will be early 1982.
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Construction of a gravel-covered, 
75-space parking lot at the Pleasant 
Hill BART Station was started. This 
interim parking lot is scheduled for 
opening early in the next fiscal year. 
Two additional gravel-covered park
ing lots were opened at the Concord 
BART Station, which brings to 1600 
the number of parking spaces 
designed to relieve some of the 
street parking congestion at this 
station. This project was developed 
in cooperation with the City of 
Concord and the Pacific Gas & 
Electric Company, owners of the 
property where the interim parking 
lots were constructed.
Also at the Concord Station, a 
change in the BARTpool permit 
system was instituted in order to 
further relieve station parking con
gestion. Under the new program, 
permits will be issued only to those 
carpools carrying a minimum of 
three persons, rather than two, as 
was the original plan. Those indi
viduals holding the two-or-more- 
persons permits are allowed to 
continue using their assigned re
served space. The BARTpool pro
gram is another element of the 
overall BART effort to alleviate

f

Jerry Arriba receives his BART Bike Permit from Starla Bahem, Passenger Service
parking congestion at station parking 
lots by making access to the system 
as convenient for as many BART 
patrons as possible.
Included in the Access Plan is the 
improvement of facilities for feeder 
bus lines and paratransit services. 
The Plan also calls for coordinating 
with local traffic authorities to reduce 
automobile traffic congestion at the 
stations on routes to and from the 
stations. In addition, bicycle lanes, 
pedestrian routes and handicapped 
rider facilities are scheduled for 
improvements.
Elimination of access constraints 
thfoughbul the system is a vital part 
of BART’s continuous effort to make 
the system easier to use for all 
members of the community.

Bikes on BART Permit Plan 
Proves to be Successful
At this time, BART is the only major 
mass transit system in the nine Bay 
Area counties that has extended the 
privilege of bringing a bicycle on its 
system. BART hopes to continue to 
serve the interests of the bicycling 
community.
A tremendous surge in requests for 
bicycle permits occurred this past 
fiscal year, apparently a result of the 
rapidly rising cost of energy. Up to 
now, the majority of persons request
ing bike permits tended to be 
students, weekend riders and per
sons with non-traditional work hours. 
As commuters abandoned their cars 
in quest of healthier, more economi
cal and energy-saving means of 
transportation, new demands were 
placed on BART to extend and 
expand its “Bikes on BART” 
program.
During the first four years of the 
program bicycle permits were issued 
two days a week at an approximate

average of 100 per month. By the 
end of the FY1979/80 over 7,500 
permits had been issued, 1,700 of 
which were issued in the last year.
On February 2,1980, BART began 
opening its bike permit office on the 
first Saturday of each month to make 
obtaining a bicycle permit more 
convenient for persons finding it 
difficult to obtain a permit during the 
weekday hours. In addition, BART 
began an experimental program in 
April, 1980, to determine the feasi
bility of allowing bicycles on the sys
tem during commute periods in the 
reverse commute direction on some 
of its lines.
Hikers and Runners Use BART 
in First Leg of Event
Last April BART carried the largest 
single group for a single event since 
opening in 1972. A few enthusiasts 
planned a transcontinental hike 
called HikaNation beginning in San 
Francisco, and 25,000 people de
cided to accompany them on the first 
leg of the trip across the Oakland 
Bay Bridge.
Special 10-car trains were used to 
transport the hikers from Oakland 
West Station to Embarcadero Sta
tion in San Francisco where the 
HikaNation began.
In December 1979, about 1,000 
runners entered in the Oakland 
Marathon and ended their race at 
BART’s Coliseum Station, where 
they boarded the train to take them 
back to the starting line near the City 
Center/12th Street Station in 
downtown Oakland.

BART Employees Receive 
$11,025 for Suggestions
During the past fiscal year, $11,025 
was awarded for 23 suggestions. 
Including those which had tangible 
as well as intangible benefits for the 
District. These suggestions resulted 
in annual savings to the District of 
$110,025.
Each year, under its Employee 
Suggestion Program, BART awards 
employees who have made sug
gestions resulting in savings and 
benefits to the District.
In March, $5,836—the highest 
amount ever to be awarded an 
employee for a single suggestion— 
was given to Gilbert Paiva for his 
suggestion of a method of repairing 
transit vehicle A/C compressor 
castings. Substantial savings to 
the District have resulted from Mr. 
Paiva’s suggestion.
In addition to awards given under 
the Employee Suggestion Program, 
BART presented service awards to 
307 employees over the past year.
Of these awards, one was given for 
20 years of employment with the 
District; six were given for 15 years 
of employment: 63 were given to 
employees who had ten years of 
employment; and the remaining 
237 were given to employees who 
had five years of employment with 
the District.
From time to time, commendations 
are given in recognition of special 
efforts or actions undertaken by 
BART employees. On August 15, 
1979, BART Train Operator William 
Koenig received a commendation for 
his actions in handling a fire which 
occurred on his train June 24,1979. 
On January 6,1980, Train Operator 
Ed Bally was awarded $333 for his 
part in the capture of an arsonist 
who attempted to start a fire on 
his train.

Transit Vehicle Mechanic Gilbert Paiva (I) receives an award from Keith Bernard, BART General Manager.
Commendations were also given 
to BART police officers Laura Baci- 
galupi, Robert Villa and Helen 
Lopez for their efforts in appre
hending suspects under unusual 
circumstances.
Labor/Management Council 
Provides Dialog Base
In an effort to provide an ongoing, 
productive approach for union- 
management dialog on overall BART 
matters, the Union Presidents’ 
Council was established this past 
year.
The Union Presidents’ Council pro
vides a forum for discussion of 
non-contract and non-grievance 
matters between BART and its 
employee labor organizations. This 
council, which is unique in the public 
transit industry, met several times

during the fiscal year. Among other 
matters, the discussions covered 
BART’s planning for expansion of 
service, the District’s Emergency 
Preparedness and Life Safety Pro
gram, and capital projects for the 
short and long-range term were 
reviewed and discussed. These 
meetings resulted in a better under
standing on the part of both 
management and labor of what is 
required for the successful operation 
of BART.
The Council is composed of BART’s 
General Manager; the Director of 
Employee Relations; Presidents of 
the United Public Employees Union, 
Local 390; Amalgamated Transit 
Union—Division 1555; BART Police 
Management Association; BART 
Police Officer Association; and the 
BART Supervisory and Professional 
Association.

BART Employees Receive 
Comprehensive Training
BART’s Training Division is.divided 
into three sections: Maintenance 
Training, Operations Training, and 
General Training.
A primary function of the Training 
Division is to conduct certifica
tion training and testing of cer
tain employees as mandated 
by the California Public Utilities 
Commission.
During the past fiscal year, the 
Training Division has recertified 216 
train operators, 170 station atten
dants, and 50 tower operators. It 
initiated a new certification program 
which trained 460 maintenance 
personnel, and provided employee 
orientation, communications, CPR, 
first-aid, defensive driving super
vision and passenger relations 
training to some 500 BART Dis
trict employees.
Progress Achieved in BART’s 
Affirmative Action Progam
BART continued to improve upon its 
policy and practice of assuring equal 
employment opportunity and taking 
affirmative action to maintain a 
workforce representative of its ser
vice area, as well as to facilitate 
minority business enterprise (MBE) 
participation in District activities.
To facilitate greater employee par
ticipation in the affirmative action 
efforts of the District, an Affirmative 
Action Council was established in 
June, 1980.
This past year’s goal for minority 
business enterprise participation 
was set at 10%. The District was 
successful in achieving a 16% level 
of minority business enterprise 
participation.

In training are (seated l/r) Ed Herrera, Harvey 
Price, and John Berlin. Steve Abel, BART 
Instructor, is standing.
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From BART’S Central Control, the 
nerve center of the BART system, 
a highly trained crew of specialists 
monitor and direct the movement 
of trains on all parts of fhe system. 
Pictured on the loft is a display of 
the condition of the system's power 
supply and in the center, at the top, 
is a visual display indicating the 
operating condition of maintenance 
facilities, vents and fan controls.
At the bottom of this panel is a dis
play indicating the location of trains 
in the Transbay Tube. On the left, 
this display shows the location of 
trains tfrroughout tfre systerrr, witti 
indicators which show whether 
the doors on a train in a station are 
open or closed. Seated at con
soles directly in front of ttie display 
panels are the BART specialists 
whose responsibility it is to iviain- 
tain constant vigil over the opera
tion of the system, being alert 
to any condition which may have 
an adverse impact on the service. 
BART Central maintains radio com
munication with all trairrs as well 
as the rnainlenance crew on lire 
system and provides a direct link 
to BART Police Services Dispatch 
Center which is located directly off 
Central Control.
From his position on a raised plat
form and shown at the bottom of the 
picture, DART’S Central Supervisor 
is charged with the responsibility 
for the safe and efficient uperatiun 
of the entire BART system. 
Underlying all functions of BART 
Central Control is the motto... 
“Pamper the Passenger’’... which 
hangs in the control room. This 
motto epitomizes the prime concern 
of all BART employees as they 
work for the safety, comfort and 
convenience of BART passengers.



FINANCIAL STATEMENTS

San Francisco, California 
October 17,1980
The Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as of June 
30,1980 and 1979 and the related statements of operations, changes in net capital investment, 
changes in financial position, and revenues, expenditures and fund balances of debt service funds 
for the years then ended. Our examinations were made in accordance with generally accepted 
auditing standards and, accordingly, included such tests of the accounting records and such other 
auditing procedures as we considered necessary in the circumstances.

In our opinion, such financial statements present fairly the financial position of San Francisco Bay 
Area Rapid Transit District as of June 30,1980 and 1979 and the results of its operations and the 
changes in its financial position for the years then ended, in conformity with generally accepted 
accounting principles applied on a consistent basis.

Main Hurdman & Cranstoun 
Certified Public Acountants

BALANCE SHEET June 30,1980 and 1979 (In Thousands)

STATEMENT OF OPERATIONS Years Ended June 30,1980 and 1979 (In Thousands)

ASSETS
1980 1979

Cash (including time deposits: 1980, $15,080; 1979, $-0-) $ 17,012 $ 1,825
Securities 36,225 38,491
Securities representing reserves 43,743 37,156
Deposits, notes, and other receivables 6,450 10,650
Construction in progress
Facilities, property, and equipment—at cost (less accumulated

47,636 38,431

depreciation and amortization: 1980, $175,998; 1979, $150,670) 1,321,028 1,345,823
Materials and supplies—at average cost 10,241 10,042
Debt service funds, net assets 15,207 17,819

LIABILITIES AND CAPITALIZATION

$1,497,542 $1,500,237

Contracts and other liabilities $ 20,790 $ 17,332
Unearned passenger revenue 733 1,110
Debt service funds 15,207 17,819

Capitalization;
36,730 36,261

Reserves 43,743 37,156
General Obligation Bonds 673,570 695,275
Net capital investment 743,499 731,545

1,460,812 1,463,976
$1,497,542 $1,500,237

The accompanying notes are an integral part of these financial statements.

Operating revenues:
Fares

Less discounts and other deductions 

Other
Investment income

Total operating revenues 
Operating expenses:

Transportation 
Maintenance 
Police services 
Construction and engineering 
General and administrative 
Tube fire costs

Less capitalized costs
Net operating expenses

Insurance proceeds from damage of revenue transit vehicles 
Less net book value of damaged revenue transit vehicles

Operating loss before depreciation expense 
Depreciation (unfunded):

Of assets acquired with own funds
Of assets acquired with grants and contributions by others

Total depreciation 
Operating loss

Financial assistance:
Transactions and use tax 
Sales tax allocated 
Property tax 
State
Transportation Development Act of 1971 
Federal
Capital allocations

Total financial assistance 
Net loss

Depreciaton of assets acquired with grants and contributions by others 
Net loss transferred to accumulated deficit

Reconciliation to net funded deficit:
Operating loss before depreciation expense 
Add net insurance proceeds restricted for revenue 

transit vehicle replacement 
Deduct financial assistance

Funded excess of expenses over revenues

1980 1979

$28,218 $31,344
2,276 2,617

25,942 28,727
626 647

3,192 2,130
29,760 31,504

30,578 27,345
34,412 34,779

6,388 3,684
3,546 8,002

16,147 12,911
— 3,536

91,071 90,257
2,614 3,709

88,457 86,548

— 5,000
— 1,808

_ 3,192

58,697 51,852

16,083 18,209
9,838 9,925

25,921 28,134

84,618 79,986

53,336 44,040
3,500 6,700
3,670 2,299

160 951
1,060 541
2,500 2,743

(5,600) (2,300)
58,626 54,974
25,992 25,012
9,838 9,925

$16,154 $1.5,087

$58,697 $51,852

- 3,192
58,626 54,974

$ 71 $ 70



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30,1980 and 1979 (In Thousands)

Depreciation
and

Retirements 
of Assets

Balance, July 1,1978 
Net loss for the year 
Improvement allowance funding 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Increase in system improvement reserve 
Bond principal

Balance, June 30,1979 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Establishment of vehicle replacement reserve 
Decrease in system completion reserve 
Increase in system improvement reserve 
Bond principal

Balance, June 30,1980

Property
Tax

Transactions
and

Use Tax

Grants
and

Contributions

Acquired With 
Grants and 

Contributions 
by Others

Accumuiated
Deficit

interest
on

Capitai Reserves

Net
Capitai

investment

$ 89,015 $150,000 $499,243 ($42,757) ($65,159) $125,199 ($35,906) $719,635
— — — — (15,087) — — (15,087)
— — 2,300 — — — — 2,300
— — 11,885 — — — — 11,885
— — — (9,925) — — — (9,925)
— — — — — 4,277 — 4,277
— — — — — — (1,250) (1,250)

19,710 — — — — — — 19,710
108,725 150,000 513,428 (52,682) (80,246) 129,476 (37,156) 731,545

— — — — (16,154) — — (16,154)
— — 17,607 — — — — 17,607
— — — (9,838) — — — (9,838)
— — — — — 5,221 — 5,221
— — — — — — (5,000)

2
(5,000)

2
— — — — — — (1,589) (1,589)

21,705 — — — — — — 21,705
$130,430 $150,000 $531,035 ($62,520) ($96,400) $134,697 ($43,743) $743,499

STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30,1980 and 1979 (In Thousands)

Cash and securities (used) provided by:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds 
Net book value of damaged revenue transit vehicles

Cash and securities (used) provided by operations

Contributions from U.S. Government grants and others 
Improvement allowance funding 
Increase in contracts and other liabilities 
Decrease (increase) in deposits, notes, and other receivables 
Interest on capital

Total cash and securities provided

Cash and securities applied to:
Additions to construction in progress 
Additions to facilities, property, and equipment 
Additions to materials and supplies 
Decrease (increase) in unearned passenger revenue

Total cash and securities applied

Increase in cash and securities

1980 1979

($16,154) ($15,087)

16,083 18,209
— 1,808

(71) 4,930

17,607 11,885
— 2,300
3,458 1,665
4,200 (6,982)
5,221 4,277

30,415 18,075

9,205 3,653
1,126 10,409

199 2,221
377 (5)

10,907 16,278

$19,508 $ 1,797

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30,1980 and 1979 (In Thousands)

Revenues: 
Property tax 
Interest

Expenditures:
Interest
Principal

Balance, beginning of year

Balance, end of year 
Represented by:

Cash (including time deposits: 1980, $3,240; 1979, $16,340) 
Securities
Taxes and interest receivable

General Obligation Bonds 
1980 1979

$45,332
3,167

$48,285
2,490

48,499 50,775

29,406
21,705

30,446
19,710

51,111 50,156
(2,612)
17,819

619
17,200

$15,207 $17,819

$ 3,475 
10,700 

1,032

$16,363
310

1,146
$15,207 $17,819

The accompanying notes are an integral part of these financial statements.



NOTES TO FINANCIAL STATEMENTS
1—Summary of Significant Accounting Policies 

Description of District
The San Francisco Bay Area Rapid Transit District is a public agency created 
by the iegisiature of the State of California in 1957 and regulated by the San 
Francisco Bay Area Rapid Transit District Act, as amended. The District does 
not have stockhoiders or equity holders and is not subject to income tax. The 
disbursement of ali funds received by the District is controlled by statutes 
and by provisions of various grant contracts entered into with Federal and 
State agencies.
Securities
Securities are carried at cost which approximates market.
Facilities, Property, and Equipment
Facilities, property, and equipment are carried at cost. Depreciation is caicu- 
lated using the straight-iine method over the estimated useful lives of the 
assets. The amount of depreciation of assets acquired with District funds is 
distinguished from depreciation of assets acquired with grants and contribu
tions by others. The latter amount is shown on the statement of changes 
in net capital investment with the related grants and contributions.
Federal and State Grants
The District receives amounts from both Federal and State governments to 
assist In operations and for capital or other projects. Grants for capital and 
other projects are recorded as additions to net capital investment on receipt. 
Grants for operating expenditures are included as financial assistance in the 
statement of operations.
Sales tax Revenue
The one-half percent transactions and use tax is collected and administered 
by the State Board of Equalization. Of the amounts available for distribution, 
75% is transmitted directly to the District and 25% is allocated by the Metro
politan Transportation Commission to the District, the City and County of San 
Francisco, and the Alameda-Contra Costa Transit District for transit services 
on the basis of regional priorities established by the Commission. The District 
records these amounts as financial assistance when received. The State 
Board of Equalization estimates that transactions and use tax revenues 
for the period April 1,1980 to June 30,1980 will be approximately $10,875,000. 
Of this amount, $2,719,000 had been received and recorded by the District. 
Comparable figiire.s for 1979 were $9,300,000 and $2,906,000 respectively. 
Property Tax Revenue
The District receives property tax revenues to service the debt requirements of 
the General Obligation Bonds and records these revenues in the debt service 
funds. It also receives an allocation of property tax revenues to provide for 
general and administrative expenses not involving construction, although such 
revenues may be used for construction if needed. The District records this 
property t,ax allocation as financial ansistanen,
Interest Earned on Capital Sources
Tho District accounts for interest earned on capital sources as an increase 
in net capital investment to recognize that this interest should be directly 
associated with the capital which gives rise to the interest and which is not 
available for current operations.
Self-Insurance
The District is largely self-insured for worker’s compensation, general liability 
claims, and major property damage. The District records the costs of self- 
insured claims and major property damage when they are incurred.

2—Reserves
Securities are separately classified on the baiance sheet to 
refiect designation by the Board of Directors of a portion 
of the District’s capitaiization as reserves for 
the following purposes:

Tho Board of Directors has also established the following
reserves:
1. An imprest cash reserve of $568,000 to be used solely 

in the District’s automatic fare coilection equipment.
2. An operating balance/working capital reserve consist

ing of the unencumbered balance in the General 
Operating Fund in an amount not to exceed $10 
million.

3—Facilities, Property, and Equipment

-(in Thousands)-
1980 1979

Basic System Compietion $12,998 $13,000
System Improvement 16,745 15,156
Self-Insurance 9,000 9,000
Vehicle Replacement 5,000 —

$43,743 $37,156

3. A general construction fund reserve in the amount ot 
the uncommitted and not otherwise reserved balance 
including interest thereon in the General Construction 
Fund, such reserve to be dedicated to the construction 
and/or acquisition of basic system projects.

4. A capital allocation reservo consisting of all unex
pended Metropolitan Transportation Commission capi
tal allocations.

Facilities, property, and equipment, assets lives, and accumulated depreciation and amortization at June 30,1980 and 
1979 are summarized as foilows:

------------1980-
--(In Thousands)-

-1979-

Livuu
(Yburs) Co.si

Accumulated
Depreciation

and
Amortlzailon Cost

Accumulaled
Depreciation

ana
Amortization

Land — $ 114,294 $ - $ 106,592 $ -
Improvements 80 1,035,058 87,714 1,041,416 76,184
System-wide operation and control 20 95,346 28,251 95,324 23,674
Revenue transit vehicles 30 145,580 31,259 147,548 26,487
Service and miscellaneous equipment 3 to 20 13,093 5,471 11,896 4,593
Capitalized construction and start-up costs 30 86,278 21,958 86,278 18,624
Repairable property items 30 7,377 1,345 7,439 1,108

$1,497,026 $175,998 $1,496,493 $150,670
4 — General Obligation Bonds

Year ----------—
Composite Last 

Interest Series Original Amount
Rate Matures Authorized

--------------- (In Thousands)....................................
----------1980.........................1979--------

Due in Due in
Issued 1 Year Total 1 Year Total

1962 District Bonds 4.05% 1999
1966 Special Service District Bonds 4.36% 1998

$792,000 $792,000 $23,300 $664,550 $21,375 $685,925
20,500 12,000 340 9,020 330 9,350

$812,500 $804,000 $23,640 $67.3,570 $21,705 $695,275

In 1962, voters of tfie member counties of the District 
authorized a bonded indebtedness totaling $792 million of 
General Cbligation Bonds. Payment of both principal and 
interest is provided by the levy of District wide property 
taxes. During 1966, City of nerkpley voters formed Special 
Service District No. 1 and authorized the issuance of 
$20.5 million of Generai Cbligation Bonds for construction 
of subway extensions within that city. Payment of both

principal and interest Is provided by taxes ievied upon 
property within the Special Service District. Bond principal 
is payable annually on .lone 15 and interest is payable 
semiannually on June 15 and December 15 from debt 
service funds. Interest of $13,933,000 on Gonoral 
Cbligation Bonds and $196,000 on Special Service 
District No. 1 Bonds is payable on December 15,1980.



BART’S OEPARTMEMTAL CHARTERS

5—U.S. Government Grants 
Capital
I he U.S. Government, under grant contracts with the District, provides 
financial assistance for capital projects Grants for capital projects are 
recorded as additions to net capital investment when received. A summary of 
Urbah Macc Transportation Administration Grants in force at June 30,1980 is 
as follows;

— (In Thousands) —
FiinHs

Giant RuuuiveiJ
Typo 

Of Grant
Beautification
Duiiionstration
Capital

Operating

$ 1,961
13,095 

332,973
$348,029 $312,909

B 1,961 
12,64? 

298,108

Tho District’s 1979/80 Federal operating assistance grant of $2,500,000 under 
Section 5 of the Urban Mass Ti ansportatiori Act was approved by the United 
states Department of Tran.sportation The grant Is retlecled in ihe statement of 
opeiations as financial assislance and in Ihe balance sheet as a receivable at 
June 30, 1980.

6 Litigation and Disputes with Contractors and Others
Tho Dictrict is involved in various lawsuits, claims and disputes, which 
for tho most part, are normal to the District’s operations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District’s financial position or operations.

7—Pubiic Employees Retirement System
The District contributes to the Public Employees Relirernenl Syslem. The 
■System is a contributory pension plan piovidli'ig retirement, disability, and 
death benefiIs to employees of certain State and local governmental units. 
Substantially all full-rime employees of the Distric;! are covered by ttie System. 
Pension costs of the 5y.sleiri aie determined actuarially and required 
conlributions aie expensed currently. Pen.sion expense was $4,019,000 and 
$5,016,000 in 1980 and 1979, respectively.

Office of District Secretary
Representing the District in many 
types of external contact, as well as 
coordinating board of Directors ac
tivities, are the responsibilities of this 
office.

Uenerai Counsel
The law, and its application to 
BART’S various functions, is the 
subject of the District Couiiuel’s 
activities.

Department of Public Affairs
Under the quidance of the Public 
Affairs Department are maiketiny, 
public information and passenger 
services responsibilities.

Department of Finance
All financial matters, including ac
counting, treasury, insurance and 
audit functions, are administered by 
tho Finance Department.

Department of Planning & 
Analysis
Tl ie Planning and Analysis Depart
ment is responsible for planning and 
research, capital program develop
ment. inter-agency liaison and man
agement services.
Department of Safety
Emergency preparedness and life 
safety programs, operations safety 
audit and industrial safety arc 
rocponcibilities of the District’s 
Safety Department,

Department of Affirmative Action
The Department of Affirmative Ac
tion provides for development and 
monitoring ot the District’s affirmative 
action plan and the minority busi
ness enterprise program.

Department ot Employee 
Relations
Included in the area of responsibility 
of tho Employee Relations Depart 
ment are employee relations, labor 
relations and management, super
visor and technical training,

Depai Iment of Field Services 
Station and train operations, police 
services and related support ser
vices are supervised by the Field 
Services Department.

Department of Materials 
Management & Pi ocurement
Tho Materials Management and 
Procurement Department is respon
sible for all purchasing, inventory 
control, materials provisioning, con
tract management, storekeeping 
and implementing the District’s 
minority business enterprise 
program.

Department of Maintenance 
& Engineering
The Maintenance and Engineering 
Department is responsible for a 
variety of activities, including rolling 
Stock maintenance: power and way 
maintenance; communication 
maintenance and component repair; 
maintenance scheduling and inspec
tion; engineering, design construc
tion, and special engineering 
projects.

Department of Budget
Preparation and control of Itie 
District’s budget and monitoring of 
fiscal pertorrnahee and stattihg 
levels under the budget, plus control 
of the capital programs, are among 
the responsibilities of the Budget 
Department.

Department of Information 
Systems
The development, operation and 
maintenance of the District’s infor
mation processing systems are the 
respuiisibilily of the Information 
■Systems Department

Department of Administrative 
Services
Under the Administrative Services 
Department come the operation of 
BART's Library, ttie maintenance of 
Ihe Cenltal Files, all office services 
including the mail. BART’s telephone 
information center, the motor pool 
and BART’s real estate program 
are also the responsibility Of this 
Department.



BART SYSTEM MAP

SAN FRANCISCO BAY RAPID TRANSIT DISTRICT 
800 Madison Street—Oakland, CA 94607 

(415) 465-4100
Established in 1957 by the California State Legislature. Authorized to 

plan, finance, construct and operate a rapid transit system. 
Governed by a Board of Directors elected for four-year terms by 
voters in nine election districts within the Counties of Alameda, 

Contra Costa and San Francisco.
BOARD APPOINTED OFFICERS

C.K. Bernard 
General Manager 

Malcolm M. Barrett 
General Counsel

William F. Goelz 
Finance
Phillip O. Ormsbee 
District Secretary

DEPARTMENT HEADS REPORTING TO THE GENERAL 
MANAGER

Richard P. Demko Hedy Morant
Maintenance & Engineering 

William B. Fleisher 
Field Services 

Howard L. Goode 
Planning & 

Analysis 
Michael C. Healy 

Public Affairs 
Ernest G. Howard 

Administrative Services 
John Mack 

Affirmative Action

Budget 
Thomas R. Sheehan 
Information Systems 
William Thomas 
Material Management 
& Procurement 
Ralph S. Weule 
Safety
Lawrence A. Williams 
Employee Relations

The Annual Report is published by the District 
Pursuant to Section 28770, Public Utilities Code 

of the State of California.
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and Printing; 

Photography:

Cover Photo:

Reliable, Inc.
San Francisco 
John A. Benson 
Pleasanton 
Gordon C. Kloess 
Half Moon Bay 
Ken Altshuler 

Typography; Sigmagraph, Inc.

(P)iRichmond 
(P) El Cerrito Del Norte . 

(P)EI|Cerrit6 Plaza ,
(P) North Bertteley

(P) Ashby

▲ MartinG2
Pittsburq

Pinole

Antioch

Oakley

(P) Pleasant Hill
(P)Lafayette.^^,^^^^^p^

Concord (P)

Orinda(P) 
Rockridge (P)

Brentwood
Alamo

MacArthur (Transfer Station) (P)
19th St. Oakland 
Oakland City Center - 12th St. (Transfer

Station) 9
Lake Merritt (P) «

« ■

. (P) Oakland West
Danville

Embarcadero 
Montgomery St. X'

FmlNale (P)

Coiiseum/Oakland Airport (P) 
San Leandro (P)

V
South Hayward (P) 

Union City (P) 
Fremont (P)

, Powell St.
Civic Center

K/ i
16th St. Mission 24th St Mission ^ ^

GienPah(
Balboa Park (P) Bay Fair

Daly City (P) (P) Hayward

San Ramon
Dublin

Pleasanton Livermore

BART ROUTES
Concord/Daly City 
Richmond/Fremont 
Fremont/Daly City

__Richmond/Daly City*
(P) Parking

■ BART Express Bus

System Information
Total number of autorhobile 
parking spaces at all BART Stations: 22,000*
Line Milesf
A Line—(Fremont to Lake Merritt) 23 Miles
M Line—(Daly City to Oakland West) 15 Miles
R Line—(Richmond to McArthur) 12 Miles
C Line—(Downtown Oakland to Concord) 21.5 Miles

Total Miles 71.5 Miles
*To start in fiscal year 1980/81 t All miles are calculated from the Oakland WYE ^ 

* 10% of these parking spaces for mid-day parking.
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President’s Message

I am pleased to report that by the 
end of the Fiscal Year 1979/80 BART 
had seen several long-term goals 
come to fruition, while at the same 
time identifying and planning for the 
many challenges ahead.
One of the major accomplishments 
we saw during the year was the 
go-ahead from the California Public 
Utilities Commission (CPUC) to 
begin the long-awaited close head
ways program. This was particularly 
gratifying to me as it paved the way 
for the start of direct service 
between Richmond, El Cerrito, Al
bany, and San Francisco-Daly City. 
After many frustrating years, the 
people of Richmond and other points 
along the line south through Berke
ley would no longer have to suffer 
the requirement that they transfer to 
go to the west bay. But I consider 
close headways only the beginning 
in terms of bringing the system 
closer to its full potential.
The system is still unique in that it 
may from time to time be at the 
mercy of one malfunctioning car in 
a train. Two major modifications due 
to be completed and installed 
by mid-1981 are expected to reduce 
this problem considerably and thus 
further improve reliability. Other 
reliability improvements to the fare 
collection system, train control sys
tem, and the braking, propulsion and 
electrical systems on the transit 
vehicles are now underway.

Also, during the past year BART 
moved ahead in several areas to 
upgrade fire and safety protection on 
the trains and the system in general. 
A comprehensive research and 
development program resulted in the 
selection of the most suitable fire- 
resistant material to replace BART’s 
transit car seats. The new seat 
program was carefully reviewed and 
approved by the board, and ulti
mately by the CPUC. Actual seat 
replacement begins in June.
In other areas, we reached a new 
contractual agreement with the Dis
trict’s two major unions which ended 
a lengthy and often painful labor 
dispute. This was followed by the 
successful negotiation of other labor 
contracts, including one with super
visors and two with BART police. 
Reluctantly, BART’s first fare in^ 
crease since 1975 was instituted 
at the end of the fiscal period after 
we had managed to defer it for six 
months. The fare increase was 
necessary to help offset a 40 
percent inflation factor since 1975 
and to maintain BART’s eligibility 
for State operating assistance.
There were many challenges need
ing tough decisions this past fiscal 
year and much of what was achieved 
must be attributed directly to my 
fellow directors who, as a board, 
were strongly united when it 
counted.
Looking ahead to the new decade, 
BART has embarked on several 
programs to meet the demands of 
the future while continuing to im
prove the current system. Some of

these programs include the design 
and development of a new transit 
vehicle to be known as the “C” car, 
the installation of a new integrated 
control system, a new turnback 
facility at Daly City, improved system 
access, and continued planning for 
extensions to areas which are 
paying for BART but not getting 
direct rail service.
The promises of BART, as originaily 
conceived, may not yet have been 
realized. However, we are much 
closer to this realization than we 
have been for many years.
I am confident BART patrons will see 
continued improvements in the years 
ahead. Each of the actions taken by 
BART during FY1979/80 had 
different and varying effects on the 
service provided our patrons.
BART’s patrons have not lost faith 
in the system, and their suppport 
is reflected in the ridership which 
continues to grow.
On behalf of the BART Board of 
Directors, I pledge continued dili
gence in our efforts to bring about 
additional service improvements 
and extensions of service.

Nello Bianco, President.



'BART is... A Dedicated Board of Directors.”

Left: The Administration Committee 
makes recommendations on ail 
financial matters including an annual 
review of financial statement, 
insurance, personnel, employee 
relations, supply, rules of the Board of 
Directors, general policy and real 
estate. Pictured here (l/r) are Director 
Allen, Chairperson, Director Glenn, Kay 
Springer, Mgr., Passenger Service, 
BART President Bianco, Christine 
Apple, Asst. Secretary, Director 
Ussery and Planning Director Howard 
I. Goode (standing). wmtmsssiiMrntM

Barclay Simpson 
District 1
Member, Public In
formation and Leg
islation Commit
tee. Term began 
November, 1976. 
Board President, 
1977. Orinda resi
dent, San Leandro 
businessman.

Nello Bianco 
District 2
President, serves 
as ex-officio 
member of all 
committees. Term 
began October, 
1969. Board Pres
ident, 1974. Rich
mond resident and 
businessman.

Arthur J. 
Shartsis 
Districts
Vice Chairperson, 
Administration 
Committee. Mem
ber, Engineering 
and Operations 
Committee. Term 
began November, 

- 1976. Oakland
• \ resident, San

Francisco Attorney.

Center: BART’s Engineering and 
Operations Committee makes 
recommendations regarding 
engineering and constructions, 
transportation planning and operations, 
equipment and communication.
Right: Recommendations are initiated 
by the Public Information and 
Legislation Committee on public 
information, advertising, marketing and 
legislation. Pictured here are (l/r) Mike 
Healy, Public Affairs Director, Director 
Pryor*, Director Ussery, Chairperson, 
Barbara Neustadter, Supervisor, 
Planning Section (standing). Director 
Simpson, Director Glenn, Director Allen 
and Phil Ormsbee, District Secretary.

Harvey W.
Glasser, M.D.* 
District 4
Vice Chairperson, 
Public Information 
and Legislation 
Committee. Term 
began November, 
1974. Board Presi
dent, 1978. Ala
meda resident and 
physician-business 
consultant.

Robert S. Allen 
District 5
Chairperson, Ad
ministration Com
mittee. Term 
began November, 
1974. Livermore 
resident and rail
road cost analyst.

John Glenn 
District 6

I Chairperson, En
gineering and Op
erations Commit
tee. Term began 
November, 1974. 
Fremont resident 
and Oakland busi
ness executive.

Wilfred Ussery 
District 7
Chairperson, Pub
lic Information 
and Legislation 
Committee. Vice 
Chairperson, 
Administration 
Committee. Term 
began December, 
1978. San Fran
cisco resident 
and Director of 
Program Devel
opment, San 
Francisco Hous
ing Authority.

Eugene Garfinkle 
District 8
Vice President and 
ex-officio member 
of all Committees. 
Term began 
March, 1977. San 
Francisco resident 
and attorney.

John H. Kirkwood 
Districts
Vice Chairperson, 
Engineering and 
Operations Com
mittee. BART rep
resentative to the 
Executive Commit
tee of the Ameri
can Public Transit 
Association 
(APTA) Board of 
Directors. Term 
began November, 
1974, San Fran
cisco resident and 
businessman.

* Margaret K. Pryor, pictured in top right photo, became a BART Director on September 5, 
1980, when she was sworn in to replace Dr. Flarvey W. Glasser who had resigned from 
BART effective August 1,1980. Subsequently, Director Pryor was elected on November 4, 
1980 to serve the balance of Dr. Glasser's term, which will end on November 26,1982.



BART is... Looking Ahead.”

Goais and Objectives Are 
Contained in 5 Year Pian
At the end of the fiscal year, BART 
presented its short-range, five-year 
transit plan. The primary goal of the 
BART five-year plan is to implement 
essential projects needed to meet 
the demands of the coming decade, 
while continuing to improve the 
system for current riders.
By increasing capacity, perfor
mance, reliability and safety, BART 
can effectively utilize the major 
investment which has been made 
by the people of the Bay area.
Operations
BART has established a set of 
goals and objectives as part of the 
short-range, five-year plan in its 
efforts to continue to improve pre
sent operation as well as provide for 
the patrons of the future.
Aside from the continuation of its 
outstanding passenger safety rec
ord, BART will strive to increase 
ridership and improve the present 
system’s reliability and performance. 
BART will work toward an eventual 
goal of two-minute headways and 
expand service as soon as tech
nically and financially feasible.
BART expects to operate and to 
adequately fund and implement the 
necessary capital improvements and 
replacements to the system within 
available funds without incurring an 
unfunded deficit. Maximizing the 
contribution to operating costs from 
sources other than tax revenues is a 
primary objective of BART.
In the area of employment policies, 
BART hopes ultimately to achieve 
parity representation of minorities 
and women in all job classifications

as well as contracting with minority 
business enterprises. BART also 
plans to achieve fair and equitable 
labor agreements with minimum 
impact on fares and maximum 
enhancement to the District’s capa
bility to provide efficient service.
Capital Improvements 
BART will require a total expenditure 
of $403 million over the next five 
years to meet capital improvement 
goals as contained in its adopted 
Five-Year Plan. Some $228 million is 
needed for high-priority projects, 
while $175 million is necessary to 
maintain the present system by 
repairing and modifying vehicles and 
tracks, and replacing obsolete 
equipment.
The high-priority projects constitute 
only a 14 percent increase over the 
capital costs of the present system, 
but will return a 105 percent increase 
in potential capacity. The major 
projects in this program are;
• Completion of the “KE" track, an 

additional subway track through the 
Oakland downtown area. This is 
the first new increment of BART 
mainline track since the system 
began operating in 1972.

V

■ Wayside Automatic Train Control 
(ATC) refinements, which will allow 
the operation of up to two addi
tional trains in the Transbay cor
ridor within the next two years.

• Daly City Station Turnback, which 
will provide economical train stor
age and allow for the operation of 
the system at closer headways.

■ Integrated Control System (ICS), a 
major computer system modifica
tion, which will increase and im
prove the current capacity of the 
system as well as to accommodate 
future line extensions.

• Remove Vent Separation restric
tions by improvements to fire safety, 
which will permit trains to travel 
closer to one another in parts of 
the system where there are long 
distances between adjacent venti
lation fans.

• Wayside Automatic Train Control 
(ATC) modifications, which will pro
vide for improved capacity through 
additionally reduced headways.

> Acquisition of the new transit 
vehicle, which is designed and 
engineered to realize the system’s 
potential capacity and to meet 
future ridership demands.

BART’S New “C” Car 
Keystone to the Future 
Although new vehicles are not 
expected to be rolling for another 
four years, specifications should be 
ready in January 1981 for the 
procurement of a new "C” car. 
Designed to combine the elements 
of both the current ‘A” (lead) and “B” 
(middle) train cars, the “C” car will be 
able to serve either as a lead, middle 
or end car on a train. Trains could 
then be split into two consists 
without having to add lead cars. The 
“C” cars will not have a sloped front 
as the “A” cars do. Instead, they will 
be designed to be compatible with 
the existing fleet of BART cars. 
Modifications of the operator’s com
partment and passageway door are 
the major design changes on the “C ” 
car. Passenger seating will be only 
slightly reduced.
There will also be a redesigning of 
the traction motor that powers the 
car. The new motor will be larger and 
will increase reliability.
A grant is being sought from the 
Urban Mass Transit Administration 
to cover 80% of the “C” car costs. 
Each of the 90 new “C” cars is 
expected to cost approximately 
$1 million.

With addition of the new “C” cars, 
BART’S fleet will be expanded by 
some 20%. Due to the flexibility of 
the “C” cars, BART will experience 
substantial time and energy savings. 
Being able to use “C” cars in either 
the lead, middle or end car positions 
on the train will allow for maximum 
service efficiency.
Extension Plan, a 20 Year 
Guide to BART’s Future
A policy to guide the extension of 
BART over the next 20 years was 
adopted by the Board late In the 
fiscal year. Extension of the Concord 
line to Pittsburg and Antioch, the 
Fremont line to Warm Springs, the 
Daly City line to the San Francisco 
Airport and the creation of the 
Livermore line from Bayfair Station 
are under consideration as the basic 
program for expansion of the BART 
rail system by the end of the 20th 
Century.
The extension of these lines will be 
accomplished in four phases. In 
each phase, a segment will be 
constructed essentially on each line 
including at least one new station. 
Several segments are identified to 
form each of the four phases of the 
program, covering the 20 year span 
of the project.
Based on 1980 dollars, this exten
sion program will cost an estimated 
$1.7 billion, for which federal funding 
will be sought for a majority of the 
cost. State and local financing will be 
required for local matching funds. 
BART is devoting considerable effort 
to working with local communities in 
the development of the proposed 
line extension, requiring public re
view and comment as the planning 
process continues.



“BART is... A Sound Investment of Public Money.”

BART Patrons Maintain 
Faith in the System
Despite the work stoppage from 
September through November 
1979, with the initiai closing of the 
system and then limited raii service, 
BART’S totai patronage for Fiscal 
Year 1979-80 was 34,483,335.
This figure represents a decrease of 
16.3% from 41,191,566 for FY 
1978/79. This is, however, less than 
the 25% loss that could have been 
expected due to a three-month 
disruption in service.
That the loss was less than expected 
is a testimony to the reguiar BART 
patron who came back to the system 
in near-normal numbers (150,000 
trips per day) within two months after 
the work stoppage ended. By fiscal 
year end, average daily patronage 
had increased to 164,558, neariy 
equaling the record leveis achieved 
in May and June of 1979 at the 
height of the gasoline shortage. 
Since BART began revenue service 
in September, 1972, its trains have 
traveled 3,001,642,000 passenger 
miles and carried 229,264,341 
patrons.

Fare Increase Mandated by 
Increased Operating Costs
Faced with increasing operating 
costs, most notably for electrical 
energy as well as inflation in general 
(over 40% since the last fare 
increase in 1975) and due to the 
limited availabiiity of other financial 
assistance, BART’s Board of Direc
tors recognized the need to raise 
fares at the end of the year.
After considering a number of 
alternative fare structures presented 
by BART staff, as well as sugges
tions by Board members, and two 
public hearings on the matter, the 
Board selected a fare schedule 
which is expected to meet the 
District’s budget requirements for the 
next two to three years. The new 
fare, which wouid resuit in a 37% 
increase on the average, went into 
effect June 30,1980. Under the new 
fare schedule, fares range from 50 
cents to $1.75 with an average trip 
fare of $1.03. The increase brings 
BART in iine with MUNI and AC 
Transit minimum fares of 50 cents for 
a one-way local trip.

BART Budget in FY 1979/80 
Was Fully Funded
The District’s financial objective was 
a fully-funded operating budget with a 
35% contribution from non-tax re
venues, which assumed the proba
bility of a fare increase during the 
year. A fully funded budget was 
achieved with a 38.6% operating 
ratio, not including the work stop
page period, without having to 
increase fares.
New Contracts Signed 
With Major Unions
On December 3,1979, BART re
turned to regular schedules following 
neariy five months of iabor negotia
tions with its two major unions. 
Amalgamated Transit Union-Division 
1555 and United Pubiic Employees 
Union, Local 390. The dispute 
resuited in regular passenger ser
vice being halted on August 31,
1979.
In order to alleviate congestion on 
the highways, due to cessation of 
service, BART began operating 
limited interim bus and train service 
from several BART stations.
A proposal that contract differences 
be submitted to arbitration was 
rejected after much discussion. This 
would have, in effect, permitted an 
outside party, having no accounta
bility to the taxpayers, residents, or 
patrons in the Bay Area Rapid 
Transit District counties, to make 
a decision which could affect the 
system’s budget and fares for many 
years to come.

On November 22,1979, the unions 
and BART management reached a 
settlement of differences after many 
long and tedious hours of negotia
tions. The contract is retroactive to 
July 1,1979, and will remain in effect 
until June 30,1982.
BART’S Property Tax Rates 
Reduced in Fiscal Year
BART s Board of Directors set a 
uniform tax rate of 31.6* per $100 
assessed property valuation for debt 
service of the District’s General 
Obligation Bonds. This rate com
pares with the previous year’s rate of 
35.6«.
In lieu of the 5* administrative tax 
levies in years prior to the Proposi
tion 13 tax initiative, BART received 
a share of the $4 per $100 assessed 
property valuation levied in each 
county. This equates to a rate of 
about 1.8*.
The Board also established a re
duced tax rate of 15.5* for Berkeley 
residents from its previous year’s 
16.1 *. This rate is for principal and 
interest on bonds authorized by 
Berkeley voters for underground 
construction not included in the 
original District plan.

•j



£lS BART is... Setting the Standards For the Transit industry.”
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Sam Alikian, Electrician.
Emergency Response and Fire 
Safety Progress Achieved
The Emergency Preparedness and 
Life Safety Program is an ongoing 
effort to identify potential problem 
areas and to improve upon the fire 
protection and life safety aspects 
of the transit system. During Fiscal 
Year 1979/80 significant progress 
was made in BART’s safety program. 
Improvement to the communication 
equipment and the installation of a 
dedicated fire department communi
cations facility in the Transbay Tube 
was completed. An updated and 
more precise emergency and con
tingency fire safety plan for the 
Berkeley Hills Tunnel was also 
completed.
Consultant work began on the 
development of a program to inves
tigate the adequacy of BART's 
emergency facilities available on the 
wayside as well as on the cars and 
the relationship to the system’s 
fire-fighting capability. This will result 
in enhanced emergency response 
capability and further improved fire 
protection for BART’s patrons, 
employees, and equipment.

katpy RotT~Safety tngineer.

Replacement of Seats in 
Transit Vehicles Initiated 
At the close of the fiscal year, BART 
was well underway in the replace
ment of 32,000 seats in BART transit 
cars. When the California Public 
Utilities Commission (CPUC) or
dered the elimination of polyure
thane from BART seat assemblies in 
April, 1979, top priority was given to 
the project by the District.
Since there was no industry stan
dard and little information on poten
tially acceptable materials, BART 
launched a time-consuming re
search and development program 
to fully evaluate all feasible seat 
alternatives.
Over 400 materials which had the 
potential of reducing flammability, 
toxic gas emission and smoke 
generation were screened using the 
McDonnell-Douglas data bank in 
Southern California. Testing of these 
materials was done at the University 
of California at Berkeley as well as 
McDonnell-Douglas. BART also 
looked at the alternatives of wire 
mesh, fiberglass, and stainless steel 
for replacing existing seats.

The alternative which best met 
BART’s overall safety, cost and 
schedule criteria was a low-smoke 
neoprene cushion with upholstery 
consisting of 90 percent wool and 
10 percent nylon cover. Overall, the 
research and testing program took 
approximately five months. These 
tests proved the material highly 
successful in preventing the spread 
of fire within the car and in reducing 
smoke generation.
The total project, including installa
tion, was estimated to cost $4.2 
million. The Federal Urban Mass 
Transportation Administration pro
vided 80 percent of the funding, with 
20 percent coming from the local 
Transportation Development Act 
funds and BART reserves. Sched
uled completion of the project is 
October, 1980.
Vehicle Fire Hardening 
Test Program Underway
Further reducing the vulnerability 
of the BART transit vehicle to fire, 
and thereby enhancing passenger 
safety, is the primary goal of the 
Vehicle Fire Hardening Program. 
There are two aspects to the 
program. The first is to reduce the 
fire threat through modifications and 
protection of potential fire sources. 
The second is to selectively replace 
highly flammable materials.

The program is being accomplished 
by evaluating the BART vehicle 
against criteria developed from 
BART’s fire experience and a num
ber of potential fire scenarios that 
may be expected in the system. 
BART is taking the necessary action 
to develop a set of vehicle modifica
tions which will significantly reduce 
the potential of fires by increasing 
the resistance to ignition, minimizing 
the opportunity for flame spread, 
and decreasing potential emission 
of smoke and gases.
The related material testing program 
will have relevancy to the entire 
transit industry and is expected to be 
partially funded by an Urban Mass 
Transit grant. Other funding will be 
from state transportation funds 
and BART funds. It is also expected 
that some of the vehicle design modi
fication will set new standards for 
interior vehicle materials in the 
transit industry. Results of this 
program will determine the future 
direction of BART vehicle safety 
modifications.



“BART is... Expanding Service to Meet Ridership Demand.”
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Sally Floyd, one of BART's Computer Specialists.
Ciose Headways Approvai 
Received from CPUC
After more than two years of 
extensive hearings, BART was 
granted permission by the California 
Public Utilities Commission (CPUC), 
on June 3,1980, to begin its 
long-awaited Close Headways oper
ation. For the first time, since the 
system opened in September 1972, 
BART will be operated much as it 
was originally intended. Under Close 
Headways, more trains will be able 
to operate on the system than 
constraints under the Computer 
Automated Block System (CABS) 
allowed. CABS required one station 
separation of trains.
Throughout the hearing process, 
which began in April 1978, BART 
assured the CPUC that the system’s 
most troublesome safety problem, 
assurance of safe distances be
tween trains for close headway 
operations under all conceivable 
conditions, had been overcome

■' a

Manuel DaBranca, Transit Vehicle Mechanic, Manuel Aquilina, Shop Supervisor and Joe Arellano. Transit Vehicle 
Inspector at Hayward Shops.

Francisco lines during the morn
ing and evening commute hours.
The operation of additional trains 
results in the reduction of scheduled 
waiting time between trains along 
the Richmond line from 14 minutes 
to 7V2 minutes, and from about 7 
minutes to about 4 minutes on the 
Oakland and San Francisco/
Daly City line.
Reliability Improvement 
Program Achievements
As the report period ends, BART’s 
$8 million Reliability Improvement 
Program (RIP) enters its second 
year and is beginning to show 
measurable results. Modification of 
equipment and procedures in thir
teen specific project areas, originally 
defined in 1979 as those which 
would produce the greatest impact 
on reducing unscheduled train re
movals which in certain instances 
require that passengers be disem
barked, make up the RIP activities. 
Improvements to service achieved 
under RIP fall into two categories:
(1) replacement or modification of 
components which are designed to 
reduce the primary frequency of 
equipment failures; and (2) replace
ment or modification of equipment 
such that the impact of failures is

through the completion of a major 
reengineering program.
Part of the work involved develop
ment, installation and testing of the 
Sequential Occupancy Release Sys
tem (SORS), a mini-computer sys
tem designed to supplement the 
present primary train protection 
system. Its function is to provide 
redundancy in assuring continuous 
detection of trains. A second effort 
involved the rewiring of the wayside 
automatic train control system to 
alter the standard speed commands 
issued to trains, thus imposing 
longer, safer train braking distances. 
The work began in 1973 and was 
carried out by BART engineers and 
their consultants under continuous 
review of the CPUC technical staff. 
Close Headways has been heralded 
as a major turning point in BART 
service enabiing the addition of a 
fourth route, direct no-transfer ser
vice between Richmond and Daly 
City. However, BART management 
cautioned the public to expect 
transition problems since operation 
under Close Headways would con
stitute an entirely new way of 
operating the system. Under Close 
Headways additional trains would 
also be put into service on the 
Concord and Fremont/San

minimized and the trains remain in 
normal service. To measure ac
complishments, reliability improve
ment goals established for each of 
the project areas are regularly 
monitored.
Although only about 50 percent 
complete, RIP projects which have 
attained or surpassed their goal are: 
replacement of elements in a series 
of solid state on/off switches, which 
form a vital part of the train’s 
propulsion system; relocating a 
trouble-prone circuit breaker from 
the underside of the car to a control 
panel inside the car; modification of 
the circuitry of the motor-alternators, 
which is part of the car’s auxiliary 
power system; and replacement of 
an electrical circuitry board govern
ing the train’s braking system. Other 
projects are progressing within the 
established RIP time schedules.
Two major RIP modifications, tested 
during the fiscal year, will result in 
significant improvements to the re
liability of BART service by reducing 
the number of malfunctioning trains 
which must now be operated at a 
much reduced speed in order to 
remove them from service. These 
projects are the Manual Cab Signal

ling (MCS) system, which permits a 
train operator to control the train 
manually with all of the programmed 
safety measures still operative when 
there is failure in the onboard train 
automatic control system; and the 
“Car Cutout” program which permits 
a train to remain in service despite a 
malfunction in the braking system on 
one or more of the cars which make 
up a train. When the modifications 
for both these programs are com- 
pleted,the installations tested, and 
BART personnel trained in the 
operation of the new systems, the 
number of train removals from 
service will be manifestly reduced.
System Flexibility tabe 
Enhanced by KE Track
Construction of a 12,300-foot addi
tion of mainline trackage, a portion 
of which will run in a third tunnel 
through downtown Oakland, is un
derway and scheduled for comple
tion December 1983. This will be the 
first addition to BART’s mainline 
trackage since the system began 
carrying passengers in 1972.
Known as the KE track, the addition 
will significantly increase BART’s 
system fiexibility and its reliability by 
facilitating train removals from the 
main Oakland line and will reduce 
service disruption in the case of 
wayside equipment breakdown.
The new extension includes support
ing electrification, communications 
and train controls, 16 turnouts, an 
1800-foot spur and a 776-foot 
siding. Included in the three phases 
of the project, estimated to even
tually cost about $26 million is work 
to be finished at the 12th and 19th 
Street BART Stations to provide 
cross platform access to the new 
track.
The first of the three phases of 
construction is scheduled for 
completion in May 1981.



;Tas More Than Trains, Tracks and Computers.”

Irene YandTPo'wef'&'Way Technician, 
maintains an element of BART's 
Automatic Control system.
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Bill Richards, Richmond Yard Tower 
Supervisor, maintains constant vigil 
over BART train movements in the yard.

Kathi Souza. Emergency Vehicle 
Operator at Embarcadero Station, 
inspects heavy equipment.

Dick Wenzel, planning and analysis 
department, works on plans to extend 
the BART System.
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1^2 uGroundspersons Charley Madsen (I) 
and Joe Pile (r) help keep BART's 
parkway areas well groomed.

Two of the voices in BART’s telephone 
information center belong to Vora Lott 
(I) and Harry Cordellos (r).
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Seated at the controls of a BART train 
is Train Operator Jayne James.

Victoria Palmer is the Transportation 
Clerk at the Concord Yard.

At the Oakland Shops, Freeman 
Hemphill, Auto Mechanic (I), and Barry 
Empie, Foreman (r).

i . ff

At the Concord Yard, Bob Rosen, 
Electronic Technician, inspects an 
element of a train's propulsion system.

Checking on Orinda Station are two of 
BART Police officers, David Byron (I) 
and Dona Wilson (r).

Marvin Door, Maintenance Worker at 
the Oakland Shops, tends BART’s 
special railgrindercar.
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John Ortega is one of a crew of seven 
BART painters who work constantly to 
keep BART Stations sparkling.

At the Richmond Shops, Donald 
Birkhimer, Transit Vehicle Electronics 
Technician, performs maintenance,

John Esparza, Union City Station 
Agent, explains the BART ticket.

Rod Embry, Oakland Shops 
Maintenance Worker, performs routine 
preventative maintenance.

. ,1'
Dorothy Henderson, Process Monitor, 
works with BART’s data collectionsystems.

L.
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At the 12th Street Station, Robert Omori 
is one of the many janitors who keep the 
BART Stations clean.



“BART is...The Convenient Rapid Transit System.” ‘ BART is... the Peopie That Make the System Work.”

Shutties and New Parking Lots 
improve Access to BART
Improving public access to and from 
the BART system has emerged as 
one of the challenges which must be 
addressed as ridership continues to 
grow. Basic to BART’s adopted 
Access Plan is the consideration that 
each of the BART stations present 
unique problems which must be 
resolved individually rather than 
attempting to institute a systemwide 
solution.
Since responsibility for such im
provements is fragmented between 
BART and local community authori
ties, BART has assumed a leader
ship role in coordinating access 
improvements to the stations on the 
system.
As the fiscal year drew to a close, six 
of the projects contained in Phase I 
of the Access Plan were completed. 
At the Glen Park BART Station, a 
six-month demonstration project 
was implemented to test the viability 
of a commuter shuttle service in the 
Miraloma Park neighborhood of San 
Francisco. The new shuttle service. 
The Loma Ranger, a name selected 
through a contest held for the 
system’s riders, operates two 14- 
passenger vans.
A second Glen Park Station access 
project, to develop a 75-space 
parking lot on BART property near 
the station, was funded. This parking 
lot will have the dual purpose of 
providing midday parking as well as 
a “kiss/ride” loading area during the 
commute period. The target date for 
completion of the Glen Park project 
will be early 1982.
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Construction of a gravel-covered, 
75-space parking lot at the Pleasant 
Hill BART Station was started. This 
interim parking lot is scheduled for 
opening early in the next fiscal year. 
Two additional gravel-covered park
ing lots were opened at the Concord 
BART Station, which brings to 1600 
the number of parking spaces 
designed to relieve some of the 
street parking congestion at this 
station. This project was developed 
in cooperation with the City of 
Concord and the Pacific Gas & 
Electric Company, owners of the 
property where the interim parking 
lots were constructed.
Also at the Concord Station, a 
change in the BARTpool permit 
system was instituted in order to 
further relieve station parking con- 
ge“stion. Under the new program, 
permits will be issued only to those 
carpools carrying a minimum of 
three persons, rather than two, as 
was the original plan. Those indi
viduals holding the two-or-more- 
persons permits are allowed to 
continue using their assigned re
served space. The BARTpool pro
gram is another element of the 
overall BART effort to alleviate

Jerry Arriba receives his BART Blke PermiTfrorn"Starla Bahem/Passeh'ger Service.

parking congestion at station parking 
lots by making access to the system 
as convenient for as many BART 
patrons as possible.
Included in the Access Plan is the 
improvement of facilities for feeder 
bus lines and paratransit services. 
The Plan also calls for coordinating 
with local traffic authorities to reduce 
automobile traffic congestion at the 
stations on routes to and from the 
stations. In addition, bicycle lanes, 
pedestrian routes and handicapped 
rider facilities are scheduled for 
improvements.
Elimination of access constraints 
throughout the system is a vital part 
of BART’S continuous effort to make 
the system easier to use for all 
members of the community.

Bikes on BART Permit Plan 
Proves to be Successful
At this time, BART is the only major 
mass transit system in the nine Bay 
Area counties that has extended the 
privilege of bringing a bicycle on its 
system. BART hopes to continue to 
serve the interests of the bicycling 
community.
A tremendous surge in requests for 
bicycle permits occurred this past 
fiscal year, apparently a result of the 
rapidly rising cost of energy. Up to 
now, the majority of persons request
ing bike permits tended to be 
students, weekend riders and per
sons with non-traditional work hours. 
As commuters abandoned their cars 
in quest of healthier, more economi
cal and energy-saving means of 
transportation, new demands were 
placed on BART to extend and 
expand its “Bikes on BART ” 
program.
During the first four years of the 
program bicycle permits were issued 
two days a week at an approximate

average of 100 per month. By the 
end of the FY1979/80 over 7,500 
permits had been issued, 1,700 of 
which were issued in the last year.
On February 2,1980, BART began 
opening its bike permit office on the 
first Saturday of each month to make 
obtaining a bicycle permit more 
convenient for persons finding it 
difficult to obtain a permit during the 
weekday hours. In addition, BART 
began an experimental program in 
April, 1980, to determine the feasi 
bility of allowing bicycles on the sys
tem during commute periods in the 
reverse commute direction on some 
of its lines.
Hikers and Runners Use BART 
in First Leg of Event
Last April BART carried the largest 
single group for a single event since 
opening in 1972. A few enthusiasts 
planned a transcontinental hike 
called HikaNation beginning in San 
Francisco, and 25,000 people de
cided to accompany them on the first 
leg of the trip across the Oakland 
Bay Bridge.
Special 10-car trains were used to 
transport the hikers from Oakland 
West Station to Embarcadero Sta
tion in San Francisco where the 
HikaNation began.
In December 1979, about 1,000 
runners entered in the Oakland 
Marathon and ended their race at 
BART’S Coliseum Station, where 
they boarded the train to take them 
back to the starting line near the City 
Center/12th Street Station in 
downtown Oakland.

BART Employees Receive 
$11,025 for Suggestions
During the past fiscal year, $11,025 
was awarded for 23 suggestions, 
including those which had tangible 
as well as intangible benefits for the 
District. These suggestions resulted 
in annual savings to the District of 
$110,025.
Each year, under its Employee 
Suggestion Program, BART awards 
employees who have made sug
gestions resulting in savings and 
benefits to the District.
In March, $5,836—the highest 
amount ever to be awarded an 
employee for a single suggestion— 
was given to Gilbert Paiva for his 
suggestion of a method of repairing 
transit vehicle A/C compressor 
castings. Substantial savings to 
the District have resulted from Mr. 
Paiva’s suggestion.
In addition to awards given under 
the Employee Suggestion Program, 
BART presented service awards to 
307 employees over the past year.
Of these awards, one was given for 
20 years of employment with the 
District: six were given for 15 years 
of employment: 63 were given to 
employees who had ten years of 
employment: and the remaining 
237 were given to employees who 
had five years of employment with 
the District.
From time to time, commendations 
are given in recognition of special 
efforts or actions undertaken by 
BART employees. On August 15, 
1979, BART Train Operator William 
Koenig received a commendation for 
his actions in handling a fire which 
occurred on his train June 24,1979. 
On January 6,1980, Train Operator 
Ed Bally was awarded $333 for his 
part in the capture of an arsonist 
who attempted to start a fire on 
his train.

Transit Vehicle Mechanic Gilbert Paiva (I) receives an award from Keith Bernard, BART General Manager.
Commendations were also given 
to BART police officers Laura Baci- 
galupi, Robert Villa and Helen 
Lopez for their efforts in appre
hending suspects under unusual 
circumstances.
Labor/Management Council 
Provides Dialog Base
In an effort to provide an ongoing, 
productive approach for union- 
management dialog on overall BART 
matters, the Union Presidents’ 
Council was established this past 
year.
The Union Presidents’ Council pro
vides a forum for discussion of 
non-contract and non-grievance 
matters between BART and its 
employee labor organizations. This 
council, which is unique in the public 
transit industry, met several times

during the fiscal year. Among other 
matters, the discussions covered 
BART’S planning for expansion of 
service, the District’s Emergency 
Preparedness and Life Safety Pro
gram, and capital projects for the 
short and long-range term were 
reviewed and discussed. These 
meetings resulted in a better under
standing on the part of both 
management and labor of what is 
required for the successful operation 
of BART.
The Council is composed of BART’s 
General Manager: the Director of 
Employee Relations: Presidents of 
the United Public Employees Union, 
Local 390: Amalgamated Transit 
Union—Division 1555: BART Police 
Management Association: BART 
Police Officer Association: and the 
BART Supervisory and Professional 
Association.

BART Employees Receive 
Comprehensive Training
BART’s Training Division is divided 
into three sections: Maintenance 
Training, Operations Training, and 
General Training.
A primary function of the Training 
Division is to conduct certifica
tion training and testing of cer
tain employees as mandated 
by the California Public Utilities 
Commission.
During the past fiscal year, the 
Training Division has recertified 216 
train operators, 170 station atten
dants, and 50 tower operators. It 
initiated a new certification program 
which trained 460 maintenance 
personnel, and provided employee 
orientation, communications, CPR, 
first-aid, defensive driving super
vision and passenger relations 
training to some 500 BART Dis
trict employees.
Progress Achieved in BART’s 
Affirmative Action Progam 
BART continued to improve upon its 
policy and practice of assuring equal 
employment opportunity and taking 
affirmative action to maintain a 
workforce representative of its ser
vice area, as well as to facilitate 
minority business enterprise (MBE) 
participation in District activities.
To facilitate greater employee par
ticipation in the affirmative action 
efforts of the District, an Affirmative 
Action Council was established in 
June, 1980.
This past year’s goal for minority 
business enterprise participation 
was set at 10%. The District was 
successful in achieving a 16% level 
of minority business enterprise 
participation.

In training are (seated l/r) Ed Herrera. Harvey 
Price, and John Berlin. Steve Abel, BART 
Instructor, is standing.



BAIRT’s Oentral Oontrol... Nerve Center of the System.
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From BART’S Central Control, the 
nerve center of the BART system, 
a highly trained crew of specialists 
monitor and direct the movement 
of trains on all parts of the system. 
Pictured on the left is a display of 
the condition of the system’s power 
supply and in the center, at the top, 
is a visual display indicating the 
operating condition of maintenance 
facilities, vents and fan controls.
At the bottom of this panel is a dis
play indicating the location of trains 
in the Transbay Tube. On the left, 
this display shows the location of 
trains throughout the system, with 
indicators which show whether 
the doors on a train in a station are 
open or closed. Seated at con
soles directly in front of the display 
panels are the BART specialists 
whose responsibility it is to main
tain constant vigil over the opera
tion of the system, being alert 
to any condition which may have 
an adverse impact on the service. 
BART Central maintains radio com
munication with all trains as well 
as the maintenance crew on the 
system and provides a direct link 
to BART Police Services Dispatch 
Center which is located directly off 
Central Control.
From his position on a raised plat
form and shown at the bottom of the 
picture, BART’S Central Supervisor 
is charged with tho rocponcibility 
for the safe and efficient operation 
of the entire BART system. 
Underlying all functions of BART 
Central Control is the motto... 
“Pamper the Passenger”... which 
hangs in the control room. This 
motto epitomizes the prime concern 
of all BART employees as they 
work for the safety, comfort and 
convenience of BART passengers.



“BART is... Getting Better.”
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Safe Hoiiday on BART 
Attracts Many BART Patrons
In recent years BART has continued 
to expand its holiday service by 
offering reduced fares and extended 
hours of service. This year, BART, 
for the first time, offered around- 
the-clock service on New Year’s Eve. 
In addition to reducing fares and 
extending its operating hours, BART 
served thousands of cups of coffee 
and doughnuts to patrons at many of 
its stations on Christmas Eve and 
New Year’s Eve, as part of its “Safe 
Holiday” program.
Director Wil Ussery of San Fran
cisco originally suggested the “Safe 
Holiday’’ program, which was spon
sored by BART, in cooperation with 
Safeway Stores and representatives 
of East Oakland Concerned Citi
zens; Project Intercept; Oakland- 
Alameda County Volunteer Bureau; 
West Oakland Health Center; Mt. 
Diablo Chapter of the American Red 
Cross; San Francisco Volunteer 
Bureau; and Oakland Citizens’ 
Committee for Urban Renewal (OC
CUR).

BART Express Bus Patronage 
Increased by One-Third
Patronage on the BART Express 
Buses continued to grow during 
Fiscal Year 1979/80. Some 
2,223,353 trips were taken, which 
is more than a one-third increase 
over the patronage for the previous 
fiscal year. No significant changes 
in service patterns were required 
to accommodate this increased 
ridership.
BART Express Buses are the 
connecting link with the outlying 
communities in the East Bay serving 
five BART stations (Walnut Creek, 
Hayward, Bay Fair, Concord and El 
Cerrito Del Norte). Approximately 
50% of the express bus riders 
transfer to BART trains at these 
stations, while the others, including 
many school children, utilize the 
express buses for trips between 
suburban areas.
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Fremont Station Now Major 
Transit Transfer Point
The new eastern entrance at the 
Fremont BART Station was opened 
on April 7,1980, culminating a 
two-year expansion project at the 
end-of-the-line station in Southern 
Alameda County. This entrance and 
bus driveway will better facilitate 
traffic flow to and from the station, 
as well as improve BART and bus 
connection and patron access. Fre
mont Station serves as a transporta
tion crossroads where connection 
can be made with AC Transit and 
Santa Clara County Transit, which 
will use the new bus driveway at the 
eastern entrance. Santa Clara 
County Transit instituted a new 
express service between the Fre
mont Station and the Southern 
Pacific Depot in San Jose, stopping 
at the San Jose Civic Center and in 
Milpitas. BART patrons will be able 
to transfer free of charge to this 
express service, using the BART/AC 
Transit transfers available inside 
the station. BART and AC Transit 
patrons can also transfer free to 
Santa Clara County Transit express 
service.
Total cost of the project was $1 
million, which includes the construc
tion of a new 300-space parking lot.

completed in October 1978, a 
glass-enclosed waiting area and 
additional fare vending equipment. 
Better than 80% of the project was 
funded through the use of Federal 
Aid Urban (FAU) grants, as well as 
additional funding from the California 
Department of Transportation, and 
State Transportation Funds.
BART Conducts Seventh 
Passenger Profile Survey
The seventh annual survey of BART 
patrons was conducted aboard 
trains and on station platforms in 
May 1980. For the first time the 
survey, aimed at acquiring demo
graphic and origin and destination 
information, asked about flexible 
work time scheduling.
The survey was conducted by the 
Department of Public Affairs in 
conjunction with the Department of 
Planning and Analysis. Of the 
20,000 questionnaires distributed, 
12,300 were returned and proved 
useable. This is the highest re
sponse and use rate ever achieved 
for such a BART survey.

Results will be available during the 
second quarter of the next fiscal 
year. The data will assist in develop
ing new marketing strategies, the 
planning of feeder line bus ser
vice, as well as designing improve
ments for physical access to BART 
stations.
BART Pays Rewards for 
Information About Vandalism
BART has a standing reward of up 
to $1,000 for any information leading 
to the arrest and conviction of 
person(s) involved in tampering or 
vandalism of District property.
This year, BART for the first time 
rewarded three citizens and one 
employee for their efforts in prevent
ing potentially serious situations 
involving passenger safety and 
damage to BART property. These 
rewards were presented to the 
individuals on January 17 for pre
venting the burning of a BART car 
while it was in operation and alerting 
BART officials of the situation.
Less than four months later, on May 
15, BART rewarded another citizen 
who alerted BART officials concern
ing the piling up of rocks and gravel 
alongside and on the track.



PERFORMANCE HIGHLIGHTS
Rail Ridership
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
System utilization factor (ratio of passenger 

miles to available seat miles) 
End-of-period ratios 

Peak patronage 
Off-peak patronage 

BART’S estimated share of peak period 
transbay trips—cars, trains & buses 

Passengers with automobile available 
(as alternative to BART)

Operations
Annual revenue car miles 
Unscheduled train removals—average 

per revenue day
Transit car availability to revenue car fleet 
Passenger miles per equivalent gal. of gas 
Passenger accidents reported per million 

passenger trips
Patron-related crimes reported per million 

passenger trips

Financial
Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses 
Farebox ratio (net passenger revenues 

to net operating expenses)
Operating ratio (total operating revenues 

to net operating expenses)
Net rail passenger revenue per 

passenger miles
Rail operating cost per passenger mile 
Net average passenger fare

FY 1979/80 FY 1978/79

34,482,335 41,191,566(1)
148,682(2) 151,712(3)

12.8 miles 12.1 miles(i)
443,085,000 500,221,000

.307 .259

49% 49%
51% 51%

26.5%(4) 26.9% (-I)

60% 57%

20,046,000 26,806,000

8.1 9.0
76% 82%
60 56(1)

20.76 23.08

18.18 13.50

1979 OPERATING FUNDS—$96,671,000 (including Capitalized Costs)

$25,942,000 $28,727,000(1) 
3,818,000 2,777,000

29.760.000 31,504,000
88.457.000 86,548,000(5)

34.35%(2) 33.19%(5)

38.59%(2) 36.40%(5)

5.7*
15.5»(2)
73.3*

5.6*(1)
16.6*(5)
68.5‘(1)

Notes
General note: Data represent annual averages unless otherwise noted.
(1) Reflects transbay tube closing, January 19, April 4, inclusive.
(2) Excludes work stoppage period September 1—November 25,1979.
(3) Excluding tube closure.
(4) Reflects April 1980 and October 1978 survey data respectively.
(5) Reflects abnormal tube fire expense.

Where Funds Came From (in thousands) 
Total: 100.0% $96,671

Fares: 26.8% $25,942

Transactions
& Use Tax: 55.2% 53,336

Investment Income 
& Other Operating 
Revenues: 3.9%

Regional Financial 
Assistance:

Construction 
Funds:

Property Tax:
Federal Financial 

Assistance:
State Financial 

Assistance:
Decrease in

Working Capital: 0.1% 7
•Funded excess of expenses over revenues

3,818

4.7% 4,560

2.7% 2,614
3.8% 3,670

2.6% 2,500

0.2% 160

How Funds Were Applied (in thousands) 
Total: 100.0% $96,671

Maintenance: 35.6% $34,412

Transportation: 31.6% 30,578

Police Services:
Construction & 

Engineering:

6.6% 6,388

3.7%
Capital Allocations: 5.8%

3,546
5,600

General &
Administrative: 16.7% 16,147

SYSTEM OPERATIONS
Monthly Averages of Weekday Patronage (000) Monthly Averages — Cars Available for Service at 8:00 am

JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

Speciai Notes for Patronage Chart
FY1978/79 Line-
JAN 19-APR 4 —Transbay tube closure 
FY1979/80 Line-
JUL-AUG —Reflects impact of labor dispute
SEP-NOV—Work stoppage (limited service during OCT & NOV.)

JUL AUG SEP OCT NOV DEC JAN FEB MAR APR MAY JUN

Special Notes for Cars Available Chart
FY1978/79 Line................... - - -
JAN — Partially due to tube fire 
JUN —Partially due to labor dispute 
FY1979/80 Line.
JUL-AUG —Due to labor dispute



FINANCIAL STATEMENTS

San Francisco, California 
October 17,1980
The Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as of June 
30,1980 and 1979 and the related statements of operations, changes in net capital investment, 
changes in financiai position, and revenues, expenditures and fund balances of debt service funds 
for the years then ended. Our examinations were made in accordance with generally accepted 
auditing standards and, accordingly, included such tests of the accounting records and such other 
auditing procedures as we considered necessary in the circumstances.

in our opinion, such financiai statements present fairly the financial position of San Francisco Bay 
Area Rapid Transit District as of June 30,1980 and 1979 and the results of its operations and the 
changes in its financial position for the years then ended, in conformity with generally accepted 
accounting principles applied on a consistent basis.

Main Hurdman & Cranstoun 
Certified Public Acountants

BALANCE SHEET June 30,1980 and 1979 (In Thousands)

STATEMENT OF OPERATIONS Years Ended June 30,1980 and 1979 (In Thousands)
1980 1979

1980 1979
ASSETS
Cash (including time deposits: 1980, $15,080; 1979, $-0-) $ 17,012 $ 1,825
Securities 36,225 38,491
Securities representing reserves 43,743 37,156
Deposits, notes, and other receivables 6,450 10,650
Construction in progress 47,636 38,431
Facilities, property, and equipment—at cost (iess accumulated

depreciation and amortization: 1980, $175,998; 1979, $150,670) 1,321,028 1,345,823
Materials and supplies—at average cost 10,241 10,042
Debt service funds, net assets 15,207 17,819

$1,497,542 $1,500,237

LIABILITIES AND CAPITALIZATION
Contracts and other liabilities $ 20,790 $ 17,332
Unearned passenger revenue 733 1,110
Debt service funds 15,207 17,819

36,730 36,261
Capitalization:

Reserves 43,743 37,156
General Obligation Bonds 673,570 695,275
Net capital investment 743,499 731,545

1,460,812 1,463,976
$1,497,542 $1,500,237

The accompanying notes are an integral part of these financial statements.

Operating revenues:
Fares

Less discounts and other deductions 

Other
investment income

Totai operating revenues 
Operating expenses:

Transportation 
Maintenance 
Poiice services 
Construction and engineering 
General and administrative 
Tube fire costs

Less capitalized costs
Net operating expenses

Insurance proceeds from damage of revenue transit vehicles 
Less net book value of damaged revenue transit vehicles

Operating ioss before depreciation expense 
Depreciation (unfunded):

Of assets acquired with own funds
Of assets acquired with grants and contributions by others

Total depreciation

Operating loss
Financial assistance:

Transactions and use tax 
Sales tax allocated 
Property tax 
State
Transportation Development Act of 1971 
Federal
Capital allocations

Total financial assistance 
Net loss

Depreciaton of assets acquired with grants and contributions by others 
Net loss transferred to accumulated deficit

Reconciliation to net funded deficit:
Operating ioss before depreciation expense 
Add net insurance proceeds restricted for revenue 

transit vehicle replacement 
Deduct financial assistance

Funded excess of expenses over revenues

$28,218 $31,344
2,276 2,617

25,942 28,727
626 647

3,192 2,130
29,760 31,504

30,578 27,345
34,412 34,779
6,388 3,684
3,546 8,002

16,147 12,911
— 3,536

91,071 90,257
2,614 3,709

88,457 86,548

— 5,000
— 1,808

— 3,192

58,697 51,852

16,083 18,209
9,838 9,925

25,921 28,134

84,618 79,986

53,336 44,040
3,500 6,700
3,670 2,299

160 951
1,060 541
2,500 2,743

(5,600) (2,300)
58,626 54,974
25,992 25,012
9,838 9,925

$16,154 $15,087

$58,697 $51,852

_ 3,192
58,626 54,974

$ 71 $ 70



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30,1980 and 1979 (In Thousands)

Depreciation
and

Retirements 
of Assets

Balance, July 1,1978 
Net loss for the year 
Improvement allowance funding 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Increase in system improvement reserve 
Bond principal

Balance, June 30,1979 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Establishment of vehicle replacement reserve 
Decrease in system completion reserve 
Increase in system improvement reserve 
Bond principal

Balance, June 30,1980

Property
Tax

Transactions
and

Use Tax

Grants
and

Contributions

Acquired With 
Grants and 

Contributions 
by Others

Accumulated
Deficit

Interest
on

Capital Reserves

Net
Capital

Investment

$ 89,015 $150,000 $499,243 ($42,757) ($65,159) $125,199 ($35,906) $719,635
— — — — (15,087) — — (15,087)
— — 2,300 — — — — 2,300
— — 11,885 — — — — 11,885
— — — (9,925) — — — (9,925)
— — — — — 4,277 — 4,277
— — — — — — (1,250) (1,250)

19,710 — — — — — — 19,710
108,725 150,000 513,428 (52,682) (80,246) 129,476 (37,156) 731,545

— — — — (16,154) — — (16,154)
— — 17,607 — — — — 17,607
— — — (9,838) — — — (9,838)
— — — — — 5,221 — 5,221
— — — — — — (5,000)

2
(5,000)

2
— — _ — — — (1,589) (1,589)

21,705 — — — — — — 21,705
$130,430 $150,000 $531,035 ($62,520) ($96,400) $134,697 ($43,743) $743,499

STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30,1980 and 1979 (In Thousands)

Cash and securities (used) provided by:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds 
Net book value of damaged revenue transit vehicles

Cash and securities (used) provided by operations

Contributions from U.S. Government grants and others 
Improvement allowance funding 
Increase in contracts and other liabilities 
Decrease (increase) in deposits, notes, and other receivables 
Interest on capital

Total cash and securities provided

Cash and securities applied to:
Additions to construction in progress 
Additions to facilities, property, and equipment 
Additions to materials and supplies 
Decrease (increase) in unearned passenger revenue

Total cash and securities applied

Increase in cash and securities

1980 1979

($16,154) ($15,087)

16,083 18,209
— 1,808

(71) 4,930

17,607 11,885
— 2,300
3,458 1,665
4,200 (6,982)
5,221 4,277

30,415 18,075

9,205 3,653
1,126 10,409

199 2,221
377 (5)

10,907 16,278

$19,508 $ 1,797

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30,1980 and 1979 (In Thousands)

General Obligation Bonds
1980 1979

Revenues:
Property tax $45,332 $48,285
Interest 3,167 2,490

48,499 50,775
Expenditures:

Interest 29,406 30,446
Principal 21,705 19,710

51,111 50,156
(2,612) 619

Balance, beginning of year 17,819 17,200

Balance, end of year $15,207 $17,819

Represented by:
Cash (including time deposits: 1980, $3,240; 1979, $16,340) $ 3,475 $16,363
Securities 10,700 310
Taxes and interest receivable 1,032 1,146

$15,207 $17,819

The accompanying notes are an integral part of these financial statements.



NOTES TO FINANCIAL STATEMENTS
1—Summary of Significant Accounting Policies 
Description of District
The San Francisco Bay Area Rapid Transit District is a public agency created 
by the legislature of the State of California in 1957 and regulated by the San 
Francisco Bay Area Rapid Transit District Act, as amended. The District does 
not have stockholders or equity holders and is not subject to income tax. The 
disbursement of all funds received by the District is controlled by statutes 
and by provisions of various grant contracts entered into with Federal and 
State agencies.
Securities
Securities are carried at cost which approximates market.
Facilities, Property, and Equipment
Facilities, property, and equipment are carried at cost. Depreciation is calcu
lated using the straight-line method over the estimated useful lives of the 
assets. The amount of depreciation of assets acquired with District funds is 
distinguished from depreciation of assets acquired with grants and contribu
tions by others. The latter amount is shown on the statement of changes 
in net capital investment with the related grants and contributions.
Federal and State Grants
The District receives amounts from both Federal and State governments to 
assist in operations and for capital or other projects. Grants for capital and 
other projects are recorded as additions to net capital investment on receipt. 
Grants for operating expenditures are included as financial assistance in the 
statement of operations.
Sales Tax Revenue
The one-half percent transactions and use tax is collected and administered 
by the State Board of Equalization. Of the amounts availabie for distribution, 
75% is transmitted directly to the District and 25% is allocated by the Metro
politan Transportation Commission to the District, the City and County of San 
Francisco, and the Alameda-Contra Costa Transit District for transit services 
on the basis of regional priorities established by the Commission. The District 
records these amounts as financial assistance when received. The State 
Board of Equalization estimates that transactions and use tax revenues 
for the period April 1,1980 to June 30,1980 will be approximately $10,875,000. 
Of this amount, $2,719,000 had been received and recorded by the District. 
Comparable figures for 1979 were $9,300,000 and $2,906,000 respectively. 
Property Tax Revenue
The District receives property tax revenues to service the debt requirements of 
the Generai Obligation Bonds and records these revenues in the debt service 
funds. It also receives an allocation of property tax revenues to provide for 
general and administrative expenses not involving construction, although such 
revenues may be used for construction if needed. The District records this 
property tax allocation as financial assistance.
Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as an increase 
in net capital investment to recognize that this interest should be directly 
associated with the capital which gives rise to the interest and which is not 
available for current operations.
Self-Insurance
The District is largely self-insured for worker’s compensation, general liability 
claims, and major property damage. The District records the costs of self- 
insured claims and major property damage when they are incurred.

2—Reserves
Securities are separately classified on the balance sheet to 
reflect designation by the Board of Directors of a portion 
of the District’s capitalization as reserves for 
the following purposes:

The Board of Directors has also established the following
reserves:
1. An imprest cash reserve of $568,000 to be used solely 

in the District’s automatic fare collection equipment.
2. An operating balance/working capital reserve consist

ing of the unencumbered balance in the General 
Operating Fund in an amount not to exceed $10 
million.

3—Facilities, Property, and Equipment

-(In Thousands)----
1980 1979

Basic System Completion $12,998 $13,000
System Improvement 16,745 15,156
Self-Insurance 9,000 9,000
Vehicle Replacement 5,000 —

$43,743 $37,156

3. A general construction fund reserve in the amount of 
the uncommitted and not otherwise reserved balance 
including interest thereon in the General Construction 
Fund, such reserve to be dedicated to the construction 
and/or acquisition of basic system projects.

4. A capital allocation reserve consisting of all unex
pended Metropolitan Transportation Commission capi
tal allocations.

Facilities, property, and equipment, assets lives, and accumulated depreciation and amortization at June 30,1980 and 
1979 are summarized as follows:

“(In Thousands)-
-1980- -1979-

Lives
(Years) Cost

Accumulated
Depreciation

and
Amortization Cost

Accumulated
Depreciation

and
Amortization

Land — $ 114,294 $ — $ 106,592 $ —
Improvements 80 1,035,058 87,714 1,041,416 76,184
System-wide operation and control 20 95,346 28,251 95,324 23,674
Revenue transit vehicles 30 145,580 31,259 147,548 26.487
Service and miscellaneous equipment 3 to 20 13,093 5,471 11,896 4,593
Capitalized construction and start-up costs 30 86,278 21,958 86,278 18,624
Repairable property items 30 7,377 1,345 7,439 1,108

$1,497,026 $175,998 $1,496,493 $150,670
4 —General Obligation Bonds

Composite
Interest

Rate

Year ............ .......................
Last

Sarlaa Original Amount
Matures Authorized Issued

—(In Thousands).....................................
---------1980............................1979............
Due in Due In

1 Year Total 1 Year Total
1962 District Bonds 4.05% 1999
1966 Special Service District Bonds 4.36% 1998

$792,000 $792,000 $23,300 $664,550 $21,375 $685,925
20,500 12,000 340 9,020 330 9,350

$812,500 $804,000 $23,640 $673,570 $21,705 $695,275

In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million of 
General Obligation Bonds. Payment of both principal and 
interest is provided by the levy of District wide property 
taxes. During 1966, City of Berkeley voters formed Special 
Service District No. 1 and authorized the issuance of 
$20.5 million of General Obligation Bonds for construction 
of subway extensions within that city. Payment of both

principal and interest is provided by taxes levied upon 
property within the Special Service District. Bond principal 
is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15 from debt 
service funds. Interest of $13,933,000 on General 
Obligation Bonds and $196,000 on Special Service 
District No. 1 Bonds is payable on December 15,1980.



BART’S DEPARTMENTAL CHARTERS

5—U.S. Government Grants
Capital
The U.S. Government, under grant contracts with the District, provides 
financial assistance for capital projects. Grants for capital projects are 
recorded as additions to net capital investment when received. A summary of 
Urban Mass Transportation Administration Grants in force at June 30,1980 is 
as follows:

— (In Thousands) —
Type Maximum Funds

Of Grant Grant Received
Beautification
Demonstration
Capital

Operating

$ 1,961
13,095 

332,973

$ 1,961
12,842 

298,106
$348,029 $312,909

The District’s 1979/80 Federal operating assistance grant of $2,500,000 under 
Section 5 of the Urban Mass Transportation Act was approved by the United 
States Department of Transportation. The grant is reflected in the statement of 
operations as financial assistance and in the balance sheet as a receivable at 
June 30,1980.

6— Litigation and Disputes with Contractors and Others
The District is involved in various lawsuits, claims and disputes, which 
for the most part, are normal to the District’s operations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District’s financial position or operations.

7— Public Employees Retirement System
The District contributes to the Public Employees Retirement System. The 
System is a contributory pension plan providing retirement, disability, and 
death benefits to employees of certain State and local governmental units. 
Substantially all full-time employees of the District are covered by the System. 
Pension costs of the System are determined actuarially and required 
contributions are expensed currently. Pension expense was $4,819,000 and 
$5,016,000 in 1980 and 1979, respectively.

Office of District Secretary
Representing the District in many 
types of external contact, as well as 
coordinating board of Directors ac
tivities, are the responsibilities of this 
office.
General Counsel
The law, and its application to 
BART’S various functions, is the 
subject of the District Counsel’s 
activities.
Department of Public Affairs
Under the guidance of the Public 
Affairs Department are marketing, 
public information and passenger 
services responsibilities.
Department of Finance
All financial matters, including ac
counting, treasury, insurance and 
audit functions, are administered by 
the Finance Department.
Department of Planning & 
Analysis
The Planning and Analysis Depart
ment is responsible for planning and 
research, capital program develop
ment, inter-agency liaison and man
agement services.
Department of Safety
Emergency preparedness and life 
safety programs, operations safety 
audit and industrial safety are 
responsibilities of the District’s 
Safety Department.

Department of Affirmative Action
The Department of Affirmative Ac
tion provides for development and 
monitoring of the District’s affirmative 
action plan and the minority busi
ness enterprise program.
Department of Employee 
Relations
Included in the area of responsibility 
of the Employee Relations Depart
ment are employee relations, labor 
relations and management, super
visor and technical training.
Department of Field Services
Station and train operations, police 
services and related support ser
vices are supervised by the Field 
Services Department.
Department of Materials 
Management & Procurement
The Materials Management and 
Procurement Department is respon
sible for all purchasing, inventory 
control, materials provisioning, con
tract management, storekeeping 
and implementing the District’s 
minority business enterprise 
program.
Department of Maintenance 
& Engineering
The Maintenance and Engineering 
Department is responsible for a 
variety of activities, including rolling 
stock maintenance; power and way 
maintenance; communication 
maintenance and component repair; 
maintenance scheduling and inspec
tion; engineering, design construc
tion, and special engineering 
projects.

Department of Budget
Preparation and control of the 
District’s budget and monitoring of 
fiscal performance and staffing 
levels under the budget, plus control 
of the capital programs, are among 
the responsibilities of the Budget 
Department.
Department of Information 
Systems
The development, operation and 
maintenance of the District’s infor
mation processing systems are the 
responsibility of the Information 
Systems Department.
Department of Administrative 
Services
Under the Administrative Services 
Department come the operation of 
BART’S Library, the maintenance of 
the Central Files, all office services 
including the mail. BART’s telephone 
information center, the motor pool 
and BART’s real estate program 
are also the responsibility of this 
Department.
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Concord/Daly City 
Hicnmond/Fromont 
Fremont/Daly City 
Richmond/Daly City* 

(P) Parking

■ BART Express Bus

System Information
Total number of automobile 
parking spaces at all BART Stations: 
Line Miles I
A Line—(Fremont to Lake Merritt)

22,000*

23 Miles
M Line—(Daly City to Oakland West) 15 Miles
R Line—(Richmond to McArthur) 12 Miles
C Line—(Downtown Oakland to Concord) 21.5 Miles

Total Miles 71.5 Miles
*To start in fiscal year 1980/81 t All miles are calculated from the Oakland WYE ^ 

* 10% of these parking spaces for mid-day parking.
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BART Express Bus 
Parking .

mmm

As a means to better 
identify the BART 

express buses, a fresh 
coat of blue and silver 

paint, including the 
BART logo, was 

applied.
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PRESIDENT’S MESSAGE
I am pleased to report that during the 
Fiscal Year 1980/81 BART has grown 
into full maturity, when for the first 
time since the system was opened it 
began operating over all four routes, as 
originally designed.
BART today is carrying more patrons 
than ever before and, according to re
cent nationwide studies, it has been 
determined that BART, when judged 
against comparable rapid transit sys
tems, has achieved the best system 
component reliability record in the 
United States.
Public acceptance of BART is at an all- 
time high. Despite a fare increase on 
June 30,1980, patronage increased 
to a record average of 174,000 weekday 
riders by June, 1981. On May 1,1981, 
more people rode BART than on any 
day in its history when the system 
carried 192,122 patrons.
The Close Headways project, phased 
in at the beginning of June, 1980, en
abled BART to operate 42 trains on 
the system at any one given time. Train 
frequencies are now as little as four 
minutes.
With the ability to operate a greater 
number of trains on the system, BART 
on July 7,1980, inaugurated its long 
awaited direct service between Rich
mond and San Francisco/Daly City. 
Moreover, peak hour transbay service 
has been increased by 60 percent from 
10 to 16 trains. And because more cars 
are now available, thanks to improved 
reliability, most trains on the heavily 
used Concord and Fremont lines are 
10 cars long during rush hour.

Improved reliability and a ruling in April, 
1981, by the California Public Utilities 
Commission that BART could imple
ment the “Cutout Car” system, has been 
a very important factor in setting the 
new records for the performance of the 
system. The “Cutout Car” system per
mits the train operator to disengage the 
faulty brakes on a car in a multi-car 
train, thus permitting the car to roll free, 
allowing the train to complete its run. 
Previously, this problem necessitated 
taking the train out of service.
By the end of this fiscal year, 99 percent 
of all scheduled runs were regularly 
being completed and 94 percent of all 
trains, on the average, ran on time, 
BART’S best performance record in 
history.
BART'S safety has been enhanced dur
ing the past fiscal year as well. New 
low-smoke, fire-resistant neoprene 
seat cushions have been installed 
throughout the car fleet replacing the 
old polyurethane cushions. Improved 
fire safety contingency plans have been 
reviewed and drills have been con
ducted with the Bay Area fire depart
ments to prepare BART staff and the 
professional firefighters for any fire 
problems on the system. The BART 
Emergency Plan has been prepared 
and will be distributed during 1982.
We are looking forward to completing 
the Manual Cab Signalling (MCS) modi
fications that will enable BART trains to 
run safely at near normal speed under 
manual control and eliminate a major 
cause of system slowdowns.
In addition, work on the first phase of the 
“K-E” track through the subway area 
of downtown Oakland stations at 12th 
Street and 19th Street was nearing 
completion. Early in 1982, when this

third trackway is electrified and the way- 
side automatic train control system 
is operational, BART will be able to 
remove faulty trains with much less 
impact on service through this con
gested Oakland area. When the “K-E” 
track is completed in 1984, it will be 
the first new mainline track added to 
the system since it was originally 
constructed.
Not only will the completed “K-E” track 
enhance BART’s flexibility, it will also be 
used as a train storage area, reducing 
the number of long “deadhead” trips 
which are now necessary when prepar
ing for daily operations.
As a Fremont resident, I am particularly 
pleased that BART’s Board of Directors 
voted to include an extension of the 
Fremont line to Warm Springs in the first 
phase of the system’s four-phase ex
tension program. The Warm Springs 
extension plan includes a subway be
neath Fremont’s Central Park and new 
stations to be built at Irvington and Mis
sion Boulevard. Other phases of the 
extension program—which could be 
completed by the year 2000—include 
extending the Concord line to Antioch, 
and construction of a line from Bay Fair 
Station in San Leandro to Livermore. If 
appropriate local funding is forthcom
ing, then extending the Daly City line to 
the San Francisco International Airport 
could be accomplished.

Finafly, we have completed the design 
of,|he new C-Car which will enable 
bArt to meet increased capacity 
demands in the 1980’s. This new car will 
also be capable of being used as either 
a control car or a mid-train car and 
we are looking forward to requesting 
bids for 90 of these new vehicles for 
delivery beginning in 1985, as soon as 
sufficient funding is available.
The fiscal year covered by this report 
has been one of challenges and major 
accomplishments. I note with pride 
the outstanding service and hard work 
performed by BART’s employees.
I am proud to have served with eight 
other Directors whose dedication to 
BART has resulted in the achievements 
of Fiscal Year 1980/81.

John Glenn, President



a result of improved 
service reliability and 

escalating cost of per
sonal transportation, 

BART saw ridership 
reach an unprece

dented 48,879,319 by 
the end of the report 

period. Then, in an 
effort to sketch a rider 

profile, BART con
ducted a passenger 

survey which revealed 
almost three-quarters 

of the riders used 
the system for work- 

related activities.
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BART. GOING PLACES WITH PEOPLE
L
Passenger Survey 
In May, 1980, BART distributed passen
ger questionnaires in an effort to develop 
a rider profile and obtain information that 
will ultimately lead to improved rider 
service, comfort and system access. 
Based on the 12,301 responses, mark
ing a substantial 61.5 percent return, 
BART analysts found that off-peak 
period ridership had increased from 50 
percent of a typical day’s usage to 52 
percent, with a comparable reduction 
in peak riding.
The relative reduction in peak period 
ridership may be attributed to the fact 
that 29 percent of the early morning 
commuters tcok advantage of working 
flextime hours. An additional 9 percent 
of those surveyed indicated they also 
could use flextime if they asked for prior 
approval from their supervisors.
In addition, the survey showed 13 per
cent of the riders carpooled to BART 
stations before 7 a.m., while another? 
percent carpooled during the morning 
peak after 7 a.m. BART has been en
couraging carpooling as a part of its 
access program.
The survey also showed the overall 
minority ridership at about 33 percent 
or an increase of 7.4 percent over the 
previous survey conducted in 1978. 
Other findings showed 74.4 percent of 
all BART riders used the system to get 
to work or for work-related duties, with 
the remaining 25.6 percent using it for 
other activities such as going to school, 
shopping, touring, entertainment, 
recreation, and personal appointments. 
Interestingly enough, 60 percent of 
those surveyed used BART although 
they had a car available. Among the 
most common reasons given by new 
riders for use of the system was its 
convenience and low cost.
Patronage
During the past year, BART carried more 
people than ever before. If peak patron
age growth trends continue at the cur
rent rate, the peak capacity of BART's

fleet will soon be insufficient unless new 
rolling stock is added during the 80’s. 
While a fare increase was imposed at 
the beginning of the 1980/81 fiscal year, 
the impact on BART ridership was less 
than expected. Although fares increased 
an average of 35 percent, patronage 
dipped a mere five percent during the 
first quarter of the fiscal year instead 
of the forecast eight percent and re
bounded to record highs by the end of 
the fiscal year.
The inauguration of the Close Head
ways program and the start of the direct 
Richmond/Daly City service shortly 
after the fare increase helped offset any 
appreciable passenger loss. As a result 
of service delays experienced during 
the first three months of the Close 
Headways program, patronage growth 
remained relatively flat. Moreover, last 
year's sluggish holiday shopping sea
son did not change the picture. By the 
end of 1980, BART patronage was 
averaging 150,000 per weekday.
As a direct result of the beginning of 
the Richmond/Daly City direct service, 
transbay ridership between San Fran
cisco and East Bay stations increased 
25 percent and travel between stations 
on the Richmond line and San Francisco 
increased 95 percent.
BART’s increasing reliability, together 
with minor adjustments to the Close 
Headways schedules, the start of the 
direct Richmond/Daly City service, the 
federal deregulation of the price of gaso
line and the subsequent rise in the cost 
of personal transportation, helped spark 
a major ridership increase that saw 
BART reach a record of over 174,000 
average weekday patronage during 
April and sustained this average during 
the fiscal year’s last quarter.
BART saw its highest patronage yet 
during this fiscal year with the final 
figure reaching 46,879,319. On May 1, 
1981, BART carried a record 192,122 
riders, due in part to attendance at 
the Oakland A’s/New York Yankees 
baseball game at the Oakland Coliseum.
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With the new reliability 
improvements pro
gram already 60% 

underway, BART sur
passed on-time perfor
mance record and had 

the lowest vehicle 
component failure rate 

in the nation. 
Other projects in

cluded finishing the 
new C-Car specifica

tions and the near 
completion of the first 
phase of the K-E track, 

a new subway track 
beneath downtown 

Oakland.
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BART. GOING PLACES WITH IMPROVEMENTS
j

Performance
In order to give BART patrons the most 
reliable transit service possible, on 
January 1,1979, the district embarked 
on a multi-faceted Reliability Improve
ment Program (RIP). During the past 
fiscal year, RIP was funded in major part 
by a $5.1 million federal grant.
As part of this program to increase per
formance, the California Public Utilities 
Commission ruled in April,1981, that the 
District could implement a new operat
ing procedure by which a car, in a multi
car train experiencing a friction brake 
problem, would be allowed to “free
wheel.” All other systems on the “free
wheeling” car would still be fully opera
tive and, based on extensive tests, the 
braking power of the rest of the train 
is more than sufficient to stop the train 
within established safety limits.
This “Cutout Car System,” as it is called, 
permits the train to run at full speed 
rather than half speed, as was required 
in the past, when a car on a multicar train 
develops a problem with its braking 
system.
Before the implementation of the Cut
out Car System, the incidents of trains 
running at half speed due to friction 
brake failure had been occurring about 
five times each seven working days.
The new system has virtually eliminated 
these incidents.
During FY1980/81, 60 percent of other 
RIP elements were completed, which 
have contributed to a marked improve
ment in BART’S service reliability.
These included reliability improve
ments to the train propulsion motors, 
upgrading of the automatic train control 
equipment and modifications which 
permit trains with minor faults to stay in 
normal service.
RIP showed impressive results with the 
system reaching a record high of 94 
percent of all trains arriving within five 
minutes of their scheduled run times 
last spring. This increased reliability 
enabled BART to issue its first Saturday

daytime schedule in January,1981, for 
four-route service.
Moreover, according to a federally 
sponsored study, BART achieved the 
lowest vehicle component failure rate 
among the nation’s heavy rail transit 
operations.

New Tracks
The first phase of BART’s K-E track, a 
new subway track beneath downtown 
Oakland, neared completion by the end 
of the fiscal year along with the comple
tion of new passenger platforms for the 
K-E track at the 12th Street/Oakland 
City Center and 19th Street Stations. 
Toward the end of the fiscal year, design 
got underway for the above-ground, 
phase two portion of the track between 
the Washington Street portal and 
MacArthur Station. The total K-E track 
project cost is expected to be approxi
mately $23 million.
When completed in early 1984, the K-E 
track—the first new section of BART 
mainline trackway built since the sys
tem began operating—will improve 
service through the heavily congested 
Oakland corridor, in addition to provid
ing an extra trackway for the removal of 
malfunctioning trains and as a bypass 
around stalled traffic. The new track will 
serve as mainline storage for the long 
commute trains, in preparation for daily 
revenue service, thereby reducing the 
cost of deadheadi ng these trains to and 
from BART train yards.
At the Daly City end of the system, 
BART’S planners have developed alter
natives for a proposed turnback track 
and storage yard which would ulti
mately provide increased train fre
quency.
Ultimately, with the Daly City turnback 
and storage yards in operation, the Dis
trict expects to save at least $700,000 a 
year in electricity costs by not having to 
deadhead long trains to East Bay yards 
after the evening commute hours or 
from the East Bay to Daly City before 
the morning commute service begins.

Budget/Property Tax Rate
At the end of 1979/80 fiscal year, the 
BART Board adopted a $105 million 
operating budget for the 1980/81 fiscal 
year. This was an increase of 10.8 
percent over the previous year, due 
primarily to inflation and anticipated 
increase in electripal power cost of $5.8 
million. An additional amount of $2.5 
million was set aside as a general 
system improvement allowance.
In order to meeirlsing costs and a 
regionally imposed farebox recovery 
formula, and to remain eligible for state 
subsidy assistance, the BART Board 
adopted an ave'rage fare increase 
amounting to 35 percent. The new fare 
level was expected to generate annu
ally about $42.4,million. In addition,
$3.1 million in operating revenues was 
realized from advertising, concessions, 
rentals, parking fees, fines and interest. 
The remainder of the adopted budget 
funding sources included an estimated 
$56.5 million from the half-cent sales 
tax levied in the three BART counties 
for regional transit; $3.1 million from a 
combination of state (Proposition 13 
relief), UMT/\jSection 5 and Transporta
tion Development Act funds; and slightly 
over $2.7 million from property tax. 
During August, 1980, the Board adopted 
a single tax fate of 32.3 cents per $100 
assessed property valuation for the 
1980/81 fiscal year levied on Alameda, 
Contra Costa and San Francisco 
County property owners. This repre
sented an increase of slightly more than 
one-half cent over the previous fiscal 
year’s rate of 31.6 cents. The property 
tax rate in Berkeley, to service construc
tion bonds approved by the voters for 
the construction of the subway through 
the city, was'lovyered by about one-half 
cent to 14.8 cetits.

C-Cars are,Coming 
With an'eye to rrieeting future passenger 
capacity demands, the BART staff com
pleted detailed specifications for the 
construction of 90 nevy C-Cars, capable

of operating either at the end of a BART 
train or in the middle. Federal assistance 
is being sought ‘.o defray 80 percent of 
the estimated total cost of $118 million 
(in 1981 dollars) for the C-Car.
The C-Car will give BART greater capa
city and improved flexibility, since the 
length of trains can be adjusted on the 
main line, without going into a yard, in 
order to meet changing passenger 
.demands during the day. In addition, the 
C-Car’s design is based on BART’s 
transit experience and a “keep it simple” 
approach which will enhance the sys
tem’s overall reliability.
Early in 1982, BART will be advertising 
■for bids for the construction of proto
types of this new rolling stock. As soon 
as ap oroval is received from the federal 

' government, BART will proceed with 
the program to acquire the new cars 
which are expec:ed to be in service 
by 1985.
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As a part of the overall 
program to provide 

better service, BART 
moved ahead by 

adopting an extension 
plan which included 

the linking of Fre
mont’s Irvington and 

Warm Springs districts 
to the system. Also 

added were new shut
tles, more express and 

direct service buses, 
and access facilities 
and station parking 
lots were upgraded.
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BART. GOING PLACES WITH SERVICE
r
Extensions
In late 1980 and early 1981, BART 
worked with the City of Fremont to de
velop station locations and track align
ment that would meet both the city’s and 
the BART system’s needs when tracks 
are extended south to Fremont’s Irving
ton and Warm Springs districts by 1987. 
This work is part of the first phase of 
BART’S system expansion plan which 
also includes a track extension to a sta
tion in North Concord at State Route 4. 
In February, 1981, the BART Board of 
Directors voted to route the southern 
Fremont extension through a subway 
beneath Fremont’s Central Park and 
build stations in Irvington and at Mission 
Boulevard near the General Motors 
assembly plant in Warm Springs.
The Warm Springs extension is expec
ted to cost $274 million in 1981 dollars, 
including $24 million in 1981 dollars to 
pay for the additional cost of building the 
Central Park subway instead of an aerial 
structure as was originally planned. 
Some 3200 riders are expected to use 
the Warm Springs extension each day. 
To begin implementing its decision, the 
Board of Directors voted to seek funds to 
buy land for the Warm Springs extension 
as well as other planned extensions to 
eastern Contra Costa County and later 
to Livermore.
In Contra Costa County, BART is plan
ning to add track from Concord north to 
State Route 4 and then east along the 
freeway to Pittsburg and Antioch with 
stations slated for North Concord, West 
Pittsburg, Pittsburg and Antioch.
In addition, BART’s plans call for build
ing new track from Bay Fair Station 
along Interstate 580 with new stations at 
Castro Valley, Dublin, Pleasanton and 
Livermore during Phases II, III and IV of 
the four-phase extension plan.
BART Express Bus Service 
BART’S express bus service between 
its Concord Station and Eastern Contra 
Costa County expanded in January 
when “P” line buses began running at 
30-minute intervals instead of every

60 minutes. Also during the past fiscal 
year, bus access at Concord was made 
easier with the opening of the new 
Concord Station busway.
Beginning in April, 1981, AC Transit, 
operators of the express bus service 
on behalf of BART, began painting the 
express buses blue and silver and 
added the BART logo to the front and 
sides. This change in identification was 
made so that express bus patrons 
would be aware that the express bus 
network was part of and funded by the 
BART system.
These efforts have paid off in increased 
ridership. During 1980/81, 2,536,245 
patrons rode the express buses be
tween BART stations and their home 
communities.
Improved Access Program 
For greater passenger convenience, a 
number of BART access facilities and 
station parking lots were improved.
At the Hayward station, a permanent 
surface was constructed creating 300 
parking spaces including a pedestrian 
underpass connecting it to the west 
parking lot, and at the Union City station 
a gravel lot was converted, making 300 
permanent parking spaces. In additicn 
to the parking lot work, interim parking 
spaces were also established. The 
Concord station added 530 new park
ing spaces from nearby leased lots, and 
the Pleasant Hill Station opened 175.
As a way to enhance System perfor
mance, two new shuttles were initiated 
—the Loma Ranger and the Concord 
SST, “Super Shuttle Transit.”
The Loma Ranger shuttle began as a 
six-month demonstration project on 
June 3,1980, to reduce parking conges
tion during the peak period commute 
from the Miraloma Park area of San 
Francisco to the Glen Park Station, and 
was so successful its service was 
extended.
The other new shuttle, the free Concord 
SST, began service on January 5,1981, 
between the Concord BART Station and 
Bailey Road, when a new parking ordi

nance became effective, limiting non- 
residential, street parking hours. This 
shuttle was also a complete success, 
carrying over300 passengers perweek- 
day by the end of the fiscal year, exceed
ing the forecast by about 25 percent. 
Another program, a unique use of car
pooling called BARTPOOL, began 
operation in March, 1981, at the Fre
mont, Daly City and Lafayette stations 
to reduce commuter costs and relieve 
vehicle overcrowding encountered at 
many BART station parking lots. BART
POOL also expanded its service at the 
Concord Station, which had been oper
ating successfully since 1978. 
BARTPOOL offers preferential parking 
spaces for vehicles carrying three or 
more persons who must make their 
round trip on BART. These BARTPOOL 
vehicles are registered, issued permits 
and routinely inspected by BART Police 
to ensure authorized use of the desig
nated parking spaces.
As a result of the program, more than 
900 BARTPOOL vehicles carrying over 
2,800 BART riders were regularly using 
the allotted spaces at the four participat
ing stations by the end of the fiscal year.

Train Controls
BART is moving forward with its Inte
grated Control System (ICS) Project 
designed to allow the system to run as 
many as 75 trains, instead of the current 
maximum of 49 trains. The design of 
this complex project includes new cen
tral control computers, and will accom
modate additional computers at a later 
date, should the need develop. 
Provisions have been made to house 
an expanded central control in the 
basement of the new regional adminis
trative facility office building, to be 
located adjacent to the present District 
headquarters, which will be occupied in 
early 1985. In addition to providing 
much needed office space for District 
staff members, the new building is 
planned to house the Metropolitan 
Transportation Commission and the 
Association of Bay Area Governments.

Daly City/Richmond Direct
When direct transbay service between 
San Francisco/Daly City and Richmond 
was inaugurated on July 7,1980, patrons 
on the Richmond line could travel to San 
Francisco without changing trains. The 
introduction of the new service was an 
immediate success as patronage on that 
segment leaped 95 percent on week
days. The new service was extended to 
Saturdays on October 25,1980.
This new service, coupled w'ith the 
introduction of the Close Headways 
program, final y allowed the system to 
function the way it was des gned to be 
run, and laid a foundation for greatly 
improved service overall during the 
past fiscal year. Moreover, use of the 
Richmond BART Station’s connection 
with the adjacent Richmond AMTRAK 
railroad platform was enhancec by the 
new service as well.
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BART’S commitment 
to safety can best 

be seen in the exhaus
tive testing and work 

needed to deveiop 
and install projects 
such as the seat re

placement and transit 
car fire hardening 

programs. In addition, 
a new anti-vandal-
ism campaign was 
launched. The dis

count fares were 
offered during the 
major holidays to 

encourage a safe ride 
on BART.
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BART. GOING PLACES WITH SAFETY
New Seats
As a major step in increasing fire safety 
aboard BART cars, the transit district 
completed replacing ali 32,000 poly
urethane seat cushions with new low- 
smoke, fire-resistant neoprene cush
ions. The replacement program began 
in June, 1980, after an exhaustive test
ing program from which wool covered, 
low-smoke neoprene cushions emerged 
as the best all-around material. The 
program was completed in November, 
1980, fora total cost of $4.4 million.

Fire Hardening
Perhaps less visible, but just as impor
tant as the seat replacement program, is 
BART’S transit car fire hardening pro
gram that received the support of the 
Metropolitan Transportation Commis
sion last April when MTC forwarded an 
$18.5 million grant request for state and 
federal funds, as well as UMTA funds. 
These funds will be used to pay for the 
replacement of the cars’ interior walls 
and ceiling panels with new fire resistant 
fiberglass material. In addition, the cars’ 
floors are to be protected with a special 
coating sprayed over about half the 
underside of the car.
Fire resistant materials installed in a 
BART car were subjected to an extensive 
series of fire tests at a McDonnell- 
Douglas laboratory in December,
1980. In what is believed to be the first 
full-scale fire test of a rapid transit car 
ever performed in the United States, a 
fuli size BART car outfitted with the 
new materiais was placed in a steel 
tube designed to simuiate a subway 
tunnel or the Transbay Tube and was 
subjected to numerous fire sources. The 
test resuits indicated that new mate
rials selected by BART will meet BART’s 
fire hardening objective.
To further increase the effectiveness of 
BART’S fire safety programs, the transit 
district’s operating staff conducted many 
fire and evacuation drills in both the 
Transbay Tube and the Berkeley Hills 
Tunnel with members of fire depart
ments serving BART.

The success of BART’s safety program 
is due in large part to the close cooper
ation which has been deveioped be
tween BART Police, BART’s Safety 
Department and local Fire and Poiice 
Departments.

Close Headways
In June,1980, after two years of public 
hearings, BART received permission 
from the California Public Utilities Com
mission (CPUC) to begin “Close Head
ways” service. This ailowed BART trains 
to run closer together by increasing 
the number of trains operating on the 
system from 33 to 43. This increase 
allowed the District to introduce direct 
Richmond/Daly City service on July 7, 
1980. The CPUC allowed BART to begin 
the use of its Sequentiai Occupancy 
Release System (SORS), a mini-com
puter system which ensures train spac
ing as a back-up to the primary train con
trol system. This change eliminated the 
spacing of one station between trains, 
permitting more trains to be operated.
Because the Close Headways program 
was an entirely new way of operating the 
system, severai months were required 
to smooth out service. The probiems 
were most frequently encountered in the 
downtown Oakland area where all four 
of the BART lines converge. Adjust
ments to the new train schedule were 
necessary to maintain program med 
train spacing and to overcome delays 
caused by the removal of malfunctioning 
trains in this congested area.
In October, 1980, the number of trains 
operating during the commute hours 
was reduced from 43 to 42, with an 
increase in train length in order to main
tain the system capacity. As a 
resuit, BART’s “on-time” performance 
objective of 85 percent was exceeded, 
and by the end of the fiscal year, 94 
percent of BART trains operating on the 
system were arriving at stations within 
five minutes of their scheduled run time. 
WeTiP
To reduce the vandalism, graffiti and 
other crimes that cost over $250,000

per year in damages to District property, 
BART joined an anonymous witness 
program called “WeTiP” in April, 1981. 
WeTiP is a statewide program to en
courage people who have witnessed, or 
have knowiedge of, crimes of violence 
or property damage to report these 
incidents—without fear of reprisal. 
Rewards up to $500 may be given, 
based on the gravity of the crime and 
how instrumentai the information was to 
the arrest and conviction of an offender. 
Founded in Southern California, WeTiP 
has proven to be a highiy successfui 
program in combating crimes of vio
lence and property damage by provid
ing a means for pubiic involvement, 
while at the same time ensuring the 
anonymity of those who provide law 
enforcement agencies with useful infor
mation which leads to arrests and con
victions of those breaking the law.
Additionally, BART is proud to have 
joined with AC Transit, the Oakland 
Unified School District and the City of 
Oakland in a program to motivate the 
students to take an active role in re
ducing illegal acts costing thousands 
in taxpayer doliars.
Safe Holidays
This year, BART’s “Safe Holidays” pro
gram was extended to include Memorial 
Day and July 4, as well as Christmas 
and New Year’s Eve as in previous 
years. Joining with the District in its 
efforts to encourage drivers to ieave the 
risky road and travel safely on BART 
were many local community service 
groups and several of the Bay Area’s 
leading radio stations.
Representatives of the locai agencies, 
who met BART patrons at stations 
around the system'with light refresh
ments, were very encouraged with the 
reception they received and the co
operation and support they received 
from BART Police and other employees. 
Service on the Concord/Daly City and 
the Richmond/Fremont lines operated 
around the clock on New Year's Eve to 
make sure revelers safely reached home.

In order to encourage new riders to try 
BART and to promote holiday safety, 
fares were discounted an average of 26 
percent on Thanksgiving Day, Christ
mas Day and New Year’s Day and on 
weekends throughout December, 1980.
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Traveling to a sports 
event or going to a 

parade? BART is ready 
to take you there. As 
a part of the growing 
number of programs, 

bikes were allowed 
at certain times on 
some routes and a 

special task force was 
activated to stop 

illegal use of discount 
tickets. 

It all adds up to keep
ing BART an inexpen
sive, pleasant way to 

get you where you 
want to go.
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BART. GOING PLACES WITH NEW PROGRAMS
Fare Evasion
During this fiscal year, it was deter
mined that BART was losing an esti
mated $1 million annually in full fare 
revenues through the misuse of the 
green and red discount tickets. To com
bat this problem, in May, 1981, both 
uniformed and plain clothes BART 
Police were assigned to a special task 
force to issue citations to those abusing 
this special BART privilege. These 
citations could result in a fine of up to 
$50, plus court costs.
BART'S Finance Department, armed 
with BART’S Passenger Survey and 
historical discount ticket usage data, 
estimated that 40 percent of discounted 
revenues could be recouped if this 
fraudulent use of red and green dis- 
counttickets can be stopped. According 
to these surveys and past records, 
BART believes discount tickets should 
represent six to seven percent of total 
fares collected. However, when the sale 
of the tickets exceeded ten percent of 
the total, the intensified police surveil
lance program was initiated.
These tickets, which are discounted 
at the point of sale by 90 percent of face 
value, are for use only by seniorcitizens, 
65 years and over, children 12 and 
under, and the handicapped.

BART Uniforms
BART’S uniformed personnel had 
something to crow about this past year. 
The fami liar brown, beige, blue and rust- 
colored garb received national recog
nition by winning the 1980 National 
Career Apparel Award presented by 
the National Association of Uniform 
Manufacturers.

Mexican Holidays 
BART marked the celebration of two 
important Mexican holidays by hosting 
a colorful mariachi band together with 
the exciting Ballet Folklorico dance 
group from Richmond on Cinco de 
Mayo, May 5, and on September 16, the 
Mexican Independence Day.

In keeping with the festive spirit of Cinco 
de Mayo, many of BART’s station 
agents and line personnel dressed in 
traditional Mexican garb and, as an | 
added treat, BART patrons were served 
free coffee and Mexican pastries, cour
tesy of the Amalgamated Transit Union 
Local 1555.

Special Trains
Special train service, in addition to 
the Special As Trains directly to the 
Coliseum from Concord and Daly City, 
was provided for many community 
events for which large crowds were anti
cipated. Longer trains were placed in 
service to accommodate those attend
ing theatrical, musical and athletic 
events at the Oakland Coliseum and the 
Concord Pavilion.
For those planning to attend the St. 
Patrick's Day Parades in San Francisco 
and Oakland and for the Chinese New 
Year Celebration in San Francisco, 
BART ran longer trains and extended 
the commute hour service in some 
instances.
When the Oakiand Raiders returned 
winners of Super Bowl XV, BART ran 
longer trains so that fans could welcome 
their heroes home in a victory parade.

Bikes on BART
To satisfy the demand for more bike 
permits, the Bikes on BART program 
expanded service on July 16,1980, from 
two days a week to a Tuesday through 
Saturday office schedule, on an appoint
ment oniy basis.
To further expedite and administer 
permit distribution, BART began making 
permits available by mail on October 1, 
1980.
Requests for applications can be made 
by phone or forms can be picked up and 
returned to BART's Office of Passenger 
Service.

A’s Promotion
BART’s ridership during the 1981 Oak
land A’s baseball season at the Coli

seum nearly doubled from last year’s 
period. BART carried a whopping 20 
percent of the total A’s attendance or 
an average 5,000 to 6,000 per game.
BART had initially run longer trains, 
but more and more fans discovered 
how convenient it is to travel to the 
Coliseum by BART, where the stadium 
is only a short walk across an aerial 
bridgeway from the station.
In May, BART added extra service, 
when it began operating the “Special 
A’s Trains,” which provided direct ser
vice to the Coliseum from both the Con
cord Station and the Daly City Station. 
When this special direct service oper
ated on Sunday, it eliminated the need 
for making a transfer at the downtown 
Oakland stations, whe'n only two lines, 
Richmond/Fremont and Concord/Daly 
City, are in operation.
The baseball strike, which began in 
June, 1981, forced BART to cancel 
the special direct trains.
Everyone had a great time during the 
April 30 personal appearance of five 
Oakland A’s players, including A’s 
catcher Tim Hosley (L), and 3-year old 
fan Chevante Edwards (R). Players 
signed autographs and handed out 
“Billyball” souvenirs at selected BART 
stations in Oakland and San Francisco.
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Are you
breaking the law?

You are if you're using discount licketa and you’r- no^ 
entitled to them. Remember, unless you're 65 and 
older 5-12 years old; or handicapped with a Bev Re
gion IWnsit Discninl card, your BART ticket mu?. b> 
blue. Fraudulent use of discount tickets will cos tax-
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PERFORMANCE HIGHLIGHTS 1980-81 OPERATING FUNDS—$118,246,000 (including Capitalized Costs)
Rail Ridership

Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
System utilization factor (ratio of passenger 

miles to available seat miles) 
End-of-period ratios:

Peak patronage 
Off-peak patronage 

BART’S estimated share of peak period 
transbay trips—cars, trains & buses 

Passengers with automobile available 
(as alternative to BART)

Operations
Annual revenue car miles 
Unscheduled train removals—average 

per revenue day
Transit car availability to revenue car fleet 
Passenger miles per equivalent gal. of gas 
Passenger accidents reported per million 

passenger trips
Patron-related crimes reported per million 

passenger trips

Financial
Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses 
Farebox ratio (net passenger revenues 

to net operating expenses)
Operating ratio (total operating revenues 

to net operating expenses)
Net rail passenger revenue per 

passenger mile
Rail operating cost per passenger mile 
Net average passenger fare

FY 1980/81 FY 1979/80
46,879,319 

161,965 
13.4 miles 

626,662,000

0.314

49%
51%

30.2(1)

60%

34,482,335 
148,682(2) 

12.8 miles 
443,085,000

0.307

49%
51%

26.5(3)

60%

27,707,000 20,046,000

7.8
83.3%

69

18.43

18.45

10.6
76%
60

20.76

18.18

$46,207,000 $25,942,000
6,615,000 3,818,000

52,822,000 29,760,000
103,256,000 88,457,000

45.27%

51.75%

7.2c
15.5c
96.4c

34.35%(2)

Notes
General note: Data represent annual averages unless otherwise noted.
(1) Average of October 1980 and April 1981 survey data.
(2) Excludes work stoppage period September 1-November 25,1979.
(3) Reflects April 1980 survey data.

Wtiere Funds Came From (in thousand.3)

Total: 100.0% $118,246

Fares:
Transactions 
& Use Tax:
Investment Income 
& Other Operating 
Revenues:
Regional Financial 
Assistance:
Construction 
Funds:
Property Tax:
State Financial 
Assistance:
*Decrease in 
Working Capital:
Federal Financial 
Assistance:
'Funded excess of expenses over revenues

39.1% 46,207

47,7% 56,426

5.6%

1.5%

2.1%
3.4%

0.1%

0.5%

0.0%

6,615

1,732

2,490
4,064

How Funds Were Applied (in thousands)

38.59%(2) Total: 100.0% $118,246

5.7c Maintenance: 34.2% 40,443
15.5c(2)
73.3c Transportation: 31.3% 36,985

Police Services: 4.2% 5,017
Construction & 
Engineering: 3.4% 3,986
Capital Allocations: 10.6% 12,500

General & 
Administrative: 16.3% 19,315



FINANCIAL STATEMENTS

San Francisco, California 
September 17,1981
The Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as of June 
30,1981 and 1980 and the related statements of operations, changes in net capital investment, 
changes in financial position, and revenues, expenditures and fund balances of debt service funds 
for the years then ended. Our examinations were made in accordance with generally accepted 
auditing standards and, accordingly, included such tests of the accounting records and such other 
auditing procedures as we considered necessary in the circumstances.

In our opinion, such financial statements present fairly the financial position of San Francisco Bay 
Area Rapid Transit District as of June 30,1981 and 1980 and the results of its operations and the 
changes in its financial position for the years then ended, in conformity with generally accepted 
■accounting principles applied on a consistent basis.

Main Hurdman 
Certified Public Acountants

BALANCE SHEET June 30,1981 and 1980 (In Thousands)

STATEMENT OF OPERATIONS Years Ended June 30,1981 and 1980 (In Thousands)

1981 1980

ASSETS

Cash (including time deposits: 1981, $-0-; 1980, $15,080) $ 1,429 S 17,012
Securities 68,761 36,225
Securities representing reserves 45,389 43,743
Deposits, notes, and other receivable's 5,578 6,450
Construction in progress
Facilities, property, and equipment—at cost (less accumulated

39,544 47,636

depreciation and amortization: 1981, $203,191; 1980, $175,998) 1,310,839 1,321,028
Materials and supplies—at average cost 10,598 10,241
iDebt service funds, net assets 15,347 15,207

,
$1,497,485 $1,497,542

LIABILITIES AND CAPITALIZATION

Contracts and other liabilities $ 22,976 $ 20,790
Unearned passenger revenue 1,074 733
Debt service funds 15,347 15,207

Capitalization:
39,397 36,730

Reserves 45,389 43,743
General Obligation Bonds 649,930 673,570
Net capital investment 762,769 743,499

1,458,088 1,460,812
$1,497,485 $1,497,542

1981 1980

Operating revenues:
Fares $ 51,055 $ 28,218

Less discounts and other deductions 4,848 2,276

Other
46,207

870
25,942

626
Investment income 5,745 3,192

Total operating revenues 52,822 29,760
Operating expenses:

Transportation 36,985 30,578
Maintenance 40,443 34,412
Police services 5,017 6,388
Construction and engineering 3,986 3,546
General and administrative 19,315 16,147

Less capitalized costs
105,746

2,490
91,071

2,614

Net operating expenses 103,256 88,457

Operating loss before depreciation expense 50,434 58,697

Depreciation (unfunded):
Of assets acquired with own funds 16,623 16,083
Of assets acquired with grants and contributions by others 11,370 9,838

Total depreciation 27,993 25,921

Operating loss 78,427 84,618

Financial assistance:
Transactions and use tax 56,426 53,336
Sales tax allocated — 3,500
Property tax 4,064 3,670
State 94 160
Transportation Development Act of 1971 1,732 1,060
Federal — 2,500
Capital allocations (12,500) (5,600)

Total financial assistance 49,816 58,626

Net loss 28,611 25,992

Depreciaton of assets acquired with grants and contributions by others 11,370 9,838

Net loss transferred to accumulated deficit $17,241 $16,154

Reconciliation to net funded deficit;
Operating loss before depreciation expense $50,434 $58,697
Deduct financial assistance 49,816 58,626

Funded excess of expenses over revenues $ 618 S 71

The accompanying notes are an integral part of these financial statements.



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30,1981 and 1980 (In Thousands)

Depreciation and 
Retirements of 

Assets Acquired

Balance, July 1,1979 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Establishment of vehicle replacement reserve 
Decrease in system completion reserve 
Increase in system improvement reserve 
Bond principal

Balance, June 30,1980 
Net loss for the year 
Proceeds from grants and contributions 
Other agency's portion of shared grant
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Decrease in system completion reserve 
Increase in system improvement rese've 
Bond principal

Balance, June 30,1981

STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30,1981 and 1980 (In Thousands)

Cash and securities (used) provided by:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds
Cash and securities used by operations

Contributions from U.S. Government grants and others 
Increase in contracts and other liabilities 
Increase (decrease) in unearned passenger revenue 
Decrease in deposits, notes, and other receivables 
Interest on capital

Total cash and securities provided

Cash and securities applied to:
Additions to construction in progress 
Additions to facilities, property, and equipment 
Additions to materials and supplies

Total cash and securities applied

Increase in cash and securities

Property
Tax

Transactions
and

Use Tax

Grants
and

Contributions

With Grants and 
Contributions 

by Others
Accumulated

Deficit

Interest
on

Capital Reserves

Net
Capital

Investment
$108,725 $150,000 $513,428 ($52,682) ($80,246) $129,476 ($37,156) $731,545

— — — — (16,154) — — (16,154)
— — 17,607 — — — — 17,607
— — — (9,838) — — — (9,838)
— — — — — 5,221 — 5,221
— — — — — — (5,000)

2
(5,000)

2
— — — — — — (1,589) (1,589)

21,705 — — — — — — 21,705
130,430 150,000 531,035 (62,520) (96,400) 134,697 (43,743) 743,499

— — — — (17.241) — — (17,241)
— — 30,700 — — — — 30,700
— — (11,565) — — — — (11,565)
— — — (11,370) — — — (11,370)
— — — — — 6,752 — 6,752
— — — — — — 292 292
— — — — — — (1,938) (1,938)

23y640 — — — — — — 23,640
$154,070 $150,000 $550,170 ($73,890) ($113,641) $141,449 ($45,389) $762,769

1981 1980

($17,241) ($16,154)

16,623 16,083
(618) (71)

30,700 17,607
2,186 3,458

341 (377)
872 4,200

6,752 5,221
40,233 30,038

3,473 9,205
17,804 1,126

357 199

21,634 10,530

$18,599 $19,508

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30,1981 and 1980 (In Thousands)

Revenues: 
Property tax 
Interest

Expenditures:
Interest
Principal

Balance, beginning of year

Balance, end of year 
Represented by:

Cash (including time deposits: 1981, $4,684; 1980, $3,240) 
Securities
Taxes and interest receivable

General Obligation Bonds 
1981 1980

$48,882
3,156

$45,332
3,167

52,038 48,499

28,258
23,640

29,406
21,705

51,898 51,111
140

15,207
(2,612)
17,819

$15,347 $15,207

$ 4,740 
9,155 
1,452

$ 3,475 
10,700 

1,032
$15,347 $15,207

The accompanying notes are an integral part of these financial statements.



NOTES TO FINANCIAL STATEMENTS 
1—Summary of Significant Accounting Policies 

Description of District
The San Francisco Bay Area Rapid Transit District is a public agency created 
by the legislature of the State of California in 1957 and regulated by the San 
Francisco Bay Area Rapid Transit District Act, as amended. The District does 
not have stockholders or equity holders and is not subject to income tax. The 
disbursement of all funds received by the District is controlled by statutes 
and by provisions of various grant contracts entered into with Federal and 
State agencies.
Securities
Securities are carried at cost which approximates market.
Facilities, Property, and Equipment
Facilities, property, and equipment are carried at cost. Depreciation is calcu
lated using the straight-line method over the estimated useful lives of the 
assets. The amount of depreciation of assets acquired with District funds is 
distinguished from depreciation of assets acquired with grants and contribu
tions by others. The latter amount is shown on the statement of changes 
in net capital investment with the related grants and contributions.
Federal and State Grants
The District receives amounts from both Federal and State governments to 
assist in operations and for capital or other projects. Grants for capital and 
other projects are recorded as additions to net capital investment on receipt. 
Grants for operating expenditures are included as financial assistance in the 
statement of operations.
Sales Tax Revenue
The one-half percent transactions and use tax is collected and administered 
by the State Board of Equalization. Of the amounts available for distribution, 
75% is transmitted directly to the District and 25% is allocated by the Metro
politan Transportation Commission to the District, the City and County of San 
Francisco, and the Alameda-Contra Costa Transit District for transit services 
on the basis of regional priorities established by the Commission. The District 
records these amounts as financial assistance when received. The State 
Board of Equalization estimates that transactions and use tax revenues for 
the period April 1,1981 to June 30,1981 will be approximately $12,000,000.
Of this amount, $3,000,000 had been received and recorded by the District. 
Comparable figures for 1980 were $10,875,000 and $2,719,000, respectively. 
Property Tax Revenue
The District receives property tax revenues to service the debt requirements of 
the General Obligation Bonds and records these revenues in the debt service 
funds. It also receives an allocation of property tax revenues to provide for 
general and administrative expenses not involving construction, although such 
revenues may be used for construction if needed. The District records this 
property tax allocation as financial assistance.
Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as an increase 
in net capital investment to recognize that this interest should be directly 
associated with the capital which gives rise to the interest and which is not 
available for current operations.
Self-Insurance
The District is largely self-insured for worker’s compensation, general liability 
claims, and major property damage. The District records the costs of self- 
insured claims and major property damage when they are incurred.

2—Reserves
Securities are separately classified on the balance sheet to 
reflect designation by the Board of Directors of a portion 
of the District’s capitalization as reserves for 
the following purposes:

The Board of Directors has also established the following
reserves:
1. An imprest cash reserve of $568,000 to be used solely 

in the District’s automatic fare coliection equipment.
2. An operating balance/working capital reserve consist

ing of the unencumbered balance in the General 
Operating Fund in an amount not to exceed $10 
million.

3—Facilities, Property, and Equipment

-(InThousands)-
1981 1980

Basic System Completion $12,706 $12,998
System Improvement 18,683 16,745
Self-Insurance 9,000 9,000
Vehicle Replacement 5,000 5,000

$45,389 $43,743

3. A general construction fund reserve in the amount of 
the uncommitted and not otherwise reserved balance 
including interest thereon in the General Construction 
Fund, such reserve to be dedicated to the construction 
and/or acquisition of basic system projects.

4. A capital allocation reserve consisting of all unex
pended Metropolitan Transportation Commission capi
tal allocations.

Facilities, property, and equipment, assets lives, and accumulated depreciation and amortization at June 30,1981 and 
1980 are summarized as foliows:

-1981-
-(In Thousands)-

-1980■

Lives
(Years) Cost

Accumulated
Depreciation

and
Amortization Cost

Accumulated
Depreciation

and
Amortization

Land — $ 109,610 $ - $ 114,294 $ —
Improvements 80 1,041,617 100,593 1,035,058 87,714
System-wide operation and control 20 102,717 33,450 95,346 28,251
Revenue transit vehicles 30 152,500 36,247 145,580 31,259
Service and miscellaneous equipment 3 to 20 14,499 6,191 13,093 5,471
Capitalized construction and start-up costs 30 85,655 25,159 86,278 21,958
Repairable property items 30 7,432 1,551 7,377 1,345

$1,514,030 $203,191 $1,497,026 $175,998
4 — General Obligation Bonds

Year ......................................
Composite Last

Interest Series____ OriginalAmpunt
Rate Matures Authorized Issued

—(InThousands)-
..........1981-------
Due in

1 Year Total

-1980-
Total

1962 District Bonds
1966 Special Service District Bonds

4.05%
4.36%

1999
1998

$792,000
20,500

$792,000
12,000

$25,000 $641,250 
360 8,680

Due in 
1 Year

"^3,300 $6^^ 
340 9,020

$812,500 $804,000 $25,360 $649,930 $23,640 $673,570

In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million of 
General Obligation Bonds. Payment of both principal and 
interest is provided by the levy of District wide property 
taxes. During 1966, City of Berkeley voters formed Special 
Service District No. 1 and authorized the issuance of 
$20.5 million of General Obligation Bonds for construction 
of subway extensions within that city. Payment of both

principal and interest is provided by taxes levied upon 
property within the Special Service District. Bond principal 
is payabie annualiy on June 15 and interest is payable 
semiannually on June 15 and December 15 from debt 
service funds. Interest of $13,336,000 on General 
Obligation Bonds and $189,000 on Special Service 
District No. 1 Bonds is payable on December 15,1981.



5—U.S. Government Grants
Capital
The U.S. Government, under grant contracts v>ritr the District, provides 
financial assistance for capital projects. Grants fcr capital projects are 
recorded as additions to net capital invesment when 'eceived A summary of 
Urban Mass Transportation Administration Grants in force at Jun e 30,1981, is 
as follows:

Type 
Of Grant

• - ■ (In T'Dusands) - - -
Masirrum Funds

Grant Received
Beautification
Demonstration
Capital

S 1,961 
13,360 

343,589

$ 1,961 
13,317 

303,155
.5358,£10 $318,433

Operating
The District's 1979/80 Federal operating assistance grant of $2,600,000 under 
Section 5 of the Urban Mass Transportation Act was approved by the United 
States Department of Transportation. The grant is mf ected in ihestatement of 
operations as financial assistance and in the balance sheet as a receivable at 
June 30,1980. No Federal operating assistance grant nas been aporcved for the 
yearended June 30,1981.

6— Litigation and Disputes with Contractors and Others
The District is involved in various lawsuits, claims and disputes whicn, 
for the most part, are normal to the District’s operations, in the opinion of 
management, the costs that might be incurred, if any, would not rtaterially 
affect the District’s financial position or operations.

7— Public Employees Retirement System______ ’
The District contributes to the Public Employees Retirement,System. The 
System is a contributory pension plan provid ng retirement, disability, and 
death benefits to employees of certain State and local gcverhmental units. 
Substantially all full-time employees of the District are covered by tne System. 
Pension costs of the System are determined actuariallv and required 
contributions are expensed currently. Pension expense was'$5,85S,COO and 
$4,819,000 in 1981 and 1980, respectively.

8— Grants and Contributions_______________ __________
Under a joint exercise of power agreement, the Cisirict was responsible for 
the administration and execution of a federally funded project to consr-uct 
assets shared with another agency. During the year the adminisrrafon of the 
constructed assets passed to the other agency on comoletion of the project. 
The reduction in grants received by the District of $11 ,£.35,'000 ir respect of this 
is reflected in the statement of changes in net capital investment for the year 
ended June 30,1981.

San Francisco Bay Area Rapid Transit District
800 Madison Street—Oakland, CA 94607 (415) 465-4100

Established in 1957 by the California State Legislature. Authorized 
to plan, finance, construct and operate a rapid transit system.

Governed by a Board of Directors elected for four-year terms by 
voters in nine election districts within the Counties of Alameda, 
Contra Costa and San Francisco.

Board Appointed Officers
C.K. Bernard, General Manager 
Malcolm M. Barrett,Genera/ Counsel 
William F. Goelz, Controller/Treasurer 
Phillip 0. Ormsbee, District Secretary

Department Heads Reporting to 
the General Manager

Richard P. Demko, Executive Manager,
Maintenance & Engineering
William B. Fleisher, Chief Transportation Officer
Howard L. Goode, Planning &Analysis
Michael C. Healy, Public Affairs
Ernest G. Howard, Administrative Services
John Mack, Affirmative Action
Hedy Morant, Budget & Capital Program Control
Thomas R. Sheehan, Information Systems
William Thomas, Material Management
& Procurement
Ralph S. Weule, Safety
Lawrence A. Williams, Employee Relations

The Annual Report is published by the District Pursuant to Section 
28770, Public Utilities Code of the State of California.
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BAY AREA RAPID TRANSIT DISTRICT 
800 Madison Street 
Oakland, California 94607 
Telephone (415) 465-4100
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Margaret K. Pryor
District 4
Vice Chairperson, Public 
Information & Legislation 
Commitee. Member, Admin
istration Committee, Director 
since September 1980. Oak
land resident. Community 
development specialist, 
OCCUR, Oakland.

John H. Kirkwood
District 9
Vice Chairperson, Admin
istration Committee. Direc
tor since November 1974. 
Board President, 1979. San 
Francisco resident and 
businessman.

Eugene Garfinkle
District 8
Chairperson, Administration 
Committee. Director since 
March 1977. San Francisco 
resident and attorney.

Nello Bianco
District 2
Chairperson, Engineering 
& Operations Committee. 
BART representative to the 
Executive Committee of the 
American Public Transit 
Association (APTA) Board of 
Directors. Director since 
October 1969. Board Presi
dent, 1980 and 1974. 
Richmond resident and 
businessman.

John Glenn
District 6
President. Serves as ex- 
officio member of all Commit
tees. Director since 1974. 
Fremont resident. Oakland 
business executive.

Robert S. Allen
District 5
Vice President. Served as 
ex-officio member of all Com
mittees. Director since 1974. 
Livermore resident and rail
road cost analyst.

Barclay Simpson
District 1
Vice Chairperson, Engineer
ing & Operations Committee. 
Director since November
1976. Board President,
1977. Orinda resident.
San Leandro businessman.

Wilfred Ussery
District 7
Chairperson, Public Informa
tion & Legislation Committee. 
Member, Engineering & 
Operations Committee. 
Director since December 
1978. San Francisco resident 
and Director of Program 
Development, San Francisco 
Housing Authority.

Arthur J. Shartsls
District 3
Member, Public Information 
& Legislation Committee. 
Director since November 
1976. Oakland resident. San 
Francisco attorney.

John Gienn, President 
Board of Directors 
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PRESIDENT’S MESSAGE
I am pleased to report that during the 
Fiscal Year 1980/81 BART has grown 
into full maturity, when for the first 
time since the system was opened it 
began operating over all four routes, as 
originally designed.
BART today is carrying more patrons 
than ever before and, according to re
cent nationwide studies, it has been 
determined that BART, when judged 
against comparable rapid transit sys
tems, has achieved the best system 
component reliability record in the 
United States.
Public acceptance of BART is at an all- 
time high. Despite a fare increase on 
June 30,1980, patronage increased 
to a record average of 174,000 weekday 
riders by June, 1981. On May 1,1981, 
more people rode BART than on any 
day in its history when the system 
carried 192,122 patrons.
The Close Headways project, phased 
in at the beginning of June, 1980, en
abled BART to operate 42 trains on 
the system at any one given time. Train 
frequencies are now as little as four 
minutes.
With the abilily to operate a greater 
number of trains on the system, BART 
on July 7,1980, inaugurated its long 
awaited direct service between Rich
mond and San Francisco/Daly City 
Moreover, peak hour transbay service 
has been increased by 60 percent from 
10 to 16 trains. And because more cars 
are now available, thanks to improved 
reliability, most trains on the heavily 
used Concord and Fremont lines are 
10 cars long during rush hour.

Improved reliability and a ruling in April, 
1981, by the California Public Utilities 
Commission that BART could imple
ment the “Cutout Car" system, has been 
a very important factor in setting the 
new records for the performance of the 
system. The “Cutout Car" system per
mits the train operator to disengage the 
faulty brakes on a car in a multi-car 
train, thus permitting the car to roll free, 
allowing the train to complete its run. 
Previously, this problem necessitated 
taking the train out of service.
By the end of this fiscal year, 99 percent 
of all scheduled runs were regularly 
being completed and 94 percent of all 
trains, on the average, ran on time, 
BART’S best performance record in 
history.
BART’S safety has been enhanced dur
ing the past fiscal year as well. New 
low-smoke, fire-resistant neoprene 
seat cushions have been installed 
throughout the car fleet replacing the 
old polyurethane cushions. Improved 
fire safety contingency plans have been 
reviewed and drills have been con
ducted with the Bay Area fire depart
ments to prepare BART staff and the 
professional firefighters for any fire 
problems on the system. The BART 
Emergency Plan has been prepared 
and will be distrihnted during 1982.
We are looking forward to completing 
the Manual Cab Signalling (MCS) modi
fications that will enable BART trains to 
run safely at near normal speed under 
manual control and eliminate a major 
cause of system slowdowns.
In addition, work on the first phase of the 
“K-E" track through the subway area 
of downtown Oakland stations at 12th 
Street and 19th Street was nearing 
completion. Early in 1982, when this

third trackway is electrified and the way- 
side automatic train control system 
is operational, BART will be able to 
remove faulty trains with much less 
impact on service through this con
gested Oakland area. When the “K-E" 
track is completed in 1984, it will be 
the first new mainline track added to 
the system since it was originally 
constructed.
Not only will the completed “K-E” track 
enhance BART’s flexibility, it will also be 
used as a train storage area, reducing 
the number of long “deadhead” trips 
which are now necessary when prepar
ing for daily operations.
As a Fremont resident, I am particularly 
pleased that BART's Board of Directors 
voted to include an extension of the 
Fremont line to Warm Springs in the first 
phase of the system’s four-phase ex
tension program. The Warm Springs 
extension plan includes a subway be
neath Fremont’s Central Park and new 
stations to be built at Irvington and Mis
sion Boulevard. Other phases of the 
extension program—which could be 
completed by the year 2000—include 
extending the Concord line to Antioch, 
and construction of a line from Bay Fair 
Station in San Leandro to Livermore. If 
appropriate local funding is forthcom 
ing, then extending the Daly City line to 
the San Francisco International Airport 
could be accomplished.

Finally, we have completed the design 
of the new C-Car which will enable 
BART to meet increased capacity 
demands in the 1980’s. This new car will 
also be capable of being used as either 
a control car or a mid-train car and 
we are looking forward to requesting 
bids for 90 of these new vehicles for 
delivery beginning in 1985, as soon as 
sufficient funding is available.
The fiscal year covered by this report 
has been one of challenges and major 
accomplishments. I note with pride 
the outstanding service and hard work 
performed by BART’s employees.
I am proud to have served with eight 
other Directors whose dedication to 
BART has resulted in the achievements 
of Fiscal Year 1980/81.

John Glenn, President



As a result of improved 
service reliability and 

escalating cost of per
sonal transportation, 

BART saw ridership 
reach an unprece

dented 48,879,319 by 
the end of the report 

period. Then, in an 
effort to sketch a rider 

profile, BART con
ducted a passenger 

survey which revealed 
almost three-quarters 

of the riders used 
the system for work- 

related activities.

f ^ ^
'• > -V' :■

. 7 1

V4,,,

:i

- ''V : .’S

'

....;

m.imn *?
mmm

^msmmrn,»3^ _

^ .V ■■■»..

'5* 30^’M'f



BART. GOING PLACES WITH PEOPLE
Passenger Survey 
In May, 1980, BART distributed passen
ger questionnaires in an effort to develop 
a rider profile and obtain information that 
will ultimately lead to improved rider 
service, comfort and system access. 
Based on the 12,301 responses, mark
ing a substantial 61.5 percent return, 
BART analysts found that off-peak 
period ridership had increased from 50 
percent of a typical day’s usage to 52 
percent, with a comparable reduction 
in peak riding.
The relative reduction in peak period 
ridership may be attributed to the fact 
that 29 percent of the early morning 
commuters took advantage of working 
flextime hours. An additional 9 percent 
of those surveyed indicated they also 
could use flextime if they asked for prior 
approval from their supervisors.
In addition, the survey showed 13 per
cent of the riders carpooled to BART 
stations before 7 a.m., while another 7 
percent carpooled during the morning 
peak after 7 a.m. BART has been en
couraging carpooling as a part of its 
access program.
The survey also showed the overall 
minority ridership at about 33 percent 
or an increase of 7.4 percent over the 
previous survey conducted in 1978. 
Other findings showed 74.4 percent of 
all BART riders used the system to get 
to work or for work-related duties, with 
the remaining 25.6 percent using it for 
other activities such as going to school, 
shopping, touring, entertainment, 
recreation, and personal appointfiienls. 
Interestingly enough, 60 percent of 
those surveyed used BART although 
they had a car available. Among the 
most common reasons given by new 
riders for use of the system was its 
convenience and low cost.
Patronage
During the past year, BART carried more 
people than ever before. If peak patron
age growth trends continue at the cur
rent rate, the peak capacity of BART’s

fleet will soon be insufficient unless new 
rolling stock is added during the 80’s. 
While a fare increase was imposed at 
the beginning of the 1980/81 fiscal year, 
the impact on BART ridership was less 
than expected. Although fares increased 
an average of 35 percent, patronage 
dipped a mere five percent during the 
first quarter of the fiscal year instead 
of the forecast eight percent and re
bounded to record highs by the end of 
the fiscal year.
The inauguration of the Close Head
ways program and the start of the direct 
Richmond/Daly City service shortly 
after the fare increase helped offset any 
appreciable passenger loss. As a result 
of service delays experienced during 
the first three months of the Close 
Headways program, patronage growth 
remained relatively flat. Moreover, last 
year’s sluggish holiday shopping sea
son did not change the picture. By the 
end of 1980, BART patronage was 
averaging 150,000 per weekday.
As a direct result of the beginning of 
the Richmond/Daly City direct service, 
transbay ridership between San Fran
cisco and East Bay stations increased 
25 percent and travel between stations 
on the Richmond line and San Francisco 
increased 95 percent.
BART’S increasing reliability, together 
with minor adjustments to the Close 
Headways schedules, the start of the 
direct Richmond/Daly City service, the 
federal deregulation of the price of gaso
line and the subsequent rise in the cast 
of personal traneportation, helped spaik 
a major ridership increase that saw 
BART reach a record of over 174,000 
average weekday patronage during 
April and sustained this average during 
the fiscal year’s last quarter.
BART saw its highest patronage yet 
during this fiscal year with the final 
figure reaching 46,879,319. On May 1, 
1981, BART carried a record 192,122 
riders, due in part to attendance at 
the Oakland A’s/New York Yankees 
baseball game at the Oakland Coliseum.
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BART. GOING PLACES WITH IMPROVEMENTS
1

Performance
In order to give BART patrons the most 
reliable transit service possible, on 
January 1,1979, the district embarked 
on a multi-faceted Reliability Improve
ment Program (RIP). During the past 
fiscal year, RIP was funded in major part 
by a $5.1 million federal grant.
As part of this program to increase per
formance, the California Public Utilities 
Commission ruled in April,1981, that the 
District could implement a new operat
ing procedure by which a car, in a multi
car train experiencing a friction brake 
problem, would be allowed to “free
wheel.” All other systems on the “free
wheeling” car would still be fully opera
tive and, based on extensive tests, the 
braking power of the rest of the train 
is more than sufficient to stop the train 
within established safety limits.
This "Cutout Car System,” as it is called, 
permits the train to run at full speed 
rather than half speed, as was required 
in the past, when a car on a multicar train 
develops a problem with its braking 
system.
Before the implementation of the Cut
out Car System, the incidents of trains 
running at half speed due to friction 
brake failure had been occurring about 
five times each seven working days.
The new system has virtually eliminated 
these incidents.
During FY1980/81,60 percent of other 
RIP elements were completed, which 
have contributed to a marked improve
ment in BART'S service reliability.
These included reliability improve
ments to the train propulsion motors, 
upgrading of the automatic train control 
equipment and modifications which 
permit trains with minor faults to stay in 
normal service.
RIP showed impressive results with the 
system reaching a record high of 94 
percent of all trains arriving within five 
minutes of their scheduled run times 
last spring. This increased reliability 
enabled BART to issue its first Saturday

daytime schedule in January,1981, for 
four-route service.
Moreover, according to a federally 
sponsored study, BART achieved the 
lowest vehicle component failure rate 
among the nation's heavy rail transit 
operations.

New Tracks
The first phase of BART’s K-E track, a 
new subway track beneath downtown 
Oakland, neared completion by the end 
of the fiscal year along with the comple
tion of new passenger platforms for the 
K-E track at the 12th Street/Oakland 
City Center and 19th Street Stations. 
Toward the end of the fiscal year, design 
got undenway for the above-ground, 
phase two portion of the track between 
the Washington Street portal and 
MacArthur Station. The total K-E track 
project cost is expected to be approxi
mately $23 million.
When completed in early 1984, the K-E 
track—the first new section of BART 
mainline trackway built since the sys
tem began operating—will improve 
service through the heavily congested 
Oakland corridor, in addition to provid
ing an extra trackway for the removal of 
malfunctioning trains and as a bypass 
around stalled traffic. The new track will 
serve as mainline storage for the long 
commute trains, in preparation for daily 
revenue service, thereby reducing the 
cost of deadheading these trains to and 
from BART train yards.
At the Daly City end of the system, 
BART'S planners have developed alter
natives for a proposed turnback track 
and storage yard which would ulti
mately provide increased train fre
quency.
Ultimately, with the Daly City turnback 
and storage yards in operation, the Dis
trict expects to save al least $ /U0,000 a 
year in electricity costs by not having to 
deadhead long trains to East Bay yards 
after the evening commute hours or 
from the East Bay to Daly City before 
the morning commute service begins.

Budget/Property Tax Rate
At the end of 1979/80 fiscal year, the 
BART Board adopted a $105 million 
operating budget for the 1980/81 fiscal 
year. This was an increase of 10.8 
percent over the previous year, due 
primarily to inflation and anticipated 
increase in electrical power cost of $5.8 
million. An additional amount of $2.5 
million was set aside as a general 
system improvement allowance.
In order to meet rising costs and a 
regionally imposed farebox recovery 
formula, and to remain eligible for state 
subsidy assistance, the BART Board 
adopted an average fare increase 
amounting to 35 percent. The new fare 
level was expected to generate annu
ally about $42.4 million. In addition,
$3.1 million in operating revenues was 
realized from advertising, concessions, 
rentals, parking fees, fines and interest. 
The remainder of the adopted budget 
funding sources included an estimated 
$56.5 million from the half-cent sales 
tax levied in the three BART counties 
for regional transit; $3.1 million from a 
combination of state (Proposition 13 
relief), UMTA-Section 5 and Transporta
tion Development Act funds; and slightly 
over $2.7 million from property tax. 
During August, 1980, the Board adopted 
a single tax rate of 32.3 cents per $100 
assessed property valuation for the 
1980/81 fiscal year levied on Alameda, 
Contra Costa and San Francisco 
County property owners. This repre
sented an increase of slightly more than 
one-half cent over the previous fiscal 
year’s rate of 31.6 cents. The property 
tax rate in Berkeley, to sen/ice construc
tion bonds approved by the voters for 
the con.struction of the subway tlnough 
the city, was lowered by about one-half 
cent to 14.8 cents

C-Cars are Coming
With an eye to meeting future passenger 
capacity demands, the BART staff com
pleted detailed specifications for the 
construction of 90 new C-Cars, capable

of operating either at the end of a BART 
train or in the middle. Federal assistance 
is being sought to defray 80 percent of 
the estimated total cost of $118 million 
(in 1981 dollars) for the C-Car.
The C-Car will give BART greater capa
city and improved flexibility, since the 
length of trains can be adjusted on the 
main line, without going into a yard, in 
order to meet changing passenger 
demands during the day. In addition^the 
C-Car’s design is based on BART’s" 
transit experience and a “keep it simple” 
approach which will enhance the sys
tem’s overall reliability.
Early in 1982, BART will be advertising 
for bids for the construction of proto
types of this new rolling stock. As soon 
as approval is received from the federal 
government, BART will proceed with 
the program to acquire the new cars 
which are expected to be in service 
by 1985.
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BART. GOING PLACES WITH SERVICE
r
Extensions
In late 1980 and early 1981, BART 
worked with the City of Fremont to de
velop station locations and track align
ment that would meet both the city’s and 
the BART system’s needs when tracks 
are extended south to Fremont’s Irving
ton and Warm Springs districts by 1987. 
This work is part of the first phase of 
BART’S system expansion plan which 
also includes a track extension to a sta
tion in North Concord at State Route 4. 
In February, 1981, the BART Board of 
Directors voted to route the southern 
Fremont extension through a subway 
beneath Fiemonl’s Central Park and 
build stations in Irvington and at Mission 
Boulevard near the General Motors 
assembly plant in Warm Springs.
The Warm Springs extension is expec
ted to cost $274 million in 1981 dollars, 
including $24 million in 1981 dollars to 
pay for the additional cost of building the 
Central Park subway instead of an aerial 
structure as was originally planned. 
Some 3200 riders are expected to use 
the Warm Springs extension each day. 
To begin implementing its decision, the 
Board of Directors voted to seek funds to 
buy land for the Warm Springs extension 
as well as other planned extensions to 
eastern Contra Costa County and later 
to Livermore.
In Contra Costa County, BART is plan
ning to add track from Concord north to 
State Route 4 and then east along the 
freeway to Pittsburg and Antioch with 
stations slated for North Concord, West 
Pittsburg, Pittsburg and Antioch.
In addition, BART’s plans call for build
ing new track from Bay Fair Station 
along Interstate 580 with new stations at 
Castro Valley, Dublin, Pleasanton and 
Livermore during Phases II, III and IV nf 
the tour-phase extension plan.
BART Express Bus Service 
BART’S express bus service between 
its Concord Station and Eastern Contra 
Costa County expanded in January 
when "P” line buses began running at 
30-minute inten/als instead of every

60 minutes. Also during the past fiscal 
year, bus access at Concord was made 
easier with the opening of the new 
Concord Station busway.
Beginning in April, 1981, AC Transit, 
operators of the express bus service 
on behalf of BART, began painting the 
express buses blue and silver and 
added the BART logo to the front and 
sides. This change in identification was 
made so that express bus patrons 
would be aware that the express bus 
network was part of and funded by the 
BART system.
These efforts have paid off in increased 
ridership. During 1980/81,2,536,245 
patrons rode the express buses be
tween BART stations and their home 
communities.
Improved Access Program 
For greater passenger convenience, a 
number of BART access facilities and 
station parking lots were improved.
At the Hayward station, a permanent 
surface was constructed creating 300 
parking spaces including a pedestrian 
underpass connecting it to the west 
parking lot, and at the Union City station 
a gravel lot was converted, making 300 
permanent parking spaces. In addition 
to the parking lot work, interim parking 
spaces were also established. The 
Concord station added 530 new park
ing spaces from nearby leased lots, and 
the Pleasant Hill Station opened 175. 
As a way to enhance System perfor
mance, two new shuttles were initiated 
—the Loma Ranger and the Concord 
SST. “Super Shuttle Transit”
The Loma Hanger shuttle began as a 
six-month demonstration project on 
June 3,1980, to reduce parking conges
tion during the peak period commute 
from the Mimloma Park area of Gan 
Francisco to the Glen Park Station, and 
was so successful its service was 
extended.
The other new shuttle, the free Concord 
SST, began service on January 5,1981, 
between the Concord BART Station and 
Bailey Road, when a new parking ordi

nance became effective, limiting non- 
residential, street parking hours. This 
shuttle was also a complete success, 
carrying over300 passengers perweek- 
day by the end of the fiscal year, exceed
ing the forecast by about 25 percent. 
Another program, a unique use of car
pooling called BARTPOOL, began 
operation in March, 1981, at the Fre
mont, Daly City and Lafayette stations 
to reduce commuter costs and relieve 
vehicle overcrowding encountered at 
many BART station parking lots. BART
POOL also expanded its service at the 
Concord Station, which had been oper
ating successfully since 1978. 
BARTPOOL offers preferential parking 
spaces for vehicles carrying three or 
more persons who must make their 
round trip on BART. These BARTPOOL 
vehicles are registered, issued permits 
and routinely inspected by BART Police 
to ensure authorized use of the desig
nated parking spaces.
As a result of the program, more than 
900 BARTPOOL vehicles carrying over 
2,800 BART riders were regularly using 
the allotted spaces at the four participat
ing stations by the end of the fiscal year.

Train Controls
BART is moving forward with its Inte
grated Control System (ICS) Project 
designed to allow the system to run as 
many as 75 trains, instead of the current 
maximum of 49 trains. The design of 
this complex project includes new cen
tral control computers, and will accom
modate additional computers at a later 
date, should the need develop. 
Provisions have been made to house 
an expanded central control in the 
basement of the new regional adminis
trative facility office building, to be 
located adjacent to the present District 
headquarlorc, which will be occupied in 
early 1985. In addition to providing 
much needed office space for District 
staff members, the new building is 
planned to house the Metropolitan 
Transportation Commission and the 
Association of Bay Area Governments.

Daly City/Richmond Direct 
When direct transbay service between 
San Francisco/Daly City and Richmond 
was inaugurated on July 7,1980, patrons 
on the Richmond line could travel to San 
Francisco without changing trains. The 
introduction of the new service was an 
immediate success as patronage on that 
segment leaped 95 percent on week
days. The new service was extended to 
Saturdays on October 25,1980.
This new service, coupled with the 
introduction of the Close Headways 
program, finally allowed the system to 
function the way it was designed to be 
run, and laid a foundation for greatly 
improved service overall during the 
past fiscal year. Moreover, use of the 
Richmond BART Station’s connection 
with the adjacent Richmond AMTRAK 
railroad platform was enhanced by the 
new service as well.

11
1
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BART. GOING PLACES WITH SAFETY
New Seats
As a major step in increasing fire safety 
aboard BART cars, the transit district 
completed replacing all 32,000 poly
urethane seat cushions with new low- 
smoke, fire-resistant neoprene cush
ions. The replacement program began 
in June, 1980, after an exhaustive test
ing program from which wool covered, 
low-smoke neoprene cushions emerged 
as the best all-around material. The 
program was completed in November, 
1980, for a total cost of $4.4 million.

Fire Hardening
Perhaps less visible, but just as impor
tant as the seat replacement program, is 
BART’S transit car fire hardening pro
gram that received the support of the 
Metropolitan Transportation Commis
sion last April when MTC fonwarded an 
$18.5 million grant request for state and 
federal funds, as well as UMTA funds. 
These funds will be used to pay for the 
replacement of the cars' interior walls 
and celling panels with new fire resistant 
fiberglass material. In addition, the cars' 
floors are to be protected with a special 
coating sprayed over about half tlie 
undeisido of the car.
Fire resistant materials installed In a 
BART car were subjected to an extensive 
series of tiro tests at a McDonnell- 
Douglas laboratory in December,
1980. In what is believed to be the first 
full-scale fire test of a rapid transit car 
ever performed in the United States, a 
full size BART car outfitted with the 
new materials was placed in a steel 
tube designed to simulate a subway 
tunnel or the Transbay Tube and was 
subjected to numerous fire sources. The 
test results indicated that new mate
rials selected by BART will meet BART's 
fire hardening objective.
To further increase the effectiveness of 
BART’S fire safety programs, the transit 
district's operating staff conducted many 
fire and evacuation drills in both the 
Transbay Tube and the Berkeley Hills 
Tunnel with members of fire depart
ments serving BART.

The success of BART's safety program 
is due in large part to the close cooper
ation which has been developed be
tween BART Police, BART’s Safety 
Department and local Fire and Police 
Departments.

Close Headways
In June,1980, after two years of public 
hearings, BART received permission 
from the California Public Utilities Com
mission (CPUC) to begin “Close Head
ways’’ service. This allowed BART trains 
to run closer together by increasing 
the number of trains operating on the 
system from 33 to 43. This increase 
allowed the District to introduce direct 
Richmond/Daly City service on July 7, 
1980. The CPUC allowed BART to begin 
the use of its Sequential Occupancy 
Release System (SORS), a mini-com
puter system which ensures train spac
ing as a back-up to the primary train con
trol system. This change eliminated the 
spacing of one station between trains, 
permitting more trains to be operated.
Because the Close Headways program 
was an entirely new way of operating the 
system, several montl’is weie required 
lu smootti out service. I he problems 
were most frequently encountered in the 
downtown Oakland area where all four 
of the BART llne.s converge. Adjust
ments to the new train schedule were 
necessary to maintain program med 
train spacing and to overcome delays 
caused by the removal of malfunctioning 
trains in this congested area.
In October, 1980, the number of trains 
operating during the commute hours 
was reduced from 43 to 42, with an 
increase in train length in order to main
tain the system capacity. As a 
result, BART’S ‘ on-time’’ performance 
objective of 85 percent was exceeded, 
and by the end of the fiscal year, 94 
percent of BART trains operating on the 
system were arriving at stations within 
five minutes of their scheduled run time. 
WeTiP
To reduce the vandalism, graffiti and 
other crimes that cost over $250,000

per year in damages to District property, 
BART joined an anonymous witness 
program called “WeTiP ” in April, 1981. 
WeTiP is a statewide program to en
courage people who have witnessed, or 
have knowledge of, crimes of violence 
or property damage to report these 
incidents—without fear of reprisal. 
Rewards up to $500 may be given, 
based on the gravity of the crime and 
how instrumental the information was to 
the arrest and conviction of an offender. 
Founded in Southern California, WeTiP 
has proven to be a highly successful 
program in combating crimes of vio
lence and property damage by provid
ing a means for public involvement, 
while at the same time ensuring the 
anonymity of those who provide law 
enforcement agencies with useful infor
mation which leads to arrests and con
victions of those breaking the law.
Additionally, BART is proud to have 
joined with AC Transit, the Oakland 
Unified School District and the City of 
Oakland in a program to motivate the 
students to take an active role in re
ducing illegal acts costing thousands 
in taxpayer dollais.
Safe Holidays
This year, BART’s “Safe Holidays’’ pro
gram was extended to include Memorial 
Day and July 4, as well as Christmas 
and New Year’s Eve as in previous 
years. Joining with the District in its 
efforts to encourage drivers to leave the 
risky road and travel safely on BART 
were many local community service 
groups and several of the Bay Area’s 
leading radio stations.
Representatives of the local agencies, 
who met BART patrons at stations 
around the system with light refresh
ments, were very encouraged with the 
reception they received and the co
operation and support they received 
from BART Police and other employees. 
Service on the Concord/Daly City and 
the Richmond/Fremont lines operated 
around the clock on New Year’s Eve to 
make sure revelers safely reached home.

In order to encourage new riders to try 
BART and to promote holiday safety, 
fares were discounted an average of 26 
percent on Thanksgiving Day, Christ
mas Day and New Year’s Day and on 
weekends throughout December, 1980.
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Traveling to a sports 
event or going to a 

parade? BART is ready 
to take you there, 
a part of the growing 
number of programs, 

bikes were allowed 
at certain times on 
some routes and a 

special task force was 
activated to stop 

illegal use of discount 
tickets.

It all adds up to keep
ing BART an inexpen
sive, pleasant way to 

get you where you 
want to go.
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BART. GOING PLACES WITH NEW PROGRAMS
Fare Evasion
During this fiscal year, it was deter
mined that BART was losing an esti
mated $1 million annually in full fare 
revenues through the misuse of the 
green and red discount tickets. To com
bat this problem, in May, 1981, both 
uniformed and plain clothes BART 
Police were assigned to a special task 
force to issue citations to those abusing 
this special BART privilege. These 
citations could result in a fine of up to 
$50, plus court costs.
BART’S Finance Department, armed 
with BART’S Passenger Survey and 
historical discount ticket usage data, 
estimated that 40 percent of discounted 
revenues could be recouped if this 
traudulent use of red and green dis
count tickets can be stopped. According 
to these surveys and past records, 
BART believes discount tickets should 
represent six to seven percent of total 
fares collected. However, when the sale 
nf the tickets exceeded ten percent of 
the total, the intensified police surveil
lance program was Initiated.
These tickets, which are discounted 
at the point of sale by 90 percent of face 
value, are for use only by senior citizens, 
65 years and over, children 12 and 
under, and the handicapped.

BART Uniforms
BART’S uniformed personnel had 
something to crow about this past year. 
Thefamiliar biown, heige, blue and rust- 
colored garb received national recog
nition by winning the 1980 National 
Career Apparel Award presented by 
the National Association of Uniform 
Manufacturers.

Mexican Holidays 
BART marked the celebration of two 
important Mexican holidays by hosting 
a colorful mariachi band together with 
the exciting Ballet Folklorico dance 
group from Richmond on Cinco de 
Mayo, May 5, and on September 16, the 
Mexican Independence Day.

In keeping with the festive spirit of Cinco 
de Mayo, many of BART’s station 
agents and line personnel dressed in 
traditional Mexican garb and, as an 
added treat, BART patrons were served 
free coffee and Mexican pastries, cour
tesy of the Amalgamated Transit Union 
Local 1555.

Special Trains
Special train service, in addition to 
the Special As Trains directly to the 
Coliseum from Concord and Daly City, 
was provided for many community 
events for which large crowds were anti
cipated. Longer trains were placed in 
service to accommodate those attend
ing theatrical, musical and athletic 
events at the Oakland Coliseum and the 
Concord Pavilion.
For those planning to anend the St. 
Patrick’s Day Parades in San Francisco 
and Oakland and for the Chinese New 
Year Celebration in San Francisco, 
BART ran longer trains and extended 
the commute I luui service in some 
instances.
When the Oakland Raiders returned 
winners of Super Bowl XV, BART ran 
longer trains so that fans could welcome 
their heroes home in a victory parade.

Bikes on BART
To satisfy II lu demand for more biko 
permits, the Bikes on BART program 
expanded service on July 16,1980, from 
two days a week to a Tuesday through 
Saturday office schedule, on an appoint
ment only basis.
To further expedite and administer 
permit distribution, BART began making 
permits available by mail on October 1, 
1980.
Requests for applications can be made 
by phone or forms can be picked up and 
returned to BART’s Office of Passenger 
Service.

As Promotion
BART’s ridership during the 1981 Oak
land As baseball season at the Coli

seum nearly doubled from last year’s 
period. BART carried a whopping 20 
percent of the total As attendance or 
an average 5,000 to 6,000 per game.
BART had initially run longer trains, 
but more and more fans discovered 
how convenient it is to travel to the 
Coliseum by BART, where the stadium 
is only a short walk across an aerial 
bridgeway from the station.
In May, BART added extra service, 
when it began operating the “Special 
As Trains," which provided direct ser
vice to the Coliseum from both the Con
cord Station and the Daly City Station. 
When this special direct service oper
ated on Sunday, it eliminated the need 
for making a transfer at the downtown 
Oakland stations, when only two lines, 
Richmond/Fremont and Concord/Daly 
City, are in operation.
The baseball strike, which began in 
June, 1981, forced BART to cancel 
the special direct trains.
Everyone had a great time during the 
April 30 personal appearance of five 
Oakland As players, including A s 
catcher Tim Hosley (L), and 3-year old 
fan Chevante Edwards (R). Players 
signed autographs and handed out 
“Billyball” souvenirs at selected BART 
stations in Oakland and San Francisco.
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PERFORMANCE HIGHLIGHTS
Rail Ridership FY 1980/81 FY 1979/80

Annual passenger trips 46,879,319 34,482,335
Average weekday trips 161,965 148,682(2)
Average trip length 13.4 miles 12.8 miles
Annual passenger miles 626,662,000 443,085,000
System utilization factor (ratio of passenger 

miles to avail.ihio seat miles) 0.314 0.307
End-of-period ratios:

Peak patronage 49% 49%
Off-peak patronage 51% 51%

BART'S estimated share of peak period 
transbay trips—cars, trains & buses 30.2(1) 26.5(3)

Passengers with automobile available 
(as alternative to BART) 60% b07o

Operations
Annual revenue car miles 27,707,000 20,046,000
Unscheduled train removals—average 

per revenue day 7.8 10.6
Transit car availability to revenue car fleet 83.3% 76%
Passenger miles per equivalent gal. of gas 69 60
Passenger accidents reported per million 

passenger trips 18.43 20.76
Patron-related crimes reported per million 

passenger trips 18.45 18.18

Financial
Net passenger revenues $46,207,000 $25,942,000
Other operating revenues 6,615,000 3,818,000
Total operating revenues 52,822,000 29,760,000
Net operating expenses 103,256,000 88,457,000
Farebox ratio (net passenger revenues 

to net operating expenses) 45.27% 34.35%C

1980-81 OPERATING FUNDS—$118,246,000 (including Capitalized Costs)

Operating ratio (total operating revenues 
to net operating expenses)

Net rail passenger revenue per 
passenger mile

Rail operating cost per passenger mile 
Net average passenger fare

51.75%

7.2e
15.5«
96.4«

Notes
General note: Data represent annual averages unless otherwise noted.
(1) Average of October 1980 and April 1981 survey data.
(2) Excludes work stoppage period September 1-November 25,1979.
(3) Reflects April 1980 survey data.

Where Funds Came From (in thousands)

Total: 100.0% $118,246

Fares:
Transactions 
& Use Tax: 
Investment Income 
& Other Operating 
Revenues: 
Regional Financial 
Assistance: 
Construction 
Funds:
Property Tax:
State Financial 
Assistance:
"Decrease in 
Working Capital:
Federal Financial 
Assistance:

6,615

39.1% 46,207

47.7% 56,426

5.6%

1.5%

2.1%
3.4%

0.1%

0.5%

0.0%

1,732

2,490
4,064

'Funded excess of expenses over revenues

How Funds Were Applied (in thousands)

38.59.%(2) Total: 100.0% $118,246

5,7c Maintenance: 34.2% 40.443
15.5c(2) 
73.3c Transportation: 31.3% 36,985

Police Services: 4.2% 5,017

Construction & 
Engineering: 3.4% 3,986

Capital Allocations: 10,6% 12,500

General & 
Administrative: 16.3% 19,315



FINANCIAL STATEMENTS

San Francisco, California 
September 17,1981
The Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as of June 
30,1981 and 1980 and the related statements of operations, changes in net capital investment, 
changes in financial position, and revenues, expenditures and fund balances of debt service funds 
for the years then ended. Our examinations were made in accordance with generally accepted 
auditing standards and, accordingly, included such tests of the accounting records and such other 
auditing procedures as we considered necessary in the circumstances.

In our opinion, such financial statements present fairly the financial position of San Francisco Bay 
Area Rapid Transit District as of June 30,1981 and 1980 and the results of its operations and the 
changes in its financial position for the years then ended, in conformity with generally accepted 
accounting principles applied on a consistent basis.

Main Hurdman 
Certified Public Acountants

BALANCE SHEET June 30,1981 and 1980 (In Thousands)

STATEMENT OF OPERATIONS Years Ended June 30,1981 and 1980 (In Thousands)

1981 1980
ASSETS
Cash (including time deposits: 1981, S-0-: 1980, 815,080) $ 1,429 $ 17,012
Securities 68,761 36,225
Securities representing reserves 45,389 43.743
Deposits, notes, and other receivables 5,578 6,450
Construction in progress 39,544 47,636
Facilities, property, and equipment—at cost (less accumulated

depreciation and amortization: 1981. $203,191:1980, $175,998) 1,310,839 1,321,028
Materials and supplies—at average cost 10,598 10,241
Debt service funds, net assets 15,347 15,207

51,497,485 $1,497,542

LIABILITIES AND CAPITALIZATION
Contracts and other liabilities $ 22,976 $ 20,790
Unearned passenger revenue 1,074 733
Debt service funds 15,347 15,207

39,397 36,730
Capitalization:

Reserves 45,389 43,743
General Obligation Bonds 649,930 673,570
Net capital investment 762,769 743,499

1,458,088 1,460,812
$1,497,485 $1,497,542

1981 1980
Operating revenues:

Fares $ 51,055 $ 28,218
Less discounts and other deductions 4,848 2,276

Other
46,207

870
25,942

626
Investment income 5,745 3.192

Total operating revenues 52,822 29,760
Operating expenses:

Transportation 36,985 30,578
Maintpnancft 40.443 34.412
Police services 5,017 6,388
Construction and engineering 3,986 3,546
General and administrative 19,315 16,147

Less capitalized costs
105,746

2,490
91,071

2,614

Net operating expenses 103,256 88,457

Operating loss before depreciation expense 50,434 58,697
Depreciation (unfunded):

Of assets acquired with own funds 16,623 16,083
Of assets acquired with grants and contributions by others 11,370 9,838

Total depreciation 27,993 25,921

Operating loss 78,427 84,618

Financial assistance:
Transactions and use tax 56,426 53,336
Sales tax allocated — 3,500
Property tax 4,064 3,670
State 94 160
Transportation Development Act of 1971 1,732 1,060
Federal — 2,500
Capital allocations (12,500) (5,600)

Total financial assistance 49,816 58.626

Net loss 28,611 25,992
Depreciaton of assets acquired with grants and contributions by others 11,370 9,838

Net loss transferred to accumulated deficit $17,241 $16,154

Reconciliation to net funded deficit:
Operating loss before depreciation expense $50,434 $58,697
Deduct financial assistance 49,816 58,626

Funded excess of expenses over revenues $ 618 $ 71

The accompanying notes are an integral part of these financial statements.



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30,1981 and 1980 (In Thousands)

Depreciation and 
Retirements of 

Assets Acquired

Balance, July 1,1979 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Establishment of vehicle replacement reserve 
Decrease in system completion reserve 
Increase in system improvement reserve 
Bond principal

Balance, June 30,1980 
Net loss for the year 
Proceeds from grants and contributions 
Other agency’s portion of shared grant
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Decrease in system completion reserve 
Increase in system improvement reserve 
Bond principal

Balance, June 30,1981

STATEMENT OF CHANCES IN FINANCIAL POSITION
Years Ended June 30, 1081 and 1900 (In Thousands)............

Cash and securities (used) provided by:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds
Cash and securities used by operations

Contributions from U S. Government grants and others 
Increase in contracts and other liabilities 
Increase (decrease) in unearned passenger revenue 
Decrease in deposits, notes, and other receivables 
Interest on capital

Total cash and securities provided

Cash and securities applied to:
Additions to construction in progress 
Additions to facilities, property, and equipment 
Additions to materials and supplies

Total cash and securities applied

Increase in cash and securities

Property
Tax

Transactions
and

Use Tax

Grants
and

Contributions

With Grants and 
Contributions 

by Others
Accumulated

Deficit

Interest
on

Capital Reserves

Net
Capital

Investment
$108,725 $150,000 $513,428 ($52,682) ($80,246) $129,476 ($37,156) $731,545

— — — — (16.154) — — (16,154)
— — 17,607 — — — — 17,607
— — — (9,838) — — — (9,838)
— — — — — 5,221 — 5,221
— — — — — — (5,000)

2
(5,000)

2
— — — — — — (1,589) (1,589)

21,705 — — — — — — 21,705
130,430 150,000 531,035 (62,520) (96,400) 134,697 (43,743) 743,499

— — — — (17,241) — — (17,241)
— — 30,700 — — — — 30,700
— — (11,565) — — — — (11,565)
.... — — (11,370) — — — (11,370)

— — — — — 6,752 — 6,752
— — — — — — 292 292
— — — — — — (1,938) (1,938)

23,640 — — — — — — 23,640
$154,070 $150,000 $550,170 ($73,890) ($113,641) $141,449 ($45,389) $762,769

1981 1980

($17,241) ($16,154)

16;623 16,003
(618) (71)

30,700 17,607
2,186 3,458

341 (377)
872 4,200

6,752 5,221
40,233 30,038

3,473 9,205
17,804 1,126

357 199

21,634 10,530

$18,599 $19,508

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES
Yedis EiideU June 30, 1981 and 1980 (In Thousands)

General Obligation Bonds
1981 1980

Revenues:
Property tax
Interest

$48,882
3,156

$45,332
3,167

Expenditures:
Interest
Principal

52,038

28,258
23,640

48,499

29,406
21,705

51,898 51,111

Balance, beginning of year
140

15,207
(2,612)
17,819

Balance, end of year $15,347 $15,207
Represented by:

Cash (including time deposits: 1981, $4,684; 1980, $3,240) 
Securities
Taxes and interest receivable

$ 4,740 
9,155 
1,452

$ 3,475 
10,700 

1,032
$15,347 $15,207

The accompanying notes are an integral part of these financial statements.



NOTES TO FINANCIAL STATEMENTS 
1—Summary of Significant Accounting Policies 

Description of District
The San Francisco Bay Area Rapid Transit District is a public agency created 
by the legislature of the State of California in 1957 and regulated by the San 
Francisco Bay Area Rapid Transit District Act, as amended. The District does 
not have stockholders or equity holders and is not subject to income tax. The 
disbursement of all funds received by the District is controlled by statutes 
and by provisions of various grant contracts entered into with Federal and 
State agencies.
Securities
Securities are carried at cost which approximates market.
Faciiities, Property, and Equipment
Facilities, property, and equipment are carried at cost. Depreciation is calcu
lated using the straight-line method over the estimated useful lives of the 
assets. The amount of depreciation of assets acquired with District funds is 
distinguished from depreciation of assets acquired with grants and contribu
tions by others. The latter amount is shown on the statement of changes 
in net capital investment with the related grants and contributions.
Federal and State Grants
The District receives amounts from both Federal and State governments to 
assist in operations and for capital or other projects. Grants for capital and 
other projects are recorded as additions to net capital investment on receipt. 
Grants for operating expenditures are included as financial assistance in the 
statement of operations.
Sales Tax Revenue
The one-half percent transactions and use tax is collected and administered 
by the State Board of Equalization. Of the amounts available for distribution. 
75% is transmitted directly to the District and 25% is allocated by the Metro
politan Transportation Commission to the District, the City and County of San 
Francisco, and the Alameda-Contra Costa Transit District for transit services 
on the basis of regional priorities established by the Commission. The District 
records these amounts as financial assistance when received. The State 
Board of Equalization estimates that transactions and use tax revenues for 
the period April 1,1981 to June 30.1981 will be approximately 812,000,000.
Of this amount, $3,000,000 had been received and recorded by the District. 
Comparable figures for 1980 were $10,875,000 and $2,719,000, respectively. 
Property Tax Revenue
The District receives property tax revenues to service the debt requirements of 
the General Obligation Bonds and records these revenues in the debt service 
funds. It also receives an allocation of property tax revenues to provide tor 
general and administrative expenses not involving construction, although such 
revenues may be used for construction if needed. The District records this 
property tax allocation as financial assistance.
Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as an increase 
in net capital investment to recognize that this interest should be directly 
associated with the capital which gives rise to the interest and which is not 
available for current operations.
Self-Insurance
The District is largely self-insured for worker’s compensation, general liability 
claims, and major property damage. The District records the costs of self- 
insured claims and major property damage when they are incurred.

2—Reserves
Securities are separately classified on the balance sheet to 
reflect designation by the Board of Directors of a portion 
of the District's capitalization as reserves for 
the following purposes:

The Board of Directors has also established the following
reserves:
1. An imprest cash reserve of $568,000 to be used solely 

in the District’s automatic fare collection equipment.
2. An operating balance/working capital reserve consist

ing of the unencumbered balance in the General 
Operating Fund in an amount not to exceed $10 
million.

3—Facilities, Property, and Equipment________

-(In Thousands).....
1981 1980

Basic System Completion 
System Improvement 
Self-Insurance 
Vehicle Replacement

$12,706 $12,998
18,683 16,745
9,000 9,000
5,000 5,000

$45,389 $43,743

3.

4.

A general construction fund reserve in the amount of 
the uncommitted and not otherwise reserved balance 
including interest thereon in the General Construction 
Fund, such reserve to be dedicated to the construction 
and/or acquisition of basic system projects.
A capital allocation reserve consisting of all unex
pended Metropolitan Transportation Commission capi
tal allocations.

Facilities, property, and equipment, assets lives, and accumulated depreciation and amortization at June 30,1981 and 
1980 are summarized as follows:

-1981-
--(In Thousands)-

-1980■

Lives
(Years) Cost

Accumulated
Depreciation

and
Amortization Cost

Accumuiated
Depreciation

and
Amortization

Land — $ 109,610 $ — $ 114,294 $ —
Improvements 80 1,041,617 100,593 1,035,058 87,714
System-wide operation and control 20 102,717 33,450 95,346 28,251
Revenue transit vehicles 30 152,500 36,247 145,580 31,259
Service and miscellaneous equipment 3 to 20 14,499 6,191 13,093 5,471
Capitalized construction and start-up costs 30 85,655 25,159 86,278 21,958
Repairable property items 30 7,432 1,551 7,377 1,345

4 — General Obligation Bonds
$1,514,030 $203,191 $1,497,026 $175,998

Year .............. -(In Thousands)................
Composite

Interest
Rate

1962 District Bonds
1966 Special Service District Bonds

4.05%
4.36%

Last
Series

Matures

1999
1998

Original Amount 
Authorized Issued

Due in 
1 Year

-1981- -1980
Total Total

$792,000
20,500

$792,000
12,000

$25,000 $641,250 
360 8,680

Due in 
1 Year
$23,300

340 9,020
$812,500 $804,000 $25,360 $649,930 $23,640 $673,570

In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million of 
General Obligation Bonds. Payment of both principal and 
interest is provided by the levy of District wide property 
taxes. During 1966, City of Berkeley voters formed Special 
Service District No. 1 and authorized the issuance of 
$20.5 million of General Obligation Bonds for construction 
of subway extensions within that city. Payment of both

principal and interest is provided by taxes levied upon 
property within the Special Service District. Bond principal 
is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15 from debt 
service funds. Interest of $13,336,000 on General 
Obligation Bonds and $189,000 on Special Service 
District No. 1 Bonds is payable on December 15,1981.



5—U.S. Government Grants
Capital
The U.S. Government, under grant contracts with ll ie District, provides 
financial assistance for capital projects. Grants for capital projects are 
recorded as additions to net capital invesment when received. A summary of 
Urban Mass Transportation Administration Grants in force at June 30,1981, is 
as follows:

Type 
Of Grant

■ ■ ■ (In Thousands) —
Maximum Funds

Grant Received
Beautification
Demonstration
Capital

S 1.961 ffi i.Diii 
13,360 13,317

343.589 303,155
5358,910 $318,433

Operating
The District's 1979/80 Federal operating assistance grant of 52,500,000 under 
Section 5 of the Urban Mass Transportation Act was approved bv the United 
Slates Department of Iransportation, The grant is reflected in the statement ot 
operations as financial assistance and in tl je balai ice sfieet as a receivable at 
..li.irie 30, 1980. No Federal operating assistance giant has been approved torthe 
year ended June 30.1981.

6— Litigation and Disputes with Contractors and Others
The District is involved in various lawsuits, claims and disputes which, 
tor the most part, are normal to the District's opeiations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District’s financial position or operations.

7— Public Employees Retirement System
I he District contributes to the Public Employees Retirement System. The 
Sy.stem is a contributory pension plan providing retirement, disability, and 
death benefits to employees of certain State and local governmental units. 
Substantially all full-time employees of the District are covered by the System, 
Pen.sinn costs ot the System arc determined actual iaily and required 
contributions are expensed currently. Pension expense was 55,856,000 and 
$4,819,000 in 1981 and 1980, respectively.

8— Grants and Contributions
Under a joint exercise ot power agreement, the District was responsible for 
the administration and execution of a federally funded project to construct 
assets shared with anutlier agency. During the year the administration of the 
constructed assets passed to the other agency on completion of the project. 
The reduction in grants received by the District of 511,565,000 in respect ot this 
is reflected in the statement of changes in net capital investment for the year 
ended June 30,1981.

San Francisco Bay Area Rapid Transit District
800 Madison Street—Oakland, CA 94607 (415) 465-4100

Established in 1957 by the California State Legislature. Authorised 
to plan, finance, construct and operate a rapid transit system.

Governed by a Board of Directors elected for four-year terms by 
voters in nine election districts within the Counties of Alameda, 
Contra Costa and San Francisco.

Board Appointed Officers
C.K. Bernard, General Manager 
Malcolm M. Darrett.GenHnil Counsel 
William F Goelz, Controller/ Ireasurer 
Phillip O. Ormsbee, District Secretary

Department Heads Reporting to 
the General Manager

Richard P. Dernko, Executive Manager,
Maintenance /i Engineering
William B, Floishcr, Chief Transportation Officer
Howard L. Goode, Planning ^Analysis
Michael C. Healy, Public Affairs
Ernest G. Howard, Administrative Scavees
John Mack, Affirmative Action
Hedy Morant, Budget & Capital Program Control
Thomas R. Sheehan, Information Systems
William Thomas, Material Management
& Procurement
Ralph S. Weule, Safety
Lawrence A. Williams, Employee Relations

The Annual Report is published by II le District Pursuant to Section 
28770, Public Utilities Code of the State of California.
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Barclay Simpson
District 1
Vice chairperson, Administration Commit
tee. BART liaison with the Metropolitan 
Transportation Commission. Member, 
Pleasant Hill Station Impact Study. Di^ 
rector since 1976, Board presirient', 1977. 
Lafayette resident. San Leandro 
businessman.

Nello Bianco
District 2
Chairperson, Engineering & Operations 
Committee. Member, El Cerrito Station Im
pact Study. BART liaison, Light Rail Feasi
bility Study for Eastern Contra Costa 
County. Director since October 1969. Board 
president, 1975.and 1980., Board vice-presi
dent, 1973, 1976 and 1978. Richmond 
resident and businessman.

Arthur J. Shartsis
District 3
Vice President. Serves as ex-officio member 
of all board committees. Director since 1976. 
Oakland resident. San Francisco attorney.

Margaret K. Pryor
District 4

' Vice chairperson. Public Information & 
Legislation Committee. Member, Engineer
ing & Operations Committee. BART liaison 
with Alameda Contra Costa Transit Dis- ■ 
trict. Member, Oakland Downtown Circula- 
tion'Study. Director since September 1980. 
Administrator, OCCUR,.Oakland, CA. Oak
land resident.
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Robert S. Allen
District 5
Vice chairperson. Engineering & Operations 
Committee. Member, Public Information & 
Legislation Committee. BART liaison with 
Alameda Contra Cpsta Transit District. 
Director since 1974.'Board vice president, 
1981. Liverthore resident. Railroad cost 
analyst.

John Glenn
District 6
Chairperson, Administration Committee. 
BART representative to the Executive Com
mittee, American Public Transit Associa
tion (APTA). Director since 1978. Board 
president, 1981. Board vice president, 
1979. Fremont resident. Oakland business 
executive.

Wilfred T. Ussery
District 7
Vice Chairperson, Administration Commit
tee. BART liaison with San Francisco Munic
ipal Railway. Director since December 
1978. San Francisco resident. Director 
of Program Developmenf, San Francisco 
Housing Aufhgrify.

John H. Kirkwood
District 9
Chairperson, Public Information & Legisla
tion Committee. BART liaison with San Fran
cisco Municipal Railway. Director since 
1974. Board president, 1979. San Fran
cisco resident and businessman.
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EuQBne Garfinkle
District 8
President. Serves as ex-officio member of:ali board commit- 
tees. Director since March 1977! Board vice president, 1980. 
San Francisco resident and attorney.
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BART has come of age. As we celebrate 
our tenth year of passenger service, we 
can be proud of our system and its de
velopment into an important and reliable 
part of the Bay Area's transportation net
work.

It took courage, foresight and dedica
tion to build BART in the years when sleek, 
high-speed trains whisking people 
through underwater tubes were the stuff 
of science fiction novels, not real life. It has 
taken continued dedicated efforts to make 
our system become a working reality.

Today, we carry about 36 percent of 
the transbay commuters, and we keep an 
estimated 46,000 cars off the freeways and 
out of congested downtown areas. We 
have a healthy and stable financial pic
ture, and equitable wages and labor ag
reements. We have one of the safest transit 
systems in the world: As of June 30,1982, 
BART had carried 328 million patrons 4.3 
billion miles without a single passenger 
fatality. During the 1981/82 fiscal year more 
patrons rode BART than ever before and 
the percentage of on-time train arrivals 
was higher than ever before.

However, with our successful development has 
come the need for an expanded BART system. 
Trains are overcrowded during commute 
hours, and there is virtually no more equipment 
to put into service.

A survey showed that if all the current com
muters who could feasibly use BART to get to

work were to do so, ridership would be three 
times as high as it is now. Additionally, office space 
in downtown San Francisco and Oakland is ex
pected to grow by 26 percent in the next few 
years, thus further increasing the demand for 
passenger capacity. When the economy recovers, 
commercial growth and a large increase in home 
construction is forecast for the suburban areas 
now served by BART.

During the 1981/82 fiscal year, we aggressively 
moved ahead with vital improvement programs 
to see that BART will keep pace with the area’s 
growth. When completed over the next five years, 
these programs will increase passenger capacity 
by about 85 percent for a fraction of the system's 
original cost — an excellent investment in the 
future of the San Francisco Bay Area.

We will buy 150 cars with a new and more effi
cient design. Revenue bonds will pay a portion of 
the cost of these cars. The remaining cost will be 
funded with grants from federal, state and local 
sources. Construction of a third track through 
downtown Oakland is under way, and we are 
planning to buy a new Integrated Control Sys
tem, which will allow us to handle up to 75 trains 
in the near term and 115 trains in the future. The 
present computer limit is 50 trains; however, we 
now operate 43 trains during peak hour periods 
of service because of other constraints.

Another major element of our capital improvement 
plan is the construction of the Daly City turnback 
track. This is a critical component of our program to 
increase capacity. And, we are beginning negotia
tions for rights of way for extensions from the Con
cord BART Station to Pittsburg and Antioch; from 
the Fremont BART Station to the Warm Springs dis
trict of Fremont; and from the Bay Fair BART Station 
to Pleasanton and Livermore.

To turn these capital improvement plans into 
reality, we will need help and we will be seeking 
financial assistance from the federal government.

I am proud to have had the opportunity to 
serve as board president during this year, and I 
would like to thank all of those who have helped 
over the years to make the original dream of BART 
become a reality. I would like to compliment my 
fellow board members for their careful steward
ship during the past fiscal year, as BART com
pleted the fulfillment of one dream and turned to 
the task of fulfilling a new dream.

But most of all, I would like to thank the 
employees of the system — without whose day- 
to-day efforts BART could not have attained its 
place among the finest transit systems in the 
world today.

EUGENE GARFINKLE 
President, Board of Directors
San Francisco Bay Area 
Rapid TYansit District
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i^ART I THE SERVI

Listen to people around the Bay Area 
talk. You’ll notice that in recent years 
residents of San Francisco and the East 
Bay have added a new verb to their vocabu
laries: BART. More and, more frequently 
you'll hear people sayng, “I BARTed to 
work today" or "I BARTed to the city last 
night.' BART has entered the language in 
the Bay Area as a verb—and we think
that's a good measure of its success.

There were other good measures of 
BART's success during the 1981/82 fiscal 
year. This system carried more patrons 
than ever before. The percentage of on- 
time arrivals was higher than ever, and 
fewer cars were out of service for repair on 
any given day. Safety records were better 
than ever, too.

Did you BART to the 
dob tod'ay, Fred ? / yes, r'rvi 

6ART/ive bacfe to 
Office later

Ridership and reliability

The total number of passenger trips exceeded 
forecasts every single ihOnth last year for a yearly 
total of 53,290,643. That total is an average of 9.7 
percent above the yearly forecast.

TVains arrived within five minutes of schedule 
93.3 percent of the time, up from 91.1 percent the 
year before, and 98.6 percent of the scheduled 
train runs were completed, up from 97.4 percent 
the previous year.

Thanks to continued improvements in the car 
maintenance program, based on sound mainte
nance and engineering philosophy and which 
was put into effect in 1976, fewer cars were out of 
service for repair on an average day than ever 
before. At the end of the year, there was an average 
of 112 A-Cars (lead cars) available for service at 4 
a.m., well above the target number of 102. The



average number of B-Cars (mid-train cars) availa
ble at 8 a.m. was 271, passing the goal of 266.These 
373 cars meant that BART had available for ser
vice, on the average, about 85.6 percent of its 
total fleet, compared to an average of 85 percent 
among U.S. rail transit operations.

Extra Service in Emergencies
With more cars available for service, BART was 

better able to respond to emergencies which 
cause commuters to turn to public transportation.

In January, when many highways and streets 
were impassable because of heavy rains and 
mud slides, BART put extra cars into service to 
accommodate additional patrons on the 
Richmond line.

In April, after the explosion and fire that 
forced the closing of one of the three bores of the 
Caldecott tunnel for three days, BART put two 
additional trains on the Concord line during 
peak commute periods. The second highest 
ridership on a single day occurred on April 6, 
when BART carried 212,946 patrons.

Special Trains for Special Events
Throughout the year, BART offered extra ser

vice for special events. When the victorious 
Forty-Niners football team returned from the 
Super Bowl, BART put on extra trains for the 
crowds that welcomed them at a parade 
through San Francisco. The result was the highest 
ridership on a single day — 213,745 patrons on 
January 25, 1982.

As attendance at the Oakland A's home 
baseball games increased, so did patronage on 
BART’s "Billy Ball Specials.” These trains provided 
direct service to the Oakland Coliseum from 
Concord and San Francisco line BART stations, 
making it unnecessary to transfer in downtown

Oakland. This special service and other promo
tional efforts with the A s helped BART to carry 17 
percent of the Coliseum gate during the last 
three months of the fiscal year.

Eight special trains carried approximately 3,500 
patrons to the Bay-to-Breakers foot race in San 
Francisco on May 16. Seven stations opened at 6 
a.m., three hours earlier than the normal Sunday 
opening time of 9 a.ni., to provide service for the 
event. This was the first time BART had provided 
special service for this event.

Perhaps one of the most unusual special trains 
was the one provided for the International Clown, 
Mime, Puppetiy and Dance Ministry, whose 200 
members wanted to go from Berkeley to San 
Francisco as a group for a performance. BART was 
able to add what was dubbed "The Clown Special” 
to the Sunday schedule without disrupting regu
lar service.

Other promotional events focused on accom
modating travel to Cinco de Mayo celebrations
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held in Oakland and San Francisco and the 
Breakers tennis matches at the Oakland Col
iseum. The Alameda County Fair operated a spe
cial shuttle bus connecting with the regular BART 
Express Bus in downtown Pleasanton.

Discounts Attract Riders
BART also offered patrons special admission 

discounts to selected events, and discounts for 
travel on holidays and weekends between 
Thanksgiving and New Year’s. For the month of 
February, BART offered a special 20 percent 
discount for weekday travel between 10 a.m. and 3 
p.m., resulting in an estimated 4,400 extra trips 
each day the fare was in effect.

As a result of these efforts, weekday travel 
during off-peak hours averaged 91,090 trips per 
day in the 1981/82 fiscal year, 15.2 percent above 
forecast.

Other Promotions
BART undertook several other promotional 

efforts during the 1981/82 fiscal year as part of its 
ongoing effort to keep and attract patrons.

Using the theme, "Fun goes farther on BART,” 
BART published a special travel guide, listing 
recreation possibilities, ranging from museums to 
sports centers to restaurants, which can be 
reached by BART. T-shirts with the message, "Fun 
goes Farther on BAKl,” also went on sale. In 
addition, BART began publishing a monthly news
letter, "BART Times,” for patrons.
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A special traveling exhibit entitled, "BART. 
Going Places,” opened at the Embarcadero 
BART Station last year and has since been on 
display at Fremont, Lafayette, and Lake Merritt 
BART stations, and at the Kaiser Center in Oak
land. The exhibit includes a video display with 
two short films. One film tells how the system was 
constructed, and the other gives a behind-the- 
scenes look at today’s operation. By the time the 
exhibit completes its tour around the system 
and the Bay Area over a 15-month period, it is 
expected that as many as 250,000 persons will have 
seen it.

BART employees had a special event of their 
own in May 1982 — a contest tb calculate the 
number of "Billy Balls" that will fit into a BART 
B-Car. The answer, 335,488, was calculated by the 
Institute of Transportation Studies at the Uni
versity of California at Berkeley. The contest win
ner, Rick Mikla, a vehicle maintenance engineer at 
the Hayward shops, calculated the number at 
334,411, and received the chance to toss out the 
first ball on BART night at the Oakland A’s-Cleve- 
land Indians game on May 6.

Safety
During the 1981/1982 fiscal year, BART con

tinued to be one of the safest ways to travel. The 
passenger accident rate declined to 17.96 from 
18.43 per million passenger trips the previous 
year. None of the accidents resulted in serious 
injury. Employee safety awareness and training 
programs helped reduce the number of lost-time 
injuries by 10.6 percent this year. Actual lost-time 
incidents numbered 203, down from 227 the 
previous year. The number of days of work that 
were lost due to accidents was 3,226, compared to 
3,661 the previous year.

In April BART awarded a $17.8 million con
tract for a two-and-a-half year program to make 
cars more fire resistant by replacing interior ceil
ing and wall liners, providing protective coating 
for vehicle floor panels, and adding metal 
panels between the floors and the heat
generating equipment mounted under the cars. 
During the 1982/83 fiscal year, this work will 
require the removal from service of five A-Cars 
and 11 B-Gars at a time. The contract is part of an 
extensive fire safety program, which was begun in 
1979. The first phase, completed in 1980,.involved 
replacing all 34,000 polyurethane seat cushions 
with new wool-covered, low-smoke neoprene 
cushions.

BART’s new C-Cars will come equipped with 
all of these fire safety features.

Improving Station Access
As part of its effort to make BART more attrac

tive to patrons, BART enlarged parking lots, ex
panded its carpool program, and worked to im
prove bus service to stations.

During the past year, parking lots were en
larged or restriped to create a total of approx
imately 1,574 more parking spaces at BART sta
tions at Orinda, Lafayette, Walnut Creek, Pleasant 
Hill, Concord, Union City and Fremont.

Also expanded was the BARTpool program, 
which was begun in September 1981, to offer close- 
in preferential parking places for cars used by 
three or more patrons. By June, there were 2,500 
patrons taking advantage of the BARTpool 
program.

Local bus service was improved to the Richmond, 
El Cerrito and Pleasant Hill BART stations. San 
Francisco MUNI lines feeding BART were restruc
tured, with lines added to serve the Daly City BART



Station and most San Francisco BART stations. 
Negotiations between BART and the San Fran
cisco FUbliC Utilities Coniiiiissiuii legai ding a 
joint BART/MUNI pass continued, and initial 
prototj'pe testing of modified fare gates to be used 
in San Francisco BAK'l' stations was completed. 
BAR'l' also participated in a state-funded stud^ of 
a combined AC Transit/BART/MUNI pass. Neither 
the negotiations regarding the BART/MUNI pass 
nor the study concerning the AC Transit/ 
BART/MUNI pass had been concluded at the 
close of the fiscal year.

Contract Neqotiations
Service continued without interruption while 

BAR'l' aiid its two major unions successfully com
pleted negotiations for a new, three year labor 
contraot. the contract, whicli was signed at 5 
a m. on Sundoy morning, June Z7,1982, covered 
some l,/00 members of BART’s work force.
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During the 1981/82 fiscal year, BART 
made substantial progress on a $500 
million capital improvement program for 
which it is seeking state and fede^ral funds.

The District received a federal grant to 
help build four prototypes of a new and 
improved transit car, to be known as the 
C-Car, advertised for bids on from 60 to 
150 of the new cars, and began the 
implementation of a plan to sell revenue 
bonds to pay for a portion of the cost.

Track work was completed on the first 
phase ofthe K-E track, which will serve as 
a “spare" track through downtown 
Oakland. Meanwhile, environmental 
studies were continued on a Daly City 
turnback track and storage yard. In 
addition, the District continued to work 
on plans to purchase a new Integrated 
Control System and modifications and 
improvements to the system’s wayside 
automatic train control system. These nevv 
systems will allow BART to take advantage 
of cornputer and automation technology 
which has been developed since BART 
began operation.

The completion of all five of these and 
other projects will increase BART’s capacity 
by 85 percent, and ensure that BART will 
continue to meet the growing demand in 
the years ahead.

Purchase of C-Cars Approved
In October 1981 BART received a $6.7 million 

federal grant toward the building and testing of



four prototype C-Cars. During the 1981/82 fiscal 
year, the District advertised for bids for the 
procurement of 60 to 150 new C-Cars. The C-Car 
proposal called for the manufacture and 
extensive testing of four prototypes of the new 
cars. Awarding of the C-Car contract will take place 
in the 1982/83 fiscal year.

The BART Board of Directors proposes, in the 
next fiscal year, to sell $65 million worth of revenue 
bonds to pay a portion of the cost of 150 new rail 
transit vehicles and related automatic train 
control equipment. In addition to the bond 
proceeds, BART expects to use additional 
federal, state and local government grants, interest 
eaiiiiiigs, and its own capital improvement 
reserves to pay for the new C-Cars.

The C-Cars, designed by BART engineers 
working with consultants, will be similar in 
appearance to the present cars, but will not 
have the sloped front of the A-Cars. The new 
cars will have auluinalic train control systettis, and 
can serve as either a lead car or as a mid-train 
car, givitig BART greater flexibility by allowing one 
long train to be broken into two shorter trains 
without returning to a yard. The C-Cars will seat 
68 passengers, four less than the present A-Cars.

Car Conversion Program
As part of a program to convert 35 A-Cars to 

B-Cars, started in 1978 and aimed at obtaining a 
better fleet mix of A-Cars and B-Cars, BART 
converted 12 A-Cars to B-Cars during the 1981/82 
fiscal year. The final two car conversions in the 
program were in progress when the fiscal year 
closed. Even with the conversion program, all 
cuii’eiilly available capacity is fully utilized.

Progress on the K-E Track
A major milestone in the construction of the 

K-E track took place on Oct. 31,1981, when the first 
of eight massive switches, each of which weighs 35 
tons and is 128 feet long, was moved into place. 
The K-E track, a third trackway in Oakland 
between the MacArthur and the Oakland West

iiwi!

BART stations, will increase flexibility and 
reliability by making it easier to remove 
malfunctioning trains from the main Oakland 
line, thus reducing service disruptions. It also can 
be used for overnight storage of trains. Scheduled 
for completion in 1985, the K-E track will be the 
first addition to BART’s mainline trackage since 
the system began carrying passengers in 1972.



Daly City Turnback Track
Environmental studies were under way on a Daly 

City turnback track. Completion of the facility will 
permit trains to turn around fasten thus allowing 
trains to operate at closer intervals. It also will be 
used as a storage facility, and is expected to save 
BART af least $700,000 a year in electricity costs 
because long, empty trains will not have to return 
to East Bay yards following the morning commute 
or in the evening. Environmental studies are 
scheduled to be completed in January 1983.

New Computer
The District moved ahead with plans to buy a 

new Integrated Control System to expand the 
capacity of BART’s 13-year-old computer, which 
can handle a rnaximum of 50 trains at a time. The 
District plans to acquire a system that can 
handle up to 75 trains, at a time, with the 
capability of being expanded to handle up to 
115 trains at a time.

DALY CITY STATION TURNBACK PURPOSE AND FUNCTION

No Headway Constraints 
No Capacity Conetralnts 
No Conflicting Routea 
Provides Schedule Uake-up 

Capability
Provldee Adequate Train 

Storage

STATION PLATFORM

Constrains System Headways 
Constrains System Capacity 
Built-In Routs Conflicts 
limited Schedule ISake-up ' 

Capability
Inadequate Train Storage 

Creates Bztra Car Miles

CURRENT

STATtOM PLATFORM PROPOSED



BART’s financial picture; like its service, 
was better than ever during the 1981/82 
fiscal year. In addition to funding the 
$120.4 million budget adopted at the 
beginning of the year, the District was able 
to allocate $5.5 million to the vehicle 
acquisition program and still end the 
year with an excess of revenues of 
$1,500,000 after operating expenses.

Net passenger revenue was $52.7 
million or 12.6 percent above budget. 
When combined with other operating 
revenue (primarily interest income and 
income from advertising space in trains 
and stations), total District operating 
revenue was $59.1 million, or 14.2 
percent above projections.

Total operating expenses were 2.1 
percent under budget. Although the 
express bus program cost 25.8 percent 
above estimates, this additional cost was 
offset by reductions in utility bills.
During the latter half of the year, heavy 
winter rains resulted in increased 
availability of lower-cost hydroelectric 
power, and the California Public Utilities 
Commission ordered rate reductions. 
Electric power expenses for BART closed 
out the year 12.7 percent under budget.

Improved Farebox Ratio
The farebox ratio was 45.2 percent, virtually 

the same as last year’s 45.3 percent. This was well 
above the 40 percent objective set by BART 
directors, as well as the 33 percent ratio required

in order to maintain eligibility for certain state 
funds. The operating ratio — passenger fares and 
other operating revenues over operating expense — 
was 50.7 pei-cent, slightly below the 51.8 percent 
ratio of the preceding year.

The rail cost per passenger-mile decreased 
slightly, dropping to 15.4 cents for the 1981/82 
fiscal year from 15.5 cents the year before.

Other Revenue
In addition to operating revenues, BART 

received $61 million in sales tax revenue, $2.5 
million in Transportation Development Act of 1971 
(TDA) funds, and $4.8 million in property tax as 
its share of the one percent maximum property 
tax as limited by Prop. 13.

The Board of Directors was able to reduce 
the property tax BART levies for repayment of the 
general obligation bonds authorized by voters 
for construction of the system. Directors set a tax 
rate of 6.97 cents per one hundred dollars of assessed 
value, anticipating revenues of $46.9 million from 
property owners in Alameda, Contra Costa and San 
Francisco counties.

In the City of Berkeley, where voters 
approved creation of a special service district to 
finance subway construction through their cily, 
the Board of Dii ectors also set a property t£ix rate 
of 3.21 cents per hundred dollars of assessed value, 
which will raise an estimated revenue of $671,000.



Regional Administration Facility ready in 1983.
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BART Is Already Looking Toward the 
Future—and to the expansion that will
allow residents of an even wider 
geographic area to make BART a part of 
their daily life and vocabulary.

Extensions Under Consideration
During this fiscal year, the BART Board of Direc

tors took the following actions to move ahead 
with the district's 20-Year Extension Program 
which is to be accomplished concurrently along 
each route, on an incremental basis:
• In July 1981, this year, Directors adopted a 

preferred extension alignment and station sites 
for the Pittsburg/Antioch corridor. Also, during 
this fiscal year, BART began negotiating with 
the U.S. Navy for utilization of land for the 
proposed site of the North Concord/Martinez 
BART Station, which would be tbe first station 
along the 15.4 mile BART extension to Pittsburg 
and Aiitiuch.

• In December 1981, applications totaling $16.3 
million for work on two of the extensions were 
submitted for funding through the state fixed 
guideways program. When approv^ed, the 
funds W'ill be used for preliminary engineering 
work on the extensions from the Fremont B,ART 
Station to the Warm Springs district ($6.9 mill
ion), and to North Concord ($5.4 million).

• In March 1982, BART and the Alameda County 
Planning Department Issued a j-.iint report iden
tifying sites for a proposed Castro Valley BART 
Station, along the extension route from the 
Bay Fair BART Station to Pleasanton and Liver
more. To accommodate this extension, Caltrans 
is leaving room for BART tracks in the median 
strip of the new Highway 580, which is pre-



sently under construction between Castro Val
ley and Dublin.
In June 1982, BART directors authorized 
$45,000 for consultants to update the 1976 
Livermore/Pleasanton BART Extension Study, 
and an additional $45,000 for consultants to 
study a BART extension within the Interstate 
80 corridor between Richmond and Crockett. 
Although the Crockett extension was not in
cluded in the current extension program, area 
residents have requested that BART explore 
the possibility of extending serxice to their 
communities.

Other Plans for the Future
BART has been alert to ways to make better 

use of its current property. In March, ground was 
broken for the $12 million Regional Administration 
Facility on BART property adjacent to the current 
headquarters at Eighth and Madison streets in 
Oakland. The building, which BART will share 
in a "condominium" arrangement with the 
Metropolitan Transportation Commission and the 
Association of Bay Area Governments, is to be 
completed in 1983. It will be the first governmental 
agency "condominium" arrangement in the area.

BART also has begun a program of working 
with local cities and agencies to explore the 
possibility of leasing property at and around 
its stations, including air rights, to private 
developers. Directors this year selected Keyser 
Marsten &, Associates to begin the program by 
studying development opportunities at BARI 
stations.

From Dream to Reality
In its decade of service, BART has proved that 

what was once a dream can become reality. The 
once unknown acronym of BART is now an 
integral part of our Bay Area language.
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PERFORMANCE HIGHLIGHTS 1981-82 CAPITAL FUNDS - $21,177,000
FY 1981/82

Rail Ridership ------------------

Annual passenger trips 53,290,643
Average weekday trips 184,062
Average trip length 13.5 miles
Annual passenger miles 717,998,000
System utilization ratio (passenger miles 

to available seat miles) 35.0%
End-of-period ratios:

Peak patronage 50%
Offpeak patronage 50%

BART’S estimated share of peak period 
transbay trips—cars, trains & buses 35.5%

Passengers with automobiie availabie 
(as aiternative to BART) 57%

Operations

Annual revenue car miles 28,505,000
Unscheduled train removals—average 

per revenue day 5.3
Transit car avaiiabiiity to revenue car fleet 88.3%
Passenger miles per equivalent gallon 

of gasoline 77
Passenger accidents reported per miliion 

passenger trips 17.96
Patron-reiated crimes reported per miiiion 

passenger trips 15.14

Financial

Net passenger revenues 
Other operating revenues 
Totai operating revenues 
Net operating expenses 
Farebox ratio (net passenger revenues 

to net operating expenses)
Operating ratio (total operating revenues 
to net operating expenses)

Net rail passenger revenue per 
passenger mile

Rail operating cost per passenger mile 
Net average passenger fare

$ 52,677,000 
6,432,000 

59,109,000 
117,820,000

45.16%

50.67%

7.3'
15.4'
98.8'

FY 1980/81

46,879,319 
161,965 

13.4 miles 
626,662,000

31.4%

49%
51%

30.2%’

60%

27,707,000

7.8
83.3%

69

18:43

18.45 .

$ 46,207,000 
6,615,000 

52,822,000 
103,256,000

45.27%

51.75%

7.2'
15.5'
96.4'

Notes
General note: Data represent annual averages unless otherwise noted. 
’Average of October 1980 and Aprii 1981 survey data.

Where Funds Came From (in thousands) How Funds Were Applied (in thousands)

48.4%
Federal
$10,249

12.1%
District
$2,552

15.0%
State
$3,18519.7%

Locai 
(including 

Capital Allocations)
$4,1754.8%

Land
Sales
$1,016

4.6%
Other

17.8%
Transit Vehicles

$3,771
10.6% X
Train 

Control
$2,255

9.6%.
Misc., Studies, 

InventQi^ 
Buildup, etc.

$2,031
6.5%
Management 
Information 
System
$1,373

3.6%
Automatic 
Fare
Collection
$752

CONSTRUCTION
EQUIPMENT C

0.6%
Communications
$136

0.6%
Systemwide

$117

1981-82 OPERATING FUNDS - $130,899,000 (including Capitalized Costs)
Where Funds Came From (in thousands) How Funds Were Applied (in thousands)

40.2%
Fares

$52,677

46.6%
Transactions 

& Use Tax
$60,989

0.1%
State 
Financial
Assistance 3.7% 2.6%
$71 Property Construction'

Tax Funds
$4,794 $3,458

Federal Financial Assistance: 0

4.9%
Investment Income 
& Other Operating 
Revenues
$6,432
1.9%
Regional 

' Financial 
Assistance
$2,478

35:5%
Maintenance

$46,525

33.9%
Transportation

$44,396

15.9%
General & 

Administrative
$20,778

4.5%
Police
Services
$5,962

1.2%
Increase in 
Working Capital*
$1,521 6.2% '

Capital
Allocations Construction &
$8,100 Engineering

$3,617

* Funded excess of reyenues over expenses



iTNANCIAL STA

The Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as of 
June 30,1982 and 1981 and the related statements of operations, changes in net capital invest
ment, changes in financial position, and revenues, expenditures and fund balances of debt 
service funds for the years then ended. Our examinations were made in accordance with generally 
accepted auditing standards and, accordingly, included such tests of the accounting records 
and such other auditing procedures as wc considered necessary in the circumstances.

In our opinion, such financial statements present fairly the financial position of San Francisco 
Bay Area Rapid Transit District as of June 30, 1982 and 1981 and the results of its operations 
and the changes in its financial position for the years then ended, in conformity with generally 
accepted accounting principles applied on a consistent basis.

STATEMENT OF OPERATIONS Years Ended June 30, 1982 and 1981 (In Thousands)

Adams, Grant, White &. Co. 
Certified Public Accountants

Main Hurdman
Certified Public Accountants

September 3, 1982 (except as to Note 9 which is as of September 17,1982)

BALANCE SHEET June 30, 1982 and 1981 (In Thousands)

ASSETS
Cash
Securities
Securities representing reserves 
Deposits, notes and other receivables 
Construction in progress
Facilities, property and equipment—at cost (less accumulated 

depreciatinn and amortization: 1982, $228,952; 1981, $203,191) 
Materials and supplies—at average cost 
Debt service funds, net assets

LIABILITIES AND CAPITALIZATION
Contracts and other liabilities 
Unearned passenger revenue 
Debt sen/ice funds

Capitalization:
Reserves
General Obligation Bonds 
Net capital investment

1982 1981

$ 1,176 $ 1,429
77,742 68,761
47,017 45,389

9,149 5,578
42,082 39,544

1,301,865 1,310,839
11,923 10,598
14,739 15,347

$1,505,693 $1,497,485

$ 28,542 $ 22,976
1,250 1,U74

14,739 15,347

44,531 39,397

47,017 45,389
624,570 649,930
789,575 762,769

1,461,162 1,458,088
$1,505,693 $1,497,485

Operating revenues:
Fares

Less discounts and other deductions 

Other
Investment income

Total operating revenues 
Operating expenses:

Transportation 
Maintenance 
Police services 
Construction and engineering 
General and administrative

Less capitalized costs

Net operating expenses

Operating loss before depreciation expense
Depreciation (unfunded):

Of assets acquired with own funds
Of assets acquired with grants and contributions by others

Total depreciation

Operating loss

Financial assistance:
Transactions and use tax
Property tax
State
Transportation Development Act of 1971 
Capital allocations

Total financial assistance 

Net loss
Depreciation of assets acquired with grants and contributions by others

Net loss transferred to accumulated deticit

Reconciliation to net funded deficit:
Operating loss before depreciation expense 
Deduct financial assistance

Funded excess of revenues over expenses 
(expenses over revenues)

1982 1981

$ 57,547 $ 51,055
4,870 4,848

52,677 46,207
936 870

5.496 5,745

59,109 52,822

44,396 36,985
46,525 40,443

5,962 5,017
3,617 3,986

20,778 19,315

121,278 105,746
3,458 2,490

117,820 103,256

50,711 50,434

14,100 16,623
12,326 11,370

26,426 27,993

85,137 78,427

60,989 56,426
4,794 4,064

71 94
2,478 1,732
(8,100) (12,500)

60,232 49,816

24,905 28,611
12,326 11,370

$ 12,579 $ 17,241

$ 58,711 $ 50,434
60,232 49,816

$ 1,521 ($ 618)

The accompanying notes are an integral part of these financial statements.
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STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT Years Ended June 30, 1982 and 1981 (In Thousands)

Property
Tax

Transactions
and

Use Tax

Grants
and

Contributions

Depreciation and 
Retirements of 

Assets Acquired 
With Grants and Contributions 

by Others
Accumulated

Deficit

Interest
on

Capital Reserves

Net
Capital

Investment

Balance, June 30, 1980 $130,430 $150,000 $531,035 ($ 62,520) ($ 96,400) $134,697 ($ 43,743) $743,499
Net loss for the year — — — — (17,241) — — (17,241)
Proceeds from grants and contributions — — 30,700 — — — — 30,700
Other agency’s portion of shared grant — — (11,565) — — — — (11,565)
Depreciation of assets acquired with grants and contributions by others — — — (11,370) — — — (11,370)
Interest on capital — — — — — 6,752 — 6,752
Decrease in system completion reserve — — — — — — 292 292
Increase in system improvement reserve — — — — — — (1,938) (1,938)
Bond principal 23,640 — — — — — — 23,640

Balance, June 30, 1981 154,070 150,000 550,170 (73,890) (113,641) 141,449 (45,389) 762,769

Net loss for the year — — — — (12,579) — — (12,579)
Proceeds from grants and contributions — — 17,915 — — — — 17,915
Depreciation of assets acquired with grants and contributions by others — — — (12,326) — — — (12,326)
Interest on capital — — — — — 10,064 — 10,064
Decrease in system completion reserve — — — — — — 125 125
Increase in system improvement reserve — — — — — — (1,753) (1,753)
Bond principal 25,360 — — — — — — 25,360

Balance, June 30, 1982 $179,430 $150,000 $568,085 ($86,216) ($126,220) $151,513 ($47,017) $789,575

STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30, 1982 and 1981 (In Thousands)

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND 
FUND BALANCES Years Ended June 30, 1982 and 1981 (In Thousands)

Cash and securities provided (used) by:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds

Cash and securities provided (used) by operations

Contributions from U.S. Government grants and others 
Increase in contracts and other liabilities 
Increase in unearned passenger revenue 
Interest on capital

Total cash and securities provided

Cash and securities applied to:
Increase (decrease) in deposits, notes and other receivables 
Additions to construction in progress 
Additions to facilities, property and equipment 
Additions to materials and supplies

Total cash and securities applied 
Increase in cash and securities

1982 1981

($12,579) ($17,241)

14,100 16,623

1,521 (618)

17,915 30,700
5,566 2,186

176 341
10,064 6,752

35,242 39,361

3,571 (872)
2,538 3,473

17,452 17,804
1,325 357

24,886 20,762

$ 10,356 $18,599

General Obligation Bonds
1982 1981

Revenues:
Property tax $48,686 $48,882
Interest 3,116 3,156

51,802 52,038
Expenditures:

Interest 27,050 28,258
Principal 25,360 23,640

52,410 51,898

(608) 140
Balance, beginning of year 15,347 15,207

Balance, end of year $14,739 $15,347

Represented by:
Cash (including time deposits: 1982, $2,972; 1981, $4,684) $ 2,989 $ 4,740
Securities 10,049 9,155
Taxes and interest receivable 1,701 1,452

$14,739 $15,347

The accompanying notes are an integral part of these financial statements.



1—Summary of Significant Accounting Policies
Description of District
The San Francisco Bay Area Rapid Transit District is a public agency created 
by the legislature of the State of California in 1957 and regulated by the San 
Francisco Bay Area Rapid Transit District Act, as amended. The District 
does not have stockholders or equity holders and is not subject to income 
tax. The disbursement of all funds received by the District is controlled by 
statutes and by provisions of various grant contracts entered into with Fed
eral and State agencies.
Securities
It is the District’s policy to hold investments until their maturity and, accord
ingly, securities are carried at cost. At June 30, 1982 and 1981, cost 
exceeded market value by $6,505,000 and $5,398,000, respectively. The 
face value of securities exceeded cost at June 30, 1982 and 1981.
Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Depreciation is 
calculated using the straight-line method over the estimated useful lives of 
the assets. The amount of depreciation of assets acquired with District 
funds is distinguished from depreciation of assets acquired with grants and 
contributions by others. The latter amount Is shown on the statement of 
changes in net capital investment with the related grants and contributions. 
Federal and State Grants
The District receives amounts from both Federal and State governments to 
assist in operations and for capital or other projects. Grants for capital and 
other projects are recorded as additions to net capital investment on receipt. 
Grants for operating expenditures are included as financial assistance in the 
statement of operations.
Sales Tax Revenue
The one-half percent transactions and use tax is collected and administered 
by the State Board of Equalization. Of the amounts available for distribu
tion, 75% is transmitted directly to the District and 25% is allocated by the 
Metropolitan Transportation Commission to the District, the City and County 
of San Francisco, and the Alameda-Contra Costa Transit District for transit 
services on the basis of regional priorities established by the Commission. 
The District records these amounts as financial assistance when received. 
The State Board of Equalization estimates that transactions and use tax 
revenues for the period April 1,1982 to June 30,1982 will be approximately 
$13,125,000. Of this amount, $3,281,250 had been received and recorded by 
the District. Comparable figures for 1981 were $12,000,000 and $3,000,000, 
respectively.
Property Tax Revenue
The District receives property tax revenues to service the debt require
ments of the General Obligation Bonds and records these revenues in the 
debt service funds. It also receives an allocation of property tax revenues to 
provide for general and administrative expenses not involving construction, 
although such revenues may be used for construction if needed. The 
District records this property tax allocation as financial assistance.
Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as an increase 
in net capitai investment to recognize that this interest should be directly 
associated with the capital which gives rise to the interest and which is not 
available for current operations.

iOTES TO FINANCIAL STATEMENla
In accordance with this policy, management allocated to net capital investment $2,500,000 of interest revenue 
earned on assets held in the general fund but which related to capital projects.
Self-Insurance
The District is largely self-insured for worker’s compensation, general liability claims, and major property damage. The 
District records the costs of self-insured claims and major property damage when they are incurred.
Capital Allocations
The Board of Directors allocates a portion of unrestricted financial assistance and general fund revenues to net 
capital investment for capital projects.

2—Reserves

Securities are separately classified on the balance sheet to reflect designation by the Board of Directors of a portion of the 
District’s capitalization as reserves for the following purposes;

......... (In Thousands)--.......

Basic System Completion 
System Improvement 
Self-Insurance 
Vehicle Replacement

1982 1981

$12,581 $12,706
20,436 18,683

9,000 9,000
5,000 5,000

$47,017 $45,389

3—Facilities, Property and Equipment
Facilities, property and equipment, assets lives, and accumulated depreciation and amortization at June 30,1982 and 
1981 are summarized as follows;

.............. (In Thousands)..............
.......1982....... .......1981-----

Lives

Accumulated
Depreciation

and

Accumulated
Depreciation

and

Land
Improvements
System-wide operation and control 
Revenue transit vehicles 
Service and miscellaneous equipment 
Capitalized construction and start-up costs 
Repairable property items

(Years) Cost Amortization Cost Amortization

_ $ 109,698 $ $ 109,610 $ -
80 1,034,269 112,247 1,041,617 100,593
20 108,827 38,790 102,717 33,450
30 154,659 41,402 152,500 36,247

3 to 20 16,450 7,238 14,499 6,191
30 99,433 27,493 85,655 25,159
30 7,481 1,782 7,432 1,551

$1,530,817 $228,952 $1,514,030 $203,191

4—General Obligation Bonds

1962 District Bonds 
1966 Special Service 

District Bonds

Year —(In Thousands)—
Composite

Interest
Last

Series Original Amount
------1982.......

Due In
----- 1981.......

Due In
Rate Matures Authorized Issued 1 Year Total 1 Year Total

4.01 % 1999 $792,000 $792,000 $26,750 $616,250 $25,000 $641,250

4.37% 1998 20,500 12,000 370 8,320 360 8,680

I:-I
b.. •?
•fr- I

r
r|

$812,500 $804,000 $27,120 $624,570 $25,360 $649,930



In 1962, voters of the member countries of the District authorized a bonded indebtedness totaling $792 million of General 
Obligation Bonds. Payment of both principal and interest is provided by the levy of District wide property taxes. During 
1966, City of Berkeley voters formed Special Service District No. 1 and authorized the issuance of $20.5 million of 
General Obligation Bonds for construction of,subway extensions within that city. Payment of both principal and 
interest is provided by taxes levied upon property within the Special Service District. Bond principal is payable annually 
on June 15 and interest is payable semiannually on June 15 and December 15 from debt service funds. Interest of 
$12,719,000 on General Obligation Bonds and $182,000 on Special Service District No. 1 Bonds is payable on December 
15, 1982.
The following is a schedule of principal repayments required under General Obligation Bonds as of June 30,1982 (in 
thousands):

8—Grants and Contributions

Year Ending
June 30

1962 District
Serial Bonds

1966 Special Service
District Bonds Total

1983 $ 26,750 $ 370 $ 27,120
1984 28,575 390 28,965
1985 30,350 410 30,760
1986 32,400 420 32,820
1987 34,225 440 34,665

Later Years 463,950 6,290 470,240
$616,250 $8,320 $624,570

5—U.S. Government Grants
Capital

The U.S. Government, under grant contracts with the District, provides financial assistance for capital projects. 
Grants for capital projects are recorded as additions to net capital investment when received. A summary of Urban Mass 
Transportation Administration Grants in force at June 30, 1982 is as follows:

.......... (In Thousands)........
Maximum Funds

Type of Grant Grant Received
Beautification $ 1,961 $ 1,961
Demonstration 13,360 13,317
Capital 377,799 311,583

$393,120 $326,861

6—Litigation and Disputes with Contractors and Others

The District is involved in various lawsuits, claims and disputes, which for the most part, are normal to the Dis
trict’s operations. In the opinion of management, the costs that might be incurred, if any, would not materially affect 
the District’s financial position or operations.

Under a joint exercise of power agreement, the District was responsible for the 
administration and execution of a federally funded.project to construct assets. 
shared with another agency. During the year ended June 30, 1981, the 
administration of the constructed assets passed to the other agency on 
completion of the project. A reduction in grants received by the District of 
$11,565,000 in respect of this is reflected in the statement of changes in net 
capital investment for the year ended June 30, 1981.

9—Subsequent Events

In September 1982, the District sold $65 million in revenue bonds with an 
effective interest rate of approximately 10.2% to assist in the purchase of new 
rail transit vehicles and related automatic train control equipment. The District 
expects to purchase additional rail transit vehicles, which are designed to 
improve the system’s performance, capacity and reliability.

San Francisco Bay Area Rapid Transit District
800 Madison Street - Oakland, CA 94607 (415) 465-4100

Established in 1957 by the California State Legislature. Authorized to plan, finance, 
construct and operate a rapid transit system.

Governed by a Board of Directors elected for four-year terms by voters in nine election 
districts within the Counties of Alameda, Contra Costa and San Francisco.

Board Appointed Officers
C. K. Bernard, General Manager 
Malcolm M. Barrett, General Counsel 
William F. Goelz, Controller/Treasurer 
Phillip O. Ormsbee, District Secretary

Department Heads Reporting to the Generai Manager
Richard P. Demko, Executive Manager, Maintenance & Engineering
William B. Fleisher, Chief Transportation Officer
Howard L. Goode, Planning & Analysis
Michael C. Healy, Public Affairs
Ernest G. Howard, Administrative Services
John Mack, Affirmative Action
Hedy Morant, Budget & Capital Program Control
Thomas R. Sheehan, Information Systems
William Thomas, Material Management & Procurement
Ralph S. Weule, Safety
Larry A. Williams, Employee Relations

7—Public Employees’ Retirement System

The District contributes to the Public Employees’ Retirement System. The System is a contributory pension plan providing 
retirement, disability, and death benefits to employees of certain State and local governmental units. Substantially 
all full-time empioyees of the District are covered by the System. Pension costs of the System are determined actuarially 
and required contributions are expensed currently. Pension expense was $6,036,000 and $5,856,000 in 1982 and 
1981, respectively.

The Annual Report is published by the District Pursuant to Section 28770, Public Utilities 
Code of the State of California.

Design: Catherine Hopkins / Illustration: Tom Ourfee / Typesetting & Printing. Inter-City Printing Company

Photography: California Photo Service, Emeryville. California 
Gordon Kloess, Half Moon Bay, California
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PRESIDENT’S
MESSAGE

m^NT'

BART began its second 
decade of operations this fiscal 
year — a proven, high-speed, 
high-capacity, high-perfor
mance transit system. After a 
decade of paying its dues for 
pioneering, BART has trans
formed a vision into reality.

When BART opened Septem
ber 11, 1972, nine two-car trains 
on 120 daily runs carried 
about 15,000 passenger trips 
per day on the 28 mile seg 
ment linking Fremont, 
MacAi’thur, and ten intennedi- 
ate stations. Two years later 
(September 9, 1974) came trans
bay service, with about 120,000 
daily trips on the entire 71.5- 
milc system.

As this fiscal year drew to a 
close, 43 BAH’!' trams on 479 
daily runs carried about 
186,000 trips each weekday. In 
the ten-plus-year period, pa
trons made 382 million trips on 
BART for a total of 5 billion 
passenger miles — with not a 
single passenger fatality. God 
willing, we aim to keep that 
record for the next ten years 
and beyond!

Reliability
The reliability of the BART system 

is telleeiecl In ihe faei ihai 99.2 pei- 
cent of scheduled train dispatches 
were completed and 94.5 percent of 
the trains ran on time. This high level 
of reliability allowed BART for the first 
lime to publish weekday timetables. 
For several years BART has published 
evening and weekend timetables: the 
median on-time pertbrmance for these 
times of operation during the year 
was 98 percent.

Patronage
BART continued to set patronage 

records. Despite a sluggish economy, 
an 18 percent fare increase, and lower 
gasoline prices, we carried more trips 
this fiscal year than in any prior year. 
Sever al new programs have enhanced 
rider ship tliis year. One example is a 
juirrt monthly B.<\RT'MUNI pass good 
for unlimited travei ort erther BART or 
MUNI within San Fraiiuiscu. (Flans aie 
also under way for a joint BART/AC/ 
MUNI pass.) For the first time patrons 
get a five percent bonus for buying 
high-value tickets — a $21 ticket for $20.

Capacity
During peak commute hour s many 

tr aitts ar e seveiely ci uwded. BART has 
under taken a series of capital pr ojects 
to provide relief We have 150 new 
cars on order. A third track is under 
constmetion in the critical line 
through downtown Oakland. The 
planned Daly City tail track will let us 
almost double the trequency of tur n
ing trains back; remove malfunction
ing trains much faster; and eliminate 
oper ating bottlenecks. A storage yard 
at Daly City will cut down on costly 
moves to and trom yar ds in the East 
Bay and also enhance the reliability ot 
ojjeialioiis. I'iie-I'iarilrniug ol cars — 
besides enhancing patron safety — 
will allow more trains at a time to run 
through the Transbay Tube. We are 
replacing 15-year-old central train 
control computers that can handle 
only 40 trains with a state of the artV

Integrated t.'ontrol System that writ 
be able to accontiiiudale uvci 100 
Iraitis. This eirtiie program should 
come together by 1988.

BART SYSTEM MAP ” cz Bridge
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Parking
BART’S park-and-ride has been a re

sounding success. We provide 22,184 
off-street parking spaces — almost 
one space for every four BART round 
trips. Except for a 25-cent daily fee at 
Lake Merritt, all BART parking is free. 
Because many BART parking lots tend 
to overflow onto city streets, we are 
taking steps to encourage car pools, 
buses, mopeds and bikes, etc. Increas
ing the density and quality of land 
use near stations would put more 
patrons within walking distance of 
BART. Extensions — particularly to 
freeway-oriented stations — will re
duce both the pressure on parking 
lots and trafflc congestion. Until the 
rail extensions are built, BART Express 
Bus stations with parking are planned 
at future rail station sites, with fre
quent bus service to rail stations.

BART is also considering parking 
structures which would allow for sur
face development, a better utilization 
of available land at many stations. We 
would also expect substantial parking 
to be incorporated into the develop
ments we are seeking in and around 
BART stations.

Extensions
BART’S extension policy provides 

increments both within the district 
and — subject to an acceptable cost
sharing arrangement — to outside 
points. Several corridor studies are 
now under way. We are buying land 
for future station sites and critical 
line segments through a recently 
established program. The Express 
Bus program is being re-oriented to 
serve park/ride express bus stations at 
sites of future rail stations.

Station Area Development
Our Board seeks to achieve the 

highest and best use of land near 
BART stations; we would use the in
cremental benefits for system im
provements including parking. Esca
lating land values at BART stations will 
not let surface parking remain the 
dominant feature of stations in the 
decades ahead. BART’s station area 
planning and development program 
includes working with various com
munities on development plans; archi
tectural competitions for graduate 
students; and aggressively seeking out 
developers for joint use of BART and 
other properties near stations.

The Bottom Line
BART’s farebox ratio.of49.1 percent., 

and operating ratio of 53.6 percent 
each set a new high. A one-half per
cent sales tax, of which BART receives 
three fourths, fiinds most of the op
erating deficit. BART’s rail cost per 
passenger mile, 16.2 cents, compares 
with 15.5 cents (23.1 cents in 1983 
dollars! five yeare ago.

BART’s new C-Car in service by FYl 985/86

*4 I'M . ,

As we enter BART’s second decade,
I thank.my fellow directors, BART staff 
and employees, BART patrons, and 
citizens of the three BART counties 
for the support they have given BART 
in the sometimes troubled past. 1 
think we have turned the corner. May 
the next decade prove even more the 
vision of those who made BART 
possible.

o\pe

Robert S. Allen

President, Board of Directors, 
San Francisco Bay Area 
Rapid Transit District, 1983
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As BART celebrated its 10th 
anniversary, it continued to 
new and higher patronage 
records. By the end of the 
1982/83 fiscal year, the highest 
weekday average was reached 
and during these 12 months 
more trips were made on 
BART than in any previous 
year.

The system improved its 
"on-time" record, and effective 
maintenance resulted in fewer 
cars being out of service for 
repair on any given day than 
ever before. The result was 
that BART published a week
day schedule for the first time 
in April 1983, making the sys
tem even more convenient 
for the growing number of 
patrons.

Statistical Details
During the report period, BART 

reached 99.5 percent of its "on-time ' 
daily performance objectives, but sur
passed its peak-period performance 
objective with a 100.2 percent level of 
operation.

Responding to the continuing im
provements in BART’s service reliabili
ty, more people rode BART and travel
led more passenger miles than in any 
previous year, with 53,699,387 passen
ger trips, and these patrons travelled 
725,077,000 passenger miles.

The highest average weekday rider- 
ship in a given month was reached 
during June 1983, with a total week
day average of 192,467 trips. One of 
the contributing factors to the high 
level of patronage was the availability

of the new BART/MUNI monthly pass.
The average percent of BART’s fleet 

wliich was available for revenue serv'- 
ice at 8 a m. during the period of this 
report was 89.1 percent. This veiy high 
level of car availability not only 
exceeded the system’s goals and ob
jectives for tbe 1982/83 fiscal year, but 
was 4.1 percentage points higher than 
the transit industry's international av
erage goal of 85 percent of fleet availa
bility.

Another indicator of BART’s equip
ment reliability is that, based on four 
key vehicle reliability measures (pro
pulsion, friction brakes, doors and 
auxiliary electrical systems) only 2.3 
BART cars required maintenance ev
ery 10,000 miles of service. This 
compares extremely well with the

BARTWEEKDAY 
TRAIN
SCHEDULES

Richmond/San Francisco-Daly City

Dear Passenger,
We ere pleased to present our lirsl printed 

lime-laOles lor all weekday trains
The tables are broken down according lo 

the various tram routes. We recommend that 
you arrive on me tram platform at least one 
minute earlier than the published train 
departure time.

BART trains run Monday through 
Saturday' from 6.00 a m. to midnight and 
on Sunday from 9 00 a.m. to midnight.

Prior to 7:00 p.m. Monday through Sat
urday. trams run direct between Daly City/

Cortcord,- Daly City/Fremont. Richmond! 
Fremont: and RichmondiDaly Cily.

After 7:00 p m. and all day Sunday', trains 
run only between Daly City'^Concord and 
Fremont/Richmond. All uain-to-train trans- 
ters should be made at the I2th Street-City 
Center stau'on evenings and Sundays.

All fare gates close at midnight. For pos
sible entry prior to 6 a.m. weekdays and 
after midnight, contact station agent or 
use white courtesy telephone,
EllBCUve Apnl ISflJ li^?]
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SEE RICHMOND'FREMONT SCHEDULE FOR ALTERNATE DEPARTURE TIMES FROM RICHMOND TO DOWN TOWN OAKLAND

transit industry’s national average 
of 3.8 vehicles. Further utilization 
of BART cars exceeded the tr ansit 
industry's national average by 50 
percent, as BART cars travelled 
75,000 miles before required pre
ventative maintenance as compared 
to the industry’s average of 50,000 
miles.

As a result of maintaining this high 
level of service reliability, BART pub
lished a weekday train schedule for 
the first time on April 6, 1983, The 
four-page timetable, with an easy-to- 
read format, includes schedules for all 
trains traveling in both directions on 
all four lines.



Anniversary Celebration
There were more than enough rea

sons to celebrate when BART marked 
its 10th anniversary of service, which 
began September 11, 1972. The theme 
of the birthday party held on Monday, 
September 13, was "Ten Years! 
Cheers!" The festivities culminated in 
the cutting of a 92-pound cake shaped 
like a BART train formed into the 
Number 10, with stage and screen star 
Donald O'Connor and television star 
Fred LaCosse on board to help make 
the first cut in the cake. The theme 
chosen fi'om more than 150 entries 
submitted by BART employees was 
suggested by BART Station Agent 
Donna Loughran.

As immediate-past BART Board 
President Eugene Garfinkle presented 
prizes to the winners of various BART 
birthday contests at the ceremonies at 
the Lake Merritt BART Station, he no
ted that BART has now become the 
standard against which many of the 
rail systems around the world are 
measured today.”

Special Service
As part of its marketing effort, BART 

again offered special trains to major 
events. There were the Oakland "A s 
Specials," providing train service to 
the Oakland Coliseum from Daly City 
and Concord for A s home games. 
During the 1982 baseball season,
BART carried about 15 percent of the 
total paid attendance at A s home 
games, which translates into 500,000 
trips.

The "Invaders Special " also carried 
patrons directly to the Coliseum, with

special trains leaving fi’om Concord 
and Daly City. BART carried 28,000 
patrons, or 11 percent of the gate, to 
Invaders' games.

Other special trains took patrons to 
"Day on the Green Concerts’' at the 
Oakland-Alameda County Coliseum. 
BART carried 17 percent of the gate, 
translating into about 58,000 passen
ger trips, to these events.

In January 1982, the "Tishman 
Special," a chartered three-car BART 
train, carried approximately 150 dig
nitaries to ceremonies marking the 
beginning of the Tishman Office Cen
ter, which will be within walking dis
tance of the Walnut Creek BART Sta
tion. "The Tishman Special ” depart
ed the Montgomery BART Station and 
made only one stop, at the 19th Street 
BART Station in downtown Oakland, 
as it proceeded to the Walnut Creek 
BART Station. Following the cere
monies, the train was then dispatched 
for its return trip. While BART trains 
have been chartered for other events, 
this was the first "roundtrip” char
ter and proved once again that BART 
is a convenient and cost-effective way 
to cany lar^e groups to special events.

For the second year in a row, BART 
offered early morning service to one 
of the Bay Area's more unusual 
events: the Bay to Breakers Race 
through San Francisco. Eight special 
trains, two each leaving fixjm the 
Concord, El Cerrito Del Norte, South 
Hayward and Daly City BART Stations 
beginning at 6:15 a m. (compared to 
the normal Sunday starting time of 
9 a.m.), carried 6,700 patrons on 
the morning of the May 15th race, 
compared to 3,500 last year.
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"Ten Years — Cheers! " was the theme of BART’s Tenth Anniversary Party. BAHT Directors 
are shown with motion picture, television and stage star Donald O'Connor (center) as they 
cut the 92-pound 10th ,Anniversary train cake molded to form the number "10." Directors 
shown here (left to right) are (Margaret K. Pryor, Eugene Garfinkle, Robert S. ,Mlen, John 
Glenn, Nello Bianco, O'Connor, Will Ussery and Arthur Shartsis. Quentm Kopp, a former 
BART Director, is in the background.



Promotions: From “Big Bird” 
to Ice Sculpture

As pail of its marketing program, 
BART offered patrons a chance to par
ticipate in random drawings for tick
ets to the Ice Capades and the Golden 
Bay Earthquakes soccer team. Cheer
leaders from the Oakland Invaders 
greeted BART patrons at Embarcadero 
and Monfgomei’v Street BART Stations 
in May, while Big Bird, Snoopy and a 
clown passed out candy to BART rid- 
ei's in an early celebration of Hallow
een on October 29.

In August 1982, when the Twelfth 
International Sculpture Conference 
was held in Oakland, BART pro\ided a 
site for Texas sculptor Bert Long to 
create a work from 20,000 pounds of 
red, yellow and blue ice. He worked 
from 3:30 p.m. until 6:30 a.m. the fol- 
louang morning before displaying his 
creation around the fountain on the 
Concourse Level of the Lake Merritt 
BART Station.

BART'S traveling exhibit, BART. Go
ing Places,' continued making the 
rounds ot various BART stations. In
troduced in September 1981, the ex
hibit features large graphics and pho
tos giving information about the his
tory and construction of the system, 
as well as data on present operations 
and plans for the future.

In December 1982, ground-breaking 
ceremonies were held at the Hayw'ard 
BART Station parking lot, for con
struction of a carbarn to house the 
last horse-drawn streetcar to operate 
in Alameda County. Built in 1901, the 
antique streetcar will be on perma
nent display at the Hayward BART 
Station.

In an efiort to promote safe holiday 
travel, BART continued its thiee-year- 
old program of offering free coffee and 
doughnuts on Christmas Ev'e and New 
Year s Eve at v'arious BART Stations. 
Bugs Bunny of Marriott's Great Amer
ica theme park also toured the system 
during the holidays, adding his owti 
special cheer.

In May 1983, BART celebrated Cinco 
de Mayo with exhibitions, refresh
ments, Latin music and dances at v'ar- 
ious stations. Festivities at the Lake 
Merritt BART Station included an ap
pearance by the Oakland Ballet Folk- 
lorico, Grupo Infantil (a children's 
troupe), and a mariachi band.

In recognition of National Police 
Week, held from May 9 to May 13, 
BART police staffed an exhibit at five 
stations, with a slide show and a 
taped nanativ'e describing police act
ivities and responsibilities.

In June 1983, at the Oakland Con
vention Center dedication ceremonies, 
nearly 100,000 persons saw the BART 
exhibit and information booth.

Discount Fares
Special fares attracted many BART 

patrons during the 1982/83 fiscal year.
To kick off the holiday shopping 

season, BART reduced fares by 15 per
cent on the day after Thanksgiving. 
Systemwide ridership was 30.2 per
cent below the November weekday av
erage for that day. However, at the 
Powell Street BART Station, serving 
San Francisco's principal retail shop
ping area, patronage was 70 percent 
above average.

In February 1983, BART increased 
the face value of the discount tickets

available for seniors, youths and dis
abled persons trom $6.00 to $12.00, so 
that patrons would not have to pur
chase tickets so frequently. An estima
ted 8,000 persons use these tickets, 
which sell for $1.20, offering a 90 per
cent discount.

All BART patrons were given a five 
percent bonus on the high-value, full- 
fare tickets sold only at banks, savings 
and loan offices and BART Passenger 
Seixices offices. These tickets, which 
hav'e a face value of $21.00, can be 
purchased for $20.00.

In April 1983, BART and the San 
Francisco Municipal Railway (MUNI) 
issued the first joint monthly pass

good for unlimited travel on either 
system within San Francisco. Average 
weekday use the first month was ap
proximately 11,700 trips, increasing 22 
percent to 14,300 by June 1983. Ap
proximately 50 to 55 percent of these 
patrons are believed to be new BART 
riders, who accounted for a three 
percent increase in average weekday 
ridership and a record month in June.

BART now is working with the San 
Francisco Municipal Railway and Ala- 
meda-Contra Costa Transit District to 
develop a similar, joint BART/MUNI/ 
AC pass which would serv'e an even 
larger number of riders.

This is now the permanent home of the last horsedrawn street car 
to operate in Alameda County.
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On May 22, 1983, BART conducted a major emei^ency procedures drill de- 
! signed to test its Emergency Plan, to evaluate a more centrally located cas- 

5 ualty collection site and to provide an additional resource for a concurrent 
j medical drill conducted by the Alameda County Emei^ency Medical Servi

ces and Oakland medical facilities. More than 200 volunteers fiarticipated as 
evacuees and over 30 individuals were made-up to depict injured persons. 
The Oakland and San Francisco Fire Departments were the only two de- 
jjartments directly involved with the drill in the Transbay Tube. However, 
there were many transit and fire department officials, both local and from 
other parts of the nation, as observers at this drill. Involved with the move
ment of persons from the MacArthur BART Station collection site to local 
hospitals were two chapters of the American Red Cross, triage teams from 
the Oak Knoll US. Naval Hospital in Oakland and a local ambulance service.
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Safety
BART continued its outstanding 

safety' record, with the number of pa
tron accidents decreasing from 18 in
cidents per million passenger trips 
last year to 16 incidents per million 
passenge." trips during the 1982/83 
fiscal year.

As of June 1983, BART had carried 
382,133,690 passengers without a sin
gle passenger fatality since the system 
began revenue service.

Employee lost-time injuries num
bered 216. up 6.4 percent from the fig
ure of 204 the previous year.

Patron-related crime increased to 
19 incidents per million passenger 
trips, compared to 15.1 the previous 
year. This was, however, much lower 
than the crime rate in surrounding 
communities. The largest increases 
were for incidents of disorderly con
duct, purse-snatching and arson.

Work continued on a $19 4 million, 
two-and-a-half-year program to make 
cars more fire-resistant by replacing 
interior ceiling and wall liners, re
placing the floor panels and adding 
insulating panels between the floors 
and the heat-generating equipment

mounted under the cars. The new C- 
Carswill meet the same standards of 
fire safely.

BART held 16 fire drills and famil
iarization tours, including a major fire 
drill in the Transbay Tube in May 
1983 involving more than 200 volun
teer "passengers, " as part of its con
tinuing effort to work with local fire 
departments and other emergency 
service agencies to improve emergen
cy procedures. Participating in BART 
emergency procedures drills during 
this fiscal year were 463 fire depart
ment representatives.

Fiber Optic Cable
A new use for the Transbay Tube 

began on August 3, 1982 when Pacific 
Telephone & Telegraph Company in
stalled a fiber optic cable in the gal
lery of the Transbay Tube. The cable 
can transmit more than four and a 
half times the number of calls carried 
by the copper trunk cables located at 
the bottom of the Bay.

In the 1982/83 fiscal year, BART re
ceived $70,273.87 in revenue for allow
ing PT&-T to use the tube, part of 
BART’S continuing effort to co-operate 
with other organizations.



PART II
CAPITAL
IMPROVEMENTS

Completion of BART’s capital 
improvement program is inte
gral to BART’s plans to increase 
capacity by 85 percent.

During the 1982/83 fiscal 
year, BART continued to make 
progress on its $519.3 million 
five-year capital improvement 
program. The program in
cludes the purchase of 150 new 
vehicles, improvements in the 
central control system, con
struction of a third track 
through downtown Oakland, 
fire safety improvements, 
modifications of the train con
trols along the trackway, and 
the construction of the Daly 
City Facility, which includes a 
turnback track and storage 
yard.

Contract for C-Cars
On October 7, 1982 BART Directors 

approved a $279 million, five-year pro
ject, including a major contract to 
SOFERVAL (Societe' Ferroviaire du Val- 
enciennoisl to build up to 150 new C- 
Cars needed to meet increased pas
senger demands. These cars were 
designed by BART engineers and can 
be used as either lead cars or mid
train cars, increasing operational 
flexibility. With the new cars, one 
train can be change into tw'o shorter 
trains, or vice versa, without re
turning to one of the East Bay yards. 
Delivery of four production prototypes 
is expected during the 1984/85 fiscal 
year’.

New Train Control Units
Also on October 7, the Board of Di

rectors approved a S2.8 million con
tract with Westinghouse Electric Cor
poration to develop and test five pro
totype vehicle train control units in 
conjunction with the planned $25.5 
million upgrading of BART's comput
erized central control system. When 
completed, the new system will be 
able to handle in excess of 75 trains 
on the system at one time, compared 
to the current limit of 49.

K-E Track Progress
Work continued on the K-E Track 

through downtown Oakland, a 1.5- 
mile connection through a third tun
nel from Washington Street to 23rd 
Street and the first addition of main 
line track since BART's original con
struction.

Construction of overpasses above 
27th Street, 29th Street and 30th Street

in Oakland was completed, and the 
contract was awarded for the final 
phase of construction. Work began in 
March 1983 on the final phase, which 
includes installing running rail, power 
equipment and the wayside control 
system from the Oakland West BART 
Station to the MacArthur BART Station.

When completed in 1985, the new 
track will pro\ide another route 
through the congested Oakland ' Y 
area, where all thiee lines converge. It 
also can be used for train storage.

Daly City Facility
Emaronmental studies and prelimi- 

naiy engineering studies were com
pleted for the Daly City Facility, con
sisting of a turnback track and storage 
yard, and the City Council of Daly

City approved a general plan amend
ment permitting construction of the 
project.

The $150 million project will re
duce the turnaround time at the Daly 
City teiTninal, thereby allouing trains 
to run at closer interv'als. The facil
ity also will reduce operating expen
ses because empty trains will no 
longer have to return to East Bay 
yards for storage after going out of 
seixdce.

Car Conversion Program
During July 1982, BART completed 

its program of converting 35 A-Cars to 
B-Cars. Started in 1978 and aimed at 
obtaining a better fleet mix, the con
version program allows BART to utili- 
lize its equipment more efficiently.

OAKLAND WEST 
^ STATION

KX Spur Track C2 Track-M1 Track 
MX Track5th ST. Portal

M2 Track—-\
CX Track MACARTHUR

STATIONOAKLAND 
WYE " Cl Track

23r<J ST. Portal12th ST. STATION Legend19th ST. STATION
New KE 
Project Track

Original Track

C1 & C2 Tracks

LAKE MERRITT STATION
A Line

K-E PROJECT



BART Station Access
As part of its continuing program to 

improve access to the rail system, 
BART completed plans for a new bus 
route in northern Contra Costa Coun
ty, and instituted programs which are 
designed to provide additonal parking 
spaces at several stations and improve 
access to the system for handicapped 
and senior patrons.
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Harold Willson, of Danulle, CA, demon
strates operation of the special wheel
chair lift on BART E?tpress Buses.

The project to equip BART Express 
Buses with special wheelchair lifts 
and a "kneeling” capability for easier 
boarding was completed in March 
1983. Additional curb cuts at 11 sta
tions, for improved wheelchair access, 
were completed in October 1982.

BART completed plans and received 
lunding from the Metroploitan Trans
portation Commission (MTC) to oper

ate a new bus route, "The Martinez 
Link, " between the El Cerrito Del 
Norte Station and the Contra Costa 
County Offices in Richmond and Mar
tinez. This service is to begin July 5, 
1983.

BART discontinued managing the 
Greyhound Bus commuter service be
tween Concord and San Francisco on 
September 30, 1982 due to a decline 
in ridership and a shortage of avail
able funds.

The 36-bus BART express fleet op
erated for BART by AC Transit pro
vides a connecting link between most 
outlying East Bay communities and 
BART stations.

During the 1982/83 fiscal year, BART 
Express Bus patronage reached 
2,977,000 trips. This translates into a 
monthly average of 248,000 trips. Ac
cording to the BART Express Bus Plan, 
1981/82-1985/86, over 800,000 persons 
using the Express Bus system trans
ferred to BART as part of their trip.

Overhead lighting was installed at 
the Lafayette BART Station "overflow " 
parking lot in November 1982.

In Fremont, a canopy was installed 
between the east entrance and the 
heavily patronized bus loading area in 
November 1982.

A parking lot survey, completed in 
March 1983, shows that most lots are 
filled by 9 a m., and indicates the 
need for continued efforts to provide 
additional parking.

In order to address this need for 
additional parking spaces, during the 
period of this report BART received 
commitments from MTC of over $26 
million over the next five years to 
fund projects designed to increase the 
system s parking capacity.

Among the projects planned and 
started during the 1982/83 fiscal year
were;

• A $1.3 million grant for acquisi
tion of land to be used for the 
Antioch BART Station at Bailey 
Road, which will include the cre
ation of a 400-space " park-and- 
ride " lot for BART Express Bus 
patrons. This facility will be used 
until tbe land is needed for a 
station on the proposed rail ex
tension into that city.

• A 425-space parking lot on Mesa 
Street near the Concord BART 
Station, for which a $989,000 
grant was committed.

• Design of a 1,200-space parking 
structure to be built at the Wal
nut Creek BART Station.

• A grant of $886,000 for addition
al parking at the South Hayward 
BART Station.

• A $1.6 million grant for a project 
which will redesign BART sta
tions" parking system.

• Paving the Mowiy Avenue park
ing lot at the Fremont BART Star 
tion which will provide 800 addi
tional permanent parking spaces.

Regional Administration Facility
Work continued on the $15 million 

Regional Administration Facility on 
BART property adjacent tp the current 
headquarters at Eighth and Madison 
Streets in Oakland. The building, 
which BART will share in a " condo
minium’" arrangement with the Metro
politan Transportation Commission 
and the Association of Bay Area Gov
ernments, is to be completed in early 
1984 and will be the first government
al agency " condominium"" airange- 
ment in the area.
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As BART completed its first 
decade of service, its financial 
profile was stronger than ever 
before in its history. So sub
stantial was this base that the 
private sector bond market 
supported the issuance of $65 
million in revenue bonds, 
proceeds from which will pay 
a part of the cost of the new 
C-cars. During the 1982/83 fis
cal year, BART dedicated over 
$10.7 million from revenues to 
fund capital projects. This is 
real and very positive testimony 
to BART’s efiBcient management, 
cogent fiscal policies and im
proved operating procedures.

BART continued to receive an unu
sually high percentage of operating 
expenses from fares, with a farebox 
recovery ratio of 49.1 percent, well 
above the objective of 40 percent and 
the previous year's figure of 45.2 per
cent. Few public transit systerns in 
tbe nation have a higher farebox re
covery ratio.

The operating ratio — the ratio of 
passenger fares and other operating 
rev'enues to operating expenses — 
was 53.6 percent, compared to last 
year's ratio of 50.7 percent.

Rail cost per passenger mile was 
16.2 cents, slightly above the 15.4 
cents for the pre\lous year, which 
translates into an increase of about 
five percent. However, tbis was an 
overall decrease in real terms when 
inflation is taken into account.

Net passenger revenue in tbe 
1982/83 fiscal year was $61 million, as 
compared to $52.7 million for the pre
vious year.

Total operating revenue (including 
interest income and income from 
advertising in trains and stations) was 
$66.6 million for the 1982/83 fiscal 
year, or 13 percent higher than for 
the previous year.

An unfunded shortfall of $3.2 mil
lion, noted when the budget was 
adopted, was made up by increased 
fares plus stringent controls on ex
penses. Tbe annual power expense 
was 18.8 percent below budgeted 
amount, which resulted in a savings 
of $3.4 million. This was due to heavy 
winter rains, which resulted in an 
abundant supply of relatively inex
pensive bydroelectric power. Low'er 
than anticipated fuel oil prices also 
contributed.

BART fares were increased by an 
average of 18.4 percent on September 
8, 1982 to make up the budget short
fall and provide funds for capital im
provements projects required to serve 
the increasing number of patrons. The 
new policy did not affect the 90 per
cent discount for senior citizens, the 
handicapped and children between 
five and twelve years old. (Children 
four and under ride BART free.)

Bond Sale Approved
On August 19, 1982 the Board ap

proved the sale of $65 million in sales 
tax revenue bonds for the purchase of 
the new and more efficient C-Cars. In 
addition, BART has received $6.7 mil
lion in federal assistance through the 
Urban Mass Transportation Adminis
tration. This is a major tribute to tbe 
financial health and operating success 
of BART. Other grant applications are 
pending for the cars, which will cost 
an estimated $279 million.

Other Revenue
In addition to these funds, BART re- 

ceiv'ed $62.8 million in revenues de
rived from 75 percent of the one-half 
cent transit sales tax in the three 
BART counties, $5.4 million in slate 
Transportation Development Act (TDA) 
funds and State Transit Assistance 
(STA), and $5.1 million in property tax 
as its share of the one percent max
imum property tax.

The Board of Directors reduced the 
property tax BART levies foi’ repay
ment of the general obligation bonds 
autborized by voters, in 1962, for con
struction of the system. Directors set 
a tax rate of 6.28 cents per one hun

dred dollars of assessed value antici
pating revenues of $47.3 million from 
property owners in the three BART 
counties — Alameda, Contra Costa 
and San Francisco.

In the city of Berkeley, where voters, 
in 1966, approved creation of a special 
service district to finance subway con
struction through their city, the Board 
of Directors set a property tax rate of 
2.92 cents per hundred dollars of as
sessed value, which raised an estimat
ed $665,000.



LOOKING BACK

It was more than half a century ago that the 
dream of an underwater tube, through which 
passengers would be whisked across San Fran
cisco Bay, was first proposed by General George 
W. Goethals, the same man who was in charge of 
constructing the Panama Canal.

Goethals proposed almost precisely the route 
followed by BART today, but after an initial flurry 
of excitement his idea was all but forgotten.

In 1947 public interest in the suggestion was 
revived. A Joint Army-Navy Board Report sug
gested construction of a transbay tube to alleviate 
demand on the San Francisco-Oakland Bay Bridge, 
which already was becoming congested about ten 
years after it was built

The idea came closer to a reality in 1957 when the 
State Legislature created the San Francisco Bay Area 
Rapid Transit District and authorized it to build and 
operate a rail system. In 1962, following several years of 
planning and engineering, the proposal for a high-speed, 
rapid-transit system that would take advantage of Amer-
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ica's space-age technology, went on the ballot. 
Residents of Alameda, Contra Costa and San 
Francisco Counties voted in favor of a property tax 
to finance construction of a 75-mile project. 71.5 
miles of BART track linking the three counties, and 
3.5 miles of track to be used by a new San Francisco 
MUNI system.

Two years later, in 1964, President Lyndon B. 
Johnson presided over the groundbreaking cer
emony in Concord, and construction was underway.

It took eight years to construct the BART system 
which consisted of 19 miles of subway and tunnels, 
23 miles of aerial structures, 26 miles of surface 
track, and the almost 3.5 miles of transbay tube, 
which at the time was considered to be the world's 
longest underwater tube used for vehicular traffic.

When the first leg of the system was opened, on 
September 11, 1972, its twelve stations and eight 2- 
car trains were mobbed. By the end of the first day, 
nearly 12,000 patrons had ridden the trains linking 
the Fremont and MacArthur BART Stations.

The following January, service began to Richmond 
The Concord line opened in May 1973, and the San 
Francisco line opened the following November.

Finally, testing of service through the tube was 
completed and on September 16, 1974, BART 
began transbay service, linking the entire system. 
Trains operated every 12 to 15 minutes from 6 a.m. 
to8 p.m., Monday through Friday, between Concord 
and Daly City, and Richmond and Fremont

BART was revolutionary, taking a quantum leap by 
applying newly developed space technology to a 
transit system that would provide a reliable, conven
ient and safe means of travel for Bay Area residents.

More than 25.000 persons attended BARTs 
June 19. 1964 groundbreaking ceremonies where

President Lyndon B. Johnson. Gouernor Edmund C.
"Pat" Brown and BART Board of Directors President

Adrien J. Falk heralded a new beginning in public transit
- - ^----, , . _ ,, ... ...... ...
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The General Goethals "trans-bat^ tube" is gioen first exposure 
in the San Francisco Chronicle October 17. 1920.
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The night trains come and go at the Rockridge BART Station. The lights 
of the Port of Oakland and San Francisco shine in the twilight

But while BART may have been a gigantic step 
forward in technology, it was not without its problems 
Unlike the older transit systems which evolved slowly, 
BART was built in less than a decade. There were 
problems with the train control equipment as well as 
problems caused by the fact that the system soon 
attracted more patrons than it could accommodate 
easily, particularly during the peak travel period.

Slowly, but surely, the problems were solved and 
service reliability improved. San Francisco wanted 
yet another station - Embarcadero BART Station 
which opened in May 1976, to serve the rapidly 
developing area at the foot of Market Street

Service hours were extended from 8 p.m. to 
midnight in January 1976. Weekend service began 
in 1978, By the summer of 1980, BART was able to 
open a line providing direct service between Rich
mond and San Francisco. It now became possible to 
operate trains every 3.75 minutes between Oakland 
and Daly City.

In 1976, BART redefined its maintenance and 
engineering philosophy by instituting a continuous

An artist's conception of sections of the 
Transbav Tube being laid into the trench 

on the bottom of San Francisco Bap.

I



BOARD OF DIRECTORS San Francisco Bay Area Rapid Transit District (BART) - June 30, 1983

jii 1. ,1 ■■ I . » J i. I > I, • MARGARET K. PRYOR - District 4

l... .. .

Elected BART Director, 1 976 re-elected, 
1980. Board President 1977. 1983, 
Chairperson, Administration Committee 
and BART Liaison, Metropoiitan Trans
portation Commission. Represents BART 
on the Walnut Creek and Pleasant Hill 
BART Stations Advisory Committees, 
encouraging development near these 
stations through zoning to generate 
additional BART ridership and added 
revenues. Chairman of the Board, 
Simpson Company in San Leandro. 
Owner, Barclay Simpson Art Gallery, 
Lafayette. Member, Robert G. Sproul 
Associates of U.C. Attended U.C. Berkeley 
and Stanford University. WWII Navy 
aircraft carrier pilot Resides in Orinda 
with wife Sharon and three children.

NELLO BIANCO - District 2

U
ARTHUR J. SHARTSIS - District 3

A San Francisco attorney first elected in 
1976, re-elected in 1980. 1982, Vice- 
president, BART Board of Directors.
1983, Chairperson, Public Affairs, Access 
and Legislation Committee. Member of 
BARTs liaison committee with Alameda- 
Contra Costa Transit District A partner in 
law firm of Shartsis, Friese & Ginsburg, 
specializing in general corporate prac
tice. Graduate of U.C. Berkeley and U.C. 
Law School. Studied political science at 
Oxford University in England. Wife, Mary 
Jo, is an attorney in the same firm, 
specializing in antitrust law. Resides in 
Oakland with two children.

Appointed BART Director, September, 
1980. Elected 1980 and 1982.1983, 
Chairperson, BART Liaison to AC Transit 
Represents BART on Oakland’s Down
town Circulation and the Coliseum Area 
Industrial Advisory Committees. Vice- 
president Governing Board Committee 
and Regional Representative, APTA*. 
Regional Representative, Council of 
Minority Transit Officials. Active with 
NWPC, NAACP, National Association of 
Neighborhoods, Black Women Organ
ized for Political Action, and National 
Black Caucus of Local Elected Officials. 
Past Vice-presidenL International Long
shoremen and Warehousemen Union of 
Federated Women. Administrator, 
OCCUR. Graduate, Arizona State Univer
sity. Resides in Oakland.

ROBERT S. ALLEN - District 5
Senior BART Director since 1969. 
Elected in 1974, 1978 and 1982. Board 
President, 1975 and 1980, Vice- 
president, 1973, 1976 and 1978. First 
Director to call for litigation against 
system's original suppliers and develop
ers. In 1971 instituted studies of BART 
rail extensions to Pittsburg/Antioch, 
Livermore/ Pleasanton and San Fran
cisco's Northwest Corridor. BART Liai
son, Eastern Contra Costa Transit 
Authority. 1977, Member, California 
State Transportation Advisory Committee. 
1974, First Board Member, APTA*. El 
Sobrante businessman and community 
leader. Former Richmond City Council
man and Member Richmond Personnel 
Board and other Richmond improve
ment commissions and civic groups.

.

JOHN GLENN - District 6

-■iS'uS

ijSan Francisco urban planner, first | 
elected as BART Director in 1978 and re- 

_ elected in 1980. Member, BART Liaison,
I San Francisco MUNI. Director of Program 
“ Development for San Francisco Housing 
j Authority. National Chairman, Congress 

I" of Racial Equality, 1967 to 1969.
I Member, San Francisco Black Agenda 

Council and the San Francisco Black 
I Leadership Forum. Co-founder, principal 
|-organizer, former treasurer, and current 
I director of Bay Area Black United Fund. 
.Attended San Francisco City College 
■and U.C. Berkeley. Resides in San 
! Francisco with wife, Maxine.

First elected as BART Director in 1974. 
Re-elected in 1976 and 1980.1983, 
Board President Employed with Southern 
Pacific since 1965. Member American 
Railway Engineering Association. Grad
uate of University of Colorado, studied at 
University of Colorado of Law and 
Brigham Young University in Provo, Utah. 
Resides in Livermore with wife, Thelma 
Mae, and son, Ronald. Active in Church 
of Jesus Christ of Latter-Day Saints 
(Mormon).

First elected to the Board in 1974 and re
elected in 1978 and 1982. Has served as 
Chairperson of all standing committees. 
Board Vice-president, 1979 and Presi
dent 1981. Member, Board of Directors, 
APTA*. Founder and President, John 
Glenn Adjusters and Administrators. Past 
President East Bay Adjusters Associa
tion and California Association of 
Independent Insurance Adjusters. Mem
ber, Board of Regents, Holy Family 
College, Fremont CA. Graduated from 
Southeast Missouri State University. 
Resides in Fremont with wife Betty and 
three children.

..nun .;i ihPtnilMtr' 1
- n-ini "-'lii II “nr '■ mi--"liji

A San Francisco attorney appointed to 
Board in 1977 and elected in 1978 and 
1982. Board President in 1981 and 
Vice-president in 1979. BART represen

tative to the Executive Committee of 
APTA* Board of Directors. Partner in 
law firm of Dreher, Garfinkle & Watson, 
San Francisco. Graduated from U.C. 
Berkeley and U.C. Law School. Received 
M.B.A. from Golden Gate College. 
Resides in San Francisco.

Elected BART Director, 1974. Re
elected, 1976 and 1980. 1983, Vice- 
president Member of BART Liaison 
Committee to San Francisco MUNI. 
Unanimously elected President of the 
Board in 1979. Served on boards of the 

fi[f Sacramento-Stockton-Bay Area Corridor 
Study, the Northwest San Francisco 
Corridor Study and the "BART Trails" 
Study. Board member of SPUR and Vice- 
president National Association of RaiF 
way Passengers. Member, Bay Area 
Electric Railway Association, California 
Tomorrow, the Planning Conservation 
League and World Affairs Council. 
Graduate Stanford University. Married 
and resides in San Francisco.

'American Public Transit Association
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LOOKING AHEAD

preventative maintenance non-deferral program, resulting 
in increased car reliability and availability.
New equipment was purchased and other equipment 
was modified so that entire trains no longer had to be 
taken out of service because of minor problems on a 
single car.

By the close of the 1982/83 fiscal year, BART's first 
decade of service, patrons averaged 192,467 trips 
each weekday, with 52 percent occurring during the 
peak travel periods. Saturday ridership averaged 
70,907 and Sunday ridership averaged 43,398.

Since 1975, average daily ridership has increased 
by about 60 percent Today the makeup of BART 
riders appears to mirror the general makeup of the 
three BART counties' population. A ridership survey 
in May 1982, also showed that the more patrons use 
BART, the more they like it

Looking ahead, BART statisticians predict that the 
system will serve 265,700 patrons on an average 
weekday by June 1988. Trains will run every 2.25 
minutes, compared to the current 3.75 minutes.

In preparation for meeting increased demand, several 
major capital improvement projects are under way. They 
include a vital turnback track and storage yard in Daly 
City; 150 cars of a new and more efficient design (which 
will be added to the present fleet); a new integrated 
central control system; and an improved control system 
to be installed alongside the track, as well as on individual 
cars. Also, a third track through downtown Oakland is 
under construction at the point where all four BART 
routes converge.

Performance objectives are defined in BART's Short- 
Range Transit Plan, 1983-88. The objective for the 
1983/84 fiscal year will be to complete 99 percent of all 
dispatches, (an objective achieved this past year with a 
99.2 percent record), to have a 95 percent on-time per-

Ridership on BART has grown from 12.000 patrons 
on the first Jay of revenue service, September 11. 1972 

to almost 200.000 riders by September. 1983. 
Conservative estimates project that BART patronage 

will reach over 300.000 dailg ridership by the 1990's.

BART Express Buses.'operating on 12 routes in four 
major corridors, provide service into the outiping areas 
of Alameda and Contra Costa Counties and carry over 

800.000 patrons to and from four BART stations.

formance record, (compared to this year's 
record of 94.5 percent) and delays of no more 
than seven minutes for 94 percent of the trains 
during peak-period service, compared to this 
year's figure of 92.7 percent.

Fire safety improvements on the original 
equipment are to be completed by mid-1985, 
enabling BART to meet State Public Cltilities 
Commission safety requirements for running 
more trains underground at one time.

Service extensions are in various stages of 
planning, with focus on extending the system 
to Pittsburg and Antioch, the Warm Springs 
District of Fremont, Pleasanton and Livermore, 
a San Francisco extension, to be identified by 
San Francisco, and to Hercules in the Interstate 
80 corridor of Contra Costa County. Extensions 
to the San Francisco Airport and from Fremont 
south to San Jose may be contemplated if 
satisfactory financial arrangements can be 
worked out with counties that are not a part of 
the current district.

The objective for the next decade will be to 
maintain and improve a BART system that 
has set a standard for the industry, while 
bringing BART service to an even larger num
ber of citizens.

HOW DIRECTORS ARE ELECTED
When the San Francisco Bay Area Rapid 

Transit District (BART) was created by the 
California State Legislature in 1957, the 16- 
member BART Board of Directors was appoin
ted to represent the original five BART counties 
The number of BART Directors was subse
quently reduced to 12, with the withdrawal of 
San Mateo and Marin Counties. The three 
remaining counties - Alameda, Contra Costa 
and San Francisco - were each represented by 
four Directors- two appointed by each county s 
Board of Supervisors and two appointed by 
the mayors of each county.

In June of 1974, the voters of the BART 
District determined that the BART Board of 
Directors should be an elected board. Immedi
ately following the General Election in November, 
1974, the first nine elected Directors took office

BART Central Control is the nerve center of the system. From here computers 
automatically schedule and identify all trains operating anywhere on the system.

with each representing between 251,028 and 288,237 
persons based on the 1970 Census.

In 1980, the boundaries of the BART Directors were 
redrawn based on the 1980 Census, as shown in the map, 
which means each Director represents between 257,028 
and 286,447 persons.

The Directors are elected for a four-year term. At the 
General Election of 1984, Directors representing Districts 
^1, *3, *5, *7 and *9 will stand for election and at the 
General Election of 1986, Directors representing Districts 
•*2, *^4, *^6 and *8 will be up for election.

The President and Vice President of the BART Board of 
Directors are elected to their office by their colleagues to 
serve one calendar year. They serve as ex-officio mem
bers of the standing committees which make recom
mendations on matters coming before them for action 
by the full BART Board and are composed of three 
regular members and an alternate. The chairman and 
the members of each committee are also appointed by 
the President. During the calendar year of 1983, these 
standing committees are: the Administration Committee, 
the Engineering and Operations Committee, and the 
Public Affairs, Access and Legislation Committee. The 
President of the Board may, with the concurrence of the 
Board establish other standing committees as may be 
needed.

DM

b
BAY AREA RAPID TRANSIT DISTRICT 

Headquarters in Downtown Oakland 
800 Madison Street 
Oakland, CA 94607 

(415) 465-4100
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT (BART)

PERFORMANCE HIGHLIGHTS

Rail Rldershlp

Annual passenger trips 
Average weekday trips 
Average trip lerigth 
Annual passenger miles 
System utilization ratio (passenger miles 

to available seat miles)
End-of-period ratios:

Peak patronage 
Offpeak patronage

BART’S estimated share of peak period 
transbay trips—cars, trains & buses 

Passengers with automobile available 
(as alternative to BART)

Operations

PM982/83

53,699,387 
186,293 

13.5 miles 
725,077,000

34.5%

54%
46%

35.5% (a) 

57% (a)

FY 1981/82

53,290,643 
184,062 

13.5 miles 
717,998,000

35.0%

50%
50%

35.5%

57%

Annual revenue car miles
Unscheduled train removals—

29,177,000 28,505,000

average per revenue day 4.5 5.3
Transit car availability to revenue car fleet (b> 89.1%
Passenger miles per equivalent gallon

86.0%

of gasoline
Passenger accidents reported per million

81 77

passenger trips
Patron-related crimes reported per million

16.02 17.96

passenger trips

Financial

18.99 15.14

Net passenger revenues $ 60,965,000 $ 52,677,000
Other operating revenues 5,618,000 6,432,000
Total operating revenues 66,583,000 59,109,000
Net operating expenses
Farebox ratio (net passenger revenues

125,281,000 117,820,000

to net operating expenses)
Operating ratio (total operating revenues

49.07% 45.16%

to net operating expenses)
Net rail passenger revenue per

53.59% 50.67%

passenger mile 8.44 7.34
Rail operating cost per passenger mile 16.24 15.44
Net average rail passenger fare $1.11 $0.97

Notes

General note: Data represent annual averages unless otherwise noted.
(a) Updated figures not available.
(b) At 8 a.m. each day.

1982-83 CAPITAL FUNDS - $33,124,000
Source of Funds (in thousands)

35.1%
Federal
$11,637

22.1%
Local 

(including 
Capital 

Allocations)
$7,322

29.6%
District
$9,814 13.2%

State
$4,351

3.4%
Other
$1,129

10.2%
Misc. Studies, 

Inventory 
Buildup, etc.

$3,380

Expenditures (in thousands)

4.3%
Support
Vehicles
$1,426

2.3%
Management 
Information 
System
$742

'-$8,459:

. 2i‘.5%; ‘
Support Facilities

$7:128’ '.c

8.3%
Train 
Control

$2,753

16.9%
1.5%/ \ Transit Vehicles
Automatic \ $5,582
Fare Collection
$509

CONSTRUCTION ^ ;
EQUIPMENT C. ZI

r5.4%
Communications

$1,796

0.7%
Systemwide

$220

1982-83 OPERATING FUNDS — $144,432,000 (including Capitaiized Costs)
Where Funds Came From (in thousands) How Funds Were Applied (in thousands)

31.6%
43.5% \ / \ Transportation \

Transactions \ $45,658
42.2% \ & Use Tax 35.2% \
Fares 1 $62,847 Maintenance

$60,965 /
0.4%

$50,906

Decrease in X // \ 15.1%'''''''’^^

3.9% /
Investment Income 
& Other Operating 2.1% 
Revenues
$5,618

/Working
Capital*
$589

1.7%
State
Financial
Assistance

General & 
Administrative

,$21,792

Regional 2.7% 
Financial Construction 
Assistance Funds
$3,0a0 $3,906

’Funded excess of expenses over revenues 
Federal Financial Assistance: 0

3.5%
Property $2,439 
Tax
$5,068

4.5%
Police 
Services
$6,570

3.0%
Construction & 
Engineering
$4,261

"3.1%
Debt
Service
Aliocations
$4,525

7.5%
Capitai
Allocations
$10,720
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At the conclusion of the 
1982/83 fiscal year, BART’s Of
fice of Research predicted that 
the system would serve an 
average of 265,700 patrons 
each weekday by June 1988, 
and plans continued for ex
tension of BART service.
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Progress on Extensions
The Board of Directors has ad

vanced approximately $7 million from 
BART s Capital Allocations to acquire 
parcels of land for future extensions 
alignments.

Negotiations continued for acquisi
tion of land for future stations for the 
Warm Springs, Livennore/Pleasanton 
and Pittsburgh/Antioch extensions. 
Some of the land required for the pro
posed West Pittsburg, Antioch and 
Castro Valley BART Stations was 
acquired.

The Livennore/Pleasanton Exten
sion Update Analysis was distributed 
for review and comment in early June 
1983.

Negotiations are under way with 
the U S, Department of the Navy for 
the utilization of land required for the 
North Concord/Martinez Station site.

Station Area Development
Work continues on the establish

ment of a policy which ulll guide the 
joint development of areas sun ound- 
ing BART stations and other BART 
properties. A part of this effort is a 
comparative analysis of joint dev'elop- 
ment opportunities throughout the 
system.

A plan for the Pleasant Hill BART 
Station was adopted, a development 
study of the El Cen ito Plaza BART 
Station area was completed, and 
recommendations were formulated 
for a first-phase development pro
gram at the Walnut Creek BART 
Station.

The Board of Directors in March 
1983 gi anted a private developer a six- 
months' option for a proposed office



project over the Lake Merritt BART 
Station. During the period of this re
port, discussions were held with the 
City of Oakland about this unsolicited 
joint development project and other 
such opportunities at or near BART 
stations located in that city.

Architectural Student Station 
Design Competition

In the fall of 1981, the Board of Di
rectors approved the first architectu
ral student station design competition, 
which was conducted during the 
1981/82 winter and spring school 
terms. The competition focused on 
possible future de\'elopment at three 
BART stations: Coliseum, Oakland 
West and Walnut Creek. Six schools 
participated and the competition 
was limited to fifth-year and graduate 
students. These schools assigned the 
competition as a design problem in 
regularly scheduled design classes.

The participating schools were: Uni
versity of California at Berkeley: Uni
versity of Oregon at Eugene, Oregon; 
California Polytechnic University, San 
Luis Obispo, California; California 
Polytechnic University, Pomona, Cali
fornia; Southern California Institute 
of Architecture, Santa Monica, Califor
nia; and New School of Architecture, 
Chula Vista, California.

The grand prize went to an entry 
for the Walnut Creek BART Station, 
submitted by a four-student design 
team from the Southern California 
Institute of Architecture for the 
development of a mixed-use project 
that combined office space, support
ing retail and housing space, and 
included a design for underground 
parking, surface parking and a pedes-

‘t

Grand Prize Winner of the 1982 Architectural Student Design Competition — Walnut Creek BAHT Station.

trian mall. The model of this concept 
was placed on display at various lo
cations in Walnut Creek and received 
wide-spread public and professional 
acclaim.

Prizes totaling $16,000 were distribu
ted at the July 15, 1982 meeting of the 
BART Board of Directors. Director Wil
fred T. Ussery, of San Francisco, who 
first proposed the student competi

tion, noted that. The purpose of this 
competition is to stimulate thinking 
about the possibilities offered by air 
rights development over BART-owned 
property I am pleased to see that the 
participants used their creative but 
prudent imaginations.'

A Standard for Today — 
and the Future

As the 1982/83 fiscal year came to 
an end, the statistics showed that, in 
a decade of service, BART had become 
a standard for the industiy. The ob
jective for the future will be to make 
sure that there is as much cause for 
cheers in BART s second decade as 
there was in the first.



Financial Statements
STATEMENT OF OPERATIONS Years Ended June 30, 1983 and 1982 (In Thousands)

The Board of Dii-ectofs
San Francisco Bay Ai-ea Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as of 
June 30, 1983 and 1982 and the related statements of operations, changes in net capital invest
ment, changes in financial position, and revenues, expenditures and fund balances of debt ser- 
\ice funds for the years then ended. Our examinations w'ere made in accordance vxnth generally 
accepted auditing standards and, accordingly, included such tests of the accounting records 
and such other auditing procedures as we considered necessary in the circumstances.

In our opinion, such financial statements present fairly the financial position of San Fran
cisco Bay Area Rapid Transit Distiict as of June 30, 1983 and 1982 and the results of its opera
tions and the changes in its financial position for the years then ended, in conformity with 
generally accepted accounting piinciples applied on a consistent basis.

Adams, Grant, White &. Co. 
Certified Public Accountants

September 2, 1983

Main Hurdman
Certified Public Accountants

BALANCE SHEET June 30, 1983 and 1982 (In Thousands)
1983 1982

ASSETS
Cash (including time deposits; 1983, $15,500; 1982, $-0-) $ 17,273 $ 1,176
Securities 132,259 77,742
Securities representing reserves 45,502 47,017
Deposits, notes and other receivables 22,610 9,149
Construction in progress
Facilities, property and equipment—

53,288 42,082

at cost (less accumulated
depreciation and amortization: 1983, $257,350; 1982, $228,952) 1,296,115 1,301,865

Materials and supplies—at average cost 12,701 11,923
Debt service funds, net assets 21,859 14,739

$1,601,607 $1,505,693

LIABILITIES AND CAPITALIZATION
Contracts and other liabilities $ 35,966 $ 28,542
Unearned passenger revenue 1,382 1,250
Debt service funds 21,859 14,739

59,207 44,531
Capitalization:

Reserves 45,502 47,017
General Obligation Bonds 597,450 624,570
Sales Tax Revenue Bonds 65,000 -Net capital investment 834,448 789,575

1,542,400 1,461,162
$1,601,607 $1,505,693

The accompanying notes are an integral part of these financial statements.

1983 1982
Operating revenues;

Fares $ 67,491 $ 57,547
Less discounts and other deductions 6,526 4,870

60,965 52,677
Other 1,058 936
Investment income 4,560 5,496

Total operating revenues 66,583 59,109
Operating expenses:

Transportation 45,658 44,396
Maintenance 50,906 46,525
Police services 6,570 5,962
Construction and engineering 4,261 3,617
General and administrative 21,792 20,778

129,187 121,278
Less capitalized costs 3,906 3,458

Net operating expenses 125,281 117,820

Operating loss before depreciation expense 58,698 58,711
Depreciation (unfunded):

Of assets acquired with own funds 16,870 14,100
Of assets acquired with grants and contributions by others 12,204 12,326

Total depreciation 29,074 26,426

Operating loss 87,772 85,137
Financial assistance:

Transactions and use tax 62,847 60,989
Property tax 5,068 4,794
State 2,439 71
Transportation Development Act of 1971 3,000 2,478
Debt service allocations (4,525) -
Capital allocations (10,720) (8,100)

Total financial assistance 58,109 60,232

Net loss 29,663 24,905
Depreciation of assets acquired with

grants and contributions by others 12,204 12,326

Net loss transferred to accumulated deficit $ 17,459 $ 12,579

Reconciliation to net funded deficit:
Operation loss before depreciation expense $ 58,698 $ 58,711
Deduct financial assistance 58,109 60,232

Funded excess of expenses over revenues
(revenues over expenses) $ 589 $ (1,521)
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STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT Years Ended June 30, 1983 and 1982 (In Thousands)

Depredation and 
Retirements of

Balance, July 1, 1981 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Decrease in system completion reserve 
Increase in system improvement reserve 
Bond principal

Balance, June 30, 1982 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others
Interest on capital
Establishment of operating reserve
Decrease in vehicle replacement reserve
Decrease in system completion reserve
Decrease in system improvement reserve
Bond principal

Balance, June 30, 1983

Property
Tax

Transactions
and

Use Tax

Grants
and

Contributions

Assets Acquired
With Grants.and 

Contributions 
by Others

Accumulated
Deficit

Interest
on

Capital Reserves

Net
Capital

Investment

$154,070 $150,000 $550,170 $(73,890) $(113,641) $141,449 $(45,389) $762,769

— — — — (12,579) — — (12,579)

— — 17,915 — — — — 17,915

— — — (12,326) — — — (12,326)

— — — — — 10,064 — 10,064

_ — — — — — 125 125

— — — — — — (1.753) (1.753)
25,360 — — — — — — 25,360

179,430 150,000 568,085 (86,216) (126,220) 151,513 (47,017) 789,575

_ — — — (17,459) — — (17,459)
— — 31,214 — — — — 31,214
— — — (12,204) — — — (12,204)
— — — — — 14,687 — 14,687
_ — — — — — (7,500) (7,500)
— — — — — — 5,000 5,000
_ _ _ _ — — 291 291
__ _ — — — — 3,724 3,724

27,120 — — — — — — 27,120

$206,550 $150,000 $599,299 $(98,420) $(143,679) $166,200 $(45,502) $834,448

The accompanying notes are an integral part of these financial statements.

NOTES TO FINANCIAL STATEMENTS — CONT’D 
1—Summary of Significant Accounting Poiicies _____

Description of District
The San Francisco Bay Area Rapid Transit District is a public agency created by the legis
lature of the State of California in 1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended. The District does not have stockholders or equity holders 
and is not subject to income tax. The disbursement of all funds received by the District is 
controlled by statutes and by provisions of various grant contracts entered into with Federal 
and State agencies.
Securities
It is the District’s policy to hold investments until their maturity and, accordingly, securities 
are carried at cost. At June 30, 1983 and 1982, cost exceeded market value by $1,610,000 
and $6,505,000, respectively. The face value of securities exceed cost at June 30, 1983 and 
1982.

■f

Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Depreciation is calculated using the 
straight-line method over the estimated useful lives of the assets. The amount of deprecia
tion of assets acquired with District funds is distinguished from depreciation of assets ac
quired with grants and contributions by others. The latter amount is shown on the'state- 
ment of changes in net capital investment with the related grants and contribution! I 
Federal and State Grants j '
The District receives amounts from both Federal and State governments to assist in opera
tions and for capital or other projects. Grants for capital and other projects are recorded as 
additions to net capital investment on receipt. Grants for operating expenditures are in
cluded as financial assistance in the statement of operations. , !

' ■■; i •
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STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30, 1983 and 1982 (In Thousands)

Cash and securities (used) provided by:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash:

Depreciation of assets acquired with own funds

Cash and securities 
(used) provided by operations 

Issuance of Sales Tax Revenue Bonds 
Contributions from U.S. Government grants and others 
Increase in contracts and other liabilities 
Increase in unearned passenger revenue 
Interest on capital

Total cash and securities provided

Cash and securities applied to:
Increase in deposits, notes and other receivables 
Additions to construction in progress 
Additions to facilities, property and equipment 
Additions to materials and supplies

Total cash and securities applied

Increase in cash and securities

1983 1982

$(17,459) $(12,579)

16,870 14,100

(589) 1,521
65,000 —31,214 17,915

7,424 5,566
132 176

14,687 10,064

117,868 35,242

13,461 3,571
11,206 2,538
23,324 17,452

778 1,325

48,769 24,886

$ 69,099 $ 10,356

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND 
FUND BALANCES Years Ended June 30, 1983 and 1982 (In Thousands)

Year Ended 
June 30,

Year Ended June 30, 1983 1982

Revenues:
Property Tax 
Bond proceeds
Accrued interest from bond sale 
Allocations from District revenues 
Interest

Expenditures:
Interest
Principal
Bond service expense 
Interest transmitted to District

Balance, beginning of year

Balance, end of year 
Represented by:

Cash (including times deposits: 1983, $200; 1982, $2,972) 
Securities
Taxes and interest receivable 
Assets with fiscal agent

The accompanying notes are an integral part of these financial statements.

General Sales Tax General
Obligation Revenue Obligation

Bonds Bonds Combined Bonds

$48,004 $ - $48,004 $48,686
— 6,308 6,308 —
— 210 210 —
— 4,525 4,525 —2,198 505 2,703 3,116

50,202 11,548 61,750 51,802

25,802 1,577 27,379 27,050
27,120 — 27,120 25,360

— 3 3 —
— 128 128 —

52,922 1,708 54,630 52,410
(2,720) 9,840 7,120 (608)
14,739 — 14,739 15,347

$12,019 $ 9,840 $21,859 $14,739

$ 228 $ - $ 228 $ 2,989
10,109 — 10,109 10,049
1,682 — 1,682 1,701

— 9,840 9,840 —
$12,019 $ 9,840 $21,859 $14,739

NOTES TO FINANCIAL STATEMENTS — CONT’D 
1—Summary of Significant Accounting Policies cont’d
Sales Tax Revenue
The one-half percent transactions and use tax is collected and administered by the State 
Board of Equalization. Of the amounts available for distribution, 75% is transmitted directly 
to the District’s appointed trustee for the purpose of paying bond interest, principal and ex
penses. Monies not required for these purposes are transmitted to the District. The District 
records the total taxes received as transactions and use tax and the amount retained by the 
trustee as debt service allocations upon receipt of the net amount. The State Board of 
Equalization estimates that transactions and use tax revenues for the period April 1, 1983 to 
June 30, 1983 will be appoximately $13,365,000. Of this amount, $4,009,500 had been re
ceived and recorded by the District. Comparable figures for 1982 were $13,125,000 and 
$3,281,250, respectively.
Property Tax Revenue
The District receives property tax revenues to service the debt requirements of the General 
Obligation Bonds and records these revenues in the debt service funds. It also receives an 
allocation of property tax revenues to provide for general and administrative expenses not 
involving construction, although such revenues may be used for construction if needed.
The District records this property tax allocation as financial assistance.

Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as an increase in net capital in
vestment to recognize that this interest should be directly associated with the capital which 
gives rise to the interest and which is not available for current operations.
In accordance with this policy, management allocated to net capital investment $8,741,000 
of interest revenue earned on assets held in the General Operating Fund but which related 
to capital projects.
Self-Insurance
The District is largely self-insured for worker’s compensation, general liability claims, and 
major property damage. The District records the costs of self-insured claims and major 
property damage when they are incurred.
Capital Allocations
The Board of Directors allocates a portion of unrestricted financial assistance and general 
fund revenues to net capital investment for capital projects.



NOTES TO FINANCIAL STATEMENTS - CONT’D

2—Reserves
Securities are separately classified on the balance sheet to reflect designation by the Board of Directors of a por
tion of the District’s capitalization as reserves for the following purposes;

-----(In Thousands)-----

Basic System Completion 
System Improvement 
Self-Insurance 
Vehicle Replacement 
Operating

1983 1982
$12,290 $12,581

16,712 20,436
9,000 9,000
— 5,000

7,500 —
$45,502 $47,017

In 1962, voters of the member counties of the District authorized a bonded 
indebtedness totaling $792 million of General Obligation Bonds. Payment 
of both principal and interest is provided by the levy of District wide prop
erty taxes. During 1966, City of Berkeley voters formed Special Service 
District No. 1 and authorized the issuance of $20.5 million of General Ob
ligation Bonds for construction of subway extensions within that city. Pay
ment of both principal and interest is provided by taxes levied upon proper
ty within the Special Service District. Bond principal is payable annually on 
June 15 and interest is payable semiannually on June 15 and December 15 
from debt service funds. Interest of $12,070,000 on General Obligation 
Bonds and $174,000 on Special Sen/ice District No. 1 Bonds is payable on 
December 15,1983.
The following is a schedule of principal repayments required under General 
Obligation Bonds as of June 30, 1983 (in thousands):

3—Facilitites, Property and Equipment
Facilities, property and equipment, assets lives, and accumulated depreciation and amortization at June 30,1983 
and 1982 are summarized as follows;

-(Thousands)—

Lives

-1983-
Accumulated
Depreciation

and

-1982-
Accumulated
Depreciation

and
(Years) Cost Amortization Cost Amortization

Land _ $ 108,263 $ - $ 109,698 $ -
Improvements 80 1,050,753 125,171 1,034,269 112,247
System-wide operation and control 20 112,761 44,390 108,827 38,790
Revenue transit vehicles 30 155,963 46,596 154,659 41,402
Service and miscellaneous equipment 3 to 20 18,792 8,543 16,450 7,238
Capitalized construction and start-up costs 30 99,437 30,647 99,433 27,493
Repairable property items 30 7,496 2,003 7,481 1,782

$1,553,465 $257,350 $1,530,817 $228,952

Year Ending 1962 District 1966 Special Service
June 30 Serial Bonds District Bonds ToUl

1984 $ 28,575 $ 390 $ 28,965
1985 30,350 410 30,760
1986 32,400 420 32,820
1987 34,225 440 34,665
1988 36,250 460 36,710

Later Years 427,700 5,830 433,530
$589,500 $7,950 $597,450

4—General Obligation Bonds

Year
Composite Last

Interest Series ---------------
Rate Matures Authorized

Original Amount

Issued

--(In Thousands)- 
-------- 1983--------

Due In 
1 Year Total

Due in 
1 Year

-1982

Total

1962 District Bonds 
1966 Special Service 

District Bonds

3.98%

4.37%

1999

1998

$792,000 $792,000 $28,575 $589,500 $26,750 $616,250

20,500 12,000 390 7,950 370 8,320
$812,500 $804,000 $28,965 $597,450 $27,120 $624,570



NOTES TO FINANCIAL STATEMENTS - CONT’D 
5—Sales Tax Revenue Bonds

1969 Sales Tax Revenue Bonds 
1982 Sales Tax Revenue Bonds

Year
Last

Series
Matures

1977
2008

Original Amount 
Authorized Issued

-(In Thousands)- 
--------1983--------
Due In 
1 Year Total

Due in 
1 Year

-1982-

Total

$150,000 $150,000 $ -
65,000 65,000  -

$215,000 $215,000 $ -0- $65,000 $ -0- $ -0-

$ - 
65,000

The 1969 Legislature of the State of California authorized the District to impose a 1/2% transactions and use tax 
within the District and issue Sales Tax Revenue Bonds totaling $150 million. The State Legislature later extended 
the tax to June 30, 1978 and authorized the District to issue bonds totaling $24 million to be used for operations. 
Payment of these Sales Tax Revenue Bonds was completed by June 30, 1978.
On September 30, 1977, the Governor signed legislation which extended the transactions and use tax indefinitely. 
The tax is collected and administered by the State Board of Equalization. Of the amounts available for distribution, 
75% is allocated to the District and 25% is allocated by the Metropolitan Transportation Commission to the District, 
the City and County of San Francisco, and the Alameda-Contra Costa Transit District for transit services on the 
basis of regional priorities established by the Commission.
In October 1982, the District issued revenue bonds totaling $65 million to pay a portion of the cost of acquisition 
of 150 rail transit vehicles and related automatic train control equipment for use in the District’s existing rapid tran
sit system. The 1982 Bonds are special obligations of the District payable from and secured by a pledge of rev
enues, including certain sales tax revenues, all passenger fares and certain property tax revenues. The bonds ma
turing on or after July 1, 1992 are redeemable prior to maturity at the option of the District on various dates at 
prices ranging from 103% to 100%. The bonds maturing July 1, 2008 are also subject to redemption to satisfy 
sinking account installments on or after July 1, 2002 at 100%.
Taxes collected by the State Board of Equalization are transmitted directly to the appointed trustee for the pur
pose of paying bond interest seminannually on July 1 and January 1, principal annually on July 1 and expenses of 
the trustee. Monies not required for these purposes are transmitted to the District. Interest of $3,154,000 is pay
able on July 1, 1983. Taxes received by the trustee during the current fiscal year were $47,141,000 of which 
$4,525,000 was retained by the trustee for the above purposes and $42,616,000 was transmitted to the District. The 
District records the total taxes received as transactions and use tax and the amount retained by the trustee as debt 
service allocations upon receipt of the net amount.
The following is a schedule of principal repayments required under Sales Tax Revenue Bonds as of June 30, 1983 
(in thousands):

Year Ending 
June 30

1982 Sales Tax 
Revenue Bonds

1984 $ -
1985 490
1986 545
1987 610
1988 685

Later Years 62,670
$65,000

6—U.S. Government Grants
Capital

The U.S. Government, under grant contracts with the District, provides fi
nancial assistance for capital projects. Grants for capital projects are re
corded as additions to net capital investment when received. A summary of 
Urban Mass Transportation Administration Grants in force at June 30, 1983 
is as follows:

------(In Thousands)------
Maximum Funds 

Grant ReceivedType of Grant
Beautification
Demonstration
Capital

$ 1,961
13,360 

399,000

$414,321

$ 1,961 
13,317 

317,891

$333,169

7— Litigation and Disputes with Contractors and Others
The District is involved in various lawsuits, claims and disputes, which for 
the most part, are normal to the District’s operations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District’s financial position or operations.

8— Public Employees’ Retirement System
The District contributes to the Public Employees’ Retirement System. The 
System is a contributory pension plan providing retirement, disability, and 
death benefits to employees of certain state and local governmental units. 
Substantially all full-time employees of the District are covered by the Sys
tem. Pension costs of the System are determined actuarially and required 
contributions are expensed currently. Pension expense was $6,111,000 and 
$6,036,000 in 1983 and 1982, respectively.

9— Deferred Compensation Plan
The District has deposited funds with a custodian pursuant to the District’s 
deferred compensation plan. These deposits together with earnings had a 
market value of $7,300,000 as of June 30, 1983. This amount is reflected on 
the balance sheet in deposits, notes and other receivable and in contracts 
and other liabilities.

10— Subsequent Events
In July 1983, the District sold $16 million in subordinated sales tax anticipa
tion notes to satisfy obligations payable from the General Operating Fund 
of the District. The issuance of these temporary notes is in anticipation of 
the receipt of taxes, revenue and other moneys to be received by the Gen
eral Operating Fund of the District during or allocable to fiscal year 
1983/1984.
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PRESIDENT’S
MESSAGE

BART began its second 
decade of operations this fiscal 
year — a proven, high-speed, 
high-capacity, high-perfor
mance transit system. After a 
decade of paying its dues for 
pioneering, BART has trans
formed a \dsion into reality.

When BART opened Septem
ber 11, 1972, nine two-car trains 
on 120 daily runs carried 
about 15,000 passenger trips 
per day on the 28-mile seg
ment linking Fremont, 
MacArthur, and ten intermedi
ate stations. Two years later 
(September 9, 1974) came trans
bay service, with about 120,000 
daily trips on the entire 71.5- 
mile system.

As this fiscal year drew to a 
close, 43 BART trains on 479 
daily runs carried about 
186,000 trips each weekday. In 
the ten-plus-year period, pa
trons made 382 million trips on 
BART for a total of 5 billion 
passenger miles — with not a 
single passenger fatality. God 
willing, we aim to keep that 
record for the next ten years 
and beyond!

Reliability
The reliability of the BART system 

is reflected in the fact that 99.2 per
cent of scheduled train dispatches 
were completed and 94.5 percent of 
the trains ran on time. This high level 
of reliability allowed BART for the first 
time to publish weekday timetables. 
For several years BART has published 
evening and weekend timetables; the 
median on-time performance for these 
times of operation during the year 
was 98 percent.

Patronage
BART continued to set patronage 

records. Despite a sluggish economy, 
an 18 percent fare increase, and lower 
gasoline prices, we carried more trips 
this fiscal year than in any prior year. 
Several new programs have enhanced 
ridership this year. One example is a 
joint monthly BART-MUNl pass good 
for unlimited travel on either BART or 
MUNI within San Francisco. (Plans are 
also under way for a joint BART/AC/ 
MUNI pass.) For the first time patrons 
get a five percent bonus for buying 
high-value tickets — a $21 ticket for $20.

Capacity
During peak commute hours many 

trains are severely crowded. BART has 
undertaken a series of capital projects 
to pro\ide relief We have 150 new 
cars on order. A third track is under 
construction in the critical line 
through downtown Oakland. The 
planned Daly City tail track will let us 
almost double the Irequency of turn
ing trains back; remove mallunction- 
ing trains much faster; and eliminate 
operating bottlenecks. A storage yard 
at Daly Citj' will cut dowTi on costly 
moves to and from yards in the East 
Bay and also enhance the reliability of 
operations. Fire-hardening of cars — 
besides enhancing patron safety — 
will allow more trains at a time to run 
through the Transbay Tube. We are 
replacing 15-year-old central train 
control computers that can handle 
only 49 trains with a state-of-the-ai t 
Integrated Control System that w-ill 
be able to accommodate over 100 
trains. This entire program should 
come together by 1988.
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Parking
BART’S park-and-ride has been a re

sounding success. We provide 22,184 
off-street parking spaces — almost 
one space for every four BART round 
trips. Except for a 25-cent daily fee at 
Lake Merritt, all BART parking is free. 
Because many BART parking lots tend 
to overflow onto city streets, we are 
taking steps to encourage car pools, 
buses, mopeds and bikes, etc. Increas
ing the density and quality of land 
use near stations would put more 
patrons within walking distance of 
BART. Extensions — particularly to 
freeway-oriented stations — will re
duce both the pressure on parking 
lots and traffic congestion. Until the 
rail extensions are built, BART Express 
Bus stations with parking are planned 
at future rail station sites, with fre
quent bus service to rail stations.

BART is also considering parking 
structures which would allow for sur
face development, a better utilization 
of available land at many stations. We 
would also expect substantial parking 
to be incorporated into the develop
ments we are seeking in and around 
BART stations.

Extensions
BART’S extension policy provides 

increments both within the district 
and — subject to an acceptable cost
sharing tirrangement — to outside 
points. Several corridor studies are 
now under way. We are buying land 
for future station sites and critical 
line segments through a recently 
established program. The Express 
Bus program is being re oriented to 
serve park/ride express bus stations at 
sites of future rail stations.

Station Area Development
Our Board seeks to achieve the 

highest and best use of land near 
BART stations; we would use the in
cremental benefits for system im
provements including parking. Esca
lating land values at BART stations will 
not let surface parking remain the 
dominant feature of stations in the 
decades ahead. BART s station area 
planning and development program 
includes working with various com
munities on development plans; archi
tectural competitions for graduate 
students; and aggressively seeking out 
developers for joint use of BART and 
other properties near stations.

The Bottom Line
BART’S farebox ratio of 49.1 percent 

and operating ratio of 53.6 percent 
each set a new high. A one-half per
cent sales tax, of which BART receives 
three fourths, funds most of the op
erating deficit. BART’S rail cost per 
passenger mile, 16.2 cents, compares 
with 15.5 cents (23.1 cents in 1983 
dollars! five years ago.

BART’S new C-Car in service by FY198S/86

As we enter BART’s second decade,
I thank my fellow directors, BART staff 
and employees, BART patrons, and 
citizens of the three BART counties 
for the support they have given BART 
in the sometimes troubled past. I 
think we have turned the corner. May 
the next decade prove even more the 
vision of those who made BART 
possible.

Robert S. Allen

President, Board of Directors, 
San Francisco Bay Area 
Rapid Transit District, 1983

-------
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As BART celebrated its 10th 
anniversaiy, it continued to 
new and higher patronage 
records. By the end of the 
1982/83 fiscal year, the highest 
weekday average was reached 
and during these 12 months 
more trips were made on 
BART than in any previous 
year.

The system improved its 
"on-time” record, and effective 
maintenance resulted in fewer 
cars being out of service for 
repair on any given day than 
ever before. The result was 
that BART published a week
day schedule for the first time 
in April 1983, making the sys
tem even more convenient 
for the growing number of 
patrons.

Statistical Details
During the report period, BART 

reached 99.5 percent of its 'on-time’’ 
daily performance objectives, but sur
passed its peak-period performance 
objective with a 100.2 percent level of 
operation.

Responding to the continuing im
provements in BART'S sendee reliabili
ty, more people rode BART and travel
led more passenger miles than in any 
pre\dous year, with 53,699,387 passen
ger trips, and these patrons travelled 
725,077,000 passenger miles.

The highest average weekday rider- 
ship in a given month was reached 
during June 1983, with a total week
day average of 192,467 trips. One of 
the contributing factors to the high 
level of patronage was the availability

of the new' BART/MUNI monthly pass.
The average percent of BART's fleet 

which was available for revenue sen'- 
ice at 8 a m. during the period of this 
report was 89.1 percent. This veiy high 
level of car availability not only 
exceeded the system's goals and ob
jectives for the 1982/83 fiscal year, but 
was 4.1 percentage points higher than 
the transit industry s international av
erage goal of 85 percent of fleet availa
bility.

Another indicator of BART's equip
ment reliability is that, based on four 
key vehicle reliability measures (pro
pulsion, friction brakes, doors and 
auxiliary electrical systems) only 2.3 
BART cars required maintenance ev
ery 10,000 miles of service. This 
compares extremely well with the

BARTWEEKDAY 
TRAIN
SCHEDULES

Richmond! San Francisco-Daly City

Dear Passenger,
IVe are pleased to present our first printed 

time-tables for all weekday trams.
The tables are broken down according to 

the various tram routes. We recommend that 
you arrive on the train platform el least one 
minute earlier than the published train 
departure time.

BART trains run Monday through 
Saturday from 6:00 a.m. to midnight and 
on Sunday from 9.00 a.m. to midnight.

Prior to 7:00 pm. Monday through Sat
urday. trains run direct between Daly Cityi

Concord: Daly Oty/fremonr, Richmondl 
Fremont: and Richmond-’Daly City.

After 7:00 p.m. and aft day Sunday, trains 
run only between Daly City/Concord and 
FremonliRichmond. All tram-fo-fram trans- 
lers should be made at the 12th Street-City 
Center station evenings and Sundays

Aft fare gates close at midnight. For pos
sible entry prior to 6 a.m. weekdays and 
after midnight, contact station agent or 
use white courtesy telephone.
Eiiecuve Apni m3 1321
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transit industry' s national average 
of 3.8 vehicles. Further utilization 
of BART cars exceeded the transit 
industry's national average by 50 
percent, as BART cars travelled 
75,000 miles before required pre
ventative maintenance as compai ed 
to the industry's average of 50,000 
miles.

As a result of maintaining this high 
level of service reliability, BART pub
lished a weekday train schedule for 
the first time on April 6, 1983. The 
four-page timetable, with an easy-to- 
read format, includes schedules for all 
trains traveling in both directions on 
all four lines.



Anniversary Celebration
There were more than enough rea

sons to celebrate when BART marked 
its 10th anniversaiy of service, which 
began September 11, 1972. The theme 
of the birthday party held on Monday, 
September 13, was "Ten Years! 
Cheers!” The festivities culminated in 
the cutting of a 92-pound cake shaped 
like a BART train formed into the 
Number 10, with stage and screen star 
Donald O’Connor and television star 
Fred LaCosse on board to help make 
the first cut in the cake. The theme 
chosen irom more than 150 entries 
submitted by BART employees was 
suggested by BART Station Agent 
Donna Loughran.

As immediate-past BART Board 
President Eugene Garfinkle presented 
prizes to the winners of various BART 
birthday contests at the ceremonies at 
the Lake Merritt BART Station, he no
ted that "BART has now become the 
standard against which many of the 
rail systems around the world are 
measured today”

Special Service
As part of its marketing effort, BART 

again offered special trains to major 
events. There were the Oakland "A s 
Specials, ” providing train service to 
the Oakland Coliseum from Daly City 
and Concord for A s home games. 
During the 1982 baseball season,
BART carried about 15 percent of the 
total paid attendance at A s home 
games, which translates into 500,000 
trips.

The "Invaders Special ” also carried 
patrons directly to the Coliseum, with

special trains leaving fi^m Concord 
and Daly City. BART carried 28,000 
patrons, or 11 percent of the gate, to 
Invaders’ games.

Other special trains took patrons to 
" Day on the Green Concerts ” at the 
Oakland-Alameda County Coliseum. 
BART carried 17 percent of the gate, 
translating into about 58,000 passen
ger trips, to these events.

In Januaiy 1982, the "Tishman 
Special, ” a chartered three-car BART 
train, carried approximately 150 dig
nitaries to ceremonies marking the 
beginning of the Tishman Office Cen
ter, which will be within walking dis
tance of the Walnut Creek BART Sta
tion. "The Tishman Special ” depart
ed the Montgomeiy BART Station and 
made only one stop, at the 19th Street 
BART Station in downtown Oakland, 
as it proceeded to the Wcilnut Creek 
BART Station. Following the cere
monies, the train was then dispatched 
for its return trip. While B.ART trains 
have been chartered for other events, 
this was the first "roundtrip ” char
ter and proved once again that BART 
is a convenient and cost-effective way 
to carry large groups to special events.

For the second year in a row, BART 
offered early morning service to one 
of the Bay Area’s more unusual 
events: the Bay to Breakers Race 
through San Francisco. Eight special 
trains, two each leaving from the 
Concord, El Cerrito Del Norte, South 
Hayward and Daly City BART Stations 
beginning at 6:15 a.m. (compared to 
the normal Sunday starting time of 
9 a.m.), carried 6,700 patrons on 
the morning of the May 15th race, 
compared to 3,500 last year.
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"Ten Years — Cheers!” was the theme of BAHT’s Tenth Anniversary Part;,. BART Directors 
are shown with motion picture, television and stage star Donald O’Connor (center) as they 
cut the 92-pound 10th Anniversary train cake molded to form the number "10."’ Directors 
shown here (left to right) are Maigaret K. Pryor, Eugene Garfinkle, RAen. S. Allen, John 
Glenn, Nello Bianco, O’Connor, Will Ussery and Arihur Shartsis. Quentin Kopp, a former 
BART Director, is in the background.



Promotions: From “Big Bird” 
to Ice Sculpture

As pail of its marketing program, 
BART offered patrons a chance to par
ticipate in random drawings for tick
ets to the Ice Capades and the Golden 
Bay Earthquakes soccer team. Cheer
leaders from the Oakland Invaders 
greeted BABT patrons at Embarcadero 
and Montgomeiy Street BABT Stations 
in May, while Big Bird, Snoopy' and a 
clown passed out candy to BART rid
ers in an early celebration of Hallow
een on October 29.

In August 1982, when the Twelfth 
International Sculpture Conference 
was held in Oakland, BART proxdded a 
site for Texas sculptor Bert Long to 
create a work from 20,000 pounds of 
red, yellow and blue ice. He worked 
tram 3:30 p.m. until 6:30 a m. the fol
lowing morning before displaying his 
creation around the fountain on the 
Concourse Level of the Lake Merritt 
BART Station.

BART s traveling exhibit, "BART. Go
ing Places,” continued making tbe 
rounds of various BART stations. In
troduced in September 1981, the ex
hibit features large graphics and pho
tos g^ng information about the his
tory and construction of the system, 
as well as data on present operations 
and plans for the future.

In December 1982, ground-breaking 
ceremonies were held at the Hayward 
BART Station parking lot, for con
struction of a carbarn to bouse the 
last horse-drawn streetcar to operate 
in Alameda County. Built in 1901, the 
antique streetcar will be on perma
nent display at the Hayward BART 
Station.

In an effort to promote safe holiday 
travel, BART continued its three-year- 
old program of offering free coffee and 
doughnuts on Christmas Eve and New 
Year s Eve at vaiious BART Stations. 
Bugs Bunny of Man iott's Great Amer
ica theme park also toured the system 
during the holidays, adding his own 
special cheer.

In May 1983, BART celebrated Cinco 
de Mayo with exhibitions, refresb- 
ments, Latin music and dances at var
ious stations. Festiwties at tbe Lake 
Merritt BART Station included an ap
pearance by tbe Oakland Ballet Folk- 
lorico, Grupo Infantil la children s 
troupe), and a mariachi band.

In recognition of National Police 
Week, held from May 9 to May 13, 
BART police staffed an exhibit at five 
stations, with a slide show and a 
taped narrative describing police act- 
iMties and responsibilities.

In June 1983, at tbe Oakland Con
vention Center dedication ceremonies, 
nearly 100,000 persons saw the BART 
exhibit and information booth.

Discount Fares
Special tares attracted many BART 

patrons during the 1982/83 fiscal year.
To kick off the holiday shopping 

season, BART reduced fares by 15 per
cent on the day after Thanksgiving. 
Systemwide ridership was 30.2 per
cent below tbe November weekday av
erage for that day. However, at the 
Powell Street BART Station, serx'ing 
San Francisco’s principal retail shop
ping area, patronage was 70 percent 
above average.

In February 1983, BART increased 
the face value of the discount tickets

available for seniors, youths and dis
abled persons ft'om $6.00 to $12.00, so 
that patrons would not have to pur
chase tickets so frequently. An estima
ted 8,000 persons use these tickets, 
which sell for $1.20, offering a 90 per
cent discount.

All BART patrons were given a five 
percent bonus on the high-value, full- 
fare tickets sold only at banks, savings 
and loan offices and BART Passenger 
Seivices offices. These tickets, which 
have a face value of $21.00, can be 
purchased for $20.00.

In Apnl 1983, BART and the San 
Francisco Municipal Railway (MUNI) 
issued the first joint monthly pass

good for unlimited travel on eithei' 
system within San Francisco. Average 
weekday use the first month was ap
proximately 11,700 trips, increasing 22 
percent to 14,300 by June 1983. Ap
proximately 50 to 55 percent of these 
patrons are believed to be new BART 
riders, who accounted for a three 
percent increase in average weekday 
lidership and a record month in June.

BART now is working w'ith the San 
Francisco Municipal Railway and Ala- 
meda-Contra Costa Transit District to 
develop a similar, joint BART/MUNI/ 
AC pass which would serv'e an even 
larger number of riders.

This is now the permanent home of the last horsedrawn street car 
to operate in i'Mameda County.
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On May 22, 1983, BART conducted a major emei^ency procedures drill de
signed to test its Emergency Plan, to evaluate a more centrally located cas
ualty collection site and to pro\'ide an additional resource for a concurrent 
medical drill conducted by the Alameda County Emergency Medical Serii- 
ces and Oakland medical facilities. More than 200 volunteers participated as 
evacuees and over 30 individuals were made-up to depict injured persons. 
The Oakland and San Francisco Fire Departments were the only two de
partments directly involved with the drill in the Transbay Tube. However, 
there were many transit and fire department officials, both local and from 
other parts of the nation, as observ'ers at this drill. Involved vMth the move
ment of persons from the MacArthur BART Station collection site to local 
hospitals were two chapters of the American Red Cross, triage teams from 
the Oak Knoll U.S. Naval Hospital in Oakland and a local ambulance service.

Safety
BAFT continued its outstanding 

safety record, with the number of pa
tron accidents decreasing from 18 in
cidents per million passenger trips 
last year to 16 incidents per million 
passenger trips during the 1982/83 
fiscal year.

As cf June 1983, BART had carried 
382,133,696 passengers without £ sin
gle passenger fatality since the system 
began revenue semce.

Employee lost-time injuries num
bered 216, up 6.4 percent from the fig
ure of 204 the previous year.

Patron-related crime increased to 
19 incidents per million passenger 
trips, compared to 15.1 the previous 
year. This was, howev'er, much lower 
than the crime rate in surrounding 
communities. The largest increases 
were for incidents of disorderly con
duct, purse-snatching and ai son.

Work continued on a $19.4 million, 
two-and-a-half-year program to make 
cars more fire-resistant by replacing 
interior ceiling and wall liners, re
placing the floor panels and adding 
insulating panels between the floors 
and the heat-generating equipment

mounted under the cars. The new C- 
Cars will meet the same standards of 
fire safety.

BART held 16 fire drills and famil
iarization tours, including a major fire 
drill in the Transbay Tube in May 
1983 involving more than 200 volun
teer "passengers, " as part of its con
tinuing effort to work with local fire 
departments and other emergency 
service agencies to improve emergen
cy procedures. Participating in BART 
emergency procedures drills during 
this fiscal year were 463 fire depart
ment representatives.

Fiber Optic Cabie
A new use for the Transbay Tube 

began on August 3, 1982 when Pacific 
Telephone &, Telegraph Company in
stalled a fiber optic cable in the gal
lery of the Transbay Tube. The cable 
can transmit more than four and a 
half times the number of calls carried 
by the copper trunk cables located at 
the bottom of the Bay.

In the 1982/83 fiscal year, BART re
ceived $70,273.87 in revenue for allow
ing PT&T to use the tube, part of 
BART s continuing effort to co-operate 
with other organizations,



PART II
CAPITAL
IMPROVEMENTS

Completion of BART’s capital 
improvement program is inte
gral to BART'S plans to increase 
capacity by 85 percent.

During the 1982/83 fiscal 
year, BART continued to make 
progress on its $519.3 million 
five-year capital improvement 
program. The program in
cludes the purchase of 150 new 
vehicles, improvements in the 
central control system, con
struction of a third track 
through downtown Oakland, 
fire safety improvements, 
modifications of the train con
trols along the trackway, and 
the construction of the Daly 
City Facility, which includes a 
turnback track and storage 
yard.

Contract for C-Cars
On October 7, 1982 BART Directors 

approved a $279 million, five-year pro
ject, including a major contract to 
SOFERVAL (Societe' Ferroviaire du Val- 
enciennois) to build up to 150 new' C- 
Cars needed to meet increased pas
senger demands. These cars were 
designed by BART engineers and can 
be used as either lead cars or mid
train cars, increasing operational 
flexibility. With the new cars, one 
train can be change into two shorter 
trains, or \'ice versa, without re
turning to one of the East Bay yards. 
Delivery of four production prototypes 
is e.xpected during the 1984/85 fiscal 
year.

New Train Control Units
Also on October 7, the Board of Di

rectors approved a $2.8 million con
tract with Westinghouse Electric Cor
poration to develop and test five pro
totype vehicle train control units in 
conjunction with the planned $25.5 
million upgrading of BART's comput
erized central control system. When 
completed, the new system will be 
able to handle in excess of 75 trains 
on the system at one time, compared 
to the current limit of 49.

K-E Track Progress
Work continued on the K-E Track 

through downtown Oakland, a 1.5- 
mile connection through a third tun
nel from Washington Street to 23rd 
Street and the first addition of main 
line track since BART's original con
struction.

Construction of overpasses above 
27th Street, 29th Street and 30th Street

in Oakland was completed, and the 
contract was awarded for the final 
phase of construction. Work began in 
March 1983 on the final phase, which 
includes installing running rail, power 
equipment and the wayside control 
system fi'om the Oakland West BART 
Station to the MacArthur BART Station.

When completed in 1985, the new 
track will prox'ide another route 
through the congested Oakland ' Y” 
area, where all tfuee lines converge. It 
also can be used for train storage.

Daly City Facility
Env'ironmental studies and prelimi

nary engineering studies were com
pleted for the Daly City Facility, con
sisting of a turnback track and storage 
yard, and the City Council of Daly

City approved a general plan amend
ment permitting construction of the 
project.

The $150 million project will re
duce the turnaround time at the Daly 
City teiminal, thereby allowng trains 
to run at closer intervals. The facil
ity also w'ill reduce operating expen
ses because empty trains will no 
longer have to return to East Bay 
yards for storage after going out of 
semce.

Car Conversion Program
During July 1982, BART completed 

its program of converting 35 A-Cars to 
B-Cars. Stalled in 1978 and aimed at 
obtaining a better fleet mix, the con
version program allows BART to utili- 
lize its equipment more efficiently.

OAKLAND WEST 
^ STATION

KX Spur Track-Ml Track 
MX Track

C2 Track
5th ST. Portal

M2 Track
CX Track MACARTHUR

STATIONOAKLAND
WYE C1 Track

.23rd ST. Portal12th ST. STATION Legend19th ST. STATION
New KE 
Project Track

Original Track

C1 & C2 Tracks
LAKE MERRITT STATION

A Line

K-E PROJECT



BART station Access
As part of its continuing program to 

improve access to the rail system, 
BART completed plans for a new bus 
route in northern Contra Costa Coun
ty, and instituted programs which are 
designed to provide additonal parking 
spaces at several stations and improve 
access to the system for handicapped 
and senior patrons.
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Harold Willson, of Danville, CA, demon
strates operation of the special wheel
chair lift on BiART Express Buses.chair lift

The project to equip BART Express 
Buses with special wheelchair lifts 
and a "kneeling” capability for easier 
boarding was completed in March 
1983. Additional curb cuts at 11 sta
tions, for improved wheelchair access, 
were completed in October 1982.

BART completed plans and received 
funding from the Metroploitan Trans
portation Commission (MTC) to oper

ate a new bus route, "The Martinez 
Link," between the El Cerrito Del 
Norte Station and the Contra Costa 
County Offices in Richmond and Mar
tinez. This service is to begin July 5, 
1983.

BART discontinued managing the 
Greyhound Bus commuter service be
tween Concord and San Francisco on 
September 30, 1982 due to a decline 
in ridership and a shortage of avail
able funds.

The 36-bus BART express fleet op
erated for BART by AC Transit pro
vides a connecting link between most 
outlying East Bay communities and 
BART stations.

During the 1982/83 fiscal year, BART 
Express Bus patronage reached 
2,977,000 trips. This translates into a 
monthly average of 248,000 trips. Ac
cording to the BART Express Bus Plan, 
1981/82-1985/86, over 800,000 persons 
using the Express Bus system trans
ferred to BART as part of their trip.

Overhead lighting was installed at 
the Lafayette BART Station "overflow" 
parking lot in Nov'ember 1982.

In Fremont, a canopy was installed 
between the east entrance and the 
heavily patronized bus loading area in 
November 1982.

A parking lot survey, completed in 
March 1983, shows that most lots are 
filled by 9 a m., and indicates the 
need for continued efforts to provide 
additional parking.

In order to address this need for 
additional parking spaces, during the 
period of this report BART received 
commitments fi om MTC of over $26 
million over the next five years to 
fund projects designed to increase the 
system's parking capacity.

Among the projects planned and 
started during the 1982/83 fiscal year
were:

• A $1.3 million grant for acquisi
tion of land to be used for the 
Antioch BART Station at Bailey 
Road, which will include the cre
ation of a 400-space "park-and- 
ride" lot for BART Express Bus 
patrons. This facility will be used 
until the land is needed for a 
station on the proposed rail ex
tension into that city.

• A 425-space parking lot on Mesa 
Street near the Concord BART 
Station, for which a $989,000 
grant was committed.

• Design of a 1,200-space parking 
structure to be built at the Wal
nut Creek BART Station.

• A grant of $886,000 for addition
al parking at the South Hayward 
BART Station.

• A $1.6 million grant for a project 
which will redesign BART sta
tions' parking system.

• Paving the Mowiy Avenue park
ing lot at the Fremont BART Star 
tion which will provide 800 addi
tional permanent parking spaces.

Regional Administration Facility
Work continued on the $15 million 

Regional Administration Facility on 
BART property adjacent tp the current 
headquarters at Eighth and Madison 
Streets in Oakland. The building, 
which BART will share in a "condo
minium " arrangement with the Metro
politan Transportation Commission 
and the Association of Bay Area Gov
ernments, is to be completed in early 
1984 and will be the first government
al agency "condominium" arrange
ment in the area.
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PART III 

FINANCING — 

A TOAST 

TO SOUND 

MANAGEMENT

As BART completed its first 
decade of service, its financial 
profile was stronger than ever 
before in its history. So sub
stantial was this base that the 
private sector bond market 
supported the issuance of $65 
million in revenue bonds, 
proceeds from which will pay 
a part of the cost of the new 
C-cars. During the 1982/83 fis
cal year, BART dedicated over 
$10.7 million from revenues to 
fund capital projects. This is 
real and very positive testimony 
to BART’s efficient management, 
cogent fiscal policies and im
proved operating procedures.

BART continued to receive an unu
sually high percentage of operating 
expenses from fares, with a farebox 
recovery ratio of 49.1 percent, well 
above the objective of 40 percent and 
the previous year's figure of 45.2 per
cent. Few public transit systems in 
the nation have a higher farebox re
covery ratio.

The operating ratio — the ratio of 
passenger fares and other operating 
revenues to operating expenses — 
was 53.6 percent, compared to last 
year’s ratio of 50.7 percent.

Rail cost per passenger mile was 
16.2 cents, slightly above the 15.4 
cents for the previous year, which 
translates into an increase of about 
five percent. However, this was an 
overall decrease in real tenns when 
inflation is taken into account.

Net passenger revenue in the 
1982/83 fiscal year was $61 million, as 
compared to $52.7 million for the pre
vious year.

Total operating revenue (including 
interest income and income from 
advertising in trains and stations) was 
$66.6 million for the 1982/83 fiscal 
year, or 13 percent higher than for 
the previous year.

An unfunded shortfall of $3.2 mil
lion, noted when the budget was 
adopted, was made up by increased 
fares plus stringent controls on ex
penses. The annual power expense 
was 18.8 percent below budgeted 
amount, which resulted in a savings 
of $3.4 million. This was due to heavy 
winter rains, which resulted in an 
abundant supply of relatfrely inex- 
pensiv'e hydroelectric power. Lower 
than anticipated fuel oil prices also 
conlilbuted.

BART fares were increased by an 
average of 18.4 percent on September 
8, 1982 to make up the budget short
fall and provide funds for capital im
provements projects required to serv'e 
the increasing number of patrons. The 
new policy did not aflect the 90 per
cent discount for senior citizens, the 
handicapped and children between 
five and twelve years old. (Children 
four and under ride BART free.)

Bond Sale Approved
On August 19, 1982 the Board ap

proved the sale of $65 million in sales 
tax revenue bonds for the purchase of 
the new and more efficient C-Cars. In 
addition, BART has received $6.7 mil
lion in federal assistance thiough the 
Urban Mass Transportation Adminis
tration. This is a major tribute to the 
financial health and operating success 
of BART. Other grant applications are 
pending for the cars, which will cost 
an estimated $279 million.

Other Revenue
In addition to these funds, BART re

ceived $62.8 million in revenues de
rived fi'om 75 percent of the one-half 
cent transit sales tax in the three 
BART counties, $5.4 million in stale 
Transportation Development Act (TDA) 
funds and State Transit Assistance 
ISTA), and $5.1 million in property tax 
as its share of the one percent max
imum property tax.

The Board of Directors reduced the 
property tax BART levies for repay
ment of the general obligation bonds 
authoiized by v'oters, in 1962, for con
struction of the system. Directors set 
a tax rate of 6.28 cents per one hun

dred dollars of assessed value antici
pating revenues of $47.3 million from 
property owners in the three BART 
counties — Alameda, Contra Costa 
and San Francisco.

In the city of Berkeley, where v'oters, 
in 1966, approved creation of a special 
service district to finance subway con
struction through their city, the Board 
of Directors set a property tax rate of 
2.92 cents per hundred dollars of as
sessed value, which raised an estimat
ed $665,000.



LOOKING BACK'

It was more than half a century ago that the 
dream of an underwater tube, through which 
passengers would be whisked across San Fran
cisco Bay, was first proposed by General George 
W. Goethals, the same man who was in charge of 
constructing the Panama Canal.

Goethals proposed almost precisely the route 
followed by BART today, but after an initial flurry 
of excitement his idea was all but forgotten.

In 1947 public interest in the suggestion was 
revived. A Joint Army-Navy Board Report sug
gested construction of a transbay tube to alleviate 
demand on the San Francisco-Oakland Bay Bridge, 
which already was becoming congested aboutten 
years after it was built

The idea came closer to a reality in 1957 when the 
State Legislature created the San Francisco Bay Area 
Rapid Transit District and authorized it to build and 
operate a rail system. In 1962, following several years of 
planning and engineering, the proposal for a high-speed, 
rapid-transit system that would take advantage of Amer-
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Genci-al Goethals, Panama Canal Builder. May Solve 

Transportation Problem by Transbaj' Tube Project
Comprehensive Plan lor Vehicular Tunnel Auou San Frantiwo Bav

'-r~ ' -IT

iwliiiiiiiinii

.v-v unintu iPLU’iLS

OVERCOATS
^,

1 '■
1 r

CBOWNSHIRTS

f 'J?L

ica's space-age technology, went on the ballot 
Residents of Alameda, Contra Costa and San 
Francisco Counties voted in favor of a property tax 
to finance construction of a 75-mile project 71.5 
miles of BART track linking the three counties, and 
3.5 miles of track to be used by a new San Francisco 
MUNI system.

Two years later, in 1964, President Lyndon B. 
Johnson presided over the groundbreaking cer
emony in Concord, and construction was under way.

It took eight years to construct the BART system 
which consisted of 19 miles of subway and tunnels, 
23 miles of aerial structures, 26 miles of surface 
track, and the almost 3.5 miles of transbay tube 
which at the time was considered to be the world's 
longest underwater tube used for vehicular traffic.

When the first leg of the system was opened, on 
September 11, 1972, its twelve stations and eight 2- 
car trains were mobbed. By the end of the first day, 
nearly 12,000 patrons had ridden the trains linking 
the Fremont and MacArthur BART Stations.

The following January, service began to Richmond 
The Concord line opened in May 1973, and the San 
Francisco line opened the following November.

Finally, testing of service through the tube was 
completed and on September 16, 1974, BART 
began transbay service, linking the entire system. 
Trains operated every 12 to 15 minutes from 6 a.m. 
to8 p.m., Monday through Friday, between Concord 
and Daly City, and Richmond and Fremont

BART was revolutionary, taking a quantum leap by 
applying newly developed space technology to a 
transit system that would provide a reliable, conven
ient and safe means of travel for Bay Area residents.

More than 25.000 persons attended BARTs 
June 19. 1964 groundbreaking ceremonies where 

President Lyndon B. Johnson. Governor Edmund G.
"Pat" Brown and BART Board of Directors President 

Adrien J. Falk heralded a new beginning in public transit

The General Goethals "trans-bap tube" is given first e.xposure 
in the San Francisco Chronicle October 17. 1920.
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The night trains come and go at the Rockridge BART Station. The lights 
of the Port of Oakland and San Francisco shine in the twilight

But while BART may have been a gigantic step 
forward in technology, it was not without its problems 
Unlike the older transit systems which evolved slowly,
BART was built in less than a decade. There were 
problems with the train control equipment, as well as 
problems caused by the fact that the system soon 
attracted more patrons than it could accommodate 
easily, particularly during the peak travel period.

Slowly, but surely, the problems were solved and 
service reliability improved. San Francisco wanted 
yet another station - Embarcadero BART Station 
which opened in May 1976, to serve the rapidly 
developing area at the foot of Market Street

Service hours were extended from 8 p.m. to 
midnight in January 1976. Weekend service began 
in 1978. By the summer of 1980, BART was able to 
open a line providing direct service between Rich
mond and San Francisco. It now became possible to 
operate trains every 3.75 minutes between Oakland 
and Daly City.

In 1976, BART redefined its maintenance and 
engineering philosophy by instituting a continuous
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An artist's conception of sections of the 
Transbap Tube being laid into the trench 

on the bottom of San Francisco Bap.
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BOARD OF DIRECTORS San Francisco BayArea Rapid Transit District (BART)-June 30, 1983
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Elected BART Director, 1976 re-elected, 
1980. Board President, 1977. 1983, 
Chairperson, Administration Committee 
and BART Liaison, Metropolitan Trans
portation Commission, Represents BART 
on the Walnut Creek and Pleasant Hill 
BART Stations Advisory Committees, 
encouraging development near these 
stations through zoning to generate 
additional BART ridership and added 
revenues. Chairman of the Board, 
Simpson Company in San Leandro, 
Owner, Barclay Simpson Art Gallery, 
Lafayette, Member, Robert G. Sproul 
Associates of U.C. Attended U.C. Berkeley 
and Stanford University, WWII Navy 
aircraft carrier pilot Resides in Orinda 
with wife Sharon and three children.

Appointed BART Director, September,
1980. Elected 1980 and 1982.1983, 
Chairperson, BART Liaison to AC Transit 
Represents BART on Oakland's Down
town Oirculation and the Ooliseum Area 
Industrial Advisory Committees. Vice- 
president Governing Board Committee 
and Regional Representative, APTA*. 
Regional Representative, Council of 
Minority Transit Officials. Active with 
NWPC, NAACP, National Association of 
Neighborhoods, Black Women Organ
ized for Political Action, and National 
Black Caucus of Local Elected Officials. 
Past Vicepresident International Long
shoremen and Warehousemen Union of 
Federated Women. Administrator, 
OCCUR Graduate, Arizona State Univer
sity. Resides in Oakland.
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r San Francisco urban planner, first 
' elected as BART Director in 1978 and re 
' elected in 1980. Member, BART Liaison, 

San Francisco MUNI. Director of Program 
i Development for San Francisco Housing 

Authority. National Chairman, Congress 
of Racial Equality, 1967 to 1969.
Member, San Francisco Black Agenda 
Council and the San Francisco Black 
Leadership Forum. Cefounder, principal 
organizer, former treasurer, and current 
director of Bay Area Black United Fund. 
Attended San Francisco City College 
and U.C. Berkeley. Resides in San 
Francisco with wife, Maxine.

. ,.l'2
Senior BART Director since 1969, 
Elected in 1974, 1978 and 1982. Board 
President, 1975 and 1980, Vice- 
president, 1973, 1976 and 1978. First 
Director to call for litigation against 
system's original suppliers and develop
ers. In 1971 instituted studies of BART 
rail extensions to Pittsburg/Antioch, 
Livermore/ Pleasanton and San Fran
cisco's Northwest Corridor. BART Liai
son, Eastern Contra Costa Transit 
Authority. 1977, Member, California 
State Transportation Advisory Committee. 
1974, First Board Member, APTA*. El 
Sobrante businessman and community 
leader. Former Richmond City Council
man and Member Richmond Personnel 
Board and other Richmond improve
ment commissions and civic groups.
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A San Francisco attorney first elected in 
1976, re-elected in 1980.1982, Vice- 
president, BART Board of Directors. 
1983, Chairperson, Public Affairs, Access 
and Legislation Committee. Member of 
BARTs liaison committee with Alameda- 
Contra Costa Transit District. A partner in 

I law firm of Shartsis, Friese & Ginsburg, 
specializing in general corporate prac
tice. Graduate of U.C. Berkeley and U.C. 
Law Schoof Studied political science at 
Oxford University in England. Wife, Mary 
Jo, is an attorney in the same firm, 
specializing in antitrust law. Resides in 
Oakland with two children.

ROBERT S. ALLEN - District 5 EGGENE GARFINKLE - District 8
First elected as BART Director in 1974. 
Re-elected in 1976 and 1980.1983, 
Board President Employed with Southern 
Pacific since 1965. Member American 
Railway Engineering Association. Grad
uate of University of Colorado, studied at 
University of Colorado of Law and 
Brigham Young University in Provo, Utah. 
Resides in Livermore with wife, Thelma 
Mae, and son, Ronald. Active in Church 
of Jesus Christ of Latter-Day Saints 
(Mormon).

First elected to the Board in 1974 and re
elected in 1978 and 1982. Has served as 
Chairperson of all standing committees. 
Board Vice-president, 1979 and Presi
dent 1981. Member, Board of Directors, 
APTA*. Founder and President John 
Glenn Adjusters and Administrators. Past 
President East Bay Adjusters Associa
tion and California Association of 
Independent Insurance Adjusters. Mem
ber, Board of Regents, Holy Family 
College, Fremont CA. Graduated from 
Southeast Missouri State University. 
Resides in Fremont with wife Betty and 
three children.

A San Francisco attorney appointed to 
Board in 1977 and elected in 1978 and 
1982. Board President in 1981 and 
Vice-president in 1979. BART represen
tative to the Executive Committee of 
APTA* Board of Directors. Partner in 
law firm of Dreher, Garfinkle & Watson, 
San Francisco. Graduated from U.C. 
Berkeley and U.C. Law School. Received 
M.B.A. from Golden Gate College. 
Resides in San Francisco.

Elected BART Director, 1974. Re
elected, 1976 and 1980. 1983, Vice- 
president. Member of BART Liaison 
Committee to San Francisco MUNI. 
Unanimously elected President of the 
Board in 1979. Served on boards of the 
Sacramento-Stockton-Bay Area Corridor 
Study, the Northwest San Francisco 
Corridor Study and the "BART Trails" 
Study. Board member of SPUR and Vice- 
president, National Association of Rail
way Passengers. Member, Bay Area 
Electric Railway Association, California 
Tomorrow, the Planning Conservation 

; League and World Affairs Council. 
'Graduate Stanford University. Married 
and resides in San Francisco.

'American Public Transit Association
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LOOKING AHEAD

preventative maintenance non deferral program, resulting 
in increased car reliability and availability.
New equipment was purchased and other equipment 
was modified so that entire trains no longer had to be 
taken out of service because of minor problems on a 
single car.

By the close of the 1982/83 fiscal year, BART's first 
decade of service, patrons averaged 192,467 trips 
each weekday, with 52 percent occurring during the 
peak travel periods. Saturday ridership averaged 
70,907 and Sunday ridership averaged 43,398.

Since 1975, average daily ridership has increased 
by about 60 percent Today the makeup of BART 
riders appears to mirror the general makeup of the 
three BART counties' population. A ridership survey 
in May 1982, also showed that the more patrons use 
BART, the more they like it

Looking ahead, BART statisticians predict that the 
system will serve 265,700 patrons on an average 
weekday by June 1988. Trains will run every 2.25 
minutes, compared to the current 3.75 minutes.

In preparation for meeting increased demand, several 
major capital improvement projects are under way. They 
include a vital turnback track and storage yard in Daly 
City; 150 cars of a new and more efficient design (which 
will be added to the present fleet); a new integrated 
central control system; and an improved control system 
to be installed alongside the track, as well as on individual 
cars. Also, a third track through downtown Oakland is 
under construction at the point where all four BART 
routes converge.

Performance objectives are defined in BART's Short- 
Range Transit Plan, 1983-88. The objective for the 
1983/84 fiscal year will be to complete 99 percent of all 
dispatches, (an objective achieved this past year with a 
99.2 percent record), to have a 95 percent on-time per-

Ridership on BART has grown from 12.000 patrons 
on the first day of revenue service. September 11.1972 

to almost 200.000 riders by September. 1983.
Conservative estimates project that BART patronage 

will reach over 300.000 daily ridership by the 1990's.

: c-art-,’...

BART Express Buses, operating on 12 routes in four 
major corridors, provide service into the outlying areas 
of Alameda and Contra Costa Counties and carry over ' 

800.000 patrons to and from four BART stations.

formance record, (compared to this year's 
record of 94.5 percent) and delays of no more 
than seven minutes for 94 percent of the trains 
during peak-period service, compared to this 
year's figure of 92.7 percent.

Fire safety improvements on the original 
equipment are to be completed by mid-1985, 
enabling BART to meet State Public Utilities 
Commission safety requirements for running 
more trains underground at one time.

Service extensions are in various stages of 
planning, with focus on extending the system 
to Pittsburg and Antioch, the Warm Springs 
District of Fremont, Pleasanton and Livermore, 
a San Francisco extension, to be identified by 
San Francisco, and to Hercules in the Interstate 
80 corridor of Contra Costa County. Extensions 
to the San Francisco Airport and from Fremont 
south to San Jose may be contemplated if 
satisfactory financial arrangements can be 
worked out with counties that are not a part of 
the current district

The objective for the next decade will be to 
maintain and improve a BART system that 
has set a standard for the industry, while 
bringing BART service to an even larger num
ber of citizens.

- . tl-;

HOW DIRECTORS ARE ELECTED
When the San Francisco Bay Area Rapid 

Transit District (BART) was created by the 
California State Legislature in 1957, the 16- 
member BART Board of Directors was appoin
ted to represent the original five BART counties 
The number of BART Directors was subse
quently reduced to 12, with the withdrawal of 
San Mateo and Marin Counties. The three 
remaining counties - Alameda, Contra Costa 
and San Francisco - were each represented by 
four Directors- two appointed by each county s 
Board of Supervisors and two appointed by 
the mayors of each county.

In June of 1974, the voters of the BART 
District determined that the BART Board of 
Directors should be an elected board. Immedi
ately following the General Election in November, 
1974, the first nine elected Directors took office

with each representing between 251,028 and 288,237 
persons based on the 1970 Census.

In 1980, the boundaries of the BART Directors were 
redrawn based on the 1980 Census, as shown in the map, 
which means each Director represents between 257,028 
and 286,447 persons.

The Directors are elected for a four-year term. At the 
General Election of 1984, Directors representing Districts 
*1, "^3, ^5, *7 and *9 will stand for election and at the 
General Election of 1986, Directors representing Districts 
^2, *4, *6 and *8 will be up for election.

The President and Vice- President of the BART Board of 
Directors are elected to their office by their colleagues to 
serve one calendar year. They serve as ex-officio mem
bers of the standing committees which make recom
mendations on matters coming before them for action 
by the full BART Board and are composed of three 
regular members and an alternate. The chairman and 
the members of each committee are also appointed by 
the President. During the calendar year of 1983, these 
standing committees are: the Administration Committee, 
the Engineering and Operations Committee, and the 
Public Affairs, Access and Legislation Committee. The 
President of the Board may, with the concurrence of the 
Board establish other standing committees as may be 
needed.

BAY AREA RAPID TRANSIT DISTRICT
Headquarters in Downtown Oakland 

600 Madison Street 
Oakland, CA 94607 

(415) 465-4100

'CtjOQom

BART Central Control is the nerue center of the system. From here computers 
automatically' schedule and identify; all trains operating anywhere on the system.
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT (BART)

PERFORMANCE HIGHLIGHTS

Rail RIdershIp

Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
System utilization ratio (passenger miles 

to available seat miles)
End-of-period ratios:

Peak patronage 
Offpeak patronage

BART’S estimated share of peak period 
transbay trips—cars, trains & buses 

Passengers with automobile available 
(as alternative to BART)

Operations

FY 1982/83

53,699,387 
186,293 

13.5 miles 
725,077,000

34.5%

54%
46%

35.5% (a) 

57% (al

FY 1981/82

53,290,643 
184,062 

13.5 miles 
717,998,000

35.0%

50%
50%

35.5%

57%

Annual revenue car miles 29,177,000 28,505,000
Unscheduled train removals— 

average per revenue day 4.5 5.3
Transit car availability to revenue car fleet (b) 89.1% 86.0%
Passenger miles per equivalent gallon 

of gasoline 81 77
Passenger accidents reported per million 

passenger trips 16.02 17.96
Patron-related crimes reported per million 

passenger trips 18.99 15.14

Rnandal

Net passenger revenues $ 60,965,000 $ 52,677,000
Other operating revenues 5,618,000 6,432,000
Total operating revenues 66,583,000 59,109,000
Net operating expenses 125,281,000 117,820,000
Farebox ratio (net passenger revenues 

to net operating expenses) 49.07% 45.16%
Operating ratio (total operating revenues 

to net operating expenses) 53.59% 50.67%
Net rail passenger revenue per 

passenger mile 8.44 7.34
Rail operating cost per passenger mile 16.24 15.44
Net average rail passenger fare $1.11 $0.97

Notes

General note: Data represent annual averages unless otherwise noted, 
(a) Updated figures not available.
(o) At 8 a.m. each day.

1982-83 CAPITAL FUNDS - $33,124,000
Source of Funds (in thousands) 10.2% Expenditures (in thousands)

Misc. Studies, 
Inventory 

Buildup, etc.
$3,380 . 25.5% t’:

Line
$8,459 ,

3.4%
Other
$1,129

35.1%
Federal
$11,637

4.3% \
Support
Vehicles
$1,426 ^

' 22.1%
Local

(including
Capital

Allocations)
$7,322

21.5%
Support Facilities
^ $7,1282.3%

Management 
Information _ 
System
$742

29.6%
District
$9,814 8.3%^

y Train 
\ Control N
\ $2,753

13.2%
State

$4,351

/ 16.9%
Transit Vehicles
\ $5,582

1.5% /
Automatic 
Fare Collection
$509

5.4% 0.7%
Communications Systemwide

$1,796 $220

CONSTRUCTION 
EQUIPMENT □

1982-83 OPERATING FUNDS - $144,432,000 (including Capitalized Costs)
Where Funds Came From (In thousands) How Funds Were Applied (in thousands)

31.6%
43.5% \ / \ Transportation \

Transactions \ $45,65842.2% \ & Use Tax 35.2% \
Fares 1 $62,847 Maintenance

$60,965 1 0.4%
$50,906

Decrease in / //I \ 15.1%^"'''-\^

3.9% /
Investment Income 
& Other Operating 2.1% 
Revenues
$5,618

3.5%
Property
Tax
$5,068

/Working
Capital*
$589

1.7%
State
Financial
Assistance
$2,439

General & 
Administrative

, $21,792

\
Regional 2.7% 
Financial Construction 
Assistance Funds
$3,000 $3,906

'Funded excess of expenses over revenues 
Federal Financial Assistance: 0

4.5%
Police 
Services
$6,570

3.0%
Construction & 
Engineering
$4,261

'3.1%
Debt
Service
Allocations
$4,525

7.5%
Capital
Allocations
$10,720



Financial Statements
STATEMENT OF OPERATIONS Years Ended June 30, 1983 and 1982 (In Thousands)

The Board of Directors
San Francisco Bay Ai-ea Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as ol' 
June 30, 1983 and 1982 and the related statements of operations, changes in net capital invest
ment, changes in financial position, and revenues, expenditures and fund balances of debt ser- 
rice funds for the years then ended. Our examinations w'ere made in accordance v\ith generally 
accepted auditing standards and, accordingly, included such tests of the accounting records 
and such other auditing procedures as we considered necessaiy in the circumstances.
' In our opinion, such financial statements present fairly the financial position of San Fran
cisco Bay Area Rapid Transit District as of June 30, 1983 and 1982 and the results of its opei a- 
tions and the changes in its financial position for the years then ended, in conformity with 
generally accepted accounting principles applied on a consistent basis.

Adams, Grant, White &. Co. 
Certified Public Accountants

September 2, 1983

Main Hurdman
Certified Public Accountants

BALANCE SHEET June 30, 1983 and 1982 (In Thousands)
1983 1982

ASSETS
Cash (including time deposits: 1983, $15,500; 1982, $-0-) $ 17,273 $ 1,176
Securities 132,259 77,742
Securities representing reserves 45,502 47,017
Deposits, notes and other receivables 22,610 9,149
Construction in progress 53,288 42,082
Facilities, property and equipment—

at cost (less accumulated
depreciation and amortization; 1983, $257,350; 1982, $228,952) 1,296,115 1,301,865

Materials and supplies—at average cost 12,701 11,923
Debt service funds, net assets 21,859 14,739

$1,601,607 $1,505,693

LIABILITIES AND CAPITALIZATION
Contracts and other liabilities $ 35,966 $ 28,542
Unearned passenger revenue 1,382 1,250
Debt service funds 21,859 14,739

59,207 44,531
Capitalization:

Reserves 45,502 47,017
General Obligation Bonds 597,450 624,570
Sales Tax Revenue Bonds 65,000 -Net capital investment 834,448 789,575

1,542,400 1,461,162
$1,601,607 $1,505,693

The accompanying notes are an integral part of these financial statements.

1983 1982

Operating revenues:
Fares $ 67,491 $ 57,547

Less discounts and other deductions 6,526 4,870

60,965 52,677
Other 1,058 936
Investment income 4,560 5,496

Total operating revenues 66,583 59,109
Operating expenses:

T ransportation 45,658 44,396
Maintenance 50,906 46,525
Police services 6,570 5,962
Construction and engineering 4,261 3,617
General and administrative 21,792 20,778

129,187 121,278
Less capitalized costs 3,906 3,458

Net operating expenses 125,281 117,820

Operating loss before depreciation expense 58,698 58,711
Depreciation (unfunded):

Of assets acquired with own funds 16,870 14,100
Of assets acquired with grants and contributions by others 12,204 12,326

Total depreciation 29,074 26,426

Operating loss 87,772 85,137
Financial assistance:

Transactions and use tax 62,847 60,989
Property tax 5,068 4,794
State 2,439 71
Transportation Development Act of 1971 3,000 2,478
Debt service allocations (4,525) -
Capital allocations (10,720) (8,100)

Total financial assistance 58,109 60,232

Net loss 29,663 24,905
Depreciation of assets acquired with

grants and contributions by others 12,204 12,326

Net loss transferred to accumulated deficit $ 17,459 $ 12,579

Reconciliation to net funded deficit:
Operation loss before depreciation expense $ 58,698 $ 58,711
Deduct financial assistance 58,109 60,232

Funded excess of expenses over revenues
(revenues over expenses) $ 589 $ (1,521)



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT Years Ended June 30,'19^ and 1982 (In Thousands)

Depredation and 
Retirements of 

Assets Acquired

Balance, July 1, 1981 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Decrease in system completion reserve 
Increase in system improvement reserve 
Bond principal

Balance, June 30, 1982 
Net loss for the year 
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others
Interest on capital
Establishment of operating reserve
Decrease in vehicle replacement reserve
Decrease in system completion reserve
Decrease in system improvement reserve
Bond principal

Balance, June 30, 1983

Transactions Grants With Grants and interest Net
Property and and Contributions Accumuiated on Capitai

Tax Use Tax Contributions by Others Deficit Capitai Reserves investment

$154,070 $150,000 $550,170 $(73,890) $(113,641) $141,449 $(45,389) $762,769

— — — — (12,579) — — (12,579)
— — 17,915 — — — — 17,915
— — — (12,326) — — — (12,326)
— — — — — 10,064 — 10,064
— — — — — — 125 125
— — — — — — (1.753) (1,753)

25,360 — — — — — — 25,360

179,430 150,000 568,085 (86,216) (126,220) 151,513 (47,017) 789,575

— — — — (17,459) — — (17,459)
— — 31,214 — — — — 31,214
— — — (12,204) — — — (12,204)
— — — — — 14,687 — 14,687
— — — — — — (7,500) (7,500)
— — ■ — — — — 5,000 5,000
— — — — — — 291 291
— — — — — — 3,724 3,724

27,120 — — — — — — 27,120
$206,550 $150,000 $599,299 $(98,420) $(143,679) $166,200 $(45,502) $834,448

The accompanying notes are an integral part of these financial statements.

NOTES TO FINANCIAL STATEMENTS - CONT’D 
1—Summary of Significant Accounting Policies
Description of District

. The San Francisco Bay Area Rapid Transit District is a public agency created by the legis
lature of the State of California in 1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended. The District does not have stockholders or equity holders 
and is not subject to income tax. The disbursement of all funds received by the District is 
controlled by statutes and by provisions of various grant contracts entered into with Federal 
and State agencies.
Securities
It is the District’s policy to hold investments until their maturity and, accordingly, securities 
are carried at cost. At June 30, 1983 and 1982, cost exceeded market value by $1,610,000 
and $6,505,000, respectively. The face value of securities exceed cost at June 30, 1983 and 
1982.

Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Depreciation is calculated using the 
straight-line method over the estimated useful lives of the assets. The amount of deprecia
tion of assets acquired with District funds is distinguished from depreciation of assets ac
quired with grants and contributions by others. The latter amount is shown on the state
ment of changes in net capital investment with the related grants and contributions.
Federal and State Grants
The District receives amounts from both Federal and State governments to assist in opera
tions and for capital or other projects. Grants for capital and other projects are recorded as 
additions to net capital investment on receipt. Grants for operating expenditures are in
cluded as financial assistance in the statement of operations.

. ; ■ .
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STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30, 1983 and 1982 (In Thousands)

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND 
FUND BALANCES Years Ended June 30, 1983 and 1982 (In Thousands)

1983 1982 Year EndedCash and securities (used) provided by: June 30.
Operations: Year Ended June 30, 1983 1982

Net loss transferred to accumulated deficit $(17,459) $(12,579) General Sales Tax General
Deduct expenses not requiring cash: Obligation Revenue Obligation

Depreciation of assets acquired with own funds 16,870 14,100 Revenues:
Bonds Bonds Combined Bonds

Cash and securities Property Tax $48,004 $ - $48,004 $48,686
(used) provided by operations (589) 1,521 Bond proceeds — 6,308 6,308 —

Issuance of Sales Tax Revenue Bonds 65,000 Accrued interest from bond sale — 210 210 —
Contributions from U.S. Government grants and others 31,214 17,915 Allocations from District revenues — 4,525 4,525 —
Increase in contracts and other liabilities 7,424 5,566 Interest 2,198 505 2,703 3,116
Increase in unearned passenger revenue 132 176 50,202 11,548 61,750 51,802
Interest on capital 14,687 10,064 Expenditures:

Total cash and securities provided 117,868 35,242 Interest 25,802 1,577 27,379 27,050
Principal 27,120 — 27,120 25,360

Cash and securities applied to: Bond sen/ice expense — 3 3 —
Increase in deposits, notes and other receivables 13,461 3,571 Interest transmitted to District — 128 128 —
Additions to construction in progress 11,206 2,538 52,922 1,708 54,630 52,410Additions to facilities, property and equipment 23,324 17,452
Additions to materials and supplies 778 1,325 (2,720) 9,840 7,120 (608)

Total cash and securities applied 48,769 24,886 Balance, beginning of year 14,739 — 14,739 15,347

Increase in cash and securities $ 69,099 $ 10,356 Balance, end of year $12,019 $ 9,840 $21,859 $14,739

Represented by:
Cash (including times deposits: 1983, $200; 1982, $2,972) $ 228 $ - $ 228 $ 2,989
Securities 10,109 — 10,109 10,049
Taxes and interest receivable 1,682 — 1,682 1,701
Assets with fiscal agent — 9,840 9,840 —

The accompanying notes are an integral part of these financial statements. $12,019 $ 9,840 $21,859 $14,739

NOTES TO FINANCIAL STATEMENTS — CONTD 
1—Summary of Significant Accounting Poiicies cont’d
Saies Tax Revenue
The one-half percent transactions and use tax is collected and administered by the State 
Board of Equalization. Of the amounts available for distribution, 75% is transmitted directly 
to the District’s appointed trustee for the purpose of paying bond interest, principal and ex
penses. Monies not required for these purposes are transmitted to the District. The District 
records the total taxes received as transactions and use tax and the amount retained by the 
trustee as debt service allocations upon receipt of the net amount. The State Board of 
Equalization estimates that transactions and use tax revenues for the period April 1, 1983 to 
June 30, 1983 will be appoximately $13,365,000. Of this amount, $4,009,500 had been re
ceived and recorded by the District. Comparable figures for 1982 were $13,125,000 and 
$3,281,250, respectively.
Property Tax Revenue
The District receives property tax revenues to service the debt requirements of the General 
Obligation Bonds and records these revenues in the debt service funds. It also receives an 
allocation of property tax revenues to provide for general and administrative expenses not 
involving construction, although such revenues may be used for construction if needed.
The District records this property tax allocation as financial assistance.

Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as an increase in net capital in
vestment to recognize that this interest should be directly associated with the capital which 
gives rise to the interest and which is not available for current operations.
In accordance with this policy, management allocated to net capital investment $8,741,000 
of interest revenue earned on assets held in the General Operating Fund but which related 
to capital projects.
Self-Insurance
The District is largely self-insured for worker’s compensation, general liability claims, and 
major property damage. The District records the costs of self-insured claims and major 
property damage when they are incurred.
Capital Allocations
The Board of Directors allocates a portion of unrestricted financial assistance and general 
fund revenues to net capital investment for capital projects.



NOTES TO FINANCIAL STATEMENTS - CONT’D

2—Reserves
Securities are separately classified on the balance sheet to reflect designation by the Board of Directors of a por
tion of the District’s capitalization as reserves for the following purposes:

-----(In Thousands)-----

Basic System Completion 
System Improvement 
Self-Insurance 
Vehicle Replacement 
Operating

1983 1982
$12,290 $12,581

16,712 20,436
9,000 9,000
— 5,000

7,500 —
$45,502 $47,017

In 1962, voters of the member counties of the District authorized a bonded 
indebtedness totaling $792 million of General Obligation Bonds. Payment 
of both principal and interest is provided by the levy of District vyide prop
erty taxes. During 1966, City of Berkeley voters formed Special Service 
District No. 1 and authorized the issuance of $20.5 million of General Ob
ligation Bonds for construction of subway extensions within that city. Pay
ment of both principal and interest is provided by taxes levied upon proper
ty within the Special Service District. Bond principal is payable annually on 
June 15 and interest is payable semiannually on June 15 anc December 15 
from debt service funds. Interest of $12,070,000 on General Obligation 
Bonds and $174,000 on Special Service District No. 1 Bonds is payable on 
December 15, 1983.
The following is a schedule of principal repayments required under General 
Obligation Bonds as of June 30, 1983 (in thousands):

3—Facilitites, Property and Equipment
Facilities, property and equipment, assets lives, and accumulated depreciation and amortization at June 30,1983 
and 1982 are summarized as follows:

-(Thousands)—
-1983-

Llves

Accumulated
Depreciation

and

-1982-
Accumulated
Depreciation

and
(Years) Cost Amortization Cost Amortization

Land _ $ 108,263 $ - $ 109,698 $ -
Improvements 80 1,050,753 125,171 1,034,269 112,247
System-wide operation and control 20 112,761 44,390 108,827 38,790
Revenue transit vehicles 30 155,963 46,596 154,659 41,402
Service and miscellaneous equipment 3 to 20 18,792 8,543 16,450 7,238
Capitalized construction and start-up costs 30 99,437 30,647 99,433 27,493
Repairable property items 30 7,496 2,003 7,481 1,782

$1,553,465 $257,350 $1,530,817 $228,952

Year Ending 1962 District 1966 Special Service
June 30 Serial Bonds District Bonds Total

1984 $ 28,575 $ 390 $ 28,965
1985 30,350 410 30,760
1986 32,400 420 32,820
1987 34,225 440 34,665
1988 36,250 460 36,710

Later Years 427,700 5,830 433,530
$589,500 $7,950 $597,450

4—General Obligation Bonds

1962 District Bonds 
1966 Special Service 

District Bonds

Year
Composite Last

Interest Series
Rate Matures

3.98% 1999

4.37% 1998

Original Amount

-(In Thousands)- 
--------1983--------

Authorized Issued
Due In 
1 Year Total

Due In 
1 Year

-1982

Total

$792,000 $792,000

20,500 12,000 
$812,500 $804,000 $28,965 $597,450 $27,120 $624,570

$28,575 $589,500 

390 7,950

$26,750 $616,250 

370 8,320



NOTES TO FINANCIAL STATEMENTS — CONT’D 
5-:eSales Tax Revenue Bonds

1969 Sales Tax Revenue Bonds 
1982 Sales Tax Revenue Bonds

Year
Last

Series
Matures

1977
2008

Original Amount 
Authorized Issued

-(In Thousands)- 
--------1983--------
Due in 
1 Year Total

Due in 
1 Year

-1982-

$
65,000

Total 

$ -$150,000 $150,000 $ -
65,000 65,000  -

$215,000 $215,000 $ -0- $65,000 $ -0- $ -0-

The 1969 Legislature of the State of California authorized the District to impose a 1/2% transactions and use tax 
within the District and issue Sales Tax Revenue Bonds totaling $150 million. The State Legislature later extended 
the tax to June 30, 1978 and authorized the District to issue bonds totaling $24 million to be used for operations. 
Payment of these Sales Tax Revenue Bonds was completed by June 30, 1978.
On September 30, 1977, the Governor signed legislation which extended the transactions and use tax indefinitely. 
The tax is collected and administered by the State Board of Equalization. Of the amounts available for distribution, 
75% is allocated to the District and 25% is allocated by the Metropolitan Transportation Commission to the District, 
the.City and County of San Francisco, and the Alameda-Contra Costa Transit District for transit services on the 
basis of regional priorities established by the Commission.
In October 1982, the District issued revenue bonds totaling $65 million to pay a portion of the cost of acquisition 
of 150 rail transit vehicles and related automatic train control equipment for use in the District’s existing rapid tran
sit system. The 1982 Bonds are special obligations of the District payable from and secured by a pledge of rev
enues, including certain sales tax revenues, all passenger fares and certain property tax revenues. The bonds ma
turing on or after July 1, 1992 are redeemable prior to maturity at the option of the District on various dates at 
prices ranging from 103% to 100%. The bonds maturing July 1, 2008 are also subject to redemption to satisfy 
sinking account installments on or after July 1, 2002 at 100%.
Taxes collected by the State Board of Equalization are transmitted directly to the appointed trustee for the pur
pose of paying bond interest seminannually on July 1 and January 1, principal annually on July 1 and expenses of 
the trustee. Monies not required for these purposes are transmitted to the District. Interest of $3,154,000 is pay
able on July 1, 1983. Taxes received by the trustee during the current fiscal year were $47,141,000 of which 
'$4,525,000 was retained by the trustee for the above purposes and $42,616,000 was transmitted to the District. The 
District records the total taxes received as transactions and use tax and the amount retained by the trustee as debt 
service allocations upon receipt of the net amount.
The following is a schedule of principal repayments required under Sales Tax Revenue Bonds as of June 30, 1983 
(in thousands):

Year Ending 1982 Sales Tax
June 30 Revenue Bonds

1984 $ -
1985 490
1986 545
1987 610
1988 685

Later Years 62,670
$65,000

6—U.S. Government Grants
Capital

The U.S. Government, under grant contracts with the District, provides fi
nancial assistance for capital projects. Grants for capital projects are re
corded as additions to net capital investment when received. A summary of 
Urban Mass Transportation Administration Grants in force at June 30, 1983 
is as follows:

-(In Thousands)-

Type of Grant
Maximum

Grant

Beautification
Demonstration
Capital

$ 1,961 
13,360 

399,000

$414,321

Funds
Received

$ 1,961 
13,317 

317,891

$333,169

7— Litigation and Disputes with Contractors and Others
The District is involved in various lawsuits, claims and disputes, which for 
the most part, are normal to the District’s operations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District’s financial position or operations.

8— Public Employees’ Retirement System
The District contributes to the Public Employees’ Retirement System. The 
System is a contributory pension plan providing retirement, disability, and 
death benefits to employees of certain state and local governmental units. 
Substantially all full-time employees of the District are covered by the Sys
tem. Pension costs of the System are determined actuarially and required 
contributions are expensed currently. Pension expense was $6,111,000 and 
$6,036,000 in 1983 and 1982, respectively.

9— Deferred Compensation Plan
The District has deposited funds with a custodian pursuant to the District’s 
deferred compensation plan. These deposits together with earnings had a 
market value of $7,300,000 as of June 30, 1983. This amount is reflected on 
the balance sheet in deposits, notes and other receivable and in contracts 
and other liabilities.

10— Subsequent Events
In July 1983, the District sold $16 million in subordinated sales tax anticipa
tion notes to satisfy obligations payable from the General Operating Fund 
of the District. The issuance of these temporary notes is in anticipation of 
the receipt of taxes, revenue and other moneys to be received by the Gen
eral Operating Fund of the District during or allocable to fiscal year 
1983/1984.
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his year marks an important turning 
Sh kS point for the Bay Area Rapid Transit 

District. During FY 1983/84, we 
^SibSS began a subtie but significant 
change in the roie and function of the Dis
trict. In order to understand the significance 
of this shift in focus, it is vaiuabie to pause 
for a brief review of BART's history.

BART'S first decade — from the mid-1960's 
to the mid-1970's — was the period of its cre
ation and initiai operation. During the second 
decade, BART evoived from a newiy-created 
pubiic works project into a mature pubiic 
service operation. A brief comparison of BART 
service in 1976 and BART service today pro
vides a dramatic demonstration of the matur
ity of the system.

In 1976, BART carried an approximate daiiy 
average of 131,000 passengers. We operated 
siightiy more than haif of our transit cars 
each day. There was weekend service oniy on 
the Saturdays of holiday weekends and there 
was no full night service. There was no direct 
service from Richmond to San Francisco.

As of the end of FY 1983/84, BART averaged 
over 206,000 passengers each weekday with 
approximately 90 percent of our rolling stock 
in service. Trains run on weekends and 
nights, as well as directly between Richmond 
and San Francisco. Weekly patronage has in
creased approximately 80 percent, and 
patronage is running more than a year ahead 
of projections.

When I Joined BART in 1976, as that second 
decade began, BART was all too frequently 
the source of frustration and disap|x>intment 
for the riding public. Today, we can confi
dently claim to be one of the premier transit

agencies in the United States. The maturing 
of the organization has been reflected in the 
development of a first-class management 
team at BART, an excellent work force of de
dicated employees, and growing stability in 
our labor relations.

We are now entering BART's third stage of 
development. Building for the future upon our 
base of reliable and established operations, 
this third stage will be marked by service en
hancements, increases in capacity, develop
ment of the areas around our stations and an 
enlarged role in regional transit.

As we do this, it is important that BART, 
like other transit agencies in the Bay Area, 
make every effort to improve the overall level 
of transit service in the region. Our collective 
ability to provide inner-city residents with ac
cess to burgeoning new Job markets in the 
East Bay and at the southern end of the Bay 
Area ultimately may be determined by our 
ability to provide adequate public transporta
tion throughout the region.

in our efforts to enhance our service, we are 
presently involved in a plan to expand capac
ity which includes elements such as the 
purchase of 150 new transit cars, the building 
of a turnback and yard facility at Daly City, 
replacement of train operations monitoring 
computers in the control center, modification 
of train operating computers at the wayside, 
and the construction of additional parking 
spaces. When these programs are completed, 
we will have expanded our peak period 
capacity by 85 jjercent.

Looking to the future, the BART Board of 
Directors in FY 1983/84 established a far- 
reaching program to extend our rails in four

directions to serve the F>eople of our region 
better. The Metropolitan Transportation 
Commission has since approved the plan, and 
we are now looking to the federal govern
ment, as well as exploring other sources, for 
capital to carry out the extension program.

Long before other cities sought massive 
federal aid in building new transit systems, 
this region committed its own dollars and 
taxes to build for the future. As a result, we in 
the Bay Area believe that, on the national 
ledger sheet of transit accounting, we have 
built up an enormous special credit by paying 
our own way more than most other regions in 
the country. We believe that our sp>ecial credit 
should be honored by federal officials when 
our transit plans and requests are balanced 
against the plans and requests of other re
gions of the country.

Our obligation to undertake both capacity 
increases and system extensions is clear. 
Transit use in the Bay Area, unlike in many 
other major regional centers in the United 
States, is increasing both in absolute num
bers of riders and as a percentage share of 
the travel market. The Bay Area, in fact, ranks 
third behind New York City and Chicago in 
terms of the percentages of work trips taken 
on public transit.

As we move into our third stage of growth, 
we must avoid becoming complacent about 
our day-to-day role of serving the public. We 
must reinforce our sensitivity to our passen
gers' needs, and not take our patrons for 
granted.

In expanding its role and opterations, BART 
must adhere to its key objective, which is 
providing safe and reliable transp>ortation to

as many persons as |X)ssible at the lowest 
possible cost. No step forward and no new 
project should ever be allowed to reduce the 
quality of our present (jerformance.

This is our plan and our challenge for the 
future.

1 am confident that BART can meet it.

Arthur J. Shartsis, President 
Board of Directors 
San Francisco Bay Area 
Rapid Transit District 1984
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BART sin 8,5 percent increase ouer the previous fiscal

m a
single day on Tuesday, April 3, 1984, when 221,800 
trips were recorded. Contributing to the record were 
8,000 patrons who rode BART that evening for the

m
the Coliseum Arena at the same time.

The Statistics

The statistics show the increasing 
public acceptance of BART as a 
reliable part of the region's trans
portation system. Records were 
once again broken for almost 
every measurement of service.

The highest ridership on a single 
day came on Tuesday, April 3,

1984, when 221,800 trips were 
taken on BART. The trend con
tinued into FY 1983/84 with an in
crease of 8.5 percent over the 
previous fiscal year.

Trains were 95 percent on time, 
the highest level of service BART 
has ever delivered.

BART provided shuttle bus serv
ice to the Alameda County Fair in 
Pleasanton.

In cooperation with AC Transit, 
shuttle bus service was provided 
from BART stations in downtown 
Oakland to the "Festival at the 
Lake," Alameda County's "Urban 
Fair," in June 1984. A competition 
involving guessing BART ridership 
during the "Festival at the Lake" 
offered patrons an opportunity to 
win invitations to a private picnic 
and seats in a private box at an A's 
game; transportation was provided 
to the winners in a special BART 
car.
Throughout the year, BART devel
oped special promotions to attract 
riders during off-peak hours, as 
well as to assist residents of the 
three counties with special needs.

Earlier in the fiscal year, a sepa
rate competition offered BART pa
trons an opportunity to win free 
season tickets to the Oakland 
Opera.

At appropriate times of the year, 
voter registration forms and IRS 
literature were distributed in BART 
stations.

—■--------------------------------

SumU^ "Stefiyteis ^eclats" tratns 
were fiir Ffmea^arl
OeoemlMr Aolidtiif season, almg 
w^ a major Omtalaua promotion 
rmaUe-biwmmeOkaiemPeirbi 
downtown (Mdmsl. Mao, longer 
trains were operated for the fiaster 
and M&norlel Dag we^cenda.
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CInco de Mayo festivities inciuded 
entertainment at seuerai stations 
and presentation of a special tribute 
to the tlonorabie Ambassador Licen- 
ciado Marceio Vargas Campos, con
sul general of Mexico in San Fran
cisco, in ceremonies at the Lake 
Merritt BART station.

-

I

BART once again opened three hours 
ahead of its Sunday schedule, at 6 
a.m., for the "Bay to Breakers" foot 
race in San Francisco on May 20, 
1984. More than 16,000 passengers 
rode 14 special trains to the event. 
The addition of four trains and the 
opening ofi^two more stations than 
the previous year resulted in a 16 
percent increase in ridership on the 
special trains.

Marriott characters visited BART 
on Christmas and New Year's holi
days, when BART stations offered 
free coffee and doughnuts as part of 
the Fifth Annual Safe Holidays celeb
ration. More than 12,000 doughnuts 
and about 16,000 cups of coffee 
were served during the celebration, 
co-sponsored by nine local com
munity service organizations and 
several local radio stations.

I

I
Assisting BART Police with the 
"Ident-A-Kid" program were 
characters from Marriott's Great 
America Theme Park in Santa Clara 
during Hovember 1983 and again in 
June 1984. The fingerprinting 
program for children was a free 
community service by BART.

The program gave parents a record 
of their child's fingerprints for iden
tification purposes in situations in
volving a lost or runaway child or a 
child who might become a victim of 
crime. The records are not kept by 
police departments, but are the sole 
property of the parents. More than 
1500 children were fingerprinted 
during the program.
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The highest monthly weekday auer- 
age rldershlp occurred in March 
1984, with an average of206,345. 
The highest total number of trips in 
a single month also came In March, 
with a total of5.149,677. Part of the 
Increase in patronage in FY1983184 
Is due to the growing use of the 
BARTIMUni fast pass. Introduced in 
April 1983.

mu:]

During FT 1983184, over $1 mlUkm 
in BART tickets were sold at 52 new 
■TJcfccts-ro-Go” outlets.

Under the "Tickets-To-Qo" pro
gram, introduced in September 
1983, high-value tickets for the 
first time were made available at 
retail outlets and through high 
employment centers. These new 
outlets sell $20 tickets, worth $21 
in BART rides, as well as discount 
tickets for senior citizens, children 
and handicapped people. Also, 
several senior citizen centers 
signed on in order to make BART 
discount tickets more accessible to 
their memberships.

By the close of the fiscal year, 
patrons had purchased well over 
$1 million worth of BART tickets at 
52 new "Tickets-To-Qo" outlets.

Patron and employee safety are of 
paramount concern to the District.

Total incidents of patron acci
dents amounted to 996 during FY 
1983/84. Of these accidents, 207 
(20.8 percent) were related to train 
operations. The remaining 789 ac
cidents (79.2 percent) were non
train-related, occurring within sta
tions. The District's patron acci
dent rate for FY 1983/84 is 17.1 
incidents per million passenger 
trips. Since revenue service began 
in September 1972, BART has car
ried 440.4 million patrons 5.8 
billion passenger miles without a 
single fatality.

An important measure of 
employee safety is the amount of 
work-time lost as a result of in
dustrial injuries expressed as a 
percentage of hours worked. Dur
ing FY 1983/84, BART's employee 
lost-time rate was at a favorably 
ow 0.38 percent.

In matters relating to patron secur
ity, BART'S 130 sworn officers filed 
1,341 reports of crimes against 
patrons during FY 1983/84. When 
compared to system usage, this 
results in a rate of 23.0 patron- 
related crimes per million passen
ger trips.

The District continued its ongo
ing program of emergency pre
paredness. Emergency procedures 
drills and training exercises were 
conducted with fire departments 
along the system, and a multiple 
casualty emergency procedures 
drill was conducted with volunteers 
from the Daly City Fire Depart
ment. San Mateo County 
Emergency Medical Care volun
teers played the role of "victims."
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Creating the Structure for the Future
i t the beginning of FY1983184, BART directors

L
suture in adopting the short-range, five-gear 
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the 1980So
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new Integrated Control Sgstem (iCS), completion of a 
third track through downtown Oakland, construction

in

W-Cars
Work continued in France at the 
ALSTHOM ATLAMTIQUE piant on 
prototypes of the newly designed 
C-Cars, 150 of which were ordered 
by BART in October 1982. The cars 
can be used as a lead car or in the 
middle of a train, increasing flexi
bility as one train can be changed 
into two shorter trains, or vice 
versa, without returning to a yard.

Four prototype C-Cars are to be 
delivered during FY 1984/85, with 
extensive testing scheduled prior 
to acceptance. These cars will in
clude all of the fire safety im
provements presently being made 
to the current fleet.

BART expects to obtain federal 
funds for approximately 47 percent 
of the total estimated cost of $279 
million.

Prototypes of BARPs new "C-Cars" 
are now being built by Alsthom At- 
lantique in its Raismes plant lo
cated in the northern industrial sec
tion of France.

ISeto Train (Control 

Computer Systems
During FY 1983/84, work pro
gressed on the new Integrated 
Control System (ICS) to replace the 
present central control computers. 
The new system, which supervises 
main line train movements, is de
signed to accommodate the opera
tion of 75 trains on the system at 
one time. This is more than a 50 
percent increase over the capacity 
of the present system and will

In FY 1983184 work continued on 
the K-E track, the /Jrst new main line 
track to be added since the original 
construction of BART.
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have an add-on capacity, allowing 
for systemwide operation of 115 
trains at one time. This feature will 
accommodate future extensions of 
the rail system.

Completion of the first phase of 
ICS is scheduled for January,
1987, and is estimated to cost ap
proximately $25.5 million.

Development of an improved 
on-board automatic train control 
system was begun by Westing- 
house Electric Corporation during 
FY 1983/84, with the prototype 
system due for delivery in time for 
testing with the prototj^e C-Cars.

K-E Track
Work continued on the final phase 
of the K-E tracK installation of 
running rail, power equipment and 
the wayside control system from 
the Oakland West BART station to 
the MacArthur BART station. When 
completed in 1985, the 1.5 mile 
connection, which goes through a 
third tunnel from Washington 
Street to 23rd Street, will be the 
first addition of main line track 
since BART's original construction.

il/V
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The K-E track will provide an ad
ditional route through the con
gested Oakland WYE and also can 
be used for train storage.

Total cost of this project is $24 
million, with approximately 80 
percent coming from federal 
funds.

Daly City Turnback and 

Storage Yard
Engineering studies were com
pleted for the Daly City Turnback

li
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The special beacon light located at five of BARTs east bay 
stations signals the drivers of BART Express Buses that a 
train Is entering the station.

The objective ofBARTs $21 million 
' fire-hardening" program is to make 
BART cars among the most /ire safe 
in the world.

and Storage Yard, with construc
tion scheduled to begin during FY 
1984/85. The project will allow 
trains to reverse direction from the 
Daly City terminal at more frequent 
intervals, as well as provide critical 
train storage to support West Bay 
operations.

Federal funds are anticipated for 
approximately 74 percent of the 
$150 million project. The turnback 
is scheduled for completion by late 
1987 and the yard is to be com
pleted during the spring of 1988.



Fire Safety Improvements

BART put on public display a "fire- 
hardened" transit car on november 
29, 1983, the first of the 439-car 
fleet undergoing extensive retrofit
ting to reduce the possibility of fire 
on board or under a BART car. By 
the end of FY 1983/84 work on 20 
cars had been completed.

The $21 million program, with 
28 percent of the cost coming 
from federal funds. Involves retro
fitting each car with a heat-resist
ant liner and replacing the 
polyurethane floor with a balsa 
and metal floor. BART has replaced 
seat cushions with a low smoke 
neoprene material, which has 
already proven its ability to resist 
fires in scattered arson attempts.

Train Controls
At the close of FY 1983/84 the Sys
tem Performance Study produced 
initial insights into the types of 
modifications to the wayside au
tomated train control (ATC) which 
will be required to achieve a 2.25- 
minute headway. These modifica
tions will be an integral part of 
BART'S capacity expansion.

Improving Station Access

BART took a number of steps to 
make it easier for patrons to reach 
stations, including improving bus 
lanes and adding parking spaces.

A busway canopy was installed at 
the Daly City BART station.

Bus lanes and station access 
roads were improved at the Bay 
Fair, Concord, El Cerrito Del riorte, 
Fremont, Fruitvale, Hayward, 
Richmond, San Leandro, and 
Union City BART stations.

For the convenience of patrons 
who make connections between 
BART and AC Transit buses each 
day, special beacon lights were in
stalled at five BART East Bay sta
tions to indicate to passengers that 
a train is arriving at the station 
platform, as well as to signal bus 
drivers to wait for passengers who 
are leaving the train. The lights are 
controlled by a microprocessor, 
triggered as the trains approach 
the station.

A new midday parking lot 
opened at the Qlen Park BART sta
tion In San Francisco, and work 
began on plans to complete 1,190 
additional parking spaces by the 
end of FY 1984/85.

IS

Located across the street from 
BARrs Administration Building, in 
downtown Oakland, the MetroCenter 
is the first governmental condomin
ium in the area and houses the staffs 
of the Association of Bay Area Gov
ernments, the Metropolitan Trans
portation Commission, and a portion 
of the BART staff.

PletroCenter Opens

In March, some 150 BART em
ployees moved into the recently 
completed MetroCenter, the $12.6 
million, four-story governmental 
condominium located across the 
street from the Lake Merritt Ad
ministration Building.

BART occupies 42,133 square 
feet of the building, which it 
shares with the Metropolitan 
Transportation Commission and 
the Association of Bay Area Gov
ernments. All of BART engi
neering personnel are now located 
next to the main administrative 
facility.

A new central telephone system 
also was installed in March, elimi
nating the need for all outside 
calls to go through the central 
switchboard.
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EAET ended the year on a sound financial basis. Total

Total operating expenditures for FY1983184 were 
$134.0 million, compared to a budgeted amount of

^^perating Revenue

riet passenger revenue in FY 
1983/84 was $65.5 million, com

pared to $61.0 million for the pre
vious fiscal year. Total operating

revenue (including interest income 
and income from advertising in 
trains and stations) was $72.6 
million for FY 1983/84, or 9.0 per
cent higher than the previous fiscal 
year.

The District's farebox ratio re
mained above the 40 percent ob
jective at 48.9 percent, about the 
same as last year's 49.1 percent.

The operating ratio, the ratio of 
passenger fares and other oper
ating revenues to operating ex
penses, was 54.1 percent, up from

last year's operating ratio of 53.6 
percent.

Rail cost per passenger mile was 
16.6 cents, well below the 
budgeted level of 18.1 cents. This 
compares favorably to the previous 
year's rail cost per passenger mile 
of 16.2 cents, an increase of only 
2.5 percent.
Other Resources

in addition to these funds, BART 
received $71.1 million in revenues 

(Continued on page 10)

1983/84 Operating Funds
Where Funds Came From (in thousands)

$160,146,000 (Including Capitalized Costs)
How Funds Were Applied (in thousands)

Tederal Hnanclal 
Assistance; 0

Transactions 
6f Use Tax $71,136 
44.4%State rinanclal Assistance 

$4,71 7 3.0% ....... Tares 
$65,492 

/ 40.9%Construction Tunds $4,388 
2.7% investment income & 

Other Operating 
/ Resources $7,067 

4.4%
Regional financial Assistance 

$1,900 
1.2%

Property Tax$5,433
3.4%Decrease In 

Working Capital $13

#Less than 0.01 percent.

\ Maintenance $54,954 
34.3%

Police Services $7,672 
4.8%

Transportation 
$46,556 
29.1%

Debt Service Allocations 
$7,764 

4.9%
General & Administrative 
$24,374 
15.2%

Construction ^ Engineering 
$4,879 

3.0%
\ Capital Allocations $13,947 

8.7%l:;:.... :



PERrORMAMCE HIGHLIGHTS

Rail Ridership 
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
System utilization ratio (passenger miles 

to available seat miles)
End-of-period ratios:

Peak patronage 
Offpeak patronage

BART'S estimated share of peak period 
transbay trips - cars, trains fif buses 

Passengers with autornobiie avaiiabie 
(as alternative to BART)

Operations
Annual revenue car miles 
Unscheduled train removals — 

average per revenue day 
Transit car availability to revenue 

car fleet (b)
Passenger miles per equivalent gallon 

of gasoline

89.6%

84.8

89.1%

81.0

FY 1983/84 FY 1982/83 FY 1983/84 FY 1982/83

Passenger accidents reported per million
58,277,463 53,699,387 passenger trips 17.09 16.24(c)

202,536 186,293 Patron-related crimes reported per million
13.1 miles 13.5 miles passenger trips 23.01 18.99

761,799,000

35.4%

725,077,000

34.5%

Financial
Met passenger revenues $ 65,492,000 60,965,000
Other operating revenues 7,067,000 5,618,000

51.9% 54% Total operating revenues 72,559,000 66,583,000
48.1% 46% Met operating expenses

Farebox ratio (net passenger revenues
134,047,000 125,281,000

36.8% 35.5% to net operating expenses)
Operating ratio (total operating revenues

48.85% 49.07%

57%(a) 57% to net operating expenses)
Met rail passenger revenue per

54.12% 53.59%

passenger mile 8.40 8.20(c)

29,852,000 29,177,000 Rail operating cost per passenger mile 16.60 16.20
Met average rail passenger fare (d) $1.10 $1.11

2.2 4.5 Motes
General note: Data represent annual averages unless otherwise noted.
(a) Updated figures not available
(b) At 8 a.m. each day
(c) Revised
(d) Includes BART/MUni Fast Pass beginning April 1983

1983/84 Capital Funds $39,725,000
Source of Funds (in thousands) Expenditures (in thousands)

Local (Including 
capital allocations)

$5,482 “ 13.8%

District
$4,463
11.2%

Federal
$21,752
54.8%

\ State $8,028 
20.2%

Line
$15,371
38.7%

Systemwide
$496
1.2%

Support Facilities
/ .$3,795
/ 9.5%

Management 
Information System $859 

2.2% Train Control$2,809
7.1%

Support Vehicles $470 
1.2% \

Other 
$903 V 
2.3% \

Communications 
-- $5,998 15.1%

Transit Vehicles$7,557
19.0%

Miscellaneous Studies Inventory 
Buildup, etc. $1,219 

3.1%

Automatic Fare Collection 
^ $248 .6%

COMSTRUCTIOM I EQUIPMEMT E



other Revenues—cont/nued 
from 75 percent of the one-half 
cent transit sales tax in the three 
BART counties, $6.6 million in 
State Transportation Development 
Act (TDA) funds and State Transit 
Assistance (STA), and $5.4 million 
in property tax as its share of the 
one percent maximum property tax 
available to all local governments.

Directors once again were able 
to reduce the property tax BART 
levies for repayment of the general 
obligation bonds approved by vot
ers in 1962 for construction of the 
system. Directors set a tax rate of 
6.17 cents per one hundred dol
lars of assessed value, down from 
6.28 cents the previous fiscal year. 
The property tax generated re
venues of $50.7 million from 
property owners in Alameda, Con
tra Costa and San Francisco Coun
ties, the three counties making up 
the district.

In the city of Berkeley, where 
voters approved a special service 
district in 1966 to finance subway 
construction through their city, the 
Board of Directors set a property 
tax rate of 2.94 cents per hundred 
dollars of assessed valuation, 
which raised revenues of 
$702,000.

During FY 1983/84, BART 
awarded a total of $7.55 million in 
goods and services contracts to 
Disadvantaged Business 
Enterprises (DBE) and Women 
Business Enterprises (WBE). This 
represents 29.2 percent of the 
total of $25.54 million let for such 
contracts. This was 14.9 percent 
above last fiscal year and 9.2 
percent above the District's 
DBE/WBE goal of 20 percent.
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Financial Statements
The Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the baiance sheet of San Francisco Bay Area Rapid Transit District 
as of June 30, 1984 and 1983 and the related statements of operations, changes in net 
capital Investment, changes in financial position, and revenues, expenditures and fund 
balances of debt service funds for the years then ended. Our examinations were made in 
accordance with generally accepted auditing standards and, accordingly. Included such 
tests of the accounting records and such other auditing procedures as we considered 
necessary in the circumstances.

In our opinion, such financial statements present fairly the financial position of San 
Francisco Bay Area Rapid Trarwit District as of June 30, 1984 and 1983 and the results of 
its operations and the changes in its financial position for the years then ended, in 
conformity with generally accepted accounting principles applied on a consistent basis.

STATEMENT OF OPERATIONS 
Years Ended June 30, 1984 and 1983 (In Thousands)

Adams, Grant, White Se Co.
Certified Public Accountants 
August 31, 1984
BALANCE SHEET
June 30, 1984 and 1983 (In Thousands)

Main Hurdman
Certified Public Accountants

ASSETS
Cash (including time deposits: 1984, $10,807; 1983, $15,500) 
Securities
Securities representing reserves 
Deposits, notes and other receivables 
Construction in progress 
Facilities, property and equipment — at cost

(less accumulated depreciation and amortization:
1984, $286,959; 1983, $257,350)

Materials and supplies — at average cost 
Debt service funds, net assets

LIABILITIES AND CAPITALIZATION
Notes payable 
Payroll and other liabilities 
Unearned passenger revenue 
Debt service funds

Capitalization:
Reserves
General Obligation Bonds 
Sales Tax Revenue Bonds 
Net Capital Investment

1984 1983

$ 12,438 $ 17,273
169,548 132,259
34,684 45,502
45,503 22,610
67,191 53,288

1,292,378 1,296,115
13,134 12,701
38,619 21,859

$1,673,495 $1,601,607

$ 16,000 $ -
44,938 35,966

1,432 1,382
38,619 21,859

100,989 59,207

34,684 45,502
568,485 597,450
65,000 65,000

904,337 834,448

1,572,506 1,542,400
$1,673,495 $1,601,607

1984 1983

Operating revenues:
Fares $ 72,125 $ 67,491
Less discounts and other deductions 6,633 6,526

65,492 60,965
Other 1,350 1,058
Investment income 5,717 4,560

Total operating revenues 72,559 66,583

Operating expenses:
Transportation 46,556 45,658
Maintenance 54,954 50,906
Police services 7,672 6,570
Construction and engineering 4,879 4,261
General and administrative 24,374 21,792

138,435 129,187
Less capitalized costs 4,388 3,906

Net operating expenses 134,047 125,281

Operating loss before
depreciation expense 61,488 58,698

Depreciation (unfunded):
Of assets acquired with own funds 16,819 16,870
Of assets acquired with grants and contributions by others 13,359 12,204

Total depreciation 30,178 29,074

Operating loss 91,666 87,772

Financial assistance:
Transactions and use tax 71,136 62,847
Property tax 5,433 5,068
State 4,717 2,439
Transportation Development Act of 1971 1,900 3,000
Debt service allocations (7,764) (4,525)
Capital allocations (13,947) (10,720)

Total financial assistance 61,475 58,109

Net loss 30,191 29,663

Depreciation of assets acquired with grants and
contributions by others 13,359 12,204

Net loss transferred to accumulated deficit $ 16,832 $ 17,459

Reconciliation to net funded deficit:
Operating loss before depreciation expense $ 61,488 $ 58,698
Deduct financial assistance 61,475 58,109

Funded excess of expenses over revenues $ 13 $ 589

The accompanying notes are an integral part of these financial statements.



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT 
Years Ended June 30, 1984 and 1983 (In Thousands)

Depreciation and 
Retirements of

Property
Tax

Transactions
and

Use Tax

Balance, July 1, 1982
Net loss for the year
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others
Interest on capital
Establishment of operating reserve
Decrease in vehicle replacement reserve
Decrease in system completion reserve
Decrease in system improvement reserve
Bond principal

Balance, June 30, 1983
Net loss for the year
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Establishment of construction fund reserve 
Increase in construction fund reserve 
Decrease in system completion reserve 
Decrease in system improvement reserve 
Decrease in operating reserve 
Bond principal

Balance, June 30, 1984

The accompanying notes are an integral part of these financial statements.

$179,430 $150,000

27,120
206,550 150,000

28,965
$235,515 $150,000

Assets Acquired 
With Grants and Interest Net

Grants and Contributions Accumulated on Capital
Contributions by Others Deficit Capital Reserves Investment

$568,085 $ (86,216) $(126,220) $151,513 $(47,017) $789,575

— — (17,459) — — (17,459)
31,214 — — — — 31,214
— (12,204) — — — (12,204)
— — — 14,687 — 14,687
— — — — (7,500) (7,500)
— — — — 5,000 5,000
— — — — 291 291
— — — — 3,724 3,724
— — — — — 27,120

599,299 (98,420) (143,679) 166,200 (45,502) 834,448

— — (16,832) — — (16,832)
43,640 — — — — 43,640
— (13,359) — — — (13,359)
— — — 16,657 — 16,657
— — — — (2,133) (2,133)
— — — — (117)

q
(117)

3
_ _ _ _ 8,565 8,565
— — — — 4,500 4,500
— — — — — 28,965

$642,939 $(111,779) $(160,511) $182,857 $(34,684) $904,337

NOTES TO FINANCIAL STATEMENTS 
1—Summary of Significant Accounting Policies

Description of District
The San Francisco Bay Area Rapid Transit District is a public agency created by the legislature 
of the State of California in 1957 and regulated by the San Francisco Bay Area Rapid Transit 
District Act, as amended. The District does not have stockholders or equity holders and is 
not subject to income tax. The disbursement of all funds received by the District is controlled 
by statutes and by provisions of various grant contracts entered into with Federal and State 
agencies.

Securities
It is the District’s policy to hold investments until their maturity and, accordingly, securities are 
carried at cost. At June 30, 1984 and 1983, cost exceeded market value by $7,067,000 and 
$1,610,000, respectively. The face value of securities exceeded cost at June 30, 1984 and 1983.

Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Depreciation is calculated using the 
straight-line method over the estimated useful lives of the assets. The amount of depreciation of 
assets acquired with District funds is distinguished from depreciation of assets acquired with 
grants and contributions by others. The latter amount is shown on the statement of changes in 
net capital investment with the related grants and contributions.

Federal and State Grants
The District receives amounts from both Federal and State governments to assist in operations 
and for capital or other projects. Grants for capital and other projects are recorded as additions 
to net capital investment on receipt. Grants for operating expenditures are included as financial 
assistance in the statement of operations.



STATEMENT OF CHANGES IN FINANCIAL POSITION 
Years Ended June 30, 1984 and 1983 (In Thousands)

Cash and securities (used) provided by:
Operations:

Net joss transferred to accumulated deficit 
Deduct expenses not requiring cash: 

Depreciation of assets acquired with 
own funds

Cash and securities (used) by operations 
Issuance of Sales Tax Anticipation Notes 
Issuance of Sales Tax Revenue Bonds 
Contributions from U.S. Government grants 

and others
Increase in payroll and other liabilities 
Increase in unearned passenger revenue 
Interest on capital

Total cash and securities provided

Cash and securities applied to:
Increase in deposits, notes and other receivables 
Additions to construction in progress 
Additions to facilities, property and equipment 
Additions to materials and supplies

Total cash and securities applied

Increase in cash and securities

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES 
Years Ended June 30, 1984 and 1983 (In Thousands)

1984 1983

$(16,832) $(17,459)

16,819 16,870

(13) (589)
16,000 —

— 65,000

43,640 31,214
8,972 7,424

50 132
16,657 14,687

85,306 117,868

22,893 13,461
13,903 11,206
26,441 23,324

433 778

63,670 48,769

$ 21,636 $ 69,099

The accompanying notes are an integral part of these financial statements.

——Year Ended June30, 1984-— Year Ended
General

Obligation
Bonds

Sales Tax 
Revenue 
Bonds

Sales Tax 
Anticipation 

Notes Combined

June 30. 
1983

Combined

Revenues:
Property tax $50,899 $ - $ — $50,899 $48,00^
District deposits for principal payment — — 16,000 16,000 —
Bond proceeds — — — — 6,308
Accrued interest from bond sale — — — — 210
Allocations from District revenues — 6,785 979 7,764 4,525
Interest 2,087 509 138 2,734 2,703

52,986 7,294 17,117 77,397 61,750
Expenditures:

Interest 24,488 6,308 — 30,796 27,379
Prinicipal 28,965 — — 28,965 27,120
Bond service expense — 6 — 6 3
Interest transmitted to District — 870 — 870 128

53,453 7,184 — 60,637 54,630

(467) 110 17,117 16,760 7,120
Balance, beginning of year 12,019 9,840 — 21,859 14,739

Balance, end of year $11,552 $9,950 $17,117 $38,619 $21,859

Represented by:
Cash (including time deposits:

1984, None; 1983, $200) $ 23 $ — $ - $ 23 $ 228
Securities 9,903 — — 9,903 10,109
Taxes and interest receivable 1,626 — — 1,626 1,682
Assets with fiscal agent — 9,950 17,117 27,067 9,840

$11,552 $9,950 $17,117 $38,619 $21,859

NOTES TO FINANCIAL STATEMENTS—CONT’D
Sales Tax Revenue
The one-half percent transactions and use tax is collected and administered by the State Board 
of Equalization. Of the amounts available for distribution, 75% is transmitted directly to the 
District’s appointed trustee for the purpose of paying bond and note interest, principal and 
expenses. Monies not required for these purposes are transmitted to the District. The District 
records the total taxes received as transactions and use tax and the amount retained by the 
trustee as special deposits and debt service allocations upon receipt of the net amount. The 
State Board of Equalization estimates that transactions and use tax revenues for the period April 
1, 1984 to June 30, 1984 will be approximately $15,525,000. Of this amount, $4,657,500 had 
been received and recorded by the District. Comparable figures for 1983 were $13,365,000 and 
$4,009,500, respectively.

Property Tax Revenue
The District receives property tax revenues to service the debt requirements of the General 
Obligation Bonds and records these revenues in the debt service funds. It also receives an 
allocation of property tax revenues to provide for general and administrative expenses not 
involving construction, although such revenues may be used for construction if needed. The 
District records this property tax allocation as financial assistance.

Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as an increase in net capital 
investment to recognize that this interest should be directly associated with the capital which 
gives rise to the interest and which is not available for current operations.
In accordance with this policy, management allocated to net capital investment $11,766,000 of 
interest revenue earned on assets held in the General Operating Fund but which related to 
capital projects.
Self-Insurance
The District is largely self-insured for worker’s compensation, general liability claims, and major 
property damage. The District records the costs of self-insured claims and major property 
damage when they are incurred.

Capital Allocations
The Board of Directors allocates a portion of unrestricted financial assistance and general fund 
revenues to net capital investment for capital projects.



NOTES TO FINANCIAL STATEMENTS—CONT’D 
2—Reserves

Securities are separately classified on the balance sheet to reflect designation by the Board of Directors of a portion 
of the District’s capitalization as reserves for the following purposes:

--(In Thousands) — 
1984 1983

Basic System Completion 
System Implement 
Construction 
Self-Insurance 
Operating

3—Facilities, Property and Equipment

$12,287
8,147
2,250
9.000
3.000

$34,684

$12,290
16,712

9,000
7,500

$45,502

Facilities, property and equipment, assets lives, and accumulated depreciation and amortization at June 30,1984 and 1983 
are summarized as follows:

-(In Thousands)
...............1984................ ...............1983...............

Lives
(Years) Cost

Accumuiated
Depreciation

and
Amortization Cost

Accumulated
Depreciation

and
Amortization

Land _ $ 113,134 $ — $ 108,263 $
Improvements 80 1,062,480 138,559 1.050,753 125 171
System-w de operation and control 20 114,353 49,939 112,761 44,390
Revenue transit vehicles 30 157,663 51,845 155,963 46,596
Service and miscellaneous equipment 3 to 20 20,775 10,114 18,792 8,543
Capitalized construction and start-up costs 30 103,557 34,288 99,437 30,647
Repairable property items 33 7,375 2,214 7,496 2,003

$1,579,337 $286,959 $1 553,465 $257,350

4—General Obligation Bonds—cont’d

In 1962, voters of the member counties of the District authorized a bonded 
indebtedness totaling $792 million of Genera; Obligation Bonds. Payment of 
both principal and interest is provided by the levy of District-wide property 
taxes. During 1966, City of Berkeley voters formed Special Service District 
No. 1 and authorized the issuance of $20.5 million of General Obligation 
Bonds for construction of subway extensions within that city. Payment of both 
principal and interest is p'ovided by taxes levied upon property within the 
Speciai Service District. Bond principal is payable annually on June 15 and 
interest is payable semiannually on June 15 and December 15 from debt 
service funds. Interest of $11,401,000 on General Obligation Bonds and 
$166,000 on Special Service District No. 1 Bonds is payable on December 15. 
1984.
The following is a schedule of principal repayments required under Genera 
Obligation Bonds as of June 30, 1984 (in thousands):

Year Ending 
June 30

1985
1986
1987
1988
1989

Later Years

1962 District 
Serial Bonds

$ 30,350
32.400 
34,225 
36,250
38.400 

389,300
$560,925

1966
Special Service 
District Bonds

$ 410 
420 
440 
460 
480 

5,350
$7,560

Totai

$ 30,760 
32,820 
34,665 
36,710 
38,880 

394,650
$568,485

4—General Obligation Bonds

1962 District Bonds 
1966 Specia Service 

District Bonds

Composite
Interest

Rate

3.97%

4.37%

Year
Last

Series
Matures

1999

1998

Originai Amount

Authorized Issued

- (In Thousands) -
- ....... 1984..........

Due in
1 Year Totai

.1983 —-
Due in 
1 Year Total

$792,000 3792,000 

20,500 12,000

$30,350 $560,925 

410 7,560

$28,575 $589,500 

390 7,950
$812,500 :3804,000 $30,760 $568,485 $28,965 $597,450



NOTES TO FINANCIAL STATEMENTS—CONT’D 
5—Sales Tax Revenue Bonds

6—Sales Tax Anticipation Notes

-(in Thousands) 
--------1984......... ......... 1983-

1969 Sales Tax Revenue Bonds 
1982 Sales Tax Revenue Bonds

Year Last 
Series 

Matures

1977
2008

Original Amount

Authorized Issued
Due in 
1 Year Total

Due in 
1 Year Total

$150,000 $150,000 $ —
65,000 65,000 490

$215,000 $215,000 $490

$
65,000

$65,000

$ - $ - 
— 65,000

$ -0- $65,000

The 1969 Legislature of the State of California authorized the District to impose a V2% transactions and use tax 
within the District and issue Sales Tax Revenue Bonds totaling $150 million. The State Legislature later extended the 
tax to June 30, 1978 and authorized the District to issue bonds totaling $24 million to be used for operations. 
Payment of these Sales Tax Revenue Bonds was completed by June 30, 1978.
On September 30, 1977, the Governor signed legislation which extended the transactions and use tax indefinitely. 
The tax is collected and administered by the State Board of Equalization. Of the amounts available for distribution, 
75% is allocated to the District and 25% is allocated by the Metropolitan Transportation Commission to the District, 
the City and County of San Francisco, and the Alameda-Contra Costa Transit District for transit services on the basis 
of regional priorities established by the Commission.
In October 1982, the District issued revenue bonds totaling $65 million to pay a portion of the cost of acquisition of 
150 rail transit vehicles and related automatic train control equipment for use in the District’s existing rapid transit 
system. The 1982 Bonds are special obligations of the District payable from and secured by a pledge of revenues, 
including certain sales tax revenues, all passenger fares and certain property tax revenues. Bond coupon rates range 
from 7% to 10% depending upon the various maturity dates. The bonds maturing on or after July 1, 1992 are 
redeemable prior to maturity at the option of the District on various dates at prices ranging from 103% to 100%. The 
bonds maturing July 1, 2008 are also subject to redemption to satisfy sinking account installments on or after July 1, 
2002 at 100%.
Taxes collected by the State Board of Equalization are transmitted directly to the appointed trustee for the purpose of 
paying bond interest semiannually on July 1 and January 1, principal annually on July 1 and expenses of the trustee. 
Monies not required for these purposes are transmitted to the District. Interest of $3,154,000 is payable on July 1,
1984. Additionally, the trustee retains amounts needed for the payment of principal and interest on $16 million Sales T ax 
Anticipation Notes maturing in July 1984 (see Note 6). Taxes received by the trustee during the current fiscal year were 
$71,136,000 of which $23,764,000 was retained by the trustee for the above purposes and $47,372,000 was transmitted 
to the District. The District records the total taxes received as transactions and use tax and the amount retained by the 
trustee as special deposits and debt service allocations upon receipt of the net amount.
The following is a schedule of principal repayments required under Sales Tax Revenue Bonds as of June 30, 1984 
(in thousands);

1982
Sales Tax 

Year Ending Revenue
June 30 Bonds

1985
1986
1987
1988
1989

Later years

$ 490
545 
610 
685 
765 

61,905
$65,000

In July 1983, the District issued $16 million in subordinated Sales Tax 
Anticipation Notes to provide interim financing to defray operating 
expenses payable from the General Operating Fund of the District. These 
notes are payable from taxes, revenue, and other moneys received by the 
General Operating Fund for fiscal year 1983/1984. Interest of $979,000 is 
payable in July 1984, when the notes mature.
7—U.S. Government Grants
Capital
The U.S. Government, under grant contracts with the District, provides 
financial assistance for capital projects. Grants for capital projects are 
recorded as additions to net capital investment when received. A 
summary of Urban Mass Transportation Administration Grants in force at 
June 30, 1984 is as follows:

....... (In Thousands)........
Maximum Funds

Type of Grant Grant Received

Beautification 
Demonstration 
Capital

$ 1,961
13,360 

439,637

$ 1,961
13,331 

340,170

$454,958 $355,462

8— Litigation and Disputes with Contractors and Others
The District is involved in various lawsuits, claims and disputes, which for 
the most part, are normal to the District’s operations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District’s financial position or operations.

9— Public Employees’ Retirement System
The District contributes to the Public Employees’ Retirement System. The 
System is a contributory pension plan providing retirement, disability, and 
death benefits to employees of certain state and local governmental units. 
Substantially all full-time employees of the District are covered by the 
System. Pension costs of the System are determined actuarially and 
required contributions are expensed currently. Pension expense was 
$7,505,000 and $6,111,000 in 1984 and 1983, respectively.

10— Deferred Compensation Plan
The District has deposited funds with a custodian pursuant to the District’s 
deferred compensation plan. These deposits together with earnings had a 
market value of $11,070,000 as of June 30, 1984. This amount is 
reflected on the balance sheet in deposits, notes and other receivables 
and in payroll and other liabilities.
11 —Subsequent Events
In July 1984, the District sold $19,860,000 in subordinated Sales Tax 
Anticipation Notes to defray operating expenses payable from the General 
Operating Fund of the District. In addition, the District sold $10,900,000 in 
Grant Anticipation Notes to provide short-term financing for certain capital 
expenditures. The issuance of these temporary notes is in anticipation of 
the receipt of taxes, grants, revenue, and other moneys to be received by 
the General Operating Fund of the District during or allocable to fiscal 
year 1984/1985.



West Pittsburg
North Concord/Marlinez

San Francisco' 
infl Airport

. Phase I Extensions — Adopted February. 1984

Extension of Services 

and Capacity
Acquisition of station sites for ex
tension is in progress with the ini
tial effort focusing on the complete 
acquisition of parcels in Phase 1 of 
the BART Extension Policy. Interim 
usage of these sites will be coordi
nated with the District's planned 
improvements to its Express Bus 
program to provide freeway- 
oriented, park/ride lots for the Ex
press Bus operations.

Properties acquired for extension 
of the 71-mile basic system in
clude two parcels in Castro Valley 
for the Livermore-Pleasanton ex
tension, one parcel in Pittsburg for

the West Pittsburg station, three 
parcels in Antioch for the Antioch 
station and one parcel in Fremont 
for the Irvington station.

Phase I of the BART Extension 
Policy extends the system to North 
Concord/West Pittsburg, Irving
ton/Warm Springs, Castro Val
ley/Dubiin and Daly City to San 
Francisco Airport in accordance 
with a policy commitment to an ex
tension for San Francisco.

Station Area Development

BART made substantial progress 
during the past fiscal year toward 
its goal of encouraging approp
riate development at BART sta
tions. At Pleasant Hill, Contra 
Costa County approved a specific 
plan for the BART station area, 
which makes possible substantial 
commercial development on por
tions of BART land. At Walnut 
CreeK the City Council and the 
BART Board of Directors endorsed 
a preliminary development plan for 
the station site. Active joint plan
ning efforts also were initiated in 
Richmond, El Cerrito and Concord.

Conclusion

With the close of the year, BART 
pointed with pride to its increasing 
role as a stable, reliable part of the 
region's public transit system. The

challenge for the future, for which 
preparations are well under way, is 
to keep pace with the growth of 
the San Francisco Bay Area.
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SAn FKAnasco bay area rapid 
TRANSIT DISTRICT (BART)

Headquarters in downtown Oakland, California 
800 Madison Street. F.O. Box 12688 
Oakland, CA 94604-2688 (415) 464-6000
Established in 1957 by the California State Legislature. Authorized to 
plan, finance, construct and operate a rapid transit system.

Governed by a Board of Directors elected for four-year terms by voters in 
nine election districts within the counties of Alameda, Contra Costa and 
San Francisco.
BOARD OF DIRECTORS - Fiscal Year 1984 
PRESIDEHT
Arthur J. Shartsis, Oakland
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Hello Bianco, El Sobrante
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District #1 - Barclay Simpson, Lafayette 
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Total number of automobile 
parking spaces at BART Stations: 23.094* 
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for mid-day parking)

Line Milesf
A Line—(Fremont to Lake Merritt) 23 Miles 
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Oakland West) 15 Miles
R Line—(Richmond to

• MacArthur) 12 Miles
C Line—(Downtown Oakland to

Concord) 21.5 Miles
Total Miles 71.5 Miles
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I in accordance with BART Exten
sion Poiicy adopted on February 
2,1984, stations outside the Dis
trict are subject to satisfactory 
cost-sharing arrangement. ba

®ff iD0’®®Q®D’§
The members ofBART’s Board of Directors are representative of the 
diversity of the Bay Area ’s population, in terms of background, educa
tion, community involvement, and professional and business achieve
ment. They bring to the Board the experience and expertise of running 
a business, cost analysis, urban planning, finance, community devel
opment, engineering, the law, insurance, and city government. They 
take an active role in a wide variety of community organizations and 
represent BART’s interests on governmental committees throughout 
the Bay Area.

District 1
A member of the Board 
since 1976 and Board 
President in 1977. 
Chairman of the Board, 
Simpson Company, San 
Leandro, and owner, Bar
clay Simpson Art Gallery, 
Lafayette. Lives in Orinda.

IMemo Boamro
District 2
A member of the Board 
since 1969 and Board 
President in 1975 and 
1980. Businessman. 
Former Richmond City 
Councilman. Lives in El 
Sobrante.

Mhm 1 SHiairllsas
District 3
A member of the Board 
since 1976 and Board 
President in 1984. A San 
Francisco attorney. Lives 
in Oakland.



liargarel K. Pryor
District 4
A member of the Board 
since 1980 and Chairper
son in 1984 of the Admin
istration Committee. 
Community Development 
Specialist. Active in 
national and local trans
portation and civil rights 
groups. Lives in Oakland.

Robert S. Allen
District 5
A member of the Board 
since 1974 and Board 
President in 1983. Rail- 
rosd engineering and 
operations. Lives in 
Livermore.

John Glenn
District 6
A member of the Board 
since 1974. Board Vice- 
president, 1985. Board 
President, 1982. Chair
man, Policy Committee, 
Fremont-South Bay Cor
ridor Study. Founder and 
President, John Glenn Ad
justers and Administra
tors. Lives in Fremont.

Wilfred T Ussery
District 7
A member of the Board 
since 1978 and Board 
President in 1985. An 
urban planner. Active in 
Bay Area civic organiza
tions. Past National Chair
man, Congress of Racial 
Equality, 1967 to 1969. 
Lives in San Francisco.

Eugene Garfinkle
District 8
A member of the E oard 
since 19T’7 and Board 
President in 1981. A San 
Franc.sco attorney. Lives 
in .San Francisco.
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John H. Kirkivood
District 9
A member of the Board 
since 1974 and Board 
President in 1979. He is a 
Director of the San Fran
cisco Planning and Urban 
Reneveal Association and 
Vice President of the 
National Assodaticn of 
Railway Passengers. Lives 
in San Francisco.
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eople sometimes ask me, “What does 
BART’S Board of Directors actually do?” 
First of all, of course, my colleagues and I 

shape the Board policies that guide the day-to- 
day operations of BART’s system and we oversee 
the spending of each and every dime of BART’s 
money. That’s part of our job, and it’s a very 
important aspect of our responsibilities as ste
wards of the public’s investment in BART’s track 
and trains and staff

Our stewardship also includes molding 
BART’s policy structure so that it is responsive 
to the future and the vital role that BART can 
and should play in the Bay Area, against a back
ground of population expansion and economic 
growth. The Board must seize those oppor
tunities created by technological advances in 
areas which enjoy a symbiotic relationship to 
rapid rail such as urban development, fiber 
optics, and viable options for energy indepen
dence, including wind farms and other projects 
for cogeneration of electricity. My colleagues 
and I must set goals and help develop plans so 
that BART will not only meet the needs of its 
growing number of passengers but also provide 
leadership in community development in its 
broadest sense.

To fully understand the idea of commu
nity development, you only have to think of 
the importance of rivers and seaports, railroad 
routes and junctions, highway and freeway sys
tems to see how different modes of transit also 
function as urban form-givers. From earliest 
times, means of transport have been the key 
factor in determining the location of cities and 
communities and the development of entire 
regions. With BART’s ability to provide trans
portation throughout the Bay region and link 
people and communities, BART also functions

in this historic development context. BART is 
not simply a “people mover.” Like other urban 
rapid rail systems, BART is giving shape and 
form to various aspects of the San Francisco 
Bay Region it serves.

BART’s Joint Development Program pro
vides the best example of how we, as a Board, 
have responded to the fact that we are not 
merely in the business of moving people from 
one point to another. The emergence of BART 
station areas as the prime development sites in 
the Bay Area has made BART a major factor in 
the shaping of economic growth and urban 
development throughout the region. Joint De
velopment provides an opportunity for private 
developers and governmental agencies to make 
the most beneficial use of the immense loca
tional advantages and related appreciation in 
value which accrue to land in the vicinity of 
BART’s stations.

Our guidelines for Joint Development 
call for developing a general plan and environ
mental impact report for each station area in 
cooperation with local governments, sensitivity 
to market forces, utilization of the skills and 
know-how of private developers and enhance
ment of the potential for a return on the billion- 
dollar investment to build BART made by resi
dents of the BART District whom we represent 
as Directors.

Another example of BART interest which 
goes beyond functioning simply as a “people 
mover” is our recent effort to make additional 
use of our rights-of-way throughout the Bay 
Area. Historically, there has been a linkage be
tween railroad systems and communications 
networks, from early telegraph lines in rail 
rights-of-way to today’s fiber optics cable in
stallations in rail and mass transit rights-of-way.

h

BART, too, has a similar telecommunications ca
pability which can become a major nev/ income 
generator for BART due to its unique placement 
in the Bay region.

With the assisiance of BART’s profes
sional staff, my colleagues and I are investigat
ing the possibility of installing such fiber optics 
lines throughout our 71.5 miles of right-of-way. 
Hopefully, it will become a regional component 
of the national fiber optics network now being 
installed by America’s telecommunication and 
rail industries. Further, each extension of BART 
will only enhance and expand this potential to 
develop an important interface with the emerg
ing fiber optics-based information industry.

This emerging relationship between 
rapid rail systems and fiber optics will provide 
BART an important role in the information in
dustry-driven trend towards decentralization, 
which will have as one of its principal features 
the substitution of communication for transpor
tation—message flows for person flows—which



for many persons in the Bay Area will reduce 
the relative cost of transportation. This phe
nomenon, a product of the integration of the 
infrastructure of BART and the emerging bay 
region’s fiber optics-based telecommunications 
and information industry, will become increas
ingly a major factor in diminishing the impor
tance of the central place. This significant and 
unique region-forming capability, when cou
pled with joint development and achievement 
of energy independence, fundamentally pro
jects BART into becoming an even more impor
tant agent for change for the San Francisco 
Bay Area.

Our ability to explore and develop such 
opportunities is predicated upon the measur
able world-class success we now experience in 
our day-to-day operations which makes BART 
the premier rapid rail system in America. Our 
prime business is transit, and we will continue 
to have as our top priority the maintenance of 
an excellent on-time performance and car avail
ability record, an airline’s quality preventive 
maintenance program, one of the best farebox 
returns in the nation, and a good relationship 
with our organized labor forces.

Thus our role as stewards of this regional 
public enterprise compels us to balance as care
fully as we can our objective for urban develop
ment and technological innovation in relation tc 
BART’S primary mission as a transit operator. It 
is an exciting challenge. I think we do it well.

Wilfred T. Ussery, President 
Board of Directors 
San Francisco Bay Area 
Rapid Transit District, 1985

“Safe and reliable transportation 

at the lowest possible cost”

MS and People Help
BART is currently implementmg its Short- 
Range Transit Plan to almost double the 
system’s carrying capacity to serve growing 
population and employment centers. Upon 
completion, the $519- 7 million project will 
enable BART to operate 68 trains at one time.

The plan was prepared by BART’s pro
fessional staff and approved by the District’s 
Board of Directors. It is carried out by the 
men and women who constitute BART’s 
work force.
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BART Police Officer Mike Davis takes the fingerprints of the many children who 
participated in the Ident-A-Kid program.

iden!-a-Kid
uring National Police Week in May, BART 

H H police provided to parents a free set of 
■V their childrens’ fingerprints for identifi
cation purposes. The service was provided at 
special booths set up at five BART stations.

pN«ie
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Mike Sargent, station agerit, who with his more than 190 colleagues are in the first line of 
service to BART patrons.

BART Police
ew passengers realize that BART’s police 

p force, which is composed of 133 “sworn 
H personnel” and 30 civilian employees, is a 
fully accredited law enforcement agency. BART 
police cooperate with 16 different police juris
dictions in four counties and with nine district 
attorney offices handling BART cases. BART 
police, for example, are working with police 
officers from Berkeley to prevent threats, thefts, 
assaults and annoying behavior to BART pas
sengers. BART police walk a beat jointly with 
Berkeley police in and about the Berkeley BART 
Station. The prime objective of the cooperative 
effort is to reduce criminal activity and create 
a safer environment in the downtown Berkeley 
area surrounding the Berkeley BART Station. In
cidents of pickpocketing alone at the Berkeley 
Station were reduced considerably as a result 
of this joint effort.

Most crimes against BART passengers 
take place in BART’s parking lots, not on its 
trains or in its 34 stations.

BART’s passenger-related crime rate for 
the year was 23.4 incidents per million trips, 
based on 1,442 passenger-related crimes, of 
which 808 were for disorderly conduct and 
634 were for all other categories.
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Carl Smith, an electronic technician (ET) at ^-e Crncord Yard.

uring BART’S 1984-1985 operating year, 
60,798,419 passenger trips were made on 
the system, a record number surpassing 

by 4.3 per cent the previous high of 58,277,463 
set in 1983-1984. BART weekday patronage 
averaged 211,612 trips during the year, an in
crease of 4.5 per cent. Approximately one-half 
of those trips, 105,441, took place during the 
four peak travel hours in the morning and after
noon. Transbay trips constituted just about half 
of all weekday BART travel. This high patronage 
demand during the peak periods, along with 
fluctuating travel patterns at other times, re
quires careful planning by HART of its use of 
personnel and equipment.

Keeping track of BART patronage 
through the transmission of faregate informa
tion to a central computer enables BART to 
schedule trains to best serve passenger needs. 
Special late night trains, for example, were pro
vided during the five days of the Democratic 
National Convention, when weekday ridership 
averaged 226,989, a BART record.

P he planning phase for Joint Development 
projects at BART’s Walnut Creek and Pleas
ant Hill stations was virtually completed 

during the year. Office buildings containing 
retail shops, a restaurant and a parking garage 
are planned for the Pleasant Hill Station site.

Initial planning was carried out 
during the year for developments around the 
Richmond, Daly City and Concord Stations. 
BART’s Joint Development program, which was 
approved by the Board of Directors in 1984, 
encourages private developers to utilize BART- 
owned property at station sites. Benefits include 
additional jobs for local communities and a 
boost in revenues to BART from increased 
ridership and developer leases.
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Katharine P. Ogden, Joint Development Coordinator, holds the plot plan for joint 
development at the Pleasant Hilt BART station.
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housands of elementary school children in 
Alameda, Contra Costa, and San Francisco 
counties are learning how to ride BART 

safely and how to keep its cars and stations 
clean through the BART Police “Ride with 
Pride” program. BART police officers visit class
rooms and show a special film about BART. As a 
result of this effort, incidents of vandalism and 
malicious mischief have continued to decline.

ork on the Daly City Turnback and 
Storage Yard, one of BART’s key ser
vice-improvement projects, continued 

on schedule during the year. When completed 
in 1988 at a cost of SI50 million, the Daly City 
facilities will allow trains to reverse direction 
and return to service faster than is now possi
ble. The goal is to increase BART’s peak-period 
capacity by 85 per cent.

The project consists of three tracks, each 
approximately 1.5 miles long, extending south 
from the present Daly City BART Station, and a 
storage yard with a capacity to store l68 BART 
transit vehicles. Trains from Concord, Fremont 
and Richmond will be able to turn back and 
return to service in two minutes and thirty 
seconds, compared with the current turnback 
time of three minutes and 45 seconds.

'mf

Robert VV. Mix, Project Manager of the Daly City Turnback and Storage Yard, completion
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Kris Hari. Manager, Special Projects, is shown with the 1/8 scale model of the new C-Car, 
which is expected to be in service by 1988.

nother component of BART’s efforts to 
increase passenger capacity is the newly 
designed C-Car, envisioned by BART engi

neers for use at the front of the train as a lead or 
trailing car or in the middle of the train, allow
ing more flexible use of BART’s entire fleet of 
cars. Each of the new aluminum cars will be 
equipped with an operator s compartment and 
an automatic train control system.

BART, following a competitive bid which 
confirmed that there were no American manu
facturers of aluminum transit cars, orde:x;d 150 
of the new cars in October, 1982 from Alsthom 
Atlantique, one of the world’s leading matHifac- 
turers of railroad equipment. The entire cost of 
the C-Car program, including the automa:ic 
control systems, is estimated to be $279 4 mil
lion and is scheduled for completion in 1988.

At present, BART is able to make avail
able from its present 440 car fleet each day 103 
A-Cars (head of trains) and 259 B-Cars (middle 
of trains).

GC-Elart
ART’S 1.5 mile K-E Track project, the first 
new mainline section of track to be added 

sS/ to the system since BART’s original con
struction, continued during the year. The proj
ect, budgeted at $25.4 million, provides a third 
track through a tunnel from Washington Street 
to 23rd Street in downtown Oakland, allowing 
disabled trains to be taken out of service with
out disturbing the movements of other trains. 
The new track also provides additional train 
storage capacity and an alternative service route 
in the area where three of BART’s four routes 
converge. The K-E Track project includes the 
completion of the passenger crossover plat
forms at the 12th Street and 19th Street stations, 
construction of street overpasses between Mac- 
Arthur Station and the Oakland subway portal, 
and all wayside train control and electrification.

i ncreased passenger safety is the aim of 
BART’s Vehicle Fire Hardening project, 
which is expected to be completed in 

1986, at a cost of $20.7 million. The Fire Hard
ening project follows the 1982 replacement of 
all seats in the current BART fleet with a low- 
smoke neoprene cushion covered with a 90 per 
cent wool-10 per cent nylon material. The Fire 
Hardening project includes the installation of 
fire-stops in the walls and ceilings, the laying of 
new floors (proven by tests to resist fire for 30 
minutes), and the reinforcement with special 
fire-safe and fire-retardant materials of other 
parts under the cars where heat and fire might 
be generated. By the end of this annual report 
period, the fire safety modifications had been 
carried out on one-half of BART’s 440-car fleet.

iimW

Bill Chapin, supervising engineer, has guided the development of 
BART'S simulator program.

Rolf Saybe, Qualify Assurance, insures thaf BART Colin McDonald, resident engineer, supervises the
receives the product called for in Ihe Fire Hardening K-E Track projecf.contract.

ART applied to the Federal Urban Mass 
ftsK Transportation Administration (UMTA) for 

funds to pay for 75 percent of the cost, es
timated at nearly $20 million, for modifications 
to the train control system that would allow 
trains to operate at closer intervals. This project

includes the reconfiguration of train-detection 
circuits, resignalling portions of certain lines, 
installing station-approach markers, changing 
central control operational procedures and de
termining ways of reducing or masking short 
delay-causing occurrences.
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maintaining the appearance ot BART gnjunds, buildings and stations.

hanks to a unique $11.2 million cooper
ative program initiated in September, 1984, 
by officials of BART and the Alameda-Con- 

tra Costa Transit District, BART provided for the 
continuation of lifeline night time service on 
11 local bus routes connecting directly to BART 
stations. The night service had been scheduled 
for elimination by AC Transit due to budget 
constraints.

The agreement also calls for the issuing 
of new transfers that provide a discount for con
necting offpeak AC service. The new transfers 
can also be used by BART passengers leaving a 
station and connecting on buses operated by 
the Union City Transit District and the Santa 
Clara County Transportation Agency.

BART provided 608 additional parking 
spaces at ten stations during the year, bringing 
to 23,094 the number of parking spaces at 
24 BART stations. The additional spaces were 
made possible by restriping the parking lot at 
the MacArthur Station and eliminating selected 
“red” zones at nine other stations. Scheduled for 
completion by the end of 1985 are 1,190 addi
tional spaces at four East Bay stations.

Mmm
To provide additional convenience for its pas
sengers, BART improved and expanded its 
program of links with Easy Bay transit agency 
schedules. BART’s project of car cleaning and 
restoration continued on schedule. Continuity 
of service to its passengers was assured by the 
signing of a new wage and benefit agreement 
by BART and its two major unions.
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Rachel Abelson, born oh the day in 1974 when the Transbay Tube was opened, is shown 
cutting the special 10th Anniversary cake, at ceremonies held in San Francisco. Arthur 
Shartsis (L), the 1984 president of the BART Board of Directors, lends a helping hand, and 
Wilfred T. Ussery (R), the 1985 BART President, approves what he is watching;

Q j ART’S underwater Transbay Tube, the key 
0 ^ link in providing San Francisco-East Bay 

service, was ten years old on September
16, 1984. Approximately 200 million passengers 
had traveled on BART trains through the 3.6- 
mile tube during its first decade of service.
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Steven Robinson, vehicle inspector, monitors BART's Clean Car Project at the 
Concord Yard.

ore than one-fourth of BART’s 440 cars 
have been through a cleaning and exte
rior restoration program. The cars are 

cleaned with a substance that removes all road 
grime and tar from the aluminum exteriors.

a greement was reached at the close of the 
fiscal year on a new three-year contract 
between BART and the major unions that 

represent 1,779 BART employees. The new con
tract, which calls for additional benefits and for 
wage increases of four per cent a year for each 
of the three years, was negotiated by represen
tatives from BART, the Amalgamated Transit 
Union (Division 1555), and United Public 
Employees (Local 790) The negotiators held 
4l formal sessions beginning in April.



Nina Aragon, transit information center supervisor, and her "crew" during the year 
handle more than 85,000 requests for information about BART and other transit systems 
connecting with BART,
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Use of the “Teleguide” system installed at BART stations far exceeded expectations.

Tele-Guide
jjn eady for installation at the end of BART’s 
BC fiscal year were eight Tele-Guides to 
I H provide passengers at the Powell and 
Montgomery stations in San Francisco with 
information on restaurants, shops, tourist attrac
tions, sporting and cultural events, and even 
the correct time and a weather forecast. The 
Tele-Guides are also scheduled for installation 
at the Civic Center, Embarcadero, MacArthur, 
12th Street, Coliseum, Fremont, and Daly City 
stations.

Special Service for 

Speciai Events
BART added extra trains and provided addi
tional services during the year to coincide 
ivith special events to meet the needs of its 
passengers.

.
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Robert Hoffman. BART Station Agent, directs shoppers to the Holiday Shoppers Special 
train during the 1984 holiday season.

Holiday Shopper’s Specials
ART beefed up its regular Sunday service 

■C on the five Sundays between Thanksgiving 
and Christmas with eight “Shopper’s Spe

cials’’ on the Richmond and Fremont lines. The 
eight trains averaged 2,602 trips on each of the 
Sundays and were timed to coincide with the 
morning opening and evening closing of retail 
stores. Sunday ridership was consistently above 
forecast for this period.
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Over 1.900 patrons used BART to reach the start of the “1985 Bay to Breakers” race in 
San Francisco.

Bay-to-Breakers
ART opened 11 stations three hours 

■C early on Sunday, May 19, so that Bay Area 
mm runners could get to the starting line of 
the 74th annual Bay-to-Breakers race in San 
Francisco in time for the starting gun. BART 
dispatched 16 trains to provide 19,000 passen
ger trips.
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Boy Scouts and fourteen other local service organizations served more than 19,000 cups 
of coffee and 17,000 doughnuts during the 1984 Safe Holidays program.

Safe Holidays
f ree coffee and doughnuts were served to 
V thousands of celebrating BART patrons at 
I 12 BART stations on December 21 and 
New Year’s Eve during BART’s Sixth Annual Safe 
Hoi iday S'progr am.
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ART tickets were made available for sale 
throughout the Bay Area at Ticket-to-Go 
outlets, which sell S21 worth of blue tick

ets for S20. Red and green tickets (available to 
handieapped persons with valid transit discount 
cards or to persons 5 to 12 years old or over 65 ) 
are sold for SI.20 but provide SI2 in BART rides.

pecial late-night trains between the 
Embarcadero and Rockridge stations were 
operated by BART during the Demoeratic 

National Convention in San Franciseo in July. 
Conventioneers staying in Berkeley and Oakland 
hotels were able to board a train at the Embar
cadero Station at 1 a.m., 40 minutes later than 
the last regularly scheduled train departs.

EldEDSll Kliilill
BART is alert to the special needs of its pas
sengers, its employees, and the members of the 
communities it serves. It is concerned about 
the safety of everyone who rides on its trains. 
Platform edge detectors and modified elevators 
aided passengers. BART continued its Affirma
tive Action program and provided summer jobs 
for disadvantaged youths.

levators at the Berkeley and El Cerrito del 
p Norte stations are being fitted with self- 

_□ operating controls to provide for easier op
eration by elderly and handicapped passengers.
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Lilibeth Velasco, employment benefits clerk in BART’s Empioyment Office, provides 
information to appiicants about BART job opportunities.

Alice Marie Wheeler, communications electronic technician, works at maintaining the 
reliability of BART's ticket vending machines.
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Jerry Donalds, resident engineer, supervised the installation of a test platform edge 
detection system.

John Shepherd is one of BART's highly specialized transit vehicle electronic technicians 
working in Component Repair at the Hayward Yard.

s an assistance to passengers, BART in
stalled edge detection systems on the plat
forms at the Berkeley, Montgomery and 

Rockridge stations. A different system was in
stalled on a portion of the platforms at the Lake 
Merritt Station. The first three installations in
volved grooves cut into the platforms and the 
installation of strips with hemispherical domes 
to provide an array to warn passengers that 
they are near the edge of the platform. The de
tection system cost §335,000 and is being eval
uated in terms of passenger safety, durability 
and maintenance for possible application at 
other BART stations.
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John Mack. Department Maiaaer Atfirmaive Action directs an effective procvan.

M-imatiwe Mim
pportunity is the keystone of BART’s Affir
mative Action Program. Updated in 1983, 
the program includes training for job ad

vancement. A total of 75 BART employees ap
plied for training as mechanics and electronic 
technicians as part of EART’s “Upward Mobility 
Training Program.” The program covered both 
basic and BART-specific mechanical and elec
tronic training. Out of the eleven BART employ
ees selected for the training, four were women.

Forty BART employees, including 24 
women, were selected to participate outside of 
work in an eight-month supervisory and man
agement skills training program sponsored by 
the Regional Transit Association.

BART empicyed 1,728 men and 526 
women at the close of the year, including 1,112 
members of minority groups. During the year, 
BART awarded S17.2 million in contracts to 
businesses owned by minorities or women, 
more than 25 per cent of BART’s total contract 
value of $68.1 million.

Summer Jobs for Young People
or the second consecutive year, BART 

V provided on-the-job training for a large 
I number of disadvantaged youth from 
throughout the three-county Bart area. The 
program purpose is to help them develop good 
work habits and to give them an opportunity to 
see first-hand a variety of occupations. A total 
of 35 young men and women worked for BART 
during the summer and gained experience in 
administrative offices, communications, shop 
facilities, and other maintenance divisions. Cmas Jacobs (L). ose of the participants in the 1984 Summer Youth Ptogram, receives 

guidance from Johni McConnell (R), who supervises BART's mail room as well as supply 
and reproduction.
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Sheri-C-enise Patton. I^gal secretary, one of the many secretarial and
1 provides a major contribution to BART's achievements.clerical staff which c

Larry A. Loos, supervisor of maintenance train
ing. is headquartered in the Hayward T*aining facility.

Cecil Howell, one of BART's Central Control supervisors, whose job 
it is to keep the system functioning and BART trains on schedule.

M
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Don Meek, swing shift foreworker at the Oakland Shops, where most of BART's non-rail 
equipmert is serviced and maintained.

Safety
ore than 700 representatives from local 
Bay Area fire departments and other 
emergency-service providers attended 

BART procedures and safety sessions during the 
year. The sessions covered emergency pro
cedure training, smoke-movement drills, and a 
demonstration of the undercar deluge system.

From the first day of passenger service in 
1972, BART has carried more than 500 million 
people 6.6 billion miles without a single pas
senger fatality. The District’s passenger accident 
rate for the year was 16.5 accidents per million 
trips, based on 1,006 accidents, most of which 
were minor and occurred in stations.
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ncreased ridership during the fiscal year 
1984-1985, which boosted fare revenue by 
S2 million, plus dependable sources of sup

plementary funds and strict budgetary controls 
on spending enabled BART to close the year in a 
favorable financial position.

BART funded approximately one-half of 
its total operating expenses, which amounted 
to $147.1 million for FY 84-85, from passenger 
fares. Net passenger revenue for FY 84-85 
amounted to $67.5 million, compared to $65.5 
million for FY 83-84. Total operating revenue, 
including $6.8 million in interest income and 
advertising in trains and stations, was $74.3 
million for FY 84-85, compared with $72.6

million for the previous fiscal year.
BART’S farebox ratio, which shows what 

portion of operating expenses is provided by 
passenger fares, was 45.8 per cent for FY 
84-85, down three points from the previous 
year, but well above the District’s objective of 
40 per cent.

The operating ratio, which shows what, 
portion of operating expenses is paid for by pas
senger fares and other operating revenues, was 
50.5 per cent for FY 84-85, less than the pre
vious year’s 54 per cent, but consistent with 
the District’s objective to fund approximately 
one-half of its net operating expenses from 
operating revenues.

Net rail passenger revenue per passenger 
mile for FY83-84 and FY84-85 remained the 
same at 8.4 cents. Rail cost per passenger mile 
for FY 84-85 was 173 cents, compared with 
16.6 cents for the previous year, an increase of 
only 4.2 per cent and below the budgeted level 
of 17.8 cents. The net average rail passenger fare 
was $1.11 for FY 84-85, compared with $1.10 
for FY 83-84.

BART passengers logged a total of 60.8 
million trips during FY 84-85, compared with 
58.3 million for the previous year, and rode an 
average of 13 miles for each trip during FY 
84-85, compared with 131 miles the year 
before.

(cont’d on page 16)

PERFORMAMCE HIGHLIGHTS

Rail Ridership
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
Patron trip on-time performance (%)
System utilization ratio (passenger miles to 

available seat miles)
End-of-period ratios:

Peak patronage 
Offpeak patronage

BART’S estimated share of peak period transbay 
trips—cars, trains & buses 

Passengers with automobile available (as alternative 
to BART)

Operations
Annual revenue car miles
Unscheduled train removals—average per revenue day 
Transit car availability to revenue car fleet (b) 
Passenger miles per equivalent gallon of gasoline

FY 1984/85 FY 1983/84 FY 1984/85 FY 1983/84
Passenger accidents reported per million

60,798,419 58,277,463 passenger trips 16.55 17.09
211,612 202,536 Patron-related crimes reported per million

13.0 miles 13.1 miles passehger trips 23.39 23.01
789,290,663

92.5%
761,799,000

93.6% Financial
Net passenger revenues $ 67,468,000 $ 65,492,000

35.8% 35.4% Other operating revenues 6,848,000 7,067,000
Total operating revenues 74,316,000 72,559,000

49.8%
50.2%

51.9% 
48.1%

Net operating expenses
Farebox ratio (net passenger revenues to net

147,144,000 134,047,000

operating expenses)
Operating ratio (total operating revenues to net

45.85% 48.85%
37.0% 36.8% operating expenses) 50.50% 54.12%
57.0% 57.0%(a) Net rail passenger revenue per passenger mile 8.40 8.40

Rail operating cost per passenger mile 17.30 16.60
Net average rail passenger fare (c) $1.11 $1.10

30,634,569
4.9

89.3%
84.2

29,852,000
5.0

89.6%
84.8

Notes
General note: Data represent annual averages unless otherwise noted.
(a) Updated figures not available
(b) At 8 a.m. each day
(c) Includes BART/MUNI Fast Pass



Financial Statements
The Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as of 
June 30, 1985 and 1984 and the related statements of operations, changes in net capital 
investment, changes in financial position, and revenues, expenditures and fund balances of 
debt service funds for the years then ended. Our examinations were made.in accordance with 
generally accepted auditing standards and, accordingly, included such tests of the accounting 
records and such other auditing procedures as we considered necessary in the circumstances.

In our opinion, such financial statements present fairly the financial position of San 
Francisco Bay Area Rapid Transit District as of June 30, 1985 and 1984 and the results of its 
operations and the changes in its financial position for the years then ended, in conformity with 
generally accepted accounting principles applied on a consistent basis.

Adams, Grant, Werner & Co. 
Certified Public Accountants 
September 6, 1985

BALANCE SHEET
June 30,1985 and 1984 (In Thousands)

KMG Main Hurdman 
Certified Public Accountants 
San Francisco, California

1985 1984
ASSETS
Cash (including time deposits—

1985, $24,800; 1984, $10,807) $ 26,349 $ 12,438
Securities 172,693 169,548
Securities representing reserves 32,939 34,684
Deposits, notes and other receivables 59,997 45,503
Construction in progress 87,960 67,191
Facilities, property and equipment—at cost

(less accumulated depreciation and amortization— 
1985, $316,929; 1984, $286,959) 1,298,582 1,292,378

Materials and supplies—at average cost 13,065 13,134
Debt service funds, net assets 18,236 16,311

$1,709,821 $1,651,187

LIABILITIES AND CAPITALIZATION
Notes payable $ 26,450 $ 16,000
Payroll and other liabilities 52,135 44,938
Unearned passenger revenue 1,384 1,432
Debt service funds 18,236 16,311

98,205 78,681
Capitalization:

Reserves 32,939 34,684
General Obligation Bonds 537,725 568,485
Sales Tax Revenue Bonds 64,510 65,000
Net capital investment 976,442 904,337

1,611,616 1,572,506
$1,709,821 81,651,187

STATEMENT OF OPERATIONS
Years Ended Ju.ne 30,1985 and 1984 (In Thousands)

1985 1984
Operating revenues:

Fares $ 74,108 $ 72,125
Less discounts and other deductions 6,640 6,633

67,468 65,492
Other 1,395 1,350
Investment income 5,453 5,717

Total operating revenues 74,316 72,559

Operating expenses:
Transportation 53,923 46,556
Maintenance 58,041 54,954
Police services 8,025 7,672
Construction and engineering 4,985 4,879
General and administrative 27,177 24,374

152,151 138,435
Less capitalized costs 5,007 4,388

Net operating expenses 147,144 134,047

Operating loss before
depreciation expense 72,828 61,488

Depreciation (unfunded):
Of assets acquired with own funds 17,026 16,819
Of assets acquired with grants and contributions by othars 13,340 13,359

Total depreciation 30,366 30,178

Operating loss 103,194 91,666
Financial assistance:

Transactions and use tax 81,055 71,136
Property tax 5,733 5,433
State 3,646 4,717
Transportation Development Act of 1971 500 1,900
Debt service allocations (8,221) (7,764)
Capital allocations (10,301) (13,947)

Total financial assistance 72,412 31,475

Net loss 30,782 30,191

Depreciation of assets acquired with grants and
contributions by others 13,340 13,359

Net loss transferred to accumulated deficit $ 17,442 $ 16,832

Reconciliation to net funded deficit:
Operating loss before depreciation expense $ 72,828 S 61,488
Deduct financial’ assistance 72,412 61,475

Fundee excess of expenses over revenues $ 416 S 13

The accompanying notes are an integral part of these financie. statements.



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30,1985 and 1984 (In Thousands)

Depreciation
and

Retirements 
of Assets

Balance, Julyl, 1983

Net loss for the year
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Establishment of construction fund reserve 
Increase in construction fund reserve 
Decrease in system completion reserve 
Decrease in system improvement reserve 
Decrease in operating reserve 
Bond principal

Balance, June 30,1984
Net loss for the year
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others
Interest on capital
Increase in operating reserve
Increase in construction fund reserve
Decrease in system completion reserve
Decrease in system improvement reserve
Bond principal

Balance, June 30,1985

Property
Transactions

and
Use Tax

Grants
and

Contributions

Acquired With 
Grants and Contributions 
by Others

Accumuiated
Deficit

Interest
on

Capitai Reserves

Net
Capitai

investment

$206,550 $150,000 $599,299' $( 98,420) $(143,679) $166,200 $(45,502) $834;448

-- . — — — (16,832) — — (16,832)

— — 43,640 — — — — 43,640

— — — (13,359) — — — (13,359)

— — — — — 16,657 — 16,657

— — — — — — (2,133) (2,133)

— — — — — — (117)
3

(117)
3

z z z _ _ _ 8,565 8,565

— — — — — — 4,500 4,500
28,965 — — — — — — 28,965

235,515 150,000 642,939 (111,779) (160,511) 182,857 (34,684) 904,337

— — — — (17,442) — — (17,442)
— — 45,955 — — — — 45,955
— — — (13,340) — — — (13,340)
— — — — — 23,937 — 23,937
— — — — — — (400) (400)
— — — — — — (350) (350)
— — — — — — 1,409 1,409
— — — — — — 1,086 1,086
30,760 490 — — — — — 31,250

$266,275 $150,490 $688,894 $(125,119) $(177,953) $206,794 $(32,939) $976,442

The accompanying notes are an integral part of these financial statements.

NOTES TO FINANCIAL STATEMENTS
I — Summary of Significant Accounting Policies

Description of District
The San Francisco Bay Area Rapid Transit District is a public 
agency created by the legislature of the State of California in 
1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended. The District does not have 
stockholders or equity holders and is not subject to income 
tax. The disbursement of all funds received by the District is 
controlled by statutes and by provisions of various grant con
tracts entered into with Federal and State agencies.

Securities
As a matter of policy, the District holds investments until their 
maturity and, accordingly, securities are carried at cost. At 
June 30,1985, market value exceeded cost by $9,331,000. At 
June 30, 1984, cost exceeded market value by $7,067,000. 
The face value of securities exceeded cost at June 30,1985 
and 1984.
Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. De
preciation is calculated using the straight-line method over the

estimated useful lives of the assets. The amount of deprecia
tion of assets acquired with District funds is distinguished from 
depreciation of assets acquired with grants and contributions 
by others. The latter amount is shown on the statement of 
changes in net capital investment with the related grants and 
contributions.

Federal and State Grants
The District receives amounts from both Federal and State 
governments to assist in operations and for capital or other 
projects. Grants for capital and other projects are recorded as I



STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30,1985 and 1984 (In Thousands)

Cash and securities (used) provided by: 
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash: 

Depreciation of assets acquired with 
own funds

Cash and securities (used) 
by operations

Decrease in materials and supplies 
Issuance of Sales Tax Anticipation Notes 
Issuance of Grant Anticipation Notes 
Contributions from U.S. Government grants 

and others
Increase in payroll and other liabilities 
Increase in unearned passenger revenue 
Interest on capital

Total cash and securities provided

CasT and securities applied to:
Increase in deposits, notes 

and other receivables 
Additions to construction in progress 
Additions to facilities, property and equipment 
Additions to materials and supplies 
Matured Sales Tax Anticipation Notes 
Matured Grant Anticipation Notes 
Decrease in unearned passenger revenue

Total cash and securities applied

Increase in cash and securities

1985 1984

$(17,442) $(16,832)

17,026 16,819

(416) (13)
69 —19,860 16,000

10,900 —
45,955 43,640

7,197 8,972
— 50
23,937 16,657

107,502 85,306

14,494 22,893
20,769 13,903
36,570 26,441
— 433
16,000 —4,310 —48 —
92,191 63,670

$ 15,311 $ 21,636

The accompanying notes are an integral part of these financial statements.

NOTES TO FINANCIAL STATEMENTS—CONT’D

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30,1985 and 1984 (In Thousands)

'rear Ended
Year Ended June 30, 1985 J jie 30,198^

General
Obligation

Bonds
Saies Tax Revenue 

Bonds
Saies Tax Anticipation 

Notes

Grant
Anticipation

Notes Combined Combined

Revenues:
Property tax $53,837 $ — $- $- $53,837 $50,899
District deposits for 

principal payment _ _ 19,860 7,595 27,455 16,000'
District deposit to

Debt Service
Reserve Accoun- 473 473

Allocations from Distr,ct 
revenues 6,825 1,396 _ 8,221 7,764

Interest 1,241 798 1,292 154 3,485 2,734
Interest transferred 

from District _ _ _ 493 493 _
55,078 8,096 22,548 8,242 93,964 77,397

Expenditures:
Interest 23,133 6,291 979 493 30,896 30,796
Principal 30,760 490 16,000 4,310 51,560 28,965
Bond service expense — 7 — — 7 6
Interest transmitted 

to District _ 640 1,162 157 1,959 870

53,893 7,428 18,141 4,960 84,422 60,637

1,185 668 4,407 3,282 9,542 16,760
Balance, beginning of year 11,552 9,950 17,117 — 38,619 21,859

Balance, end of year $12,737 $10,618 $21,524 $ 3,282 $48,161 $38,619

Represented by:
Cash $ 12 $- $- $- $ 12 $ 23
Securities 11,061 — — — 11,061 9,903
Taxes and interest 

receivable 1,664 _ 1,664 1,626
Assets with fiscal agent — 10,618 21,524 3,282 35,424 27,067

$12,737 $10,618 $21,524 $ 3,282 $48,161 $38,619

additions to net capital investment on receipt. Grants for oper
ating expenditures are included as financial assistance in the 
statement of operations.

Sales Tax Revenue
The one-half percent transactions and use tax is collected 
and administered by the State Board of Equalization. Of the 
amounts available for distribution, 75% is transmitted directly 
to the District’s appointed trustee for the purpose of paying 
bond and note interest, principal and expenses. Monies not 
required for these purposes are transmitted to the District. The

District records the total taxes received as transactions and 
use tax and the amount retained by the trustee as special 
deposits and debt service allocations upon receipt of the net 
amount. The State Board of Equalization estimates that trans
actions and use tax revenues for the period April 1, 1985 to 
June 30, 1985 will be approximately $18,169,000. Of this 
amount, $5,451,000 had been received and recordec by the 
District. Comparable figures for 1984 were $15,525,000 and 
$4,657,500, respectively

Property Tax Revenue
The District receives property tax revenues to service the debt 
requirements of the General Obligation Bonds and records 
these revenues in the debt service funds. It also receives an 
allocation of property tax revenues to provide for general and 
administrative expenses not nvolving construction, although 
such revenues may be used for construction if needed. The 
District records this property tax allocation as financial 
assistance.



NOTES TO FINANCIAL STATEMENTS—CONT’D

1 — Summary of Significant Accounting Policies (Cont’d) 3—Faciiities, Property and Equipment

interest Earned on Capital Sources
The District accounts for interest earned on capital sources as 
an increase in net capital investment to recognize that this 
interest should be directly associated with the capital which 
gives rise to the interest and which is not available for currenf 
operations.

In accordance with this policy, management allocated to 
net capital investment $17,260,000 of interest revenue earned 
on assets held in the General Operating Fund but which re
lated to capital projects.
Self-Insurance
The District is largely self-insured for worker’s compensation, 
general liability claims, and major property damage. The Dis
trict records the costs of self-insured claims and major prop
erty damage when they are incurred.

Capital Allocations
The Board of Directors allocates a portion of unrestricted 
financial assistance and general fund revenues to net capital 
investment for capital projects.
Reclassifications
Certain reclassifications, not affecting the statement of opera
tions, have been made to prior year balances to conform to the 
current year’s presentation.

2 — Reserves

Securities are separately classified on the balance sheet to 
reflect designation by the Board of Direcfors of a portion of the 
District’s capitalization as reserves for the following purposes:

Facilities, property and equipment, assets lives, and accumulated depreciation and amortization at June 30,1985 and 1984 are 
summarized as follows:

■(In Thousands)
1985 1984

Land
Improvements
System-wide operation and control 
Revenue transit vehicles 
Service and miscellaneous equipment 
Capitalized construction and start-up costs 
Repairable property items

4—General Obligation Bonds

Lives
(Years) Cost

Accumulated
Depreciation

and
Amortization Cost

Accumuiated
Depreciation

and
Amortization

_ $ 122,209 $ - $ 113,134 $ -
80 1,082,053 152,259 1,062,480 138,559
20 118,835 55,735 114,353 49,939
30 159,408 57,120 157,663 51,845

3 to 20 21,976 11,858 20,775 10,114
30 103,557 37,519 103,557 34,288
30 7,473 2,438 7,375 2,214

$1,615,511 $316,929 $1,579,337 $286,959

Year
(In Thousands) 

........ 1985 ..... - - 1984
Composite

interest
Rate

Last
Series

Matures
Originai Amount

Due in
1 Year Totai Due in

1 Year TotalAuthorized issued

1962 District Bonds 3.96% 1999 $792,000 $792,000 $32,400 $530,575 $30,350 $560,925
1966 Special Service

District Bonds 4.37% 1998 20,500 12,000 420 7,150 410 7,560

$812,500 $804,000 $32,820 $537,725 $30,760 $568,485

-—(In Thousands).....
1985 1984

Basic System Completion 
System Improvement 
Construction 
Self-Insurance 
Operating

$10,878 $12,287
7,061 8,147
2,600 2,250
9,000 9,000
3,400 3,000

$32,939 $34,684

In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million 
of General Obligation Bonds. Payment of both principal 
and interest is provided by the levy of District wide 
property taxes. During 1966, City of Berkeley voters 
formed Special Service District No. 1 and authorized 
the issuance of $20.5 million of General Obligation 
Bonds for construction of subway extensions within that 
city. Payment of both principal and interest is provided 
by taxes levied upon property within the Special Se'v- 
ice District. Bond principal is payable annually on June 
15 and interest is payable semiannually on June 15 and 
December 15 from debt service funds, interest of 
$10,720,000 on General Obligation Bonds and 
$157,000 on Special Service District No. 1 Bonds is 
payable on December 15,1985.

The following is a schedule of principal repayments required under 
General Obligation Bonds as of June 30,1985 (in thousands):

Year Ending 
June 30

1962 District Bonds

1966
Speciai Service 
District Bonds Total

1986 $ ■ 32,400 $ 420 $ 32,820
1987 34,225 440 34,665
1988 36,250 460 36,710
1989 38,400 480 38,880
1990 40,200 500 40,700

Later years 349,100 4,850 353,950

$530,575 $7,150 $537,725



NOTES TO FINANCIAL STATEMENTS—CONT’D ..... ..

5—Sales Tax Revenue Bonds

1969 Sales Tax Revenue Bonds 
1982 Sales Tax Revenue Bonds

Year Last Series 
Matures

1977
2008

Original Amount

(In Thousands) 
.......  1985 ......

Authorized Issued

$150,000 $150,000 
65,000 65,000

Due in 
1 Year

$-

1984

Total Due in 
1 Year Total

545
$-

490
$-

65,000

$215,000 $215,000 $ 545 $64,510 $ 490 $65,000

The 1969 Legislature of the State of California author
ized the District to impose a one-half percent transac
tions and use tax within the District and issue Sales Tax 
Revenue Bonds totaling $150 million. The State Legisla
ture later extended the tax to June 30,1978 and author
ized the District to issue bonds totaling $24 million to be 
used for operations. Payment of these Sales Tax Reve
nues Bonds was completed by June 30, 1978.

On September 30,1977, the Governor signed leg
islation which extended the transactions and use tax 
indefinitely. The tax is collected and administered by the 
State Board of Equalization. Of the amounts available 
for distribution, 75% is allocated to the District and 25% 
is allocated by the Metropolitan Transportation Com
mission to the District, the City and County of San 
Francisco, and the Alameda-Contra Costa Transit Dis
trict for transit services on the basis of regional priorities 
established by the Commission.

In October 1982, the District issued revenue bonds 
totaling $65 million to pay a portion of the cost of acquisi
tion of 150 rail transit vehicles and related automatic train 
control equipment for use in the District's existing rapid 
transit system. The 1982 Bonds are special obligations 
of the District payable from and secured by a pledge of 
revenues, including certain sales tax revenues, all pas
senger fares and certain property tax revenues. Bond 
coupon rates range from 7% to 10% depending upon the 
various maturity dates. The bonds maturing on or after 
July 1, 1992 are redeemable prior to maturity at the 
option of the District on various dates at prices ranging 
from 103% to 100%. The bonds maturing July 1, 2008 
are also subject to redemption to satisfy sinking account 
installments on or after July 1, 2002 at 100%.

Taxes collected by the State Board of Equalization 
are transmitted directly to the appointed trustee for the 
purpose of paying bond interest semiannually on July 1 
and January 1, principal annually on July 1 and ex
penses of the trustee. Monies not required for these 
purposes are transmitted to the District. Interest of 
$3,137,000 is payable on July 1,1985. Additionally, the 
trustee retains amounts needed for the payment of prin
cipal and interest on $19,860,000 Sales Tax Anticipation 
Notes maturing on July 1, 1985 (see Note 6). Taxes

received by the trustee during the current fiscal year 
were $81,055,000 of which $28,554,000 was retained 
by the trustee for the above purposes and $52,501,000 
was transmitted to the District. The District records the 
total taxes received as transactions and use tax 
and the amount retained by 
the trustee as special de
posits and debt service al- Year Ending 

June 30

1982
Sales Tax Revenue 

Bonds
locations upon receipt of 
the net amount. 1986 $ 545

The following is a 1987
1988

610
685schedule of principal repay 1989 765

ments required under Sales 1990 860
Tax Revenue Bonds as of Later years 61.045
June 30, 1985 (in thou
sands):—(at right). $64,510

6—Sales Tax Anticipation Notes

The District’s 1983/84 subordinated Sales Tax Anticipa
tion Notes amounting to $16,000,000 matured on July 
11,1984 and were paid along with interest of $979,000.

In July 1984, the District issued $19,860,000 in 
subordinated Sales Tax Anticipation Notes to provide 
interim financing to defray operating expenses payable 
from the General Operating Fund of the District, in antic
ipation of the receipt of taxes, revenue and other monies 
to be received during or allocable to fiscal year 
1984-85. These notes matured and were paid, along 
with interest of $1,396,000, on July 1,1985.

'1

7—Grant Anticipation Notes

In July 1984, the District sold $10,900,000 in Grant An
ticipation Notes to provide interim financing for certain 
expenditures prior to the receipt of certain anticipated 
revenues. The notes, which mature on various dates 
from May 1,1985 through January 2,1987, bear interest 
payable semiannually on January 1 and July 1 and at 
maturity (or only at maturity for notes maturing within 
one year). Interest is computed on a 30-day month, 360- 
day year basis, at rates ranging from 7.00% to 8.15% per 
annum. Notes in the amount of $4,310,000 have ma
tured leaving $6,590,000 outstanding at June 30,1985.

8—U.S. Government Grants

Capital '
The U.S. Government, under grant contracts with the District, provides 
financial assistance for capital projects. Grants for capital projects are 
recorded as additions to net capital investment when received. A summary 
of Urban Mass Transportation Administration Grants in force at June 30, 
1985 is as follows: I

—- (In Thousands) —-

Type of Grant

Beautification
Demonstration
Capital

Maximum
Grant

$ 1,961
13,355 

492,576

Funds
Received

$ 1,961
13,335 

369,319
$507,892 $384,615

9— Litigation and Disputes with Contractors and Others l|

The District is involved in various lawsuits, claims and disputes, which tor 
the most part, are normal to the District’s operations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District's financial position or operations.
10— Public Employees’ Retirement System

The District contributes to the Public Employees' Retirement System. The 
System is a contributory pension plan providing retirement, disability, and 
death benefits to employees of certain state and local government units. 
Substantially all full-time employees of the District are covered by, the 
System. Pension costs of the System are determined actuarially and 
required contributions are expensed currently. Pension expense was 
$8,032,000 and $7,505,000 in 1985 and 1984, respectively. j

11— Deferred Compensation Plan

The District has deposited funds with a custodian pursuant to the District's 
deferred compensation plan. These deposits together with earnings had a 
market value of $16,866,000 as of June 30,1985. This amount is reflected 
on the balance sheet in deposits, notes and other receivables and in payroll 
and other liabilities. j
12— Debt Service Funds, Net Assets

The Debt Service Funds' end-of-year balances include deposits made by 
the District for principal payments on notes and for the debt service reserve 
pertaining to Sales Tax Revenue Bonds. These amounts also appear^ on 
the balance sheet as deposits, notes and receivables. The Debt Service 
Funds, net assets on the balance sheet have, therefore, been decreased 
by the amount of $29,925,000 at June 30,1985 and $22,308,000 at Jiline 
30, 1984.
13— Subsequent Events
In July 1985, the District sold $21,775,000 in subordinated Sales tax 
Anticipation Notes to defray operating expenses payable from the General 
Operating Fund of the District.



(cont’d from page 10)

ru ru
1984/85 Operating Funds - $170,673,000

In addition to funds derived from pas
senger fares, interest income and advertising, 
BART received S81 million in revenues from 75 
per cent of the one-half cent transit sales tax in 
the three BART counties, $4.1 million in State 
Transportation Development Act (TDA) funds 
and State Transit Assistance (STA) and $5.7 mil
lion in property tax as its share of the one per 
cent maximum property tax available to all 
local governments. .

Directors once again were able to reduce 
the property tax BART levies for repayment of 
the general obligation bonds approved by voters 
in 1962 for construction of the system. Direc
tors set a tax rate of 5.72 cents per one hundred 
dollars of assessed value, down from 6.17 cents 
the previous fiscal year. The property tax gener
ated revenues of $51.9 million from property 
owners in Alameda, Contra Costa and San Fran
cisco Counties, the three counties making up 
the district.

In the city of Berkeley, where voters 
approved a special service district in 1966 to 
finance subway construction through their city, 
the Board of Directors set a property tax rate of 
2.86 cents per hundred dollars of assessed valu
ation, which raised revenues of $730,000.

As a measure of the District’s financial 
stability, the Board of Directors allocated $10.3 
million during FY 84—85 from unrestricted 
financial assistance and revenues for necessary 
capital projects, bringing to $73.7 million the 
total of funds allocated for capital projects 
during the past five years.

Where Funds Came From (in Thousands) How Funds Were Applied (tn Thousands)
Transaction 
& Use Sales Tax
$81,055 47.49% 

□ Fares
$67,468 39.53%

□ Property Tax
$5,733 3.36%

□ Other
$16,417 9.62%
• Investment Income ' 
and Other Operating' 
Revenues
$6,848 4.01%

• State Financial 
Assistance 
$3,646 2.14%

• Construction Funds 
$5,007 2.94%

• Regional Financial 
Assistance
$500 0.29%

• Decrease in 
Working Capital*
$416 0.24%

□ Maintenance
$58,041 34.01%

□ D-ansportation
$53,923 31.59%

■ General Administratic/
$27,177 15.92% /

■ Police Services 
$8,025 4.70%

■ Other
$23,507 13.78%
• Capital Allocations

$10,301 6.04%
• Debt Service 
Allocations
$8,221 4.82%

• Construction & 
Engineering
$4,985 2.92%

i

‘Funded excess of expenses over revenues

TOTAL
$170,673 100.00%

TOTAL
$170,673 100.00%

1984/85 Capital Funds - $56,058,000

Source of Funds (in Thousands) Expenditures (in Thousands)

□ District
$4,675 8.34%

□ Federal
$31,418 56.04%

S state
$10,890 19.43%

□ Construction
$27,525 49.10%
• Line

$24,435 43.59% 
' Systemwide

Local (including 
al allocatioicapital allocations)

$9,075 16.19%

' $2,860 5.10%

;l
* Support Facilities

$230 0.41%
■i □ Train Control .......

$5,996 10.70% i
□ Communications ....Tfi:

$4,935 8.80% \
■ Transit Vehicles

$13,972 24.92% >
■ Miscellaneous Equipment

$2,717 4.85%
• Automatic Fare

Collection
$824 1.47%

• Management 
Information Systems 
$928 1.66%

• Support Vehicles
$292 0.52%
Other Equipment

1.20%
TOTAL
$56,058 100.00%

$673
Studies and Other
$913 1.63%

TOTAL
$56,058 100.00%
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Customers First the Second Time Around

Message frem the 

General Manager
H H B hen BART first opened 26 miles of track 
■Im for passenger operations on September 
If V 11, 1972, its system of automatic con

trols, stations, tracks, tunnels and gleaming 
aluminum cars was hailed as an engineering 
wonder.

Two sobering years later, when the 3.6- 
mile Transbay Tube was opened, BART linked 
the east and west sides of San Francisco Bay 
with the potential for high capacity travel in 
this congested corridor. But, despite iis poten
tial, the system couldn’t deliver its promised 
performance. It was plagued with problems and 
pressures that had not been foreseen. Tech
nology, rather than customers, had come first.

Today, as BART begins its l4th year of 
operation, most of the performance problems 
have been overcome and original ridership pro
jections have been met. The potential for high 
capacity will finally be achieved over the next 
four years. Peak period trains and cars will be 
substantially increased through delivery of 150 
new cars; construction of the Daly City turn
back track and storage yard; completion of the 
additional track through downtown Oakland, 
and installation of overall control system modifi
cations, including replacement of the present 
central train control computers.

Most of these key projects are, under
standably, scheduled to reach their completion 
phase at approximately the same time. When 
they are operational, it will be like starting up 
the system for a second time. Will BART and its 
riders be more successful the “second time 
around”?

This time, BART is acutely aware of the 
potential problems and an explicit approach 
to avoiding them has been developed. First,

! 'lit',-

/

through rigorous systems engineering and simu
lation analysis, we are able to identify potential 
system integration problems and figure out ways 
to solve them well beforehand. Second, we’re 
taking the time necessary to solve problems 
encountered in manufacture and construction 
when they occur. BART’s new cars, for example, 
which are in the prototype testing state, are not 
being accepted, let alone put into service, until 
they absolutely meet the high requirements set 
for them three years ago.

We look forward to delivering a new 
and better BART to the riders and taxpayers 
this second time around. With all the new com
ponents in place and thoroughly tested, BART 
will be able to provide increased peak capacity 
where and when it’s needed, and at the same 
time, enhance system performance. The objec
tive, this second time, is to make sure customer 
satisfaction is served first by the technology.

Keith Bernard
General Manager, BART



Kathryn Roth, Safely Engineer, is shown standing before one of BART’s emergency 
■2P' vehicles, which are located at various BART stations.

^3^ Wanda Posey, one of BART’s train operators, works out of the Hayward Yard.

13 Diese Evans, transit vehicle mechanic (TVM), works at the Richmond Yard.

WF Arthur Clarke, chief analyst of the Integrated Control System (ICS), is shown with some of the 
new Central Control computer units which are expected to be "on-line" bv the end of 1987.
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Tbe members ofBART’s Board of Directors are representative of the 
diversity of the Bay Area’s population, in terms of background, educa
tion, community involvement, and professional and business achieve
ment. They bring to the Board the experience and expertise of running 
a business, cost analysis, urban planning, finance, cornmunity devel
opment, engineering, the law, insurance, and city government. They 
take an active role in a wide variety of community organizations and 
represent BART’s interests on governmental committees throughout 
the Bay Area.

District 1
A member of the Board 
since 1976 and Board 
President in 1977. 
Chairman of the Board, 
Simpson Company, San 
Leandro, and owner, Bar
clay Simpson Art Gallery, 
Lafayette. Lives in Orinda.

Nelo ISDsmuGO
District 2
A member of the Board 
since 1969 and Board 
President in 1975 and 
1980: Businessman. 
Former Richmond City 
Councilman. Lives in El 
Sobrante.

Mhm 1 SCiisiirilSDS
District 3
A member of the Board 
since 1976 and Board 
President in 1984. A San 
Francisco attorney. Lives 
in Oakland.



Margaret K. Pryor
District 4
A member of the Board 
since 1980 and Chairper
son in 1984 of tne Admin
istration Committee. 
Community Development 
Specialist. Active in 
national and local trans
portation and civil rights 
groups. Lives in Oakland.

Robert S. Allen
District 5
A member of the Board 
since 1974 and Board 
President in 1983. Rail
road engineering and 
cperaticns. Lives in 
Livermore.

John Glenn
District 6
A member of the Board 
s.nee 1974. Board Vice- 
president, 1985. Board 
President, 1982. Chair
man Policy Committee, 
Fremont-Soutn Bay Cor
ridor Study. Founder and 
President, John Glenn Ad- 
jesre.'s and Administra
tors Lives in Fremont.

Wilfred T. Ussery
District 7
A member of the Board 
since 1978 and Board 
President in 1985. An 
urban planner. Active in 
Bay Area civic organiza
tions. Past National Chair
man, Congress of Racial 
Equality, 1967 to 1969. 
Lives in San Francisco.

Eugene Garfinkle
District 8
A member of the Board 
since 1977 and Boa.-c 
President in 1981. A San 
Francisco attorney. Lives 
in San Francisco.

r

John H. Kirkwood
District 9
A member of the Board 
since 1974 and Board 
President in 1979. He is a 
Director of the San Fran
cisco Planning and Urbart 
Renewal Association and 
Vice President of the 
National Association of 
Railway Passengers. Lives 
in San Francisco.



sople sometimes ask me, “What does 
BART’S Board of Directors actually do?” 
First of all, of course, my colleagues and 1 

shape the Board policies that guide the day-to- 
day operations of BART’s system and we oversee 
the spending of each and every dime of BART’s 
money. That's part of our job, and it’s a very 
important aspect of our responsibilities as ste
wards of the public’s investment in BART’s track 
and trains and staff

Our stewardship also includes molding 
BART’s policy structure so that it is responsive 
to the future and the vital role that BART can 
and should play in the Bay Area, against a back
ground of population expansion and economic 
growth. The Board must seize those oppor
tunities created by technological advances in 
areas which enjoy a symbiotic relationship to 
rapid rail such as urban development, fiber 
optics, and viable options for energy indepen
dence, including wind farms and other projects 
for cogeneration of electricity. My colleagues 
and I must set goals and help develop plans so 
that BART will not only meet the needs of its 
growing number of passengers but also provide 
leadership in community development in its 
broadest sense.

To fully understand the idea of commu
nity development, you only have to think of 
the importance of rivers and seaports, railroad 
routes and junctions, highway and freeway sys 
terns to see how different modes of transit also 
function as urban form-givers. From earliest 
times, means of transport have been the key 
factor in determining the location of cities and 
communities and the development of entire 
regions. With BART’s ability to provide trans
portation throughout the Bay region and link 
people and communities, BART also functions

in this historic development context. BART is 
not simply a “people mover.” Like other urban 
rapid rail systems, BART is giving shape and 
form to various aspects of the San Francisco 
Bay Region it serves.

BART’s joint Development Program pro
vides the best example of how we, as a Board, 
have responded to the fact that we are not 
merely in the business of moving people from 
one point to another. The emergence of BART 
station areas as the prime development sites in 
the Bay Area has made BART a major factor in 
the shaping of economic growth and urban 
development throughout the region. Joint De
velopment provides an opportunity for private 
developers and governmental agencies to make 
the most beneficial use of the immense loca
tional advantages and related appreciation in 
value which accrue to land in the vicinity of 
BART’s stations.

Our guidelines for Joint Development 
call for developing a general plan and environ
mental impact report for each station area in 
cooperation with local governments, sensitivity 
to market forces, utilization of the skills and 
know-how of private developers and enhance
ment of the potential for a return on the billion- 
dollar investment to build BART made by resi
dents of the BART District whom we represent 
as Directors.

Another example of BART interest which 
goes beyond functioning simply as a “people 
mover” is our recent effort to make additional 
use of our rights-of-way throughout the Bay 
Area. Flistorically, there has been a linkage be
tween railroad systems and communications 
networks, from early telegraph lines in rail 
rights-of-way to today’s fiber optics cable in
stallations in rail and mass transit rights-of-way.
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BART, too, has a similar telecommunications ca
pability which can become a major new income 
generator for BART due to its unique placement 
in the Bay region.

With the ass.stance of BART’s profes
sional staff, my colleagues and 1 are investigat
ing the possibility of installing such fiber optics 
lines throughout our 71.5 miles of right-of-way. 
Hopefully, it will become a regional component 
of the national fiber optics network new being 
installed by America’s telecommunication and 
rail industries. Further, each extension of BART 
will only enhance and expand this potential to 
develop an importent interface with the emerg
ing fiber optics-based information industry.

This emerging relationship between 
rapid rail systems and fiber optics will provide 
BART an important role in the information in
dustry-driven trend towards decentralization, 
which will have as one of its principal features 
the substitution of communication for transpor
tation—message flows for person flows—which



for many persons in the Bay Area will reduce 
the relative cost of transportation. This phe
nomenon, a product of the integration of the 
infrastructure of BARTJand the emerging bay 
region’s fiber optics-based telecommunications 
and information industry, will become increas
ingly a major factor in diminishing the impor
tance of the central place. This significant and 
unique region-forming capability, when cou
pled with joint development and achievement 
of energy independence, fundamentally pro
jects BART into becoming an even more impor
tant agent for change for the San Francisco 
Bay Area.

Our ability to explore and develop such 
opportunities is predicated upon the measur
able world-class success we now experience in 
our day-to-day operations which makes BART 
the premier rapid rail system in America. Our 
prime business is transit, and we will continue 
to have as our top priority the maintenance of 
an excellent on-time performance and car avail
ability record, an airline’s quality preventive 
maintenance program, one of the best farebox 
returns in the nation, and a good relationship 
with our organized labor forces.

Thus our role as stewards of this regional 
public enterprise compels us to balance as care
fully as we can our objective for urban develop
ment and technological innovation in relation to 
BART’S primary mission as a transit operator. It 
is an exciting challenge. I think we do it well.

“Safe and reliable transportation 

at the lowest possible cost”

kJI_■

Wilfred T. Ussery, President 
Board of Directors 
San Francisco Bay Area 
Rapid Transit District, 1983

BART Reach Its Goals
BART is currently implementing its Short- 
Range Transit Plan to almost double the 
system’s carrying capacity to serve growing 
population and employment centers. Upon 
completion, the $519- 7 million project will 
enable BART to operate 68 trains at one time.

The plan was prepared by BART’s pro
fessional staff and approved by the District 's 
Board of Directors. It is carried out by the 
men and women who constitute BART’s 
work force.
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BART Police Officer Mike Davis takes the fingerprints of the many children who 
participated in the Ident-A-Kid program.

Sdent-a-Kid
uring National Police Week in May, BART 

I I police provided to parents a free set of 
Wm their childrens’ fingerprints for identifi
cation purposes. The service was provided at 
special booths set up at five BART stations.

a

•W.

Mike Sargent, station agent, who with his more than 190 colleagues are in the first line of 
service to BART patrons.

BART Police
If ew passengers realize that BART’s police 
f force, which is composed of 133 “sworn 
m personnel” and 30 civilian employees, is a 
fully accredited law enforcement agency. BART 
police cooperate with 16 different police juris
dictions in four counties and with nine district 
attorney offices handling BART cases. BART 
police, for example, are working with police 
officers from Berkeley to prevent threats, thefts, 
assaults and annoying behavior to BART pas
sengers. BART police walk a beat jointly with 
Berkeley police in and about the Berkeley BART 
Station. The prime objective of the cooperative 
effort is to reduce criminal activity and create 
a safer environment in the downtown Berkeley 
area surrounding the Berkeley BART Station. In
cidents of pickpocketing alone at the Berkeley 
Station were reduced considerably as a result 
of this joint effort.

Most crimes against BART passengers 
take place in BART’s parking lots, not on its 
trains or in its 34 stations.

BART’s passenger-related crime rate for 
the year was 23-4 incidents per million trips, 
based on 1,442 passenger-related crimes, of 
which 808 were for disorderly conduct and 
634 were for all other categories.
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Carl Smith, an electron c technician (ETi at the Concord Yard

uring BART’S 1984-1985 operating year, 
60,798,419 passenger trips were made on 
the system, a record number surpassing 

by 4.3 per cent the previous high of 58,277,463 
set in 1983-1984. BART weekday patronage 
averaged 211,612 trips during the year, an in
crease of 4.5 per cent Approximately one-half 
of those trips, 105,441, took place during the 
four peak travel hours in the morning and after
noon. Transbay trips constituted just about half 
of all weekday BART travel. This high patronage 
demand during the peak periods, along with 
fluctuating travel patterns at other times, re
quires careful planning by BART of its use of 
personnel and equipment.

Keeping track of BART patronage 
through the transmission of faregate informa
tion to a central computer enables BART to 
schedule trains to best serve passenger needs. 
Special late night trains, for example, were pro
vided during the five days of the Democratic 
National Convention, when weekday ridership 
averaged 226,989, a BART record.

U 4 he planning phase for Joint Development 
projects at BART’s Walnut Creek and Pleas
ant Hill stations was virtually completed 

during the year. Office buildings containing 
retail shops, a restaurant and a parking garage 
are planned for the Pleasant Hill Station site.

Initial planning was carried out 
during the year for developments around the 
Richmond, Daly City and Concord Stations. 
BART’s Joint Development program, which was 
approved by the Board of Directors in 1984, 
encourages private developers to utilize BART- 
owned property at station sites. Benefits include 
additional jobs for local communities and a 
boost in revenues to BART from increased 
ridership and developer leases.
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Katharine P. Ogden, Joint Development Coordinator, holds the plot plan for joint 
development at the Pleasant Hill BART station.

housands of elementary school children in 
Alameda, Contra Costa, and San Francisco 
counties are learning how to ride BART 

safely and how to keep its cars and stations 
clean through the BART Police “Ride with 
Pride ” program. BART police officers visit class
rooms and show a special film about BART. As a 
result of this effort, incidents of vandalism and 
malicious mischief have continued to decline.

ork on the Daly City Turnback and 
Storage Yard, one of BART’s key ser
vice-improvement projects, continued 

on schedule during the year. When completed 
in 1988 at a cost of S150 million, the Daly City 
facilities will allow trains to reverse direction 
and return to service faster than is now possi
ble. The goal is to increase BART’s peak-period 
capacity by 85 per cent

The project consists of three tracks, each 
approximately 1.5 miles long, extending south 
from the present Daly City BART Station, and a 
storage yard with a capacity to store l68 BART 
transit vehicles. Trains from Concord, Fremont 
and Richmond will be able to turn back and 
return to service in two minutes and thirty 
seconds, compared with the current turnback 
time of three minutes and 45 seconds.

Robert W. Mix, Project Manager of the Daly City Turnback and Storage Yard, completion 
of which is expected late in 1988.



Kris Hari, Manager, Special Projects, is shovwi with the 1/8 scale model of the newC-Car 
which is expected to be in service by 1988.

nother component of BART’s efforts to 
increase passenger capacity is the newly- 
designed C-Car, envisioned by BART engi

neers for use at the front of the train as a lead or 
trailing car or in the middle of the train, allow
ing more flexible use of BART’s entire fleet of 
cars. Each of the new aluminum cars will be 
equipped with an operator’s compartment and 
an automatic train control system.

BART, following a competitive bid which 
confirmed that there were no American manu
facturers of aluminum transit cars, ordered 150 
of the new cars in October, 1982 from Alsthom 
Atlantique, one of the world’s leading manufac
turers of railroad equipment. The entire cost of 
the C-Car program, including the automatic 
control systems, is estimated to be $279.4 mil
lion and is scheduled for completion in 1588.

At present, BART is able to make avail
able from its present 440 car fleet each cay 1D3 
A-Cars (head of trains) and 259 B-Cars (midole 
of trains).

[^=1
^ ART’S 1.5 mile K-E Track project, the first 
yS new mainline section of track to be added 
iy to the system since BART’s original con

struction, continued during the year. The proj
ect, budgeted at $25.4 million, provides a third 
track through a tunnel from Washington Street 
to 23rd Street in downtown Oakland, allowing 
disabled trains to be taken out of service with
out disturbing the movements of other trains. 
The new track also provides additional train 
storage capacity and an alternative service route 
in the area where three of BART’s four routes 
converge. The K-E Track project includes the 
completion of the passenger crossover plat
forms at the 12th Street and 19th Street stations, 
construction of street overpasses between Mac- 
Arthur Station and the Oakland subway portal, 
and all wayside train control and electrification.

ncreased passenger safety is the aim of 
BART’s Vehicle Fire Hardening project, 
which is expected to be completed in 

1986, at a cost of $20.7 million. The Fire Hard
ening project follows the 1982 replacement of 
all seats in the current BART fleet with a low- 
smoke neoprene cushion covered with a 90 per 
cent wool-10 per cent nylon material. The Fire 
Hardening project includes the installation of 
fire-stops in the walls and ceilings, the laying of 
new floors (proven by tests to resist fire for 30 
minutes), and the reinforcement with special 
fire-safe and fire-retardant materials of other 
parts under the cars where heat and fire might 
be generated. By the end of this annual report 
period, the fire safety modifications had been 
carried out on one-half of BART’s 440-car fleet.

n

Bill Chapin, supervising engineer, has guided the development of Rolf Saybe, Quality Assurance, insures that BART Colin McDonald, resident engineer, supervises the
BART’s simulator program. receives the product called for in the Fire Hardening K-E Track project.contract.

^ ART applied to the Federal Urban Mass 
Transportation Administration (UMTA) for 

ly funds to pay for 75 percent of the cost, es
timated at nearly $20 million, for modifications 
to the train control system that would allow 
trains to operate at closer intervals. This project

includes the reconfiguration of train-detection 
circuits, resignalling portions of certain lines, 
installing station-approach markers, changing 
central control operational procedures and de
termining ways of reducing or masking short 
delay-causing occurrences.
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Gary,r ‘ ' 1> grounds worker, is a member dfU; ^(B'ARVteams- 'io wor'^ f r^iat
maintc'i« ii.Jii lappearance of BART grounds, bt. .igs and statior .;

P hanks to a unique S11.2 million cooper
ative program initiated in September, 1984, 
by officials of BART and the Alameda-Con- 

tra Costa Transit District, BART pro^ ided for the 
continuation of lifeline night time service on 
11 local bus routes connecting directly to BART 
stations. The night service had been scheduled 
for elimination by AC Transit due to budget 
constraints.

The agreement also calls for the issuing 
of new transfers that provide a discount for con
necting offpeak AC service. The new transfers 
can also be used by BART passengers leaving a 
station and connecting on buses operated by 
the Union City Transit District and the Santa 
Clara County Transportation Agency.

BART provided 608 additional parking 
spaces at ten stations during the year, bringing 
to 23,094 the number of parking spaces at 
24 BART stations. The additional spaces were 
made possible by restriping the parking lot at 
the MacArthur Statior and eliminating selected 
“red” zones at nine other stations. Scheduled for 
completion by the end of 1985 are 1,190 addi
tional spaces at four East Bay stations.

To provide additional convenience for its pas
sengers, BART improved and expanded its 
program of links with Easy Bay transit agency 
schedules. BART’s project of car cleaning and 
restoration continued on schedule. Continuity 
of service to its passengers was assured by the 
signing of a neiv wage and benefit agreement 
by BART and its two major unions.
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Rachel Abelson, born on the day in 1974 when the Transbay Tube was opened, is shown 
cutting the special 10th Anniversary cake, at ceremonies held in San Francisco. Arthur 
Shartsis (L), the 1984 president of the BART Board of Directors, lends a helping hand, and 
Wilfred T. Ussery (R), the 1985 BART President, approves what he is watching.

Q j ART’S underwater Transbay Tube, the key 
qS link in providing San Francisco-East Bay 

service, was ten years old on September
16, 1984. Approximately 200 million passengers 
had traveled on BART trains through the 3.6- 
mile tube during its first decade of service.

Steven Robinson, vehicis inspector, monitors BAR I’.T... _i. . .tV ,o ec:i_-1. J 
ConccrdYard.

m ore than one-fourth of BART’s 440 cars 
have been through a cleaning and exte
rior restoration program. The cars are 

cleaned with a substance that removes all road 
grime and tar from the aluminum exteriors.

greement was reached at the close of the 
fiscal year on a new three-year contract 
between BART and the major unions that 

represent 1,779 BART employees. The new con
tract, which calls for additional benefits and for 
wage increases of four per cent a year for each 
of the three years, was negotiated by represen
tatives from BART, the Amalgamated Transit 
Union (Division 1555), and United Public 
Employees (Local 790). The negotiators held 
4l formal sessions beginning in April.



Nina Aragrr, fan=it rforrarioi centersupep'isa: and her ■cre'^" during the yaa‘ 
hantfiB rrtpre than 35 OOC •aguaste for informetion about BART and other transf systems 
connactirg '/lith BART.
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Use O' shs Te.eg.uide" s^sterr. installed at BA-T staions tar eweeded expeota*jons.

Tele-Guide
e:idy for installatior at the end of BART’s 

BC fiscal year were eight Tele-Guides to 
11 provide passengers at the Powell and 
Montgomery stations in San Francisco with 
information an restaurants, shops, tourist attrac
tions, sporting and cultural events, and es'cn 
the correct time and a w'eather forecast. The 
Tele-Guides are also scheduled for installation 
at the Civic Center, Embarcadero, MacArtnur 
12th Street, Coliseum, Fremont, and Daly City 
stations.

Special Service for 

Special Events
BART added extra trains and provided addi
tional services during the year to coincide 
ititb special events to meet ’.be needs of its 
passengers.
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Robert Hbltman B.AF.T Static .Ag^nt. directs s-iopf ers to the Holfcay Shopper:; Special 
train during the -384 lo iday seasc-i.

Holiday Shopper’s Specials
ART beefed up its regular Sunday service 

■C on the five Sundays between Thanksgiving 
mm and Christmas with eight “Shopper’s Spe- 
ciais” on the Richmond and Fremont lines. The 
eight trains averaged 2,602 trips on each cf the 
Sundays and were rimed :c coincide with the 
morning opening and evening closing of retail 
stores. Sunday ridership was consiscently above 
forecast for this period.

X'....

Over 1,900 patrons used BART to reach the start of the “1985 Bay to Breakers" race in 
San Francisco.

Bay-to-Breakers
ART opened 11 stations three hours 

BC early on Sunday, May 19, so that Bay Area 
Mm runners could get to the starting line of 
the 74th annual Bay-to-Breakers race in San 
Francisco in time for the starting gun. BART 
dispatched 16 trains to provide 19,000 passen
ger trips.

COFFEE.;
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Boy Scouts and fourteen other local service organizations served mere tnan 19,000 cups 
of coffee and 17,000 doughnuts during the 198^ Safe Holidays program.

Safe Holidays
ree coffee and doughnuts were served to 

V thousands of celebrating BART patrons at 
B 12 BART stations on December 21 and 
New Year’s Eve during BART’s Sixth-Annual Safe 
Holidays-program.
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Starla Bahem, BART's Tickets-To-Go coordinato- is shown before the Veterans Builcirc in 
Pleasanton where a Senior Citizens Center "Tickets To Go" nutlet is located.

Dr
D

ART tickets were made available for sale 
throughout the Bay Area at Ticket-to-Go 
outlets, which sell $2\ worth of blue tick 

ets for $20. Red and green tickets (available to 
handicapped persons with valid transit discount 
cards or to persons 5 to 12 years old or over 65) 
are sold for SI.20 but prov de S12 in BART rides.

pecial late-night trains between the 
Embarcadero and Rockridge stations were 
operated by BART during the Democratic 

National Convention in San Francisco in July. 
Conventioneers staying in Berkeley and Oakland 
hotels were able to board a train at the Embar
cadero Station at 1 a.m., 40 minutes later than 
the last regularly scheduled train departs.

Ll^

BART is alert to the special needs of its pas
sengers, its employees, and the members of the 
communities it serves. It is concerned about 
the safety of everyone who rides on its trains. 
Platform edge detectors and modified elevators 
aided passengers. BART continued its Affirma
tive Action program and provided summer jobs 
for disadvantaged youths.

D levators at the Berkeley and El Cerrito del 
□ Norte stations are being fitted with self- 
Z1 operating controls to provide for easier op

eration by elderly and handicapped passengers.
....... .
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Lilibeth Velasco, employment benefits clerk in BART's Employment Office, provides 
information to applicants about BART |0b opportunities.

:°ori;in®^fn'=c1,^^p^on^?ReTak"af

'iiiilSS
Alice Marie Wheeler, commurications electronic technician, works at maintaining the 
reliability of BART's ticket veniing machines.

■'

Jerry Donalds, resident engineer, supervised the installation of a test plat'orm edge 
detection system.

s an assistance to passengers, BART in
stalled edge detection systems on the plat
forms at the Berkeley, Montgomery and 

Rockridge stations. A different system was in
stalled on a portion of the platforms at the Lake 
Merritt Station. The first three installations in
volved grooves cut into the platforms and the 
installation of strips with hemispherical domes 
to provide an array to warn passengers that 
they are near the edge of the platform. The de
tection system cost 8335,000 and is being eval
uated in terms of passenger safety, durability 
and maintenance Tor possible application at 
other BART stations.
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r: ___John Mack. Dapa^tment Manage.-, Affirmative Action, directs an effective pr:.gram.

ppcrtunity is the keystone of BART’s Affir
mative Action Program. Upxlated in 1983, 
the program includes training for ob ad

vancement. A total of 75 BART employees ap
plied for training as mechanics and electronic 
technicians as part of BART’s “Upward Mobility 
Training Program.” The program covered both 
basic and BART-specific mechanical andl elec
tronic training. Out of the eleven BART employ
ees selected for the training, four were women.

Forty BART employees, including 24 
women, were selected to participate outside of 
work in an eight-month supervisory anc man
agement skills training program sponsored by 
the Regional Transit Association.

BART employed 1,728 men and 526 
women at the close of the year, including 1,112 
members of minority groups. During the year, 
BART awarded 517.2 million in contracts to 
businesses owned by minorities or women, 
more than 25 per cent of BART’s total contract 
value of 568.1 million.

Symmer Jobs for Young People
1^ or the second consecutive year, BART 
W provided on-the-job training for a large 
H number of disadvantaged youth from 
throughout the three-county Bart area. The 
program purpose is to help them develop good 
work habits and to give them an opportunity to 
see first-hand a variety of occupations. A total 
of 85 young men and women worked for BART 
during the summer and gained experience in 
administrative offices, communications, shop 
facilities, and other maintenance divisions. 
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Omas Jacobs (L), one of the participants in the 1984 Summer Youth Program, receives 
guidance from John McConnell (R), who supervises BART's mail room as well as supply 
and reproduction.
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Larry A. Loos, supervisor o! maintenance train- 
ing.^js headquartered in the Hay^rd Training

Cecil Howell, one of BART’s Central Control supervisors, whose job 
it is to keep the system functioning and BART trains on schedule.

V m
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Don Meek, swing shift foreworker at the Oakland Shops, where most of BART's non-rail 
aquipment is serviced and maintained.

ore than 700 representatives from local 
Bay Area fire departments and other 
emergency-service providers attended 

BAFIT procedures and safety sessions during the 
year. The sessions covered emergency pro
cedure training, smoke-movement drills, and a 
demonstration of the undercar deluge system.

From the first day of passenger service in 
1972, BART has carried more than 500 million 
people 6.6 billion miles without a single pas
senger fatality. The District’s passenger accident 
rate for the year was 16.5 accidents per million 
trips, based on 1,006 accidents, most of which 
were minor and occurred in stations.



ncreased ridership during the fiscal year 
1984-1985, which boosted fare revenue by 
$2 million, plus dependable sources of sup

plementary funds and strict budgetary controls 
on spending enabled BART to close the year in a 
favorable financial position.

BART funded approximately one-half of 
its total operating expenses, which amounted 
to $147.1 million for FY 84-85, from passenger 
fares. Net passenger revenue for FY 84-85 
amounted to $67.5 million, compared to $65.5 
million for FY 83-84. Total operating revenue, 
including $6.8 million in interest income and 
advertising in trains and stations, was $74.3 
million for FY 84-85, compared with $72.6

million for the previous fiscal year.
BART’S farebox ratio, which shows what 

portion of operating expenses is provided by 
passenger fares, was 45.8 per cent for FY 
84—85, down three points from the previous 
year, but well above the District’s objective of 
40 per cent.

The operating ratio, which shows what 
portion of operating expenses is paid for by pas
senger fares and other operating revenues, was 
50.5 per cent for FY 84-85, less than the pre
vious year’s 54 per cent, but consistent with 
the District’s objective to fund approximately 
one-half of its net operating expenses from 
operating revenues.

Net rail passenger revenue per passenger 
mile for FY83-84 and FY84-85 remained the 
same at 8.4 cents. Rail cost per passenger mile 
for FY 84-85 was 173 cents, compared with 
16.6 cents for the previous year, an increase of 
only 4.2 per cent and below the budgeted level 
of 17.8 cents. The net average rail passenger fare 
was $1.11 for FY 84-85, compared with $1.10 
for FY 83-84.

BART passengers logged a total of 60.8 
million trips during FY 84—85, compared with 
58.3 million for the previous year, and rode an 
average of 13 miles for each trip during FY 
84—85, compared with 131 miles the year 
before.

(cont’d on page 16)

PERFORMANCE HIGHLIGHTS

FY 1984/85 FY 1983/84
Rail Ridership
Annual passenger trips 60,798,419 58,277,463
Average weekday trips 211,612 202,536
Average trip length 13.0 miles 13.1 miles
Annual passenger miles 789,290,663 761,799,000
Patron trip on-time performance (%)
System utilization ratio (passenger miles to

92.5% 93.6%

available seat miles)
End-of-period ratios:

35.8% 35.4%

Peak patronage 49.8% 51.9%
Offpeak patronage

BART’S estimated share of peak period transbay
50.2% 48.1%

trips—cars, trains & buses
Passengers with automobile available (as alternative

37.0% 36.8%

to BART) 57.0% 57.0%(a)

Operations
Annual revenue car miles 30,634,569 29,852,000
Unscheduled train removals—average per revenue day 4.9 5.0
Transit car availability to revenue car fleet (b) 89.3% 89.6%
Passenger miles per equivalent gallon of gasoline 84.2 84.8

FY 1984/85

16.55

23.39

$ 67,468,000 
6,848,000 

74,316,000 
147,144,000

Passenger accidents reported per million 
passenger trips

Patron-related crimes reported per million 
passenger trips

Financial
Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses 
Farebox ratio (net passenger revenues to net 

operating expenses)
Operating ratio (total operating revenues to net 

operating expenses)
Net rail passenger revenue per passenger mile 
Rail operating cost per passenger mile 
Net average rail passeriger fare (c)
Notes
General note; Data represent annual averages unless otherwise noted.
(a) Updated figures not available
(b) At 8 a.m. each day
(c) Includes BART/MUNI Fast Pass

FY 1983/84

17.09

23.01

$ 65,492,000 
7,067,000 

72,559,000 
134,047,000

45.85% 48.85%

50.50% 54.12%
8.40 8.40

17.30 16.60
$1.11 $1.10



Financial Statements
The Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as of 
June 30, 1985 and 1984 and the related statements of operations, changes in net capital 
investment, changes in financial position, and revenues, expenditures and fund balances of 
debt service funds for the years then ended. Our examinations were made in accordance with 
generally accepted auditing standards and, accordingly, included such tests of the accounting 
records and such other auditing procedures as we considered necessary in the circumstances.

In our opinion, such financial statements present fairly the financial position of San 
Francisco Bay Area Rapid Transit District as of June 30, 1985 and 1984 and the results of its 
operations and the changes in its financial position for the years then ended, in conformity with 
generally accepted accounting principles applied on a consistent basis.

STATEMENT OF OPERATIONS
Years Ended June 30,1985 and 1984 (In Thousands)

Adams, Grant, Werner & Co.
Certified Public Accountants 
September 6, 1985

BALANCE SHEET
June 30,1985 and 1984 (In Thousands)

KMG Main Hurdman 
Certified Public Accountants 
San Francisco, California

ASSETS
Ca^ (including time deposits—

1985, $24,800; 1984, $10,807)
Securities
Securities representing reserves 
Deposits, notes and other receivables 
Construction in progress 
Facilities, property and equipment—at cost

(less accumulated depreciation and amortization- 
1985, $316,929; 1984, $286,959)

Materials and supplies—at average cost 
Debt service funds, net assets

LIABILITIES AND CAPITALIZATION
Notes payable 
Payroll and other liabilities 
Unearned passenger revenue 
Debt service funds

Capitalization;
Reserves
General Obligation Bonds 
Sales Tax Revenue Bonds 
Net capital investment

1985 1984

$ 26,349
172,693 
32,939 
59,997 
87,960

$ 12,438
169,548 
34,684 
45,503 
67,191

1,298,582
13,065
18,236

1,292,378 
13,134 
16,311

$1,709,821 $1,651,187

$ 26,450
52,135 

1,384 
18,236

$ 16,000 
44,938 

1,432 
16,311

98,205 78,681

32,939
537,725
64,510

976,442

34,684
568,485
65,000

904,337

1,611,616 1,572,506
$1,709,821 $1,651,187

1985 1984
Operating revenues:

Fares $ 74,108 $ 72,125
Less discounts and other deductions 6,640 6,633

67,468 65,492
Other 1,395 1,350
Investment income 5,453 5,717

Total operating revenues 74,316 72,559

Operating expenses:
Transportation 53,923 46,556
Maintenance 58,041 54,954
Police services 8,025 7,672
Construction and engineering 4,985 4,879
General and administrative 27,177 24,374

152,151 138,435
Less capitalized costs 5,007 4,388

Net operating expenses 147,144 134,047
Operating loss before

depreciation expense 72,828 61,488
Depreciation (unfunded):

Of assets acquired with own funds 17,026 16,819
Of assets acquired with grants and contributions by others 13,340 13,359

Total depreciation 30,366 30,178

Operating loss 103,194 91,666
Financial assistance:

Transactions and use tax 81,055 71,136
Property tax 5,733 5,433
State 3,646 4,717
Transportation Development Act of 1971 500 1,900
Debt service allocations (8,221) (7,764)
Capital allocations (10,301) (13,947)

Total financial assistance 72,412 61,475

Net loss 30,782 30,191

Depreciation of assets acquired with grants and
contributions by others 13,340 13,359

Net loss transferred to accumulated deficit $ 17,442 $ 16,832

Reconciliation to net funded deficit:
Operating loss before depreciation expense $ 72,828 $ 61,488
Deduct financial assistance 72,412 61,475

Funded excess of expenses over revenues $ 416 $ 13

The accompanying notes are an integral part of these financial statements.



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30,1985 and 1984 (In Thousands)

Depreciation
and

Retirements 
of Assets

Balance, Julyl, 1983

Net loss for the year
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others 
Interest on capital
Establishment of construction fund reserve 
Increase in construction fund reserve 
Decrease in system completion reserve 
Decrease in system improvement reserve 
Decrease in operating reserve 
Bond principal

Balance, June 30,1984
Net loss for the year
Proceeds from grants and contributions
Depreciation of assets acquired with grants and contributions by others
Interest on capital
Increase in operating reserve
Increase in construction fund reserve
Decrease in system completion reserve
Decrease in system improvement reserve
Bond principal

Balance, June 30,1985

Prc^erty
Transactions

and
Use Tax

Grants
and

Contributions

Acquired With 
Grants and Contributions 
by Others

Accumulated
Deficit

Interest
on

Capital Reserves

Net
Capital

Investment

$206,550 $150,000 $599,299 $( 98,420) $(143,679) $166,200 $(45,502) $834,448

-- . — — — (16,832) — — (16,832)

— — 43,640 — — — — 43,640

— — — (13,359) — — — (13,359)

— — — — — 16,657 — 16,657

— — — — — — (2,133) (2,133)

— — — — — — (117)
3

(117)
3

z z z z _ _ . 8,565 8,565

_ — — — — — 4,500 4,500
28,965 — — — — — — 28,965

235,515 150,000 642,939 (111,779) (160,511) 182.857 (34,684) 904,337

— — — — (17,442) — — (17,442)
— — 45,955 — — — — 45,955
— — — (13,340) — — — (13,340)
— — — — — 23,937 — 23,937
— — — — — — (400) (400)
— — — — — — (350) (350)
_ _ — — — — 1,409 1,409
_ _ — — — — 1,086 1,086
30,760 490 — —. — — — 31,250

$266,275 $150,490 $688,894 $(125,119) $(177,953) $206,794 $(32,939) $976,442

The accompanying notes are an integral part of these financial statements.

NOTES TO FINANCIAL STATEMENTS
I — Summary of Significant Accounting Policies

Description of District
The San Francisco Bay Area Rapid Transit District is a public 
agency created by the legislature of the State of California in 
1957 and regulated by the San Francisco Bay Area Rapid 

I Transit District Act, as amended. The District does not have 
I stockholders or equity holders and is not subject to income 
I tax. The disbursement of all funds received by the District is 
ij controlled by statutes and by provisions of various grant con- 
i tracts entered into with Federal and State agencies.
I

Securities
As a matter of policy, the District holds investments until their 
maturity and, accordingly, securities are carried at cost. At 
June 30,1985, market value exceeded cost by $9,331,000. At 
June 30, 1984, cost exceeded market value by $7,067,000. 
The face value of securities exceeded cost at June 30,1985 
and 1984.
Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. De
preciation is calculated using the straight-line method over the

estimated useful lives of the assets. The amount of deprecia
tion of assets acquired with District funds is distinguished from 
depreciation of assets acquired with grants and contributions 
by others. The latter amount is shown on the statement of 
changes in net capital investment with the related grants and 
contributions.

Federal and State Grants
The District receives amounts from both Federal and State 
governments to assist in operations and for capital or other 
projects. Grants for capital and other projects are recorded as



STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30,1985 and 1984 (In Thousands)

Cash and securities (used) provided by: 
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash: 

Depreciation of assets acquired with 
own funds

Cash and securities (used) 
by operations

Decrease in materials and supplies 
Issuance of Sales Tax Anticipation Notes 
Issuance of Grant Anticipation Notes 
Contributions from U.S. Government grants 

and others
Increase in payroll and other liabilities 
Increase in unearned passenger revenue 
Interest on capital

Total cash and securities provided

Cash and securities applied to: 
ncrease in deposits, notes 

and other receivables 
•Additions to construction in progress 
Additions to facilities, property and equipment 
Additions to materials and supplies 
Matured Sales Tax Anticipation Notes 
Matured Grant Anticipation Notes 
Decrease in unearned passenger revenue

Total cash and securities applied

Increase in cash and securities

1985 1984

$(17,442) $(16,832)

17,026 16,819

(416) (13)
69 —

19,860 16,000
10,900

45,955 ■13,640
7,197 8,972

— 50
23,937 16,657

107,502 85,306

14,494 22,893
20,769 13,903
36,570 26,441
— 433
16,000 —
4,310 —

48 —
92,191 63,670

$ 15,311 $ 21,636

The accompanying notes are an integral part of these financial statements.

NOTES TO FINANCIAL STATEMENTS—CONT’D

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30,1985 and 1984 (In Thousands)

Year Ended 
JjreSO, 1984Year Ended June 30, 1S85

Revenues:
Property tax 
District deposits tor 

principal payment 
District deposit to 

Debt Service 
Reserve Account 

Allocations from District 
revenues 

Interest
Interest transferred 

from District

Expenditures:
Interest
Principal
Bond service expense 
Interest transmitted 

to District

Balance, beginning of year

Balance, end of year

Represented by:
Cash 
Securities 
Taxes and interest 

receivable
Assets with fiscal agent

General
Obligation

Bonds
Sales Tax Revenue 

Bonds
Sales Tax Anticipation 

Notes

Grant
Anticipation

Notes Combined C-ambined

$53,837 $- $- $- $53,837 $50,899

— — 19,860 7,595 27,455 16,000

— 473 — — 473 —

1,241
6,825

798
1,396
1,292 154

8,221
3,485

7,764
2,734

— — — 493 493 —
55,078 8,096 22,548 8,242 93,964 77,397

23,133
30,760

6,291
490

7

979
16,000

493
4,310

30,896
51,560

7

30,796
28,965

6

— 640 1,162 157 1,959 870

53,893 7,428 18,141 4,960 84,422 60,637

1,185
11,552

668
9,950

4,407
17,117

3,282 9,542
38,619

16,760
21,859

$12,737 $10,618 $21,524 $ 3,282 $48,161 $38,619

$ 12 
11,061

$- $- $ — $ 12 
11,061

$ 23
9,903

1,664
10,618 21,524 3,282

1,664
35,424

1,626
27,067

$12,737 $10,618 $21,524 $ 3,282 $48,161 $38,619

additions to net capital investment on receipt. Grants for oper
ating expenditures are included as financial assistance in the 
statement of operations.

Sales Tax Revenue
The one-half percent transactions and use tax is collected 
and administered by the State Board of Equalization. Of the 
amounts available for distribution, 75% is transmitted directly 
to the District's appointed trustee for the purpose of paying 
bond and note interest, principal and expenses. Monies not 
required for these purposes are transmitted to the District. The

District records the total taxes received as transactions and 
use tax and the amount retained by the trustee as special 
deposits and debt service allocations upon receipt of the net 
amount. The State Board of Equalization estimates that trans
actions and use tax revenues for the period April 1, 1985 to 
June 30, 1985 will be approximately $18,169,000. Of this 
amount, $5,451,000 had been received and recorded by the 
District. Comparable figures for 1984 were $15,525,000 and 
$4,657,500, respectively

Property Tax Revenue
The District receives properly tax revenues to service the debt 
requirements of the General Obligation Bonds and records 
these revenues in the debt service funds. It also receives an 
allocation of property tax revenues to provide for general and 
administrative expenses no: involving construction, aithough 
such revenues may be used for construction f needed, the 
District records this property tax allocation as financial 
assistance.



NOTES TO FINANCIAL STATEMENTS—CONT’D
1 — Summary of Significant Accounting Policies (Cont’d) 3—Facilities, Property and Equipment

Interest Earned on Capital Sources
The District accounts for interest earned on capitai sources as 
an increase in net capital investment to recognize that this 
interest shouid be directly associated with the capitai which 
gives rise to the interest and which is not avaiiabie for current 
operations.

in accordance with this policy, management allocated to 
net capital investment $17,260,000 of interest revenue earned 
on assets held in the General Operating Fund but which re
lated to capital projects.
Self-Insurance
The District is largely self-insured for worker’s compensation, 
general liability claims, and major property damage. The Dis
trict records the costs of self-insured claims and major prop-; 
erty damage when they are incurred.
Capital Allocations
The Board of Directors allocates a portion of unrestricted 
financial assistance and general fund revenues to net capital 
investment for capital projects.
Reclassifications
Certain reclassifications, not affecting the statement of opera
tions, have been made to prior year balances to conform to the , 
current year’s presentation.

2 — Reserves

Securities are separately classified on the balance sheet to 
reflect designation by the Board of Directors of a portion of the 
District’s capitalization as reserves for the following purposes;

-(In Thousands)-
1985 1984

Basic System Completion $10,878 $12,287
System Improvement 7,061 8,147
Construction 2,600 2,250
Self-Insurance 9,000 9,000
Operating 3,400 3,000

$32,939 $34,684

Facilities. property and equipment, assets lives, and accumulated depreciation and amortization at June 30,1985 and 1984 are 
summarized as follows:

1985
- (In Thousands)

1984

Land
Improverherts
System-wide operation and control 
Revenue transit vehicles 
Service and miscellaneous equipment 
Capitalized ccnstruction and start-up costs 
Repairable property items

4—General Obligation Bonds

Lives
(Years) Cost

Accumulated
Depreciation

and
Amortization Cost

Accumuiated
Depreciation

and
Amortization

_ $ 122,209 $ - $ 113,134 $
80 1,082,053 152,259 1,062,480 138,559
20 118,835 55,735 114,353 49,939
30 159,408 57,120 157,663 51,845

3 to 20 21,976 11,858 20,775 10,114
30 103,557 37,519 103,557 34,288
30 7,473 2,438 7,375 2,214

$1,615,511 $316,929 $1,579,337 $286,959

(In Thousands)

1962 D strict Bonds 
1966 Special Service 

District Bonds

In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million 
of General Obligahon Bonds. Payment of botn or nc pal 
and interest Is provided by the levy of District wide 
property taxes. During 1966, City of Berkeley voters 
formed Special Service District No. 1 and authorized 
the issuance of $20.5 million of General Obligation 
Bonds for const.'uotion of subway extensions within that 
city. Payment ot both principal and inte'est is p'ovided 
by taxes levied upon property within the Special Serv
ice District. Bond principal is payable annually on June 
15 and interest is payable semiannually on June 15 and 
Decerrber 1.5 from debt service funds. Interest of 
$10,720,000 or General Obligation Bonds and 
$157,000 on Special Service Disthct No. 1 Bonds is 
payable on December 15,1985.

Composite
interest

Rate

Year
Last

Series
Matures

Originai Amount
.........- 1985 ...........

Due in
1 Year Total

...........  1984 ...........
Due in
1 Year TotalAuthorized Issued

3.96% 1999 $792,000 $792,000 $32,400 $530,575 $30,350 $560,925

4.37% 1998 20,500 12,000 420 7,150 410 7,560

$812,500 $804,000 $32,820 $537,725 $30,760 $568,485

The following is a schedule of principal repayments required under 
General Obligation Bonds as of June 30,1985 (in thousands):

Year Ending 
June 30

1962 District Bonds

1966
Special Service 
District Bonds Totai

1986 $ 32,400 $ 420 $ 32,820
1987 34,225 440 34,665
1988 36,250 460 36,710
1989 38,400 480 38,880
1990 40,200 500 40,700

Later years 349,100 4,850 353,950

$530,575 $7,150 $537,725
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5—Sales Tax Revenue Bonds

Year Last Series 
Matures Authorized

Originai Amount
issued

(In Thousands) 
........1985

! Due In 
1 Year

!
1984

Total Due in 
1 Year Total

1969 Sales Tax Revenue Bonds 
1982 Sales Tax Revenue Bonds

1977
2008

$150,000 $150,000 $ —
65,000 65,000 ' 545

:$-
[ 64,510

$-
490

J _
65,000

$215,000 $215,000 : $ 545 ‘$64,510 $ 490 $65,000

The 1969 Legislature of the State of California author
ized the District to impose a one-half percent transac
tions and use tax within the District and issue Sales Tax 
Revenue Bonds totaling $150 million. The State Legisla
ture later extended the tax to June 30,1978 and author
ized the District to issue bonds totaling $24 million to be 
used for operations. Payment of these Sales Tax Reve
nues Bonds was completed by June 30,1978,

On September 30,1977, the Governor signed leg
islation which extended the transactions and use tax 
indefinitely. The tax is collected and administered by the 
State Board of Equalization, Of the amounts available 
for distribution, 75% is allocated to the District and 25% 
is allocated by the Metropolitan Transportation Com
mission to the District, the City and County of San 
Francisco, and the Alameda-Contra Costa Transit Dis
trict for transit services on the basis of regional priorities 
established by the Commission,

In October 1982, the District issued revenue bonds 
totaling $65 million to pay a portion of the cost of acquisi
tion of 150 rail transit vehicles and related automatic train 
control equipment for use in the District's existing rapid 
transit system. The 1982 Bonds are special obligations 
of the District payable from and secured by a pledge of 
revenues, including certain sales tax revenues, all pas
senger fares and certain property tax revenues. Bond 
coupon rates range from 7% to 10% depending upon the 
various maturity dates. The bonds maturing on or after 
July 1, 1992 are redeemable prior to maturity at the 
option of the District on various dates at prices ranging 
from 103% to 100%. The bonds maturing July 1, 2008 
are also subject to redemption to satisfy sinking account 
installments on or after July 1, 2002 at 100%.

Taxes collected by the State Board of Equalization 
are transmitted directly to the appointed trustee for the 
purpose of paying bond interest semiannually on July 1 
and January 1, principal annually on July 1 and ex
penses of the trustee. Monies not required for these 
purposes are transmitted to the District. Interest of 
$3,137,000 is payable on July 1,1985. Additionally, the 
trustee retains amounts needed for the payment of prin
cipal and interest on $19,860,000 Sales Tax Anticipation 
Notes maturing on July 1, 1985 (see Note 6). Taxes

Year Ending 
June 30

1982
Sales Tax Revenue 

Bonds

1986 $ 545
1987 610
1988 685
1989 765
1990 860

Later years 61,045

$64,510

received by the trustee during the current fiscal year 
were $81,055,000 ofj which $28,554,000 was retained 
by the trustee for the above purposes and $52,501,000 
was transmitted to the District. The District records the 
total taxes received as transactions and use tax 
and the amount retailed by 
the trustee as special de
posits and debt service al
locations upon receipt of 
the net amount. i

The following is a 
schedule of principal [repay
ments required under Sales 
Tax Revenue Bonds as of 
June 3p, 1985 (inj thou- 
sands):^(at right), j

6— Sales Tax Anticipation Notes
i

The District’s 1983/84 subordinated Sales Tax Anticipa
tion Notes amounting to $16,000,000 matured on July 
11,1984 and were paid along with interest of $979,000.

In July 1984, the District issued $19,860,000 in 
subordinated Sales Tax Anticipation Notes to provide 
interim financing to defray operating expenses payable 
from the General Operating Fund of the District, in antic
ipation of the receipt of taxes, revenue and other monies 
to be received during or allocable to fiscal year 
1984-85. These notes matured and were paid, along 
with interest of $1,396,000, on July 1,1985.
7— Grapt Anticipation Notes

In July 1984, the District sold $10,900,000 in Grant An- 
ticipatiori Notes to provide interim financing for certain 
expenditures prior to the receipt of certain anticipated 
revenues. The notes, which mature on various dales 
from May 1,1985 through January 2,1987, bear interest 
payable [semiannually on January 1 and July 1 and at 
maturity;(or only at rnaturity for notes maturing within 
one year). Interest is Computed on a 30-day month, 360- 
day yeaqbasis, at rates ranging from 7.00% to 8.15% per 
annum. Notes in the[amount of $4,310,000 have ma
tured leaving $6,590,000 outstanding at June 30,1985.

8—U.S. Government Grants

Capital
The U.S. Government, under grant contracts with the District, prov des 
financial assistance for capital projects. Grants for capital projects] are 
recorded as additions to net capital investment when received. A summary 
of Urban Mass Transportation Administration Grants in force at June 30, 
1985 is as follows:

—- (In Thousands) 
Maximum Funds

Type of Grant Grant Received

Beautification
Demonstration
Capital

$ 1,961 
13,355 

492,576

$ 1J961
13j335 

369,319

$507,892 $384,615

9—Litigation and Disputes with Contractors and Others

The District is involved in various lawsuits, claims and disputes, which for 
the most part, are normal to the District’s operations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District's financial position or operations.

10—Public Employees’ Retirement System

The District contributes to the Public Employees’ Retirement System. The 
System is a contributory pension plan providing retirement, disability, and 
death benefits to employees of certain state and local government units. 
Substantially all full-time employees of the District are covered by the 
System. Pension costs of the System are determined actuarially and 
required contributions are expensed currently. Pension expense was 
$8,032,000 and $7,505,000 in 1985 and 1984, respectively.
11—Deferred Compensation Plan

In July 1985, the District sold $21,775,000 in subordinated Sales 
Anticipation Notes to defray operating expenses payable from the Ger 
Operating Fund of the District.

The District has deposited funds with a custodian pursuant to the Distr ct’s 
deferred compensation plan. These deposits together with earnings had a 
market value of $16,866,000 as of June 30,1985. This amount is reflected 
on the balance sheet in deposits, notes and other receivables and in payroll 
and other liabilities.
12—Debt Service Funds, Net Assets

The Debt Service Funds’ end-of-year balances include deposits made by 
the District for principal payments on notes and for the debt service'reserve 
pertaining to Sales Tax Revenue Bonds. These amounts also appea 
the balance sheet as deposits, notes and receivables. The Debt Service 
Funds, net assets on the balance sheet have, therefore, been decreased 
by the amount of $29,925,000 at June 30,1985 and $22,308,000 at June 
30, 1984.
13—Subsequent Events

Tax
eral



(cont’d from page 10)

In addition to funds derived from pas
senger fares, interest income and advertising, 
BART received S81 million in revenues from 75 
per cent of the one-half cent transit sales tax in 
the three BART counties, $4.1 million in State 
Transportation Development Act (TDA) funds 
and State Transit Assistance (STA) and 1*5.7 mil
lion in property tax as its share of the one per 
cent maximum property tax available to all 
local governments.

Directors once again were able to reduce 
the property tax BART levies for repayment of 
the general obligation bonds approved by voters 
in 1962 for construction of the system. Direc
tors set a tax rate of 5.72 cents per one hundred 
dollars of assessed value, down from 6.17 cents 
the previous fiscal year. The property tax gener
ated revenues of $51.9 million from property 
owners in Alameda, Contra Costa and San Fran
cisco Counties, the three counties making up 
the district.

In the city of Berkeley, where voters 
approved a special service district in 1966 to 
finance subway construction through their city, 
the Board of Directors set a property tax rate of 
2.86 cents per hundred dollars of assessed valu
ation, which raised revenues of $730,000.

As a measure of the District’s financial 
stability, the Board of Directors allocated $10.3 
million during FY 84-85 from unrestricted 
financial assistance and revenues for necessary 
capital projects, bringing to $73.7 million the 
total of funds allocated for capital projects 
during the past five years.

1984/85 .Operating Funds - $170,873,000

Where Funds Came From (in Thousands).

□ Transacticm

□ Fares
$67,468 39.53%

° $1M17 9;.62%

• InTCStmennncome *- 
and; Other Operating \
Revenues
$6,848 4.01%

• Statef inancial

• Regional Financial
$500®*o"29%

• Decrease in

How Funds Were Applied (in Thousands)

□ Maintenance
$58,041 34.01%

□ Transportation
$53,923 31.59%

B General Administratio /
$27,177 15.92%

B Police Services
$8,025 4.70%

B Other
$23,507 13.78%
• Capital Allocations 

$10,301 6.04%
• Debt Service 

Allocations
$8,221 4.82%

’ Construction &
Engineering
$4,985 2.92%

■Funded excess of expenses over revenues
TOTAL
$170,673 100.00%

TOTAL
$170,673 100.00%

1984/85 Capital Funds - $56,058,000

Source of Funds (in Thousands)

□ District
$4,675 8.34%

□ Federal
$31,418 56.04%

H State
$10,890 19.43%

B Local (including 
capital allocations)
$9,075 16.19%

Expenditures (in Thousands)

□ Construction
$27,525 49.10%
• Line

$24,435 43.59%
’ Systemwide 

$2,860 5.10%
. Support Facilities

$230 0.41%
□ Train Control

$5,996 10.70%
□ Communications

$4,935 8.80%
B Transit Vehicles

$13,972 24:92%

:/•.

TOTAL
$56,058 100.00%

■ Miscellaneous Equipment
$2,717 4.85%
• Automatic Fare 
Collection 
$824 1.47%

• Management 
Information Systems 
$928 1.66%

* Support Vehicles 
$292 0.52%^

* Other Equipment 
$673 1.20%

■ Studies and Other
$913 1.63%

TOTAL
$56,058 100.00%
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Customers First the Second Time Around

Message from the 

General Manager
MIH hen BART first opened 26 miles of track 
aBg for passenger operations on September 
mm 11,1972, its system of automatic con

trols, stations, tracks, tunnels and gleaming 
aluminum cars was hailed as an engineering 
wonder.

Two sobering years later, when the 3.6- 
mile Transbay Tube was opened, BART linked 
the east and west sides of San Francisco Bay 
with the potential for high capacity travel in 
this congested corridor. But, despite its poten
tial, the system couldn’t deliver its promised 
performance. It was plagued with problems and 
pressures that had not been foreseen. Tech
nology, rather than customers, had come first.

Today, as BART begins its 14th year of 
operation, most of the performance problems 
have been overcome and original ridership pro
jections have been met. The potential for high 
capacity will finally be achieved over the next 
four years. Peak period trains and cars will be 
substantially increased through delivery of 150 
new cars; construction of the Daly City turn
back track and storage yard; completion of the 
additional track through downtown Oakland, 
and installation of overall control system modifi
cations, including replacement of the present 
central train control computers.

Most of these key projects are, under
standably, scheduled to reach their completion 
phase at approximately the same time. When 
they are operational, it will be like starting up 
the system for a second time. Will BART and its 
riders be more successful the “second time 
around”?

This time, BART is acutely aware of the 
potential problems and an explicit approach 
to avoiding them has been developed. First,

/

through rigorous systems engineering and simu
lation analysis, we are able to identify potential 
system integration problems and figure out ways 
to solve them well beforehand. Second, we’re 
taking the time necessary to solve problems 
encountered in manufacture and construction 
when they occur. BART’s new cars, for example, 
which are in the prototype testing state, are not 
being accepted, let alone put into service, until 
they absolutely meet the high requirements set 
for them three years ago.

We look forward to delivering a new 
and better BART to the riders and taxpayers 
this second time around. With all the new com
ponents in place and thoroughly tested, BART 
will be able to provide increased peak capacity 
where and when it’s needed, and at the same 
time, enhance system performance. The objec
tive, this second time, is to make sure customer 
satisfaction is served first by the technology.

Keith Bernard
General Manager, BART



Kathryn Roth, Safely Engineer, is shown standing before one of BART’s emergency 
vehicles, which are located at various BART stations.

Wanda Posey, one of BART's train operators, works out of the Hayward Yard.

Diese Evans, transit vehicle mechanic (TVM), works at the Richmond Yard.

IT Arthur Clarke, chief analyst of the Integrated Control System (ICS), is shown with some of the 
O new Central Control computer units which are expected to be "on-line" bv the end of 1987.

I San Francisco Bay Area Rapid Transit District i
I Headquarters in downtown Oakland, California 
*800 Madison Street, RO. Box 12688 
Oakland, CA 94604-2688 (415) 464-6000
Established in 1957 by the California State Legislature. AuthorizedTH^ 
finance, construct and operate a rapid transit system.
Governed by a Board of Directors elected for four-year terms by voters 
in nine election districts within the counties of Alameda, Contra Costa 
San Francisco.
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Board of Directors
Barclay Simpson
District 1
A member of tlie Board since 
1976 and Board IVesident in 
1977. Chairman of the Board, 
Simpson Company, San 
Leandro, and owner, Barclay 
Simpson Art Gallery, 
Lilayctte. Lives in Orinda.

Nello Bianco
District 2
Board IVesident 1986, 198U 
and 1975, and a member 
of the Board since 1969. 
Businessman. Former Rich
mond City Councilman. 
Lives in El Sobrante.

Arthur J. Shaitsis
District 3
A member of the Board since 
1976 and Board lAcsidcnt in 
1984. A San Franasco attor- 
ncv. Lives in Oakland.

Margaret K. Pryor
District 4
A member of the Board since 
1980. Urban Affairs Consul
tant. Active in national and 
local transportation. Chair
person. ARTA, Minority 
Affairs Committee. Lives in 
Oakland.

Robert S. Allen
District 5
A member of the Board since 
1974. IVesidcnt, 1983. Chair
person, Administration Com
mittee, 1986. Employed 27 
years in engineering and op
erations for three major rad- 
roads. Livermore resident 
since 1958.

John Glenn
District 6
A member of the Board since 
1974. Chairperson, Engineer
ing and Operations Commit
tee, 1986. Board lAcsidcnt, 
1982. Chairpierson, Policy 
Committee, Fremont-South 
Bay Corridor Study, 1986. 
Founder and lAesident, John 
Glenn Adjusters and Admin
istrators. Organizer and 
Director of Civic Bank 
of Commerce. Lives in 
Fremont.
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Wilfred T. Ussery
District 7
A member of the Board since 
1978 and Board Resident in 
1985. Chairperson, l\iblic 
Affairs Access and Legislation 
Committee, 1986 and" 1980. 
An urban planner. Active in 
Bay Area civic organizations. 
Past National Chairperson, 
Congress of Racial Equality, 
1967 to 1969. Lives in San 
Francisco.

Eugene Garfinkle
District 8
A member of the Board since 
1977, Board Vice IVesidcnt in 
1986 and Board Resident in 
1982. A San Francisco attor
ney. Lives in San Francisco.

John H. Kirkwood
District 9
A member of the Board 
since 1974 and Board Resi
dent in 1979. Chairperson, 
Engineering and Operations 
Committee, 1977 and 1978. 
Chairperson, Riblic Affairs, 
Access and Legislation Com
mittee, 1981 and 1983. Ad
visory Board member, San 
Francisco Planning and 
Urban Renewal (SPUR) 
Association. Lives in San 
Francisco.



Message from the President
TV y continuous service since 1969 on BART’s 
J. V A Board of Directors, longer than any one else’s, 
gives me a unique perspective. I’m able to look back to 
the very beginnings of BART and re
member the problems and unforeseen 
difficulties we encountered in getting the 
system going. But I’m also able to look 
ahead to the future and to the role that 
BART will increasingly play in regional 
transportation.

Yes, we had our problems in the 
beginning, believe me, but a lot of them 
were due to the fact that we were trying 
to put together a unique rapid rail sys
tem, with more modem equipment and 
systems than had been attempted any
where. It took a lot of work and dedica
tion and persistence and, yes, faith to get 
BART going, but we stuck to it and 
gradually solved the problems.

Today BART is regarded as a leader 
in the field of public transit, a model for 
other systems, and we’re just on the 
brink of providing the best service we’ve 
ever been able to offer.

Take a look at the e.xisting system 
and at the projects aimed at increasing 
BART’s capacity. The new K-E third line through 
Oakland is completed. We’re already seeing the ef
fects and benefits. Our Daly City project is right on 
schedule and we’ve almost finished with the testing of

the C-Car prototypes. The new car-bome Automatic 
Train Control system, which is the most advanced 
system of its kind, will dramatically reduce service 

dismption when installed on all of
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EART’s cars.
Financially, too, we’re in strong shape. When 

interest rates dropped, we refinanced a portion of the 
bonds we had issued in 1982 to pay for the C-Cars, and

the A-1 rating the new bonds received tells you 
something about how the financial markets view us. 
Our decision to refinance was certainly pmdent. My 
colleagues and I, after very careful smdy, voted an 

increase in fares to keep the system 
financially solvent at a time when federal 
and state funding for transit is on the 
decline. I regard that also as a pmdent 
decision.

I have always favored the extension 
of BART’s system. Three years ago the 
Board adopted my proposed extension 
policy and now we’re in the first stages 
of reaching out to Antioch, Pittsburg, 
southern and eastern Alameda County— 
and now that it’s possible to see it in the 
future—to Santa Clara and San Mateo 
counties.

For the future, I see BART as the 
spine of a truly regional transportation 
system. There is solid evidence all around 
us of cooperation and support. The dawn 
is breaking on a time of expanding ser
vice, mutual coordination by separate 
transportation agencies and increasing 
awareness by people of the advantages of 
up-to-date, safe and fast public transit. 

That’s a perspective of which I am tmly proud!

Nello Bianco, President 
Board of Directors
San Francisco Bay Area 
Rapid Transit District, 1986
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KE Track
^ I ' he opening for passenger service in March of a 
J_ third mainline track through downtown Oakland 

provided BART with the capability for smoother 
peak-hour service, more efficient car storage and, 
during service disruprions, better order and movement 
of trains.

The 1.5-mile KE track, beginning east of the 
Oakland West Station and extending in a tunnel from 
Washington Street to 23rd Street, conneas three of 
BART’s four routes at one of the sys
tem’s busiest convergent points. During 
construction of the KE track, all trains 
moving through the area were operated 
manually, at slower speeds than is possi
ble under automatic control. The open
ing of the new track, which cost S25.4 
million to construct, resulted in a return 
to fuU-speed automatic train operations 
between the MacArthur and 19th Street 
stations, reducing train delays and pro
viding an improvement in on-time ser
vice for passengers.

The new track includes sidings in 
Oakland which allow trains to be stored 
during off-peak hours. Before the com-- 
pletion of the KE projea, cars in use 
during the morning commute service 
were routed to East Bay storage yards 
during the day and then returned from 
the yards to peak passenger service in the 
afternoon. Operating savings of about ;*|
$350,000 a year are expected to result 
from the new KE project’s storage capability.

C-CARS
T) igorous testing of four prototype C-Cars was 
Xv begun during the year, paving the way for the 
first delivery of production models in the spring of 
1987.

The cars are a key element of BART’s $519.7 
million capital improvement program to increase pas
senger capacity at peak hours. BART ordered 150

C-Cars in 1982 from a subsidiary of Alsthom- 
Atlantique, based in France and considered a leading 
manufacturer of railroad equipment. More than 60 
percent of the components of the cars, however, will 
be supplied by American manufacturers.

The cars will not only provide additional passen
ger capacity, but addition^ flexibility in scheduling. 
They can be used as a lead car, a trailing car or a 
mid-car in a train.

The total cost of the C-Cars was originally 
estimated at $279.4 million, but revised estimates now.
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Byjune 30, 1986, 408 cars had been completely 
refurbished with new wall and ceiling liners, new floors 
and additional fire protection improvements, such as 
the installation of fire stops in the ceilings and walls. 
Special fire-retardant and insulation materials were 
placed between the car floor and undercar equipment, 
such as the electrical brake grids, to eliminate any 
danger from possible overheating.

To be certain of the fire resistance and effectiveness 
of the materials used in the Fire Hardening project, 
BART engaged in a unique test and evaluation prog

ram to verify the performance of the 
materials under actual fire conditions.
The results of these tests led to the 
development of the specifications for the 
vehicle fire-hardening project and assisted, 
the federal government in developing fire 
performance guidelines for transit vehicle 
design.

Extensions

emmm’M.

based on management efficiencies and less than antici
pated inflation, put the total costs at $241.5 million, a 
savings of $37.5 million. BART’s share of the revised 
total is approximately $89 million. Federal and state 
funds and local bridge tolls will provide the balance.

Vehicle Fire Hardening
A Imost completed at the end of BART’s operating 

TV year was a $20.7 million projea to sharply reduce 
the flammability of all the system’s 440 passenger cars.

iKsSaSs-1 r

O teps were taken to extend BART
service to additional communities in 

Alameda and Contra Costa counties and 
to areas outside the current three-county 
Distria in San Mateo and Santa Clara 
counties.

BART continued to acquire land for 
planned future stations and worked dur
ing the year with local, regional, state and 
federal officials on efforts to extend 
BART’s rail lines.

Following the overwhelming 
approval by San Mateo County voters on November 
5, 1985, of a one-station BART extension into their 
county, BART began discussions with county officials 
for coordinated planning of a Colma Station.
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Daly City Turnback
’ I ' he Daly City Turnback and Yard project, a key 
-L component in BART’s efforts to expand its 

passenger-carrying capacity, reached the two-thirds 
completion mark by the end of the operational year.

The Turnback consists of three tracks extending 
south for 1.5 miles from the Daly City Station. The 
tracks will allow train controllers to turn trains back to 
East Bay stations faster than is now possible. BART’s 
objective is to provide trains during peak hours at a 
frequency of 2.25 minutes, compared to 
the airrent maximum frequency of 3.75 
minutes.

The Turnback capability, when the 
project is completed in 1988, will be a 
factor in allowing BART to evenmally 
operate in excess of 57 trains at one time 
on the system, compared with the cur
rent limit of 49 trains.

The storage yard at Daly City, with 
a capacity of 165 cars, will eliminate the 
need to return empty cars to East Bay 
storage yards after the morning and 
evening comute hours. BART estimates 
a saving of $1.4 million a year through 
the elimination of the empty or virtually 
empty return mns. A maintenance shop 
win also be built in the storage yard, 
providing additional savings and flexibil
ity as the cars will no longer have to be 
brought back to the East Bay shops for 
repair.

The entire Turnback and Yard proj- ’ ■ 
ect, estimated to cost $150 million, is scheduled for 
completion during the first quarter of 1988.

Safety Record
T) art’s enviable record for passenger safety con-

tinned during the year. Since September, 1972, 
when BART’s first paying passenger stepped aboard a 
train, the system has carried more than 560 million 
people 7.4 billion passenger miles without a single 
passenger fatality.

That record reflects the strong priority given to 
passenger safety by BART, beginning with the Board 
of Directors and extending through all levels of person
nel. An on-going safety audit program is maintained to 
insure continued compliance with all BART safety 
procedures and guideHnes.

Coop-Emergency Programs
TD ART continued to conduct emergency and safety 
-U procedures programs during the year, providing

Platform Edge Warning
A fter extensive testing at four stations of various 

tactile warning tiles, BART engineers selected a 
brightly colored tile material for installation throughout 
the system.

Tested at the Lake Merritt Station in Oakland, the 
seleaed tile is designed to alert passengers, particularly 
those who are blind or vision-impaired, that they are 
near the edge of the platform. The project is scheduled 
for completion in October, 1987.
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1 ■' he upgrading of BART’s radio 
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training for BART personnel and nearly 650 firefight
ers and emergency medical personnel from 13 localities 
throughout the system.

The object of the program is to assure prompt 
and coordinated action, well planned and tested in ad
vance, to handle emergencies. The programs include 
familiarization tours of BART vehicles, stations and 
underground facilities, smoke-movement drills and 
simulated derailments and fires.

COM, was completed during the year at 
a cost of $3.7 million. The project in
cluded additional radio facilities, entailing 
a separate frequency for BART storage ' 
and maintenance yards and a dedicated 
channel for fire department use in all 
subway areas. The project also included 
the purchase of additional portable radios 
or upgrading existing portable radios for 
the San Francisco, Oakland, Berkeley, 
and Orinda fire departments.

Promotional
T) romotional efforts and special train 
IT scheduling were continued through
out the year to encourage the use of BART 
to attend parades, holiday celebrations, 

commemorative festivities, sporting events, fairs 
and concerts. Also, a major off-peak marketing effort 
which began in May, 1985 was continued through 
December, 1985. The campaign, called “BART Goes 
Shopping Too!” was targeted for shoppers.

New weekday ridership records were set on 
September 18 and 19 in conjunction with two concerts 
at the Oakland Coliseum. Ridership was 238,866 the 
first day of the concert, topped by 240,292 trips the 
second day. About one-fourth of the 100,000 people 
attending the concerts used BART for transportation.
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Financial Statements
The Board of Directors
San Francisco Bay Area Rapid Transit l^istrict

We liave examined the balance sheet of San Francisco Bay Area Rapid Transit District as of |une 
30. 10S6and 1985, and the related statements of operations, changes in net capital investment, changes 
in financial position, and revennes, expenditures and fund balances of debt service funds for the years 
then ended. Our examinations were made in accordance with generally accepted auditing standards 
and, accordingly, included such tests of the accounting records and such other auditing procedures as 
we considered necessary in the circumstances.

In our opinion, such financial statements present fairly the financial position of San Francisco Ba v 
Area Rapid Transit District as of June 30, 1986 and 1985. and the results of its operations and the 
changes in its financial position for the vears then ended, in conformity with generally accepted 
accounting principles applied on a consistent basis.

STATEMENT OF OPERATIONS
Years Ended June 30, 1986 and 1985 (In Thousands)

September 5. 1986

BALANCE SHEET
June 30,1986 and 1985 (In Thousands)

San Francisco, California

ASSETS
Cash (including lime deposits —

1986, $24,528; 1985, $24,800)
Securities
Securities representing reserves 
Deposits, notes and other receivables 
Construction in progress 
Facilities, property and equipment — at cost

(less accumulated depreciation and amortization- 
1986, $350,550; 1985, $316,929)

Materials and supplies — at average cost 
Debt service funds, net assets

LIABILITIES AND CAPITALIZATION
Notes payable 
Payroll and other liabilities 
Unearned passenger revenue 
Debt service funds

Capitalization:
Reserves
General Obligation Bonds 
Sales Tax Revenue Bonds 
Net capital investment

1986 1985

$ 26,016 
278,437 

32,223 
93,051 

119,390

$ 26,349
172,693 
32,939 
59,997 
87,960

1,301,209
14,279
25,510

1,298,582 
13,065 
18,236

$1,890,115 $1,709,821

$ 67,655
61,917 

1,577 
25,510

$ 26,450
52,135 

1,384 
18,236

156,659 98,205

32,223
504,905
145,000

1,051,328

32,939
537,725
64,510

976,442

1,733,456 1,611,616

$1,890,115 $1,709,821

Operating revenues:
Fares
Less discounts and other deductions

Other
Investment Income

Total operating revenues

Operating expenses: 
Transportation 
Maintenance 
Police services 
Construction and engineering 
General and administrative

Less capitalized costs

Net operating expenses

Operating loss before 
depreciation expense 

Depreciation (unfunded):
Of assets acquired with own funds
Of assets acquired with grants and contributions by others

Total depreciation

Operating loss 
Financial assistance:

Transactions and use tax
Property tax
Stale
Transportation Development Act of 1971 
Debt service allocations 
Capital allocations

Total financial assistance

Net loss

Depreciation of assets acquired with grants and 
contributions by others

Net loss transferred to accumulated deficit

Reconciliation to net funded deficit:
Operating loss before depreciation expense 
Deduct financial assistance

Funded excess of expenses over revenues

1986 1985

$ 80,898 $ 74,108
7,846 6,640

73,052 67,468
4,022 1,395
4,997 5,453

82,071 74,316

60,658 53,923
63,170 58,041

8,601 8,025
5,597 4,98^

29,497 27,177

167,523 152,151
6,629 5,007

160,894 147,144

78,823 72,828

17,940 17,026
16,411 13,340

34,351 30,366

113,174 103,194

84,231 81,055
6,757 5,733
1,826 3,646

564 500
(11,566) (8,221)

(3,000) (10,301)

78,812 72,412

34,362 30,782

16,411 13,340

$ 17,951 $ 17,442

$ 78,823 $ 72,828
78,812 72,412

$ 11 $ 416

The accompanying notes are an integral part of these financial statements.

Integrated Control System
' I ' he implementation of BART’s new Integrated 
J- Control System (ICS), designed to boost from 49 

to at least 57 the number of trains in operation at one 
time, continued during the year.

The ICS, which eventually will replace BART’s 
current train control computers, is budgeted at $31.8 
million, 80 percent of which wiIJ be funded by the 
Urban Mass Transportation Administration. The proj
ect is scheduled for completion in October, 1987.

New computers for the ICS are 
already in place and work is also under 
way on software design and production, 
testing and integration of the airrent and 
new control systems.

Joint Development
T3 ART moved forward on several 
1 J joint development projects, includ

ing a plan for a hotel and office facilities at 
the Pleasant Hill Starion. The Pleasant 
Hill project, which has been under con
sideration for four years, is expected to 
be a source of revenue to BART, as well 
as a generator ofjobs and taxes to local 
governments.

Additional projects, now in various 
stages of development, are planned in 
Concord, Daly City and Oakland.

Access

realigning routes onto freeways, extending the routes 
to the new park and ride facilities and providing more 
frequent service. An agreement was reached with the 
Alameda-Contra Costa Transit District, under which 
BART paid $5.5 million to AC Transit to underwrite 
the costs of feeder service bus routes to BART stations. 
BART’s efforts to modify starion elevators continued, 
providing more convenient access for handicapped 
passengers. The project includes the installation of card 
readers, intercoms, closed circuit television, new call 
buttons and the lowering of control panels.

sengers on crowded platforms in downtown San 
Francisco stations.

BART police officers, who have full peace 
officer’s authority and responsibility, patrol the system 
on foot to cover the stations and trains and in patrol 
cars to cover the parking lots and other District 
property.

Considering the number of passengers using the 
system, BART has an enviably low crime rate and 
efforts will continue to keep it at this level

tmim

aiiipii™

Financial

T ' he general decline of interest rates 
offered an opportunity during the

' I ' o make it easier and more convenient for people 
-L to reach BART stations and use the trains, BART 

added 1,635 parking spaces at six locations and was 
nearing completion of another 443 spaces at the end of 
the fiscal year.

In May, following a 5-year lease agreement with 
the U.S. Navy, construction began on the North 
Concord/Martinez park and ride project, which is 
scheduled for completion by the end of 1986 and will 
provide 538 spaces.

BART also improved its express bus service by

BART Police
T) rofessionalism and vigilance are the watchwords 
IT for BART’s police force, which is charged with 
the protection of passengers and property on all trains, 
at 34 stations, in parking lots and other District 
property.

During the year, for example, BART plainclothes 
officers worked with their counterparts from the San 
Francisco Police Department to apprehend professional 
pickpockets who were preying on unsuspecting pas-

year for BART to refinance a portion of 
the $65 million in revenue bonds origi
nally issued in 1982 to help pay for 
150 C-Cars. The refinancing is projected 
to generate an additional $75 million, 
earmarked for capital projects.

After extensive analysis and evalua
tion of alternatives, BART’s Board of 
Directors approved a system-wide fare 
increase averaging 30 percent, which 
went into effect on January 1, 1986. The 
increase resulted in minimum and max
imum one-way fares of 80 cents and 
$3.00. The additional funds generated by 
this increase will be used to cover operat
ing deficits and provide additional money 
for debt service and capital projects, in- 
cluduig expanded parlang.

BART also concluded an agreement 
with the Urban Mass Transportation Administration 
for full funding of the Daly City Turnback and Yard 
project.
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Performance Highlights
A nnual BART patronage declined by almost two 

million passengers from the prior year during the 
fiscal-year 1985-1986, but revenue increased by $5.5 
miUion, due to the 30 percent fare increase effective 
January 1, 1986.

and stations, and other income, was $82 million for 
FY 85-86, compared with $74.3 million for the pre
vious fiscal year.

BART’s farebox rario, reflecting the period of six 
months before the fare increase, was only 45.4 percent

BARF funded 51 percent of its total operating 
expenses, which amounted to $160.9 million for 
FY 85-86, from passenger fares and other operating 
revenue. Net passenger revenue for FY 85-86 
amounted to $73 million, compared to $67.5 million 
for FY 84-85. Total operating revenue, including 
$9 million in interest income, advertising in trains

for FY 85-86, below the previous year’s percentage of 
45.8. The ratio is expected to increase for FY 86-87 
with the higher fares in effect for a full year.

The operating rario, at 51 percent for FY 85-86, 
was slightly higher than the previous year’s 50.5 
percent. A continuing objective of the District is to 
fund approximately one-half of its net operating

expenses from operating revenues.
Net rail passenger revenue per passenger rrule for 

FY 85-86 was 9.6 cents, up from the previous year’s 
8.4 cents. Rail operating cost per passenger mile for 
FY 85-86 was 19.6 cents, compared with 17.3 cents

for FY 84-85, 4.3 percent above the bud
geted level of 18.8 cents.

BART passengers logged a total of 
58.9 million trips during FY 85-86, com
pared with 60.8 million for the previous 
year, and rode an average of 12.8 rrules 
for each trip during FY 85-86, compared 
with 13 miles the year before.

In addition to funds derived from 
passenger fares, interest income and 
advertising, BART received $84.2 mil
lion in revenues from 75 percent of the 
one-half cent transit sales tax in the three 
BART counties, $2.4 million in State 
Transportation Development Act (TDA) 
funds and State Transit Assistance (STA) 
and $6.8 million in property tax as its 
share of the one percent maximum prop
erty tax available to all local governments.

Directors were once again able to ' 
reduce the property tax BART levies for 
repayment of the general obligation 
bonds approved by voters in 1962 for 

construaion of the system. Directors set a tax rate of 
5.08 cents per one hundred dollars of assessed value, 
down from 5.72 cents the previous fiscal year. The - 
property tax generated revenues of $51.5 million from 
property owners in Alameda, Contra Costa and San 
Francisco counties, the three counties making up the 
District.



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30,1986 and 1985 (In Thousands)

Depreciation
and

Retirements 
of Assets

Balance, July 1,1984
Net loss for the year 
Proceeds from grants and contributions 
Depreciation of assets acquired with grants and 

contributions by others 
Interest on capital 
Increase in operating reserve 
Increase in construction fund reserve 
Decrease in system completion reserve 
Decrease in system improvement reserve 
Bond principal

Balance, June 30,1985
Net loss for the year 
Proceeds from grants and contributions 
Depreciation of assets acquired with grants and 

contributions by others 
Interest on capital
Cost of 1982 Sales Tax Revenue Bonds defeasance
Capitalization of interest
Increase in operating reserve
Increase in construction fund reserve
Decrease in system completion resen/e
Decrease in system improvement reserve
Bond principal

Balance, June 30,1986

Property
Tax

Transactions
and

Use Tax

Grants
and

Contributions

Acquired With 
Grants and Contributions 
by Others

Accumulated
Deficit

Interest
on

Capital

Capitalization
of

Interest Reserves

Net
Capital

Investment

$235,515 $150,000 $642,939 ($111,779) ($160,511) $182,857 $- ($34,684) $ 904,337

— — — — (17,442) — — — (17,442)
— — 45,955 — — — — — 45,955

— — — (13,340) — — — — (13,340)
— — — — — 23,937 — — 23,937
— — — — — — — (400) (400)
— — — — — — — (350) (350)
— — — — — — — 1,409 1,409
— — — — — — — 1,086 1,086
30,760 490 — — — — — — 31,250

266,275 150,490 688,894 (125,119) (177,953) 206,794 — (32,939) 976,442

— — — — (17,951) — — — (17,951)
— — 63,038 — — — — — 63,038

— — — (16,411) — — — — (16,411)
— — — — — 25,393 — — 25,393
— — — — (1,748) (2,846) — (4,594)
— — — — — — (8,670) — (8,670)
— — — — — — — (100) (100)
— — — — — — — (331) (331)
— — — — — — — 457 457
— — — — — — — 690 690
32,820 545 — — — — — — 33,365

$299,095 $151,035 $751,932 ($141,530) ($197,652) $229,341 ($8,670) ($32,223) $1,051,328

The accompanying notes are an integral part of these financial statements.

NOTES TO FINANCIAL STATEMENTS 

1 — Summary of Significant Accounting Policies 

Description of District
The San Francisco Bay Area Rapid Transit District is a public 
agency created by the legislature of the State of California in 
1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended. The District does not have 
stockholders or equity holders and is not subject to income tax. 
The disbursement of all funds received by the District is 
controlled by statutes and by provisions of various grant 
contracts entered into with Federal and State agencies.
Securities
As a matter of policy, the District holds investments until their 
maturity and, accordingly, securities are carried at cost. At 
June 30,1986, market value exceeded cost by $12,646,000. At

June 30, 1985, market value exceeded cost by $9,331,000. 
The face value of securities exceeded cost at June 30, 1986 
and 1985,
Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Deprecia
tion is calculated using the straight-line method over the, 
estimated useful lives of the assets. The amount of depreciation 
of assets acquired with District funds is distinguished from 
depreciation of assets acquired with grants and contributions 
by others. The latter amount is shown on the statement of 
changes in net capital investment with the related grants and 
contributions.

Federal and State Grants
The District receives amounts from both Federal and State

governments to assist in operations and for capital or other 
projects. Grants for capital and other projects are recorded as 
additions to net capital investment on receipt. Grants for 
operating expenditures are included as financial assistance in 
the statement of operations.

Sales Tax Revenue
The one-half percent transactions and use tax is collected and 
administered by the State Board of Equalization. Of the amounts 
available for distribution, 75% is transmitted directly to the 
District’s appointed trustee for the purpose of paying bond and 
note interest, principal and expenses. Monies not required for 
these purposes are transmitted to the District. The District 
records the total taxes received as transactions and use tax and 
the amount retained by the trustee as special deposits and debt



STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30,1986 and 1985 (In Thousands)

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30,1986 and 1985 (In Thousands)

Cash and securities (used) provided by:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash: 

Depreciation of assets acquired with 
own funds

Cash and securities (used) 
by operations

Decrease in materials and supplies 
Issuance of Sales Tax Revenue Bonds 
Issuance of Sales Tax Anticipation Notes 
Issuance of Grant Anticipation Notes 
Contributions from U.S. Government grants 

and others
Increase in payroll and other liabilities 
Increase in unearned passenger revenue 
Interest on capital

Total cash and securities provided

Cash and securities applied to:
Increase in deposits, notes 

and other receivables 
Increase in construction in progress 
Additions to facilities, property and equipment 
Additions to materials and supplies 
Defeased Sales Tax Revenue Bonds 
Matured Sales Tax Anticipation Notes 
Matured Grant Anticipation Notes 
Decrease in unearned passenger revenue 
Cost of 1982 sales tax revenue bond 

defeasance
Capitalization of interest

Total cash and securities applied 
Increase in cash and securities

1986 1985

($ 17,951) ($ 17,442)

17,940 17,026

(11) (416)
— 69

145,000 —21,775 19,860
45,025 10,900

63,038 45,955
9,782 7,197

193 —25,393 23,937

310,195 107,502

33,054 14,494
31,430 20,769
36,978 36,570

1,214 —63,965 —19,860 16,000
5,735 4,310

— 48

4,594 _8,670 —
205,500 92,191

$104,695 $ 15,311

NOTES TO FINANCIAL STATEMENTS (Cont’d)

1 — Summary of Significant Accounting Policies (Cont’d)

service allocations upon receipt of the net amount. The State Board of Equalization 
estimates that transactions and use tax revenues for the period April 1,1986 to June 30, 
1986 will be approximately $19,305,000. Of this amount, $5,791,500 had been received 
and recorded by the District. Comparable figures for 1985 were $18,169,000 and 
$5,451,000 respectively.
Property Tax Revenues
The District receives property tax revenues to service the debt requirements of the 
General Obligation Bonds and records these revenues in the debt service funds. It also

Year Ended June 30,1986
Year Ended 

June 30,1985
General Sales Tax Sales Tax Grant

Obligation Revenue Anticipation Anticipation
NotesBonds Bonds Notes Combined Combined

Revenues:
r

Property tax $55,022 $- $- $4 $ 55,022 $53,837
Bond proceeds
Accrued interest from — 75,920 75,920 —

bond sale — 873 — — 873 —
District deposits for 1 i

principal payments — — 21,775 17,097 38,872 27,455
District deposit to

Debt Service
Reserve Account — — — — — 473

Allocations from District
revenues — 10,387 1,179 — 11,566 8,221

Interest
Interest transferred

2,089 1,212 477 1,017 4,795 3,485

from District — — — 1,365 1,365 493

57,111 88,392 23,431 19,479 188,41:3 93,964
Expenditures: 1

Assets transferred 1to Trustee for i
1982 Sales Tax
Revenue Bonds

1 i
defeasance — 66,626 — — 66,626 —

Interest 21,754 6,254 1,396 1,365 30,769 30,896
Principal 32,820 545 19,860 5,735 58,960 51,560
Service expense
Interest transmitted

28 6 — 34 7

to District — 1,269 809 ; 262 2,340 1,959

54,574 74,722 22,071 7,362 158,729 84,422

2,537 13,670 1,360 12,117 29,684 9,542
Balance, beginning of year 12,737 10,618 21,524 3,282 48,161 38,619

Balance, end of year $15,274 $24,288 $22,884 $15,399 $77,845 $48,161

Represented by:
f

Cash (including ; i

time deposits—
1986, $1,499;
1985, $-0-) $ 2,141 $- s-

i i
$ 2,14l $ 12

Securities 11,330 — — — 11,330 11,061
Taxes and interest receivable 1,803 — —

} 1,803 1,664
Assets with fiscal agent — 24,288 22,884 15,399 62,571 35,424

$15,274 $24,288 $22,884 $15,399 $ 77,845 $48,161

The accompanying notes are an integral part of these financial statements.



NOTES TO FINANCIAL STATEMENTS (Cont’d)

1 — Summary of Significant Accounting Policies (Cont’d)

receives an allocation of property tax revenues to provide for 
genera: and administrative expenses not involving construction, 
although such revenues may be used for construction if needed. 
The District records this property tax allocation as financial 
assistance.
Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as 
an increase in net capital investment to recognize that this 
interest should be directly associated with the capital which 
gives rise to the interest and which is not available for current 
operations.

In accordance with this policy, management allocated to 
net capital investment $15,941,000 of interest revenue earned 
on assets held in the General Operating Fund but which related 
to capital projects.
Self-Insurance
The District is largely self-insured for worker’s compensation, 
general liability claims, and major property damage. The District 
records the costs of self-insured claims and major property 
damage when they are incurred.
Capital Allocations
The Board of Directors allocates a portion of unrestricted 
financial assistance and general fund revenues to net capital 
investment for capital projects.
Capitalization of interest
The District capitalizes certain interest revenue and expendi
tures related to tax free borrowings in accordance with Financial 
Accounting Standards 62. The net effect for the fiscal year 
ending June 30, 1986 of these capitalizations is to decrease 
construction in progress by $8,670,000 representing excess 
interest revenue from applicable borrowings over interest 
expenditures.
Debt Service
The District accounts for the debt service funds on the cash 
basis whereby expenditures are not recognized until resources 
are allocated and cash is spent. Hence, interest expense is not 
recognized until the payment is made.
2—Reserves

Securities are separately classified on the balance sheet to 
reflect designation by the Board of Directors of a portion of the 
District’s capitalization as reserves for the following purposes:

------- (in thousands)--------

3 — Facilities, Property and Equipment (In Thousands)

1986 1985

Basic System Completion $10,421 $10,878
System Improvement 6,371 7,061
Construction 2,931 2,600
Self-Insurance 9,000 9,000
Operating 3,500 3,400

$32,223 $32,939

Facilities, property and equipment, assets lives, and ac
cumulated depreciation and amortization at June 30, 
1986 and 1985 are summarized as follows:

Land
Improvements
System-wide operation and control 
Revenue transit vehicles 
Service and miscellaneous equipment 
Capitalized construction and start-up costs 
Repairable property items

4—General Obligation Bonds

Lives
(Years)

1986 1985

Cost

Accumulated
Depreciation

and
Amortization Cost

Accumulated
Depreciation

and
Amortization

— $ 135,325 $- $ 122,209 $
80 1,088,998 165,854 1,082,053 152,259
20 125,581 61,823 118,835 55,735
30 164,598 65,241 159,408 57,120

3 to 20 24,357 14,079 21,976 11,858
30 105,217 40,874 103,557 37,519
30 7,683 2,679 7,473 2,438

$1,651,759 $350,550 $1,615,511 $316,929

(In Thousands)

1962 District Bonds 
1966 Special Service 

District Bonds

In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million of 
General Obligation Bonds. Payment of both principal and 
interest is provided by the levy of District wide property 
taxes. During 1966, City of Berkeley voters formed 
Special Service District No. 1 and authorized the issuance 
of $20.5 million of General Obligation Bonds for construc
tion of subway extensions within that city. Payment of both 
principal and interest is provided by taxes levied upon 
property within the Special Service District. Bond principal 
is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15 from debt 
sen/ice funds. Interest of $9,996,000 on General Obliga
tion Bonds and $148,000 on Special Service District No. 1 
Bonds is payable on December 15,1986.
5—Sales Tax Revenue Bonds

Composite
Interest

Rate

Year
1 ACf

1986 1985
uasi
Series

Matures
uriginai Amount Due in

1 Year
lo inAuthorized Issued Total UU6 In

1 Year Total

3.93% 1999 $792,000 $792,000 $34,225 $498,175 $32,400 $530,575

4.38% 1998 20,500 12,000 440 6,730 420 7,150

$812,500 $804,000 $34,665 $504,905 $32,820 $537,725

The following is a schedule of principal repayments required under 
General Obligation Bonds as of June 30,1986 (in thousands):

Year Ending
June 30

1962 District Bonds

1966
Special Service 
District Bonds Total

1987 $ 34,225 $ 440 $ 34,665
1988 36,250 460 36,710
1989 38,400 480 38,880
1990 40,200 500 40,700
1991 33,700 520 34,220

Later years 315,400 4,330 319,730
$498,175 $6,730 $504,905

(In Thousands)
1986 1985

Year 
Last 

Series
Matures Authorized

Original Amount

Issued Defeased Due in 
1 Year Total Due In 

1 Year Total

1969 Sales Tax Revenue Bonds 
1982 Sales Tax Revenue Bonds 
1985 Sales Tax Revenue Bonds

1977 $150,000 $150,000 $ — $
2008 65,000 65,000 63,965 $
2011 145,000 145,000 —

$ — $ — $ —
$ — 545 64,510

145,000 —
S360 000 $360,000 $63,965 $ — $145,000 $545 $64,510



NOTES TO FINANCIAL STATEMENTS (Cont’d)

5—Sales Tax Revenue Bonds (Cont’d) 7—Grant Anticipation Notes (Cont’d)

The 1969 Legislature of the State of California authorized 
the District to impose a one-half percent transactions and 
use tax within the District and issue Sales Tax Revenue 
Bonds totaling $150 million. The State Legislature later 
extended the tax to June 30, 1978 and authorized the 
District to issue bonds totaling $24 million to be used for 
operations. Payment of these Sales Tax Revenue Bonds 
was completed by June 30,1978.

On September 30, 1977, the Governor signed 
legislation which extended the transactions and use tax 
indefinitely. The tax is collected and administered by the 
State Board of Equalization. Of the amounts available for 
distribution, 75% is allocated to the District and 25% is 
allocated by the Metropolitan Transportation Commission 
to the District, the City and County of San Francisco, and 
the Alameda-Contra Costa Transit District for transit 
services on the basis of regional priorities established by 
the Commission.

In October 1982, the District issued revenue bonds 
totaling $65 million to pay a portion of the cost of 
acquisition of 150 rail transit vehicles and related automa
tic train control equipment for use in the District’s existing 
rapid transit system. The 1982 Bonds were special 
obligations of the District payable from and secured by a 
pledge of revenues, including certain sales tax revenues, 
all passenger fares and certain property tax revenues. 
Bond coupon rates ranged from 7% to 10% depending 
upon the various maturity dates.

In November 1985, the District issued revenue 
bonds totaling $145,000,000 to refund and defease 
$63,965,000 outstanding principal amount of the bonds 
issued in 1982, and to finance certain system improve
ments. The system improvements currently planned or 
undenway include acquisition of 150 rail transit vehicles 
and associated capacity increase projects, new park
ing facility construction and improvements to existing 
lots, land and right-of-way acquisitions, enhancements to 
train performance systems, and system route extension 
studies.

The District recognized $4,594,000 as a cost of 
defeasance in the statement of changes in net capital 
investment representing the difference between the book 
value of the bonds net of unamortized discount less the 
amount transferred to the trustee.

The 1985 Bonds are special obligations of the District 
secured by a pledge of the sales tax revenues and are 
payable from revenues, including all sales tax revenues, 
all passenger fares, certain property tax revenues, and 
certain interest, grants, and other income. Bond interest 
rates range from 6.40% to 9.00% depending upon the 
various maturity dates. The bonds maturing on or after 
July 1,1996 are redeemable prior to maturity at the option 
of the District beginning July 1, 1995 on various dates 
at prices ranging from 103% to 100%. The bonds matur

ing July 1, 2004 and July 1, 2011 are also subject to 
redemption prior to maturity on or after July 1, 1998 and 
July 1,2005, respectively, at 100%.

Taxes collected by the State Board of Equalization 
are transmitted directly to the appointed trustee for the 
purpose of paying bond interest semiannually on July 1 
and January 1, principal annually on July 1 and expenses 
of the trustee. Monies not required for these purposes are 
transmitted to the District. Additionally, the trustee retains 
amounts needed for the payment of principal and interest 
on $21,775,000 Sales Tax Anticipatioin Notes maturing 
on August 1, 1986 (see Note 6). Taxes received by the 
trustee during the current fiscal year were $84,231,000 of 
which $33,341,000 was retained by the trustee for the 
above purposes and $50,890,000 was transmitted to the 
District. The District records the total taxes received as 
transactions and use tax and the amount retained by the 
trustee as special deposits and debt service allocations 
upon receipt of the net amount.

Interest of $8,379,000 on 
the 1985 Bonds is payable on 
July 1,1986. The first principal 
payment of $1,885,000 is due 
July 1,1989.

The following is a sched
ule of principal repayments 
required under Sales Tax 
Revenue Bonds as of June 
30,1986 (in thousands): —(at right).

Year Ending 
June 30

1985
Sales Tax Revenue 

Bonds

1987 $ —
1988 —1989 —1990 1,885
1991 2,070

Later years 141,045

$145,000

6—Sales Tax Anticipation Notes

The District issued subordinated Sales Tax Anticipation 
Notes amounting to $19,860,000 in July 1984. These 
notes matured on July 1,1985 and were paid along with 
interest of $1,396,000.

In July 1985, the District issued $21,775,000 in 
subordinated Sales Tax Anticipation Notes to provide 
interim financing to defray operating expenses payable 
from the General Operating Fund of the District, in 
anticipation of the receipt of taxes, revenue and other 
monies to be received during or allocable to fiscal year 
1985-86. The notes mature on August 1, 1986 with 
interest of $1,179,000.
7—Grant Anticipation Notes

In July 1984, the District sold $10,900,000 in Grant 
Anticipation Notes to provide interim financing for certain 
expenditures prior to the receipt of certain anticipated 
revenues. The notes, which mature on various dates from 
May 1, 1985 through January 2, 1987, bear interest at 
rates ranging from 7.00% to 8.15%. Notes in the amount 
of $10,045,000 have matured leaving $855,000 outstand
ing at June 30, 1986.

In November, 1985, the District sold an additional $45,025,000 in Grant 
Anticipation Notes. These notes mature on January 31,1988, March 1,1988, 
and May 1,1988, and bear an interest rate of 6.50%.
8—U.S. Government Grants—Capital

The U.S. Government, under grant contracts with the District, provides 
financial assistance for capital, projects. Grants for capital projects are 
recorded as additions to net capital investment when received. A summary of 
Urban Mass Transportation Administration Grants in force at June 30,1986 is 
as follows: ------- (in thousands)--------

Type of Grant

Beautification
Demonstration
Capital

Maximum
Grant

$ 1,961 
13,355 

575,137

Funds
Received

$ 1,961 
13,335 

410,763
$590,453 $426,059

9—Litigation and Disputes with Contractors and Others

The District is involved in various lawsuits, claims and disputes, which for the 
most part, are normal to the District’s operations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District’s financial position or operations.
10 — Public Employees’ Retirement System

The District contributes to the F*ublic Employees’ Retirement System. The 
System is a contributory pension plan providing retirement, disability, and 
death benefits to employees of certain state and local governmental units. 
Substantially all full-time employees of the District are covered by the 
System. Pension costs of the system are determined actuarially and required 
contributions are expensed currently. Pension expense was $8,513,000 and 
$8,032,000 in 1986 and 1985, respectively.
11 — Deferred Compensation Plan

The District has deposited funds with a custodian pursuant to the District’s 
deferred compensation plan. These deposits together with earnings had a 
market value of $24,098,000 as of June 30,1986. This amount is reflected on 
the balance sheet in deposits, notes and other receivables and in payroll and 
other liabilities.
12 — Debt Service Funds, Net Assets

The Debt Service Funds’ end-of-year balances include deposits made by the 
District for principai payments on notes and for the debt service reserve 
pertaining to Sales Tax Revenue Bonds. These amounts also appear on the 
balance sheet as deposits, notes and other receivables. The Debt Service 
Funds, net assets on the balance sheet have, therefore, been decreased by 
the amount of $52,335,000 at June 30, 1986 and $29,925,000 at June 30, 
1985.
13 — Subsequent Events

In July 1986, the District sold $18,950,000 in subordinated Sales Tax 
Anticipation Notes to defray operating expenses payable from the General 
Operating Fund of the District.



Where Funds Came From (In Thousands) How Funds Were Applied (In Thousands)

o
o
o
o

Transaction 
& Use Sales Tax
$84,231 46.26%
Fares
$73,052 40.12%
Property Tax
$6,757 3.71%
Other
$18,049 9.91%
• Investment Income 

and Other Operating 
Revenues
$9,019 4.95%

• State Financial 
Assistance
$1.826 1.00%

• Construction Funds 
$6,629 3.64%

• Regional Financial 
Assistance
$564 0.31%

• Decrease in 
Working Capital*
$11 0.01%

TOTAL
$182,089 100.00%

’Funded excess of expenses over revenues

OPERATING FUNDS
1985-86

O Maintenance 
$63,170 34.69% 

o Transportation 
$60,658 33.31%

® General Administration 
$29,497 16.20%

9 Police Services 
$8,601 4,73%

# Other
$20,163 11.07%
• Capital Allocations 

$3,000 1,65%
• Debt Service 

Allocations 
$11,566 6.35%

• Constructional 
Engineering 
$5,597 3.07%

TOTAL
$182,089 100.00%

$182,089,000

Source of Funds (In Thousands) Expenditures (In Thousands)

District
$10,707 13.21%

o Federal
$46,107 56.88%

o state
$13,885 17.13%

^ Local (including 
capital allocations)
$10,364 12.78%

O Construction
$49,888 61.54%
• Line

$48,690 60.06%
• Systemwide

$898 1.11%

TOTAL
$81,063 100.00%

• Support Facilities
$300 0.:0.37%

o Train Control 
$5,484 6.77% 

^ Communications 
$1,719 2.12% 
Transit Vehicles

% Miscellaneous Equipment
$4,317 5.32%
• Automatic Fare 

Collection 
$1,592 1,96%

• Management 
Information Systems 
$945 1.17%

• Support Vehicles 
$1,014 1.25%

• Other Equipment 
$766 0,94%

% Studies and Other

TOTAL
$81,063 100.00%

CAPITAL FUNDS
1985-86



Message from the General Manager
' ' hose of us charged with the responsibility for

BART’s operation must always keep in mind a 
vital quesrion. That question is, “Are we providing the 
services that people want?”

We know that many passengers use 
BART in the morning and afternoon on 
weekdays to get to and from work. We 
know that an increasing number of peo
ple also use BART to attend a variety of 
sporting, holiday and culuiral events. We 
know the trains have been too crowded 
in recent years to properly serve this 
growitig demand.

BART’s capacity expansion pro
gram, now about half-way along, will 
eventually enable us to meet the demands 
of the peak-travel periods with roughly 
twice the passenger capacity we have 
today. However, benefits will begin to 
appear from this program with the addi
tion of two peak-hour trains this fall.
Parking capacity has also been expanded 
this year and will be expanded further 
next year. That’s part of what BART 
nders want.

We also blow, however, that pat
terns of ridership change. Transbay travel '------------
may be temporarily flattening out, reverse commute 
trips in the region are growing and peak-hour travel 
patterns may be changing. We cannot ignore the fact 
that, begiiining in October, 1985, ridership on BART 
stopped growing, nor has it grown since the fare 
increase in January.

’i«ru’Wi! 'iMif

It’s obviously important for us to understand the 
changes that are taking place in job locations, popula
tions, community growth and transportation prefer- 

. ences so that we can adjust and provide
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services to meet the changing needs of existing and 
potential new passengers. It’s also important for us to 
continually strive to provide on-rime service, reliable 
equipment, clean trains and stations, friendly helpful 
employees, and all the other things, big or small, which 
we know that riders want.

The challenge to all of us at BART is to keep 
working on the many things that we biow the riders 
want. We must concentrate on providing the best 
current service we can, while at the same rime building
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wisely for the future. We at BART are committed to 
doing just that.

Keith Bernard
General Manager, BART
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System Information
Toial number of automobile 
parking spaces at BART Stations: 24,335 • 
(10*^0 of these parking spaces 
for mid-day parking)

Line Milesf
A Line—(Fremont to Lake Merritt) 23 Miles 
M Line—(Daly City to

Oakland West) 15 Miles
R Line—(Richmond to

MacArthur) 12 Miles
C Line—(Downtown Oakland to

Concord) 21.5 Miles
Total Miles 71 5 Miles

tAtt miles are calculated from the Oakland WYE

IIBIIIIII BART Express Bus 
# Parking
0 Preferential Carpool Parking 

BART Rail System 
BART First Phase Extensions

I In accordance with BART Exten
sion Policy adopted on February 
2.1984, stations outside the Dis
trict are subject to satisfactory 
cost-sharing arrangement.
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San Francisco Bay Area 
Rapicf Transit District (BART)
Headquaners ri dbwntown Oakland, California 
800 Maaison Street. RQ Bex 12688 
Oakland, CA 94604 - 2688 (415) 464 - 6000
Established in 1957 by the California State Legislature. 
Author^ to plan, finance, construct, and operate a rapid 
transit system
Gaveeriedl by a Board of Directors elected for four-year terms 
by i/olers in ni'e election districts within the counties of 
Alameda. Conira Costa and San Francisco.
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Board of Directors
Barclay Simpson
District 1
A member of the Board since 
1976 and Board 1-Vesident ui 
1977. Chairman of the Board, 
Simpson Company, San 
Leandro, and owner, Barclay 
Simpson Art Gallery, 
Lafayette. Lives m Orinda.

Nello Bianco
District 2
Board 1-Vesident 1986. 1980 
and 1975, and a member 
of the Board since 1969. 
Businessman. Former Rich
mond City Councilman. 
Lives in El Sobrante.

Arthur J. Shartsis
District 3
A member of the Board since 
1976 and Board l^csidcnt in 
1984. A San Francisco attor
ney. Lives in Oakland.

- -
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Margaret K. Pryor
District 4
A member of tlae Board since 
1980. Urban Affairs Consul
tant. Active in national and 
local transportation. Chair
person. APTA, Minority 
Affairs Committee. Lives in 
Oakland.

John Glenn
District 6
A member of the Board since 
1974. Chairperson, Engineer
ing and Operations Commit
tee, 1986. Board l^'csident, 
1982. Chairperson, Pohey 
Committee, Fremont-South 
Bay Corridor Study, 1986. 
Founder and President, [olin 
Glenn Adjusters and Admin
istrators. Organizer and 
Director of Civic Bank 
of Commerce. Lives in 
Fremont.
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Robert S. Allen
District 5
A member of the Board since 
1974. I’rcsident, 1983. Chair
person. Administration Com
mittee. 1986. Employed 27 
years in engineering and op
erations tor three major rail
roads. Livermore resident 
since 1958.

Wilfred T. Ussery
District 7
A member of the Board since 
1978 and Board lAesident in 
1985. Chairperson. Kiblic 
Affairs Access and Legislation 
Committee, 1986anci 198(1. 
An urban planner. Active in 
Bay Area civic organizations. 
Past National Chairperson, 
Congress of Racial Equality. 
19()7 to 1969. Lives in San 
Francisco.

Eugene Garfinkle
District 8
A member of the Board since 
1977, Board Vice lAesident in 
1986 and Board President in 
1982. A San Francisco attor
ney. Lives in San Franasco.

John H. Kirkwood
District 9
A member of the Board 
since 1974 and Board lAesi- 
dent in 1979. Chairperson, 
Engineering and Operations 
Comimttee, 1977 and 1978. 
Chairperson, IViblic Affairs, 
Access and Lgislation Com
mittee, 1981 and 1983. Ad
visory Board member, San 
Erancisco Planning and 
Urban Renewal (SPUR) 
Association. Lives in San 
Erancisco.



Message from the President
TV ^ y continuous service since 1969 on BART’s 
1VA Board of Directors, longer than any one else’s, 
gives me a unique perspective. I’m able to look back to 
the very beginnings of BART and re
member the problems and unforeseen 
difficulties we encountered in getting the 
system goiirg. But I’m also able to look 
ahead to the future and to the role that 
BART will increasingly play in regional 
transportation.

Yes, we had our problems in the 
beginning, believe me, but a lot of them 
were due to the fact that we were trying 
to put together a unique rapid rail sys
tem, with more modem equipment and 
systems than had been attempted any
where. It took a lot of work and dedica- 
rion and persistence and, yes, faith to get 
BART goii:g, but we stuck to it and 
gradually solved the problems.

in thejS,elcLoflpubLi&-tFansit.-3-mndfilTrar 
,Qthei:-S-vstems„and-w£=redtist:giTdTip* 
brink,Q£pr&-viding-therb<st:sEcvace-we^ve 
e,veLbeen-able-te-effer.'

T^e-aiook-at-the-existiHg-system 
itnd^^aeqjiajeasiairaedtatdnereasing 
BART^sicap^stw^hejaew-K-B-thirdditieithmugh 
Oakland is completed. We’re already seeing the ef- 
fects and'benefitsTOur Daly City project is right on 
schedule and welve-alnaGst-finished-wkh-th&jtest-iiTg-of

the£-GaHarQtQtv-pes.oThe new car-bome Automatic 
Train Control system, which is the most advanced 
system of its kind, will dramatically reduce service 

disruption when installed on all of

r I
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the A-1 rating the new bonds received tells you 
something about how the financial markets view us. 
Our decision to refinance was certainly prudent. My 
colleagues and I, after very careful study, voted an 

increase in_fares-m-lrFpp-rhp-'ry«;rpm-> 
fmanciallv-SQlvent-at-a-time-,»when federal 
and state funding for transit is on the 
decline. I regard that also as a prudent 
decision.

tiia.ve_al_waysTav,Qred,the_extension, 
^A-R£Es:system:5rhree years ago the 
Board adopted my proposed extension

■ ' ' of reaching out to i^60.#i,-Eittsburg.
policy and now we’re in the first stages

soy£bem-and::gast6CT^ajneda-GQunty—
and now that it’s possible to see it in the 
future — to Santa Clara and San Mateo 
counties.

For the future, I see BART as the 
spine of a truly regional transportation 
system. There is solid evidence all around 
us of cooperation and support. The^Swn 
isjareakingrorFa-tiTnerofxxpanding-sa:-
<>a(^mumal:ajDKliHatioivb^sepaFate
litanspQttatiQmagmdesimddncreasjng

■

BART’s cars.
Financially, too, we’re in strong shape. When 

interest rates dropped, we refinanced a portion of the 
bonds we had issued in 1982 to pay for the C-Cars, and

" tjp-to-dater:sa£e.-andrfast-publietransit. 
That’s a perspective of which I am truly proud!

^ f

f Nello Bianco, PresidenNello Bianco, President 
Board of Directors 
San Francisco Bay Area 
Rapid Transit District, 1986
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KE Track
' I ' he opening for passenger service in March of a 
X third mainline track through downtown Oakland 

provided BART with the capability for smoother 
peak-hour service, more efficient car storage and, 
during service disruptions, better order and movement 
of trains.

The 1.5-mile KE track, beginning east of the 
Oakland West Station and extending in a tunnel from 
Washington Street to 23rd Street, conneas three of 
BART’s four routes at one of the sys
tem’s busiest convergent points. During 
construction of the track, all trains
moving through the area were operated 
manually, at slower speeds than is possi
ble under automatic control. The open
ing of the new track, which cost $25.4 
million to construa, resulted in a return 
to fuU-speed automatic train operations 
between the MacArthur and 19th Street 
stations, reducing train delays and pro
viding an improvement in on-time ser
vice for passengers.

The new track includes sidings in 
Oakland which allow trains to be stored 
during off-peak hours. Before the com-- 
pletion of the KE project, cars in use 
during the morning commute service 
were routed to East Bay storage yards 
during the day and then returned from 
the yards to peak passenger service in the 
afternoon. Operating savings of about 
$350,000 a year are expected to result 
from the new KE projea’s storage capability.

C-CARS
13 igorous testing of four prototype C-Cars was 
X\ begun during the year, paving the way for the 
first delivery of production models in the spring of 
1987.

The cars are a key element of BART’s $519.7 
million capital improvement program to increase pas
senger capacity at peak hours. BART ordered 150

C-Cars in 1982 from a subsidiary of Alsthom- 
Atlantique, based in France and considered a leading 
manufacturer of railroad equipment. More than 60 
percent of the components of the cars, however, will 
be supplied by American manufacmrers.

The cars will not only provide additional passen
ger capacity, but additional flexibility in scheduling. 
They can be used as a lead car, a trailing car or a 
mid-car in a train.

The total cost of the C-Cars was originally 
estimated at $279.4 million, but revised estimates now.

lB|!l!l!i!l!
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based on management efficiencies and less than antici
pated inflation, put the total costs at $241.5 million, a 
savings of $37.5 million. BART’s share of the revised 
total is approximately $89 million. Federal and state 
funds and local bridge tolls will provide the balance.

Vehicle Fire Hardening
A Imost completed at the end of BART’s operating 

TV. year was a $20.7 million project to sharply reduce 
the flammability of all the system’s 440 passenger cars.

Byjune 30, 1986, 408 cars had been completely 
refurbished with new wall and ceiling liners, new floors 
and additional fire protection improvements, such as 
the installation of fire stops in the ceilings and walls. 
Special fire-retardant and insulation materials were 
placed between the car floor and undercar equipment, 
such as the electrical brake grids, to eliminate any 
danger from possible overheating.

To be certain of the fire resistance and effectiveness 
of the materials used in the Fire Hardening project, 
BART engaged in a unique test and evaluation prog

ram to verify the performance of the 
materials under actual fire conditions.
The results of these tests led to the 
development of the specifications for the 
vehicle fire-hardening project and assisted, 
the federal government in developing fire 
performance guidelines for transit vehicle 
design.

Extensions
O teps were taken to extend BART 
O service to additional communities in 
Alameda and Contra Costa counties and 
to areas outside the current three-county 
District in San Mateo and Santa Clara 
counties.

BART continued to acquire land for 
planned fumre stations and worked dur
ing the year with local, regional, state and 
federal officials on efforts to extend 
BART’s rail lines.

Following the overwhelming 
approval by San Mateo County voters on November 
5, 1985, of a one-station BART extension into their 
county, BART began discussions with county officials 
for coordinated planning of a Colma Station.
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Daly City Turnback
' i ' he Daly City Turnback and Yard project, a key 
A. component in BART’s efforts to expand its 

passenger-carrying capacity, reached the two-thirds 
completion mark by the end of the operational year.

The Turnback consists of three tracks extending 
south for 1.5 miles from the Daly City Station. The 
tracks will allow train controllers to turn trains back to 
East Bay stations faster than is now possible. BART’s 
objective is to provide trains during peak hours at a 
frequency of 2.25 minutes, compared to 
the current maximum frequency of 3.75 
minutes.

The Turnback capability, when the 
project is completed in 1988, will be a 
factor in allowing BART to eventually 
operate in excess of 57 trains at one time 
on the system, compared with the cur
rent limit of 49 trains.

The storage yard at Daly City, with' 
a capacity of 165 cars, will elinimate the 
need to return empty cars to East Bay 
storage yards after the morning and 
evening coniute hours. BART estimates 
a saving of $1.4 million a year through 
the elimination of the empty or viitually 
empty return nins. A maintenance shop 
will also be built in the storage yard, 
providing additional savings and flexibil
ity as the cars will no longer have to be 
brought back to the East Bay shops for 
repair.

The entire Turnback and Yard proj
ect, estimated to cost $150 million, is scheduled for 
completion during the first quarter of 1988.

Safety Record
'P> art’s enviable record for passenger safety con- 
-U tinned during the year. Since September, 1972, 
when BART’s first paying passenger stepped aboard a 
train, the system has carried more than 560 million 
people 7.4 billion passenger miles without a single 
passenger fatality.

That record reflects the strong priority given to 
passenger safety by BART, beginning with the Board 
of Directors and extending through all levels of person
nel. An on-going safety audit program is maintained to 
insure continued compliance with all BART safety 
procedures and guidehnes.

Coop-Emergency Programs
'D ART continued to conduct emergency and safety 
-U procedures programs during the year, providing

“.ys; linsT(»«oM

Ur HiM gurij *riGi^

QALY CITY TURNBACK «IT

trauiing for BART personnel and nearly 650 firefight
ers and emergency medical personnel from 13 localities 
throughout the system.

The object of the program is to assure prompt 
and coordinated action, well planned and tested in ad
vance, to handle emergencies. The programs include 
familiarization tours of BART vehicles, stations and 
underground facilities, smoke-movement drills and 
simulated derailments and fires.

Platform Edge Warning
A fter extensive testing at four stations of various 

tactile warning tUes, BART engineers selected a 
brightly colored tile material for installation throughout 
the system.

Tested at the Lake Merritt Station in Oakland, the 
seleaed tile is designed to alert passengers, particularly 
those who are blind or vision-impaired, that they are 
near the edge of the platform. The project is scheduled 
for completion in October, 1987.

RADCOM
' I ’ he upgrading of BART’s radio 
X communications systems, RAD

COM, was completed during the year at 
a cost of $3.7 million. The project in
cluded additional radio facilities, entailing 
a separate frequency for BART storage 
and maintenance yards and a dedicated 
channel for fire department use in all 
subway areas. The project also included 
the purchase of additional portable radios 
or upgrading existing portable radios for 
the San Francisco, OaUand, Berkeley, 
and Orinda fire departments.

Promotional
T) romotional ertbrts and special train 
XT scheduling were continued through
out the year to encourage the use of BART 
to attend parades, holiday celebrations, 

commemorative festivities, sporting events, fairs 
and concerts. Also, a major off-peak marketing effort 
which began in May, 1985 was continued through 
December, 1985. The campaign, caUed “BART Goes 
Shopping Too!’’ was targeted for shoppers.

New weekday ridership records were set on 
September 18 and; 19 in conjunction with two concerts 
at the Oakland Coliseum. Ridership v/as 238,866 the 
first day of the concert, topped by 240,292 trips the 
second day. About one-fourth of the 100,000 people 
attendmg the concerts used BART for transportation.
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Financial Statements
The Board of Directors
San Francisco Bay Area Rapid Transit District

We have examined the balance sheet of San Francisco Bay Area Rapid Transit District as of |une 
30, 1986 and 1985, and the related statements of operations, changes in net capital investment, changes 
in financial position, and revenues, expenditures and fund balances of debt service funds tor the years 
then ended. Our examinations were made in accordance with generally accepted auditing standards 
and, accordingly, included such tests of the accounting records and such other auditing procedures as 
we considered necessary in the cirrnmsrances.

In our opinion, such financial statements present fairly the financial position of San Francisco Bay 
Area Rapid Transit District as of June 30, 1986 and 1985, and the results of its operations and the 
changes in its financial position for the years then ended, in conformity with generally accepted 
accounting principles applied on a consistent basis.

September 5, 1986

BALANCE SHEET
June 30,1986 and 1985 (In Thousands)

San Francisco, California

ASSETS
Cash (including time deposits —

1986, $24,528; 1985, $24,800)
Securities
Securities representing reserves 
Deposits, notes and other receivables 
Construction in progress 
Facilities, property and equipment—at cost

(less accumulated depreciation and amortization- 
1986, $350,550; 1985, $316,929)

Materials and supplies—at average cost 
Debt service funds, net assets

LIABILITIES AND CAPITALIZATION
Notes payable 
Payroll and other liabilities 
Unearned pas.senger revenue 
Debt service tunds

Capitalization:
Reserves
General Obligation Bonds 
Sales Tax Revenue Bonds 
Net capital investment

1986 1985

$ 26,016 $ 26,349
278,437 172,693
32,223 32,939
93,051 59,997

119,390 87,960

1,301,209 1,298,582
14,279 13,065
25,510 18,236

$1,890,115 $1,709,821

$ 67,655 $ 26,450
61,917 52,135

1,577 1,384
25,510 18,236

156,659 98,205

32,223 32,939
504,905 537,725
145,000 64,510

1,051,328 976,442

1,733,456 1,611,616

$1,890,115 $1,709,821

STATEMENT OF OPERATIONS
Years Ended June 30,1986 and 1985 (In Thousands)

1986 1985

Operating revenues:
Fares $ 80,898 $ 74,108
Loss discounts and other deductions 7.846 6.640

Other
73,052
4,022

67,460
1,395

Investment income 4,997 5,453

total operating revenues 82,0/1 /4,31b

Operating expenses:
Transportation 60,658 53,923
Maintenance 63,170 58,041
Police services 8,601 8,025
Construction and engineering 5,597 4,98^
General and administrative 29,497 27,177

Less capitalized costs
167,523

6,629
152,151

5,007

Net operating expenses 160,894 147,144

Operating loss before
depreciation expense 78,823 72,828

Depreciation (unfunded):
Of assets acquired with own funds 17,940 17,026
Of assets acquired with grants and contributions by others 16,411 13,340

Total depreciation 34,351 30,366

Operating loss 113,174 103,194
Financial assistance:

Transactions and use tax 84,231 81,055
Property tax 6,757 5,733
State 1,826 3,646
Transportation Development Act of 1971 564 500
Debt service allocations (11,566) (8,221)
Capital allocations (3,000) (10,301)

Total financial assistance 78,812 72,412

Net loss 34,362 30,782

Depreciation of assets acquired with grants and
contributions by others 16,411 13,340

Net loss transferred to accumulated deficit $ 17,951 $ 17,442

Reconciliation to net funded deficit:
Operating Inas before depredation expense S 78,823 $ 72.828
Deduct financial assistance 78,812 72,412

Funded excess of expenses over revenues $ 11 $ 416

The accompanying notes are an integral part of these financial statements.

Integrated Control System
' I ' he implementation oflBART’s newThtegrated 

.1 .r'Control'Svstem~(IC.S)7xifisiejaed-to_boosTfrom^-97 
to-at-least S7 the-nnmher'of trains'in~opcratinTrarone 

^me, continucid-di.iring the yenb
The ICS, which eventually will replace BART’s 

current train control computers, is budgeted at $31.8 
million, 80 percent of which will he hinded by the 
Urban Mass Transportation Administration. The proj
ect is scheduled for completion in October, 1987.

New computers for the ICS are 
already in place and work is also under 
way on software design and production, 
testing and integration of the current and 
new control systems.

Joint Development
ART moved forward on several 

-Urioua^e^Ibpment projertsTinclud? 
fingra"plafrfor a hotel and'bfFice'faHlities~at 

l^tHyPleasant Hill Statioij. The Pleasant 
Hill project, which has been under con
sideration for four years, is expected to 
be a source of revenue to BART, as well 
^as-a-generator'ofjobsjndTaxes-to-locaP 
(gpvemmm©.

Additional projects, now in various 
stages of development, are planned in 
Concord, Daly City and Oakland.

Access

?caligning:roufcs-onforfrecwaysrextcnding thcTroutcs 
<;to-the-new-park-and~ride facilitieTand-providing-mofe 
’Trequent.service. °An agreement was reached with the 
Alameda-Contra Costa Transit District, under which 
BART paid $.5.5 million to AC'TfarTsit to iindcrwritef 
tiieTosSo£fecd5Escrvice-bus-Foutes-to-BA-RT^3tario1fis. 
BART’s efforts to modify station elevators continued, 
providing rrtore convenient access for handicapped 
passengers. The project includes the installation of card 
readers, intercoms, closed ciraiit television, new call 
buttons and the lowering of control panels.

sengers on crowded platforms in downtown San 
Francisco stations.

BART police officers, who have full peace 
officer’s authority and responsibility, patrol the system 
on foot to cover the stations and trains and in patrol 
cars to cover the parking lots and other District 
property.

Considering the number of passengers using the 
system, BART has an enviably low crime rate and 
efforts will continue, to keep it at this level,

FOUNTAIN / COURT AREA

VISITOR'S OALLIRY
PWR A WAV ^ CONTROL 

CCNTCR II
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I-------- I DISPATCHER

CONFBRENCE
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I ' o make it easier and more convenient for people 
JL to reach BART stations and use the trains, BART 

addedTTb35~parklng spaces aFsiiTlocations and wa's' 
nearing.completicp'of another 443 spaces at the end of 
the fiscal year.

In May, following a 5-year lease agreement with 
the U.S. Navy, construction began on the bJorth 
Concord/Martinez park and ride project, which is 
scheduled for completion by the end of 1986 and will 
provide 538 spaces.

BA-RT~als.o'inrpro-vediits-expc6ss-bus-s6rviGe-5^

BART PoUce
T) rofessionalism and vigilance are the watchwords 
Jr for BART’s police force, which is charged with 
the protection of passengers and property on all trains, 
at 34 stations, in parking lots and other District 
property.

During the year, for example, BART plainclothes 
officers worked with their counterparts from the San 
Francisco Police Department to apprehend professional 
pickpockets who were preying on unsuspecting pas-

Financial
' I ' he general decline of interest rates 
-L offered an opportunity during the 

year for BART to refinance a portion of 
the $65 million in revenue bonds origi
nally issued in 1982 to help pay for 
150 C-Cars. The refinancing is projected 
to generate an additional $75 million, 
earmarked for capital projects.

After extensive analysis and evalua
tion of alternatives, BART’s Board of 
Directors approved a system-wide fare 
increase averaging 30 percent, which 
went into effect on January 1, 1986. The 
increase resulted in minimum and max
imum one-way fares of 80 cents and 
$3.(X). The additional funds generated by 
this increase will be used to cover operat
ing deficits and provide additional money 
for debt service and capital projects, in
cluding expanded parking.

BART also concluded an agreement 
with the Urban Mass Transportation Administration 
for full funding of the Daly City Turnback and Yard 
project.
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Performance Highlights
A nnual BART patronage declined by almost two 

X\. million passengers from the prior year during the 
fiscal year 1985-1986, but revenue increased by $5.5 
million, due to the 30 percent fare increase effective 
January 1, 1986.

and stations, and other income, was $82 million for 
FY 85-86, compared with $74.3 million for the pre
vious fiscal year.

BART’s farebox ratio, reflecting the period of six 
months before the fare increase, was only 45.4 percent

day

FY 1985/86 FY 1984/85 r FY 1985/86 FY 1984/85
I; ■j Passenger accidents reported per million

58,894,468 60,798,419 !j : passenger trips 16.62 16.55
204,244 211,612 1: Patron-related crimes reported per million

12.8 miles 13.0 miles ij i passenger trips 26.35 23.39
751,848,613 789,290,663 i 1 Financial89.1% 92.5% i| [1 Net passenger revenues $ 73,052,000 $ 67,468,000

34.2% 35.8% Other operating revenues 9,019,000 6,848,000
1

Total operating revenues' 82,071,000 74,316,000
49.2%
50.8%

II i
Net operating expenses
Farebox ratio (net passenger revenues to net

160,894,000 147,144,000
1

operating expenses) 45.40% 45.85%
37.8% 37.0% Operating ratio (total operating revenues to net

i operating expenses) 51.01% 50.50%
65.0% 57.0% Net rail passenger revenue per passenger mile 9.60 8.40

Rail operating cost per passenger mile 19.60 17.30! Net average rail passenger fare (c) $1.22 $1.09
30,489,648 30,634,569 | Notes5.2

89.1%
79.2

4.9 I
89.3% )
84.2 ! 1

General note: Data represent annual averages unless otherwise noted.
(a) Based on MTC Transbay survey data for October 1985 and April 1986 (7-•9 a.m., 4-6 p.m.).
(b) At 8 a.m. each day
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BART funded 51 percent of its total operating 
e.xpenses, which amounted to $160.9 million for 
FY 85-86, from passenger fares and other operating 
revenue. Net passenger revenue for FY 85-86 
amounted to $73 million, compared to $67.5 million 
for FY 84-85. Total operating revenue, including 
$9 million in interest income, advertising in trains

for FY 85-86, below the previous year’s percentage of 
45.8. The ratio is expected to increase for FY 86-87 
with the liigher tares in effect for a full year.

The operating ratio, at 51 percent for FY 85-86, 
vvas slightly higher than the previous year’s 50.5 
percent. A continuing objective of the District is to 
fund approximately one-half of its net operating

expenses from operating revenues.
Net rail passenger revenue per passenger mile for 

FY 85-86 was 9.6 cents, up from the previous year’s 
8.4 cents. Rail operating cost per passenger mile for 
FY 85-86 was 19.6 cents, compared with 17.3 cents

for FY 84-85, 4.3 percent above the bud
geted level of 18.8 cents.

BART passengers logged a total of 
58,9 million trips during FY 85-86, com
pared with 60.8 miUibn for the previous 
year, and rode an average of 12.8 miles 
for each trip duriiig FY 85-86, compared 
with 13 miles the year before.

In addition to funds derived from 
passenger fares, interest income and 
advertising, BART received $84.2 mil
lion in revenues from 75 percent of the 
one-half cent transit sales tax in the three 
BART counties, $2.4 million in State 
Transportation Development Act (TDA) 
funds and State Transit Assistance (STA) 
and $6.8 million in property tax as its 
share of the one percent ma.ximum prop
erty tax available to all local governments.

Directors were once again able to 
reduce the propcity tax BART le vIls for 
repayment of the general obligatioii. 
bonds approved by voters in 1962 for 

construction of the system. Directors set a tax rate of 
5.08 cents per one hundred dollars of assessed v^alue, 
down from 5.72 cents the previous fiscal year. The 
property tax generated revenues of $51.5 million from 
property owners in Alameda, Contra Costa and San 
Francisco counties, the three counties making up the 
District.



STATEMENT OF CHANGES IN NET CAPITAL INVESTMENT
Years Ended June 30,1986 and 1985 (In Thousands)

Depreciation
and

Retirements 
of Assets

Balance, July 1,1984
Net loss for the year 
Proceeds from grants and contributions 
Depreciation of assets acquired with grants and 

contributions by others 
Interest on capital 
Increase in operating reserve 
Increase in construction fund reserve 
Decrease in system completion reserve 
Decrease in system improvement reserve 
Bond principal

Balance, June 30,1985
Net loss for the year 
Proceeds from grants and contributions 
Depreciation of assets acquired with grants and 

contributions by others 
Interest on capital
Cost of 1982 Sales Tax Revenue Bonds defeasance
Capitalization of interest
Increase in operating reserve
Increase in construction fund reserve
Decrease in system completion reserve
Decrease in system improvement reserve
Bond principal

Balance, June 30,1986

Pretty
Transactions

and
Use Tax

Grants
and

Contributions

Acquired With 
Grants and Contributions 
by Others

Accumuiated
Deficit

interest
on

Capitai

Capitaiization
of

interest Reserves

Net
Capitai

Investment

$235,515 $150,000 $642,939 ($111,779) ($160,511) $182,857 $- ($34,684) $ 904,337

— — — — (17,442) — — — (17,442)
— — 45,955 — — — — — 45,955

— — — (13,340) — _ _ _ (13,340)
— — — — — 23,937 — — 23,937
— — — — — — — (400) (400)
— — — — — — — (350) (350)
— — — — — — — 1,409 1,409
— — — — — — — 1,086 1,086
30,760 490 — — — — — — 31,250

266,275 150,490 688,894 (125,119) (177,953) 206,794 — (32,939) 976,442

— — — — (17,951) — — — (17,951)
— 63,038 — — — — — 63,038

— — — (16,411) — — — _ (16,411)
— — — — — 25,393 — — 25,393
— — — — (1,748) (2,846) — — (4,594)
— — — — — — (8,670) — (8,670)
— — — — — — — (100) (100)
— —

— ■
— — — — (331) (331)

— — — — — — — 457 457
— — — — — — — 690 690
32,820 545 — — — — — — 33,365

$299,095 $151,035 $751,932 ($141,530) ($197,652) $229,341 ($8,670) ($32,223) $1,051,328

The accompanying notes are an integral part of these financial statements.

NOTES TO FINANCIAL STATEMENTS 

1 — Summary of Significant Accounting Policies 

Description of District
The San Francisco Bay Area Rapid Transit District is a public 
agency created by the legislature of the State of California in 
1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended. The District does not have 
stockholders or equity holders and is not subject to income tax. 
The disbursement of all funds received by the District is 
controlled by statutes and by provisions of various grant 
contracts entered into with Federal and State agencies.
Securities
As a matter of policy, the District holds investments until their 
maturity and, accordingly, securities are carried at cost. At 
June 30,1986, market value exceeded cost by $12,646,000. At

June 30, 1985, market value exceeded cost by $9,331,000. 
The face value of securities exceeded cost at June 30, 1986 
and 1985.
Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Deprecia
tion is calculated using the straight-line method over the. 
estimated useful lives of the assets. The amount of depreciation 
of assets acquired with District funds is distinguished from 
depreciation of assets acquired with grants and contributions 
by others. The latter amount Is shown on the statement of 
changes in net capital investment with the related grants and 
contributions.

Federal and State Grants
The District receives amounts from both Federal and State

governments to assist in operations and for capital or other 
projects. Grants for capital and other projects are recorded as 
additions to net capital Investment on receipt. Grants for 
operating expenditures are included as financial assistance in 
the statement of operations.

Sales Tax Revenue
The one-half percent transactions and use tax is collected and 
administered by the State Board of Equalization. Of the amounts 
available for distribution, 75% is transmitted directly to the 
District’s appointed trustee for the purpose of paying bond and 
note interest, principal and expenses. Monies not required for 
these purposes are transmitted to the District. The District 
records the total taxes received as transactions and use tax and 
the amount retained by the trustee as special deposits and debt



STATEMENT OF CHANGES IN FINANCIAL POSITION
Years Ended June 30,1986 and 1985 (In Thousands)

DEBT SERVICE FUNDS STATEMENT OF REVENUES, EXPENDITURES, AND FUND BALANCES
Years Ended June 30,1986 and 1985 (In Thousands)

Cash and securities (used) provided by:
Operations:

Net loss transferred to accumulated deficit 
Deduct expenses not requiring cash: 

Depreciation of assets acquired with 
own funds

Cash and securities (used) 
by operations

Decrease in materials and supplies 
Issuance of Sales Tax Revenue Bonds 
Issuance of Sales Tax Anticipation Notes 
Issuance of Grant Anticipation Notes 
Contributions from U.S. Government grants 

and others
Increase in payroll and other liabilities 
Increase in unearned passenger revenue 
Interest on capital

Total cash and securities provided

Cash and securities applied to:
Increase in deposits, notes 

and other receivables 
Increase in construction in progress 
Additions to facilities, property and equipment 
Additions to materials and supplies 
Defeased Sales Tax Revenue Bonds 
Matured Sales Tax Anticipation Notes 
Matured Grant Anticipation Notes 
Decrease in unearned passenger revenue 
Cost of 1982 sales tax revenue bond 

defeasance
Capitalization of interest

Total cash and securities applied 
Increase in cash and securities

1986 1985

($ 17,951) ($ 17,442)

17,940 17,026

(11) (416)
— 69

145,000 —
21,775 19,860
45,025 10,900

63,038 45,955
9,782 7,197

193 —
25,393 23,937

310,195 107,502

33,054 14,494
31,430 20,769
36,978 36,570

1,214 —
63,965 —
19,860 16,000
5,735 4,310

— 48

4,594 _
8,670 —

205,500 92,191

$104,695 $ 15,311

NOTES TO FINANCIAL STATEMENTS (Cont’d)

1 — Summary of Significant Accounting Policies (Cont’d)

service allocations upon receipt of the net amount. The State Board of Equalization 
estimates that transactions and use tax revenues for the period April 1,1986 to June 30, 
1986 will be approximately $19,305,000. Of this amount, $5,791,500 had been received 
and recorded by the District. Comparable figures for 1985 were $18,169,000 and 
$5,451,000 respectively.
Property Tax Revenues
The District receives property tax revenues to service the debt requirements of the 
General Obligation Bonds and records these revenues in the debt service funds. It also

Year Ended June 30,1986
Year Ended 

June 30,1985
General

Obligation
Bonds

SaiesTax
Revenue
Bonds

Sales Tax Anticipation 
Notes

Grant
Anticipation

Notes Combined Combined

Revenues:
Property tax $55,022 $- $- $- $ 55,022 $53,837
Bond proceeds — 75,920 — — 75,920 —
Accrued interest from 

bond sale 873 _ 873 _
District deposits for 

principal payments _ _ 21,775 17,097 38,872 27,455
District deposit to

Debt Service
Reserve Account 473

Allocations from District 
revenues _ 10,387 1,179 11,566 8,221

Interest 2,089 1,212 477 1,017 4,795 3,485
Interest transferred 

from District _ _ _ 1,365 1,365 493

57,111 88,392 23,431 19,479 188,413 93,964
Expenditures:

Assets transferred 
to Trustee for
1982 Sales Tax
Revenue Bonds 
defeasance 66,626 66,626

Interest 21,754 6,254 1,396 1,365 30,769 30,896
Principal 32,820 545 19,860 5,735 58,960 51,560
Service expense — 28 6 — 34 7
Interest transmitted 

to District _ 1,269 809 262 2,340 1,959

54,574 74,722 22,071 7,362 158,729 84,422

2,537 13,670 1,360 12,117 29,684 9,542
Balance, beginning of year 12,737 10,618 21,524 3,282 48,161 38,619

Balance, end of year $15,274 $24,288 $22,884 $15,399 $77,845 $48,161

Represented by:
Cash (including 

timedeposits—
1986, $1,499;
1985, $-0-) $ 2,141 $- $- $- $ 2,141 $ 12

Securities 11,330 — — — 11,330 11,061
Taxes and interest receivable 1,803 — — — 1,803 1,664
Assets with fiscal agent — 24,288 22,884 15,399 62,571 35,424

$15,274 $24,288 $22,884 $15,399 $ 77,845 $48,161

The accompanying notes are an integral part of these financial statements.



NOTES TO FINANCIAL STATEMENTS (Cont’d)

1 — Summary of Significant Accounting Policies (Cont’d)

receives an allocation of property tax revenues to provide for 
general and administrative expenses not involving construction, 
although such revenues may be used for construction if needed. 
The District records this property tax allocation as financial 
assistance.
Interest Earned on Capital Sources
The District accounts for interest earned on capital sources as 
an increase in net capital investment to recognize that this 
interest should be directly associated with the capital which 
gives rise to the interest and which is not available for current 
operations.

In accordance with this policy, management allocated to 
net capital investment $15,941,000 of interest revenue earned 
on assets held in the General Operating Fund but which related 
to capital projects.
Self-Insurance
The District is largely self-insured for worker's compensation, 
general liability claims, and major property damage. The District 
records the costs of self-insured claims and major property 
damage when they are incurred.
Capital Allocations
The Board of Directors allocates a portion of unrestricted 
financial assistance and general fund revenues to net capital 
investment for capital projects.
Capitalization of Interest
The District capitalizes certain interest revenue and expendi
tures related to tax free borrowings in accordance with Financial 
Accounting Standards 62. The net effect for the fiscal year 
ending June 30, 1986 of these capitalizations is to decrease 
construction in progress by $8,670,000 representing excess 
interest revenue from applicable borrowings over interest 
expenditures.
Debt Service
The District accounts for the debt service funds on the cash 
basis whereby expenditures are not recognized until resources 
are allocated and cash is spent. Hence, interest expense is not 
recognized until the payment is made.
2—Reserves

Securities are separately classified on the balance sheet to 
reflect designation by the Board of Directors of a portion of the 
District’s capitalization as reserves for the following purposes:

------- (in thousands)--------
1986 1985

Basic System Completion 
System Improvement 
Construction 
Self-Insurance 
Operating

$10,421 $10,878
6,371 7,061
2,931 2,600
9,000 9,000
3,500 3,400

$32,223 $32,939

3—Facilities, Property and Equipment (In Thousands)

Facilities, property and equipment, assets lives, and ac
cumulated depreciation and amortization at June 30, 
1986 and 1985 are summarized as follows:

Land
Improvements
System-wide operation and control 
Revenue transit vehicles 
Service and miscellaneous equipment 
Capitalized construction and start-up costs 
Repairable property items

4—General Obligation Bonds

Lives
(Years)

1986 1985

Cost

Accumuiated
Depreciation

and
Amortization Cost

Accumulated
Depreciation

and
Amortization

— $ 135,325 $ - $ 122,209 $ -
80 1,088,998 165,854 1,082,053 152,259
20 125,581 61,823 118,835 55,735
30 164,598 65,241 159,408 57,120

3 to 20 24,357 14,079 21,976 11,858
30 105,217 40,874 103,557 37,519
30 7,683 2,679 7,473 2,438

$1,651,759 $350,550 $1,615,511 $316,929

(In Thousands)

1962 District Bonds 
1966 Special Service 

District Bonds

Composite
Interest

Rate

3.93%

4.38%

Year
Last
Series

Matures

1999

1998

Original Amount
1986 1985

Authorized Issued Due In 
1 Year Total Due In 

1 Year Total

$792,000 $792,000

20,500 12,000

$34,225 $498,175

440 6,730

$32,400 $530,575

420 7,150

$812,500 $804,000 $34,665 $504,905 $32,820 $537,725

In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million of 
General Obligation Bonds. Payment of both principal and 
interest is provided by the levy of District wide property 
taxes. During 1966, City of Berkeley voters formed 
Special Service District No. 1 and authorized the issuance 
of $20.5 million of General Obligation Bonds for construc
tion of subway extensions within that city. Payment of both 
principal and interest is provided by taxes levied upon 
property within the Special Service District. Bond principal 
is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15 from debt 
sen/ice funds. Interest of $9,996,000 on General Obliga
tion Bonds and $148,000 on Special Service District No. 1 
Bonds is payable on December 15,1986.
5—Sales Tax Revenue Bonds

The following is a schedule of principal repayments required under 
General Obligation Bonds as of June 30,1986 (in thousands):

Year Ending
June 30

1962 District Bonds

1966
Special Service 
District Bonds Totai

1987 $ 34,225 $ 440 $ 34,665
1988 36,250 460 36,710
1989 38,400 480 38,880
1990 40,200 500 40,700
1991 33,700 520 34,220

Later years 315,400 4,330 319,730

$498,175 $6,730 $504,905

(in Thousands)
1986 1985

Year 
Last 

Series
Matures Authorized

Originai Amount

issued Defeased Due in 
1 Year Totai Due in 

1 Year Totai

1969 Sales Tax Revenue Bonds 
1982 Sales Tax Revenue Bonds 
1985 Sales Tax Revenue Bonds

1977 $150,000 $150,000 $— $
2008 65,000 65,000 63,965 $
2011 145,000 145,000 —

$360,000 $360,000 $63,965 $ —

$ — $ — $ —
$ — 545 64,510

145,000 —_________ —

$145,000 $545 $64,510



NOTES TO FINANCIAL STATEMENTS (Cont’d)

5—Sales Tax Revenue Bonds (Cont’d) 7—Grant Anticipation Notes (Cont’d)

The 1969 Legislature of the State of California authorized 
the District to impose a one-half percent transactions and 
use tax within the District and issue Sales Tax Revenue 
Bonds totaling $150 million. The State Legislature later 
extended the tax to June 30, 1978 and authorized the 
District to issue bonds totaling $24 million to be used for 
operations. Payment of these Sales Tax Revenue Bonds 
was completed by June 30,1978.

On September 30, 1977, the Governor signed 
legislation which extended the transactions and use tax 
indefinitely. The tax is collected and administered by the 
State Board of Equalization. Of the amounts available for 
distribution, 75% is allocated to the District and 25% is 
allocated by the Metropolitan Transportation Commission 
to the District, the City and County of San Francisco, and 
the Alameda-Contra Costa Transit District for transit 
services on the basis of regional priorities established by 
the Commission.

In October 1982, the District issued revenue bonds 
totaling $65 million to pay a portion of the cost of 
acquisition of 150 rail transit vehicles and related automa
tic train control equipment for use in the District’s existing 
rapid transit system. The 1982 Bonds were special 
obligations of the District payable from and secured by a 
pledge of revenues, including certain sales tax revenues, 
all passenger fares and certain property tax revenues. 
Bond coupon rates ranged from 7% to 10% depending 
upon the various maturity dates.

In November 1985, the District issued revenue 
bonds totaling $145,000,000 to refund and defease 
$63,965,000 outstanding principal amount of the bonds 
issued in 1982, and to finance certain system improve
ments. The system improvements currently planned or 
underway include acquisition of 150 rail transit vehicles 
and associated capacity increase projects, new park
ing facility construction and improvements to existing 
lots, land and right-of-way acquisitions, enhancements to 
train performance systems, and system route extension 
studies.

The District recognized $4,594,000 as a cost of 
defeasance in the statement of changes in net capital 
investment representing the difference between the book 
value of the bonds net of unamortized discount less the 
amount transferred to the trustee.

The 1985 Bonds are special obligations of the District 
secured by a pledge of the sales tax revenues and are 
payable from revenues, including all sales tax revenues, 
all passenger fares, certain property tax revenues, and 
certain interest, grants, and other income. Bond interest 
rates range from 6.40% to 9.00% depending upon the 
various maturity dates. The bonds maturing on or after 
July 1,1996 are redeemable prior to maturity at the option 
of the District beginning July 1, 1995 on various dates 
at prices ranging from 103% to 100%. The bonds matur

ing July 1, 2004 and July 1, 2011 are also subject to 
redemption prior to maturity on or after July 1, 1998 and 
July 1,2005, respectively, at 100%.

Taxes collected by the State Board of Equalization 
are transmitted directly to the appointed trustee for the 
purpose of paying bond interest semiannually on July 1 
and January 1, principal annually on July 1 and expenses 
of the trustee. Monies not required for these purposes are 
transmitted to the District. Additionally, the trustee retains 
amounts needed for the payment of principal and interest 
on $21,775,000 Sales Tax Anticipatioin Notes maturing 
on August 1, 1986 (see Note 6). Taxes received by the 
trustee during the current fiscal year were $84,231,000 of 
which $33,341,000 was retained by the trustee for the 
above purposes and $50,890,000 was transmitted to the 
District. The District records the total taxes received as 
transactions and use tax and the amount retained by the 
trustee as special deposits and debt service allocations 
upon receipt of the net amount.

Interest of $8,379,000 on 
the 1985 Bonds is payable on 
July 1,1986. The first principal 
payment of $1,885,000 is due 
July 1,1989.

The following is a sched
ule of principal repayments 
required under Sales Tax 
Revenue Bonds as of June 
30,1986 (in thousands): — (at right).

Year Ending 
June 30

1985
Sales Tax Revenue 

Bonds

1987 $ —
1988 —1989 —1990 1,885
1991 2,070

Later years 141,045

$145,000

6—Sales Tax Anticipation Notes

The District issued subordinated Sales Tax Anticipation 
Notes amounting to $19,860,000 in July 1984. These 
notes matured on July 1,1985 and were paid along with 
interest of $1,396,000.

In July 1985, the District issued $21,775,000 in 
subordinated Sales Tax Anticipation Notes to provide 
interim financing to defray operating expenses payable 
from the General Operating Fund of the District, in 
anticipation of the receipt of taxes, revenue and other 
monies to be received during or allocable to fiscal year 
1985-86. The notes mature on August 1, 1986 with 
interest of $1,179,000.
7 — Grant Anticipation Notes

In July 1984, the District sold $10,900,000 in Grant 
Anticipation Notes to provide interim financing for certain 
expenditures prior to the receipt of certain anticipated 
revenues. The notes, which mature on various dates from 
May 1, 1985 through January 2, 1987, bear interest at 
rates ranging from 7.00% to 8.15%. Notes in the amount 
of $10,045,000 have matured leaving $855,000 outstand
ing at June 30,1986.

In November, 1985, the District sold an additional $45,025,000 in Grant 
Anticipation Notes. These notes mature on January 31,1988, March 1,1988, 
and May 1,1988, and bear an interest rate of 6.50%.
8—U.S. Government Grants—Capital

The U.S. Government, under grant contracts with the District, provides 
financial assistance for capital, projects. Grants for capital projects are 
recorded as additions to net capital investment when received. A summary of 
Urban Mass Transportation Administration Grants in force at June 30,1986 is 
as follows: ------- (in thousands)-------

Type of Grant

Beautification
Demonstration
Capital

Maximum
Grant

$ 1,961 
13,355 

575,137

Funds
Received

$ 1,961 
13,335 

410,763

$590,453 $426,059

9—Litigation and Disputes with Contractors and Others

The District is involved in various lawsuits, claims and disputes, which for the 
most part, are normal to the District’s operations. In the opinion of 
management, the costs that might be incurred, if any, would not materially 
affect the District’s financial position or operations.
10 — Public Employees’ Retirement System

The District contributes to the Public Employees’ Retirement System. The 
System is a contributory pension plan providing retirement, disability, and 
death benefits to employees of certain state and local governmental units. 
Substantially all full-time employees of the District are covered by the 
System. Pension costs of the system are determined actuarially and required 
contributions are expensed currently. Pension expense was $8,513,000 and 
$8,032,000 in 1986 and 1985, respectively.
11 — Deferred Compensation Plan

The District has deposited funds with a custodian pursuant to the District’s 
deferred compensation plan. These deposits together with earnings had a 
market value of $24,098,000 as of June 30,1986. This amount is reflected on 
the balance sheet in deposits, notes and other receivables and in payroll and 
other liabilities.
12 — Debt Service Funds, Net Assets
The Debt Service Funds’ end-of-year balances include deposits made by the 
District for principal payments on notes and for the debt service reserve 
pertaining to Sales Tax Revenue Bonds. These amounts also appear on the 
balance sheet as deposits, notes and other receivables. The Debt Service 
Funds, net assets on the balance sheet have, therefore, been decreased by 
the amount of $52,335,000 at June 30, 1986 and $29,925,000 at June 30, 
1985.
13 — Subsequent Events
In July 1986, the District sold $18,950,000 in subordinated Sales Tax 
Anticipation Notes to defray operating expenses payable from the General 
Operating Fund of the District.



Where Funds Came From (in Thousands)

o
o
o

Transaction 
& Use Sales Tax
$84,231 46,26%
Fares
$73,052 40.12%
Property Tax 
$6,757 3.71%

O Other
$18,049 9.91%
• Investment Income 

and Other Operating 
Revenues
$9,019 4.95%

• State Financial 
Assistance
$1,826 1.00%

Construction Funds 
$6,629 3.64% 
Regional Financial 
Assistance 
$564 0.31% 
Decrease in 
Working Capital*
$11 0.01%

•Funded excess df expenses over revenues

OPERATING FUNDS
1985-86

Source of Funds (In Thousands)

o
District
$10,707
Federal
$46,107

o State
$13,885

A Local

13.21%

56.88%

17.13%
including 

capita allocations)
$10,364 12.78%

CAPITAL FUNDS
1985-86

TOTAL
$182,089 100.00%

How Funds Were Applied (In Thousands)

O Maintenance 
$63,170 34.69%

@ Transportation 
$60,658 33,31%

^ General Administration 
$29,497 16.20%

# Police Services 
$8,601 4.73%

• Other
$20,163 11.07%
• Capital Allocations 

$3,000 1.65%
• Debt Service 

Allocations 
$11,566 6.35%

• Construction &
Engineering 
$5,597 3.07%

TOTAL
$81,063 100.00%

TOTAL
$182,089 100.00%

$182,089,000

Expenditures (In Thousands)

O Construction 
$49,888 61.54%
• Line

$48,690 60.06%
• Systemwide 

$898 1.11%
• Support Facilities 

$300 0.37%
o Train Control 

$5,484 6.77%
% Communications 

$1,719 2.12%
^ Transit Vehicles 

$15,052 18.57%

Miscellaneous Equipment 
$4,317 5.32%
• Automatic Fare 

Collection
$1,592 1.96%

• Management 
Information Systems 
$945 1,17%

• Support Vehicles 
$1,014 1.25%

• Other Equipment 
$766 0.94%

Studies and Other 
$4,603 5.68%

TOTAL
$81,063 100.00%

$81,063,000



Message from the General Manager

,.::r ■

hose of us charged with the responsibility for 
X BART’s operation must always keep in mind a 

vital quesrion. That question is, “ Are we providing the 
services that people want?”

We know that many passengers use 
BART in the morning and afternoon on 
weekdays to get to and from work. We 
know that an increasing number of peo
ple also use BART to attend a variety of 
sporting, holiday and cultural events. ^W&>- 
lujO-W-th e-trains jaa^gbeglTtbocrowded^ 
irLreceat_v-ears-to-prQpGr-lv-secve:ttHS^ 
growing_demand.>,
~~ BARns--capadty^pausioii.prOzL^ 
gram,mQ.w=abont:half=-wayralong^wil& 
eyentuall\^nable:usito=meet:theAmand& 
o£t-lie::peakHtravGl-pGriods^w-itltroughi.y:7 
twice-the-passengeircapacitv-weiha-ver? 
tsda'y. However, benefits will begin to 
appear from this program with the addi- 
doTTofTwo peak^ho^ur tcailKtlSTfall.7 
ParJ^g_capadt.yJias;alsoiieen:expand£d 

^tbis'-yearjndiLVvilltbERgx-paTitfedThTthgr- 
ciae-xt-yeaFFTPat’s part of what BART 
riders want.

We also know, however, that pat
terns of ridership change. Transbay travel 
may be temporarily flattening out, reverse commute 
trips in the region are growing and peak-hour travel 
patterns may be changing. We cannot ignore the fact 
that, beginning in October, 1985, ridership on BART 
stopped growing, nor has it grown since the fare 
increase in January.

It’s obviously important for us to understand the 
changes that are taking place in job locations, popula
tions, community growth and transportation prefer

ences so that vve-'Gan^'djust and^^provide

r... 05-
!' 'i ;

ser-vices-to-mGet-the-Ghanging^needs-of existing aijd

continually strive to provide on-time service, reliable 
equipment, clean trains and stations, friendly helpful 
employees, and all the other tilings, big or small, which 
we know that riders want.

The:£hallGngG:to-aIl:o£us;at-BART;isTO“keepE) 
wo.^ig_on-the-manv-things-that-wejknQw-the-ridei:§ 
wajic:nWbiatistGonGGntrate:on;proyiding-th.ckGSt3 
current service-WG-Gan—while;at:thesame:time-building

I:-'

!' I

-i !

wispiw,tor-r-np;HImly—We at BART are committed to 
doing just that.

Keith Bernard 
General Manager, BART



BART SYSTEM MAP \ Antioch Bridge

Rcrrr-ond- 
Scr: Ratael Br»d^

1 m^yCaf^uinez Bridge Benicia-Martif>ez Brktoe

We 
Pittsburg

North
Concord

oncord • [p]IRercules’:

ffe-'
Ei;C^rtp]Del None#

Concord YardVoltmerj Peak

Richmond Yard
PJeasant Hill#0 am DiabloEijCeVfrtoi Plaza •

North

IBerheley:#] _ .
i^mond^#J

Brentwood

J alnut Creek •
'AsHbv •

I9th St. Oakland Ri/okridge# 
MacAr hur #Sf£tLrin)__

Oakland City Center- 12th St 
(Transfer ISta’tron)

'^1^ San Ramon

Verba Buena ^ 
Island

11^

3ri-:ge
•ak'e-Merrflt •Oak Ia nfund's:

ICbiisoumVOak’land 
Airpor.tt#.

Pleasanton

tmbafr4ber

Montgomery [Si Casliu

oweirst.'

MetropoUtan Oakland 
International AirportCiyic Center.

]16th St. Mission 
^]24th St. Mission 

I’Glen Park
Hayward*

iSouth IcaVwati* , J
] Balboa Park

San Fr£nci5C0 
Internatioral Airport San Mateo Bridge ywa^d^ 

rd

n City • 0

CMy;*lip7''.
21'

Serramonte Fremont # fP]

Dumbarton 
Bridge^ '>^’|a’NhvInglon District

System Information
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M Line—(Daly City to
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BART

San Francisco Bay Area 
Rapid Transit District (BART)
Headquarters in downtown Oakland, California 
800 Madison Street, PO. Box 12688 
Oakland, CA 94604 - 2688 (415) 464 - 6000
Established in 1957 by the California State Legislature. 
Authorized to plan, finance, construct, and operate a rapid 
transit system.
Governed by a Board of Directors elected for four-year terms 
by voters in nine election districts within the counties of 
Alameda, Contra Costa and San Francisco.

BOARD OF DIRECTORS — Fiscal Year 1985/1986 
PRESIDENT
Nello Bianco, El Sobrante
VICE PRESIDENT
Eugene Garfinkle, San Francisco

MEMBERS OF THE BOARD
District #1 — Barclay Simpson, Orinda 
District #2 — Nello Bianco, El Sobrante 
District #3 — Arthur J. Shartsis, Oakland 
District #4 — Margaret K. Pryor, Oakland 
District #5 — Robert S. Allen, Livermore 
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District #7 —Wilfred T. Ussery, San Francisco 
District #8—Eugene Garfinkle, San Francisco 
District #9 —John H. Kirkwood, San Francisco

BOARD-APPOINTED OFFICERS
C. K. Bernard, General Manager 
Malcolm M. Barrett, General Counsel 
William E Goetz, ControllerTTreasurer 
Phillip 0. Ormsbee, District Secretary

DEPARTMENT MANAGERS REPORTING 
TO THE GENERAL MANAGER
Richard R Demko, Executive Manager, Maintenance & Engineering
William B. Fleisher, Chief Transportation Officer
Howard L. Goode, Planning & Analysis
Michael C. Healy, Public Affairs
Ernest G. Howard, Administrative Services
John Mack, Affirmative Action
Hedy Morant, Budget & Capital Program Control
Thomas R. Sheehan, Information Systems
William Thomas, Material Management & Procurement
Ralph S. Weule, Safety
Larry A. Williams, Employee Relations

The Annual Report is published by the District pursuant to 
Section 28770, Public Utilities Code of the State of California. 
Design: DiVittorio and Associates, San Francisco 
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T0>Idoard of Directors
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Barclay Simpson
District 1
Board Vice President, 1987. 
Board President, 1977. A 
member of the Board since 
1977. Chairperson, BART 
Liaison with the Central Con
tra Costa Transit Authority, 
1987. Member, BART Liaison 
wnth SaniTrans. Chairman of 
the Board, Simpson Company, 
San Leandro. Owner of the 
Barclay Simpson Art Gallei-y, 
Lafayette. Lives in Orinda.

Margaret K. Pryor
District 4
Board President. 1987. A 
member of the Board since 
1980. Chairperson, BART 
Liaison with the Alameda- 
Contra Costa Transit District, 
1987. Chaiqjei-son, Livermore/ 
Amador Valley Transit Author
ity Policy Advisory' Committee 
1987. Chairperson, APTA 
Minority Affairs Committee, 
1987. Lives in Oakland.

Wilfred T. Ussery 
District 7
Board President, 1985. A 
member of the Board since 
1978. Vice ChairjDerson, 
Administration Committee, 
1987. An urban planner. 
Active in Bay Area civic 
organizations. Past National 
Chairperson, Congress of Ra
cial Equality, 1967 to 1969. 
Lives in San Francisco.

miSS':

mfim

Nello Bianco 
District 2
Board President 1986, 1980 
and 1975. A member of the 
Board since 1969. BART 
Representative to the Amer
ican Public Transit Association 
Board of Director's, 1987. 
BART Liaison with Eastern 
Contra Costa Authority and 
also with the West Contra 
Costa Transit Authority, 1987. 
Businessman. Former Rich
mond City Councilman. Lives 
in El Sobrante.

Robert S. Allen
District 5
Board President, 1983. A 
member of the Board since 
1974. Member, BART Liaison 
with SamTrans, 1987. Em
ployed 27 years in engineering 
and operations for three major 
railroads. Lives in Livemiore.

Arlo Hale Smith
District 8
A member of the Board since
1986. Chairperson, Public 
Affairs, Access and Legislation 
Committee, 1987. Member, 
BART Liaison with SamTrans,
1987. A San Francisco attor
ney. Lives in San Francisco.

Arthur J. Shartsis
District 3
Board President, 1984. A 
member of the Board since 
1976. Chaiqterson, Adminis
tration Committee 1987. V'ice 
Chairperson, Engineer and 
Operations Committee, 1987. 
A San Francisco attorney. 
Lives in Oakland.

John Glenn 
District 6
Board President, 1980. A 
member of the Board since 
1974. Chairperson, Policy 
Committee, Fremont-South Bay 
Corridor Study, 1987. Founder 
and President, John Glenn 
Adjusters and Administrators. 
Organizer and Director, Civic 
Bank of Commerce. Lives in 
Fremont.

John H. Kirkwood
District 9
Board President, 1979. A 
member of the Board since 
1974. Chaiqrerson. Engineer
ing atrd Operations Committee, 
1987. Chairperson, BART 
Liaison with San Francisco 
Municipal Railway, 1987. 
Member, BART Liaison with 
SamTrans, 1987. Advisory 
Board member, Satr Francisco 
Planning and Urbait Renewal 
(SPUR) Association. Lives in 
San Francisco.



Message from the President

/ assumed the presidency of the BART Board of 
Directors in 1987, I said that it ivould be a year of chal
lenges which would have to be met aggressively if we 
were to turn our ridership curve upivard, remain competi
tive for the divindling transit tax dollar, and expand die 
capacity of our system to meet new travel demands. B 
was a challenging year, with certain triumphs recorded 
and other milestones passed ivith more modest success. On 
balance, it was a productive year for the District, and. 
made clear certain paths BART must travel if it is to 
remain one of the premier mass transit system', in the 

country'.
I made as one of my pledges a “back to basics'' 

approach to BARTs transit policy direction, and / am 
pleased to report that gains were made in fulfilling that 
pledge. BARTs basic charge is to move people in a iwift, 
safe and efficient manner. The everyday, mechanical 
function of the system has to be supported by an out- 
reaching to the communities we serve to gain the support 
needed at all political levels to assure acceptance and 
approval of our programs. / believe ive achieved this dur
ing 1987. I joined with management in creating ongoing 
dialogues with local and national officials to win approv
al of the final elements of our capital funding program, a 
$500 million capacity expansion which registered signif
icant progress during my presidency .

We were all encouraged by ridership figures which 
approached the 200,000-per-day levels we had experi
enced prior to the fare increase of 1986. The Ad BART 
PLUS pass, a joint ticketing arrangement, proved success
ful, as did continuation of the BARTIMUNI Fast Pass 
with the San Francisco Municipal Railway. Further, the 
District has become more sensitive to our impact on the

L

community, which extends beyond our stations, 
tracks and other facilities. This is reflected in 
our joint development planning around station 
sites where we require maximum community 
input. All BART development must have posi
tive visual and economic impact on the com
munities and neighborhoods we serve, and not 
have a negative, diminishing effect.

Our networking with other transit agen
cies met with mixed results, but / am proud of 
the progress made during the year on the San 
Leandro-to-Dublin rail extension, particularly 
in the selection of BART as the mode for that 
sy stem extension. We continued to devote great 
energy to other system expansion proposals, both within 
and outside BARTs three-county borders.

I am particularly proud of the strides BART made in 
improving access for the disabled community, from sensi
tive edging in our stations to a resolution urging national 
transit recognition of the need for total accessibility for 
the handicapped. I have paid particular attention to the 
needs of the disabled since first becoming a EART Direc
tor, and continued that dedication during my presidency.

/ am pleased with the progress the District made in 
employment and contracting opportunities for women and 
minorities. I am gratified that we continued the training 
of women in non-traditional jobs.

In summation the year 1987 can be viewed as one of 
definite progress. 1 believe it was a year in which we as a 
policy-making body sharpened our focus on the very 
reason for our existence — the sivift, efficient and safe 
movement of people from Point A to Point B.

SI

Margaret K. Pryor. President 
Board o:' Directors 
San Fra.nciseo Bay Area 
Rapid Transit District. 1987
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Daly City Turnback

C-Cars

4 key part of BART’s long-range progiam to increase 
its passenger-canying capacity is the acquisition of 150 

new cars.
Designated the C-Car, the new cai’ shell is being manu

factured in France by SOFERVAL, a subsidiaiy of Alsthom- 
Atlantique. Final assembly of the cars takes place in Union 
City, not far from BART’s main yard in Hayward.

At the close of the fiscal year on June 30, 1987, the 
fiist production cars were scheduled by SOFERVAL to be 
delivered to BART in November and December.

The prototype test program, production baseline design 
reviews and fiist article configuration identification were com
pleted during the final quarter of the fiscal year.

Testing of the prototypes was rigorous, in conformance 
with the strict requirements of the contract with SOFERVAL. 
BART has insisted throughout the manufacturing process 
that the C-Cars must adhere to its contract specifications. 
SOEERVAEs deliveiy schedule was approximately two years 
behind at the close of the fiscal year.

The new cars, besides adding passenger capacity, will 
provide increased flexibility in the make-up of the trains and 
allow savings in energy costs for overall fleet operations.

The new cars can be used as a lead car on a train, in 
the middle or at the end of a train, providing BART with 
increased flexibility in making and breaking trains at sta
tions, rather than in the yards. The District’s present A-cars, 
which cannot be inserted in the middle of a train, seriously 
reduce BART’s ability to break up longer trains into shorter 
ones for off-peak sei^vice and then to re-assemble them to 
meet peak-sei’vice demand.

Total cost of the new C-Cars, including a new on-board 
automatic train control system, is estimated at S228.3 mil
lion, approximately $50 miUion less than the original bid price.



Daly City Turnback and Yard

<t'Vdl onstruction of the Daly City Turnback and Yard con
tinued smoothly during the year and was $8 millicn under 
original estimates.

When completed, the project will provide BART with 
train storage and maintenance capabilities on the west side of 
San Francisco Bay. Trains will not have to be returned daily 
to East Bay facilities for maintenance. With its new :rack 
configuration, the Turnback will allow trains to be reversed to 
return to East Bay destinations at more frequent intervals.

In May, special 780-foot-long rails for the Turnback 
project were moved from BART’s Hayward yard and laid on 
the Turnback during the night, to avoid any interruption of 
regular passenger service.

The Turnback was scheduled for completion in July, 
1988, with the Yard’s completion scheduled for March, 1989. 
Total cost of the project is estimated at $ 141.3 million.

Wayside Control

ART’s Wayside Train Control modification project con
tinued on schedule. The modifications include changes to the 
command controls located along the tracks througho.it the 
system and in stations. The modifications will enable closer 
train spacing and a more even flow of trains throughout the 
system, thus increasing BART’s capacity to cany passengers.

Estimated to cost S14.9 million, the new system is 
scheduled for completion by July, 1989. Part of tne cost will 
be covered by a grant of S8 million from the Urban Mass 
Transportation Administration.

tests'"

Infe^ated 
Control System

(ICS)

:W'

Automatic Train Control (ATC)
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System Access

- the ability to conveniently reach its 
■ improved markedly during the year.

-^^ccess to BART- 

stations and trains-
A comprehensive program is under way to increase the 

parking capacity at BART stations by 50 percent over the 
next five years. The number of new parking spaces made 
available this past year amounted to 1,532, bringing to 
25,526 the total parking spaces at BART stations.

Nearing completion at the close of the fiscal year were 
parking expansions at the Fremont Station, 391 spaces; the 
Fruitvale Station, 238; and the San Leandro Station, 160. 
Plans were also completed for expansions at Lafayette, 293 
spaces, and Orinda, 250.

In addition, the 213-space West Pittsburg Park/Ride 
facility was opened in July, 1986, with direct connection to 
the Concord Station by BART express bus. In March, 1987, 
the North Concord Park/Ride lot was opened. It provides 530 
parking spaces and is seiwed by express bus routes, linking 
communities in eastern Contra Costa County with the Con
cord Station.

A joint AC/BART PLUS ticket became available early 
in 1987, providing a discount to riders using both systems. 
The number of off-site BART ticket sales outlets was in
creased to 217 by June 30, 1987, including retailers, em
ployers, schools, financial institutions and community groups.

Within the stations themselves, modifications to eleva
tors continued, providing improved access to handicapped 
patrons. Work began on a system-wide installation of brightly 
colored textured tile on platform edges, following extensive 
evaluation of several methods to improve the detection of the 
platform edge by vision-impaired patrons.

BART Express Buses



^\ffirmative Action

t^ART’s efforts to hire and promote minority, women anc 

handicapped employees continued during the >ear.
Those efforts included identifying and analyzing job 

'vacancies, recruitment, information programs about job 
availabilities, contact with community, educational, gov
ernmental, professional and business organizations and 
training.

The long-range objective of BART’s Affirmative Actii:Mi 
program, which was adopted by the Board of Directors in 
1983, is to achieve a representative work force that reflects 
the availability for hire of women and minorities in the 
Bay Area.

It is the District’s policy that minority business enter
prises (MBE), including disadvantaged and women-owned 
businesses, be afforded the maximum practical opportuni'y 
ro participate in performance of all District contracts and 

agreements.
Out of the District’s total procurement, the MBE parti

cipation achieved was over 25 percent, which exceeded the 
Dbjective of 21 percent for the year. This was accomplished 
chrough extensive outreach effort and active sponsoring of 
trade fairs.

Multiple
System
Ticketsr ' /

425 lU
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Fire Hardening

iART’s $20.7 million Vehicle Fire Hardening project, 
which included all of BART’s passenger cars, was completed 
in August, 1987. BARTs cars rank among the most fire-safe 
transit vehicles in the nation.

The project included the replacement of walls and ceil
ings, the installation of fire-stops in the walls and ceilings, 
the laying of new floors and the reinforcement with special 
fire-safe and fire-retardant materials of other parts under the 
cars where heat and fire might be generated.

Special Services

1.ART provided special seiwice during the year for holiday 
shopping, musical and sporting events at the Oakland Coli
seum, the Bay-to-Breakers run and the obsei-vance of the 
50th anniversary of the opening of the Golden Gate Bridge 
in 1937.

The shopping specials provided extra trains on four Sun
days preeeding Christmas for shoppers bound for downtown 
Oakland and San Franeisco.

BART dispatched trains from the East Bay into San 
Francisco beginning at 3 a.m. for the observance of the 
Golden Gate Bridge’s 50th anniversary.



Gn-Time Performance

-y©ART’s record of performance in getting passengers to 

their destination on time improved markedly during the year. 
On-time performance by BART had fallen below District 
objectives during the previous year, primarily because of the 
construction of the K-E Track in downtown Oakland.

In November, 1986, following the completion of the Fire 
Hardening project, which withdrew cars from service for 
necessary safety modifications, BART added two trains to 
its peak-time Concord-Daly City and Fremont-Daly City 
schedules. The trains were added without any disruption 
of service or lessened on-time reliability, reflecting BART’s 
overall plan to gradually boost its passenger-canying capacity 
without disrupting current operations.

These two trains brought to 45 the total of trains 
available for peak-hour service on weekdays. Average car 
availability at 4 a.m. on weekdays during the fiscal year 
was 387.

Fire Safety

A.

_____

fiili 
- ■

'*'T

Senior and
Handicapped

Access



Performance Highlights

Daily On-Time Performance
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FY 1986/1987 [_ J FY 1985/1986 L

uring the fiscal year 1986-1987, 
BART patronage declined by 2.6 mil
lion passengers from the prior year, 
although passenger revenues increased 
by $4.6 million. Total operating rev
enues reached an all-time high of 
$84.6 million.

BART funded 52.2 percent of 
its total operating expenses, which 
amounted to $162.2 million (exclud
ing depreciation) for FY 86-87, from 
passenger fares and other operating 
revenue. This is up from 51.0 percent 
during the prior fiscal year. A long
standing District objective is to fund 
approximately one-half of its net rail 
operating expenses from operating 

revenues.
Net passenger revenue for 

FY 86-87 amounted to $77.7 mil
lion, compared to $73.1 million for 
FY 85 — 86. Total operating revenue, 
including almost $7 million in interest 
income, advertising in trains and sta
tions, and other income, was $84.6 
million for FY 86-87, compared with 
$82.1 million for the previous fiscal 

year.
BART’s farebox ratio, which re

lates net passenger revenues to net 
operating expenses, was 47.9 percent 
for FY 86-87, an increase over the 
figure of 45.4 percent for FY 85-86.

Net rail passenger revenue per 
passenger mile for FY 86-87 was 
11.1 cents, up from the previous

year’s 9.6 cents. Rail operating costs 
per passenger mile for FY 86 — 87 was 
21.1 cents, compared with 19.6 cents 
for FY 85-86.

Annual passenger trips during 
FY 86-87 totaled 56.2 million, com
pared with 58.9 million for the previous 
year, with an average of 12.4 miles for 
each trip during FY 86-87, compared 
with 12.8 miles the year before.

In addition to funds derived from 
passenger fares, interest income and 
advertising, BART received $87.1 
million in revenues from 75 percent of 
the one-half cent transit sales tax in 
the three BART counties, $1.0 mil
lion in state and local funds and $7.4 
million in property tax available for 
operations. Of the $87.1 million de
rived from tlie sales tax, .$13.5 million 
was allocated to debt service and 
$73.6 million was made available for 
operations.

Directors reduced the property 
tax rate on the levy for repayment of 
the general obligation bonds approved 
by voters in 1962 for construction of 
the system. Directors set a tax rate of 
4.21 cents per $100 of assessed 
value, down from 5.08 cents for the 
previous fiscal year. The property tax 
generated revenues of $47.8 million 
from property owners in Alameda, 
Contra Costa and San Francisco coun
ties, the three counties making up the 
District.



FY 1986/87
Rail Ridership
Annual passenger trips 56,240,997
Average weekday trips 194,226
Average trip length 12.4 miles
Annual passenger miles 695,944,275
Patron trip on-time performance (%) 94.4%
System utilization ratio (passenger miles to

available seat miles) 31.9%
End-of-period ratios:

Peak patronage 49.1%
Offpeak patronage 50.^/o

BART’S estimated share of peak period
transbay trips—cars, trains & buses (a) 37.0%

Operations
Annual revenue car miles 30,266,578
Unscheduled train removals—average per

revenue day 4.2
Transit car availability to revenue car fleet (b) 91.1 %
Passenger miles per equivalent gallon of

gasoline 75.3
Passenger accidents reported per million

passenger trips 16.09
Patron-related crimes reported per million

passenger trips 33.20
Financial
Net passenger revenues $ 77,654,000
Other operating revenues 6,970,000
Total operating revenues 84,624,000
Net operating expenses (excluding depreciation) 162,202,000 
Farebox ratio (net passenger revenues to net

operating expenses) 47.87%
Operating ratio (total operating revenues to

net operating expenses) 52.17%
Net rail passenger revenue per passenger mile 11.10
Rail operating cost per passenger mile 21.10
Net average rail passenger fare (c) SI .37
Notes
General note: Data represent anneal averages unless otherwise noted.
(a) Based on MTC Transbay survey data for October 1986 and April 1987 C^-9 a.m., 

4-6p.m.).
(b) At 8 a.m. each day
(c) Includes BART/MUNI Fast Pass

FY 1985/86

58,894,468 
204,244 

12.8 miles 
751,848,613 

89.1%

34.2%

49.2%
50.8%

37.8%

30,489,648

5.2
89.1%

79.2

16.62

26.35

$ 73,052,000 
9,019,000 

82,071,000 
160,894,000

45.40%

51.01%
9.60

19.60
$1.22

Adams. GRA.vr. Weriser & Co. G^Peat Marwick
Peat Marwick Main & Co.
Throe Emoarcadcro Ccniot 
San Francisco CA 94iu

Ceriifiec Public Accojniar.ts

Th= Board of Directors 
San “ranciscc Bay Area 

Rapid Transit District

We have examined the balance sheets of San Francisco Bay 
Area Rapid Transit District as of June 30, 1987 and 1986, 
and che related statements of operations, capital and 
changes in financial position for the years then ended. 
Our examinations were made in accordance with generally 
accepted auditing standards and, accordingly, included 
such tests of the accounting records and such other 
audicing procedures as we considered necessary in the 
circumstances.

Ir. our opinion, the aforementioned financial statements 
presanc farrly the financial position of San Francisco 
Bay Area Rapid Transit District at June 30, 1987 and 1986, 
and Che results of its operations and the changes in 
its financral position for the years then ended, in 
conformity with generally accepted accounting principles, 
consistently applied during the period subsequent to 
the change, with which ws concur, made as of July 1,
1965 as described in nots 2 to the financial statements.

Our examinations were mare for the purpose of forming 
an opinion cn the basic financial statements taken as 
a whole. The supplementary information included in 
the Reconcrliation of Funded Operating Expenses in 
Excess of Revenues is presented for purposes of 
acdicional analysis and is not a required part of the 
basic financial statements. Such, information has 
been subjected to the auditing procedures applied in 
the examinations of the rasic financial statements 
and, ir. our opinion, is fairly stated in all material 
respects in relation to the basic financial statements 
te:-:en as a whole.

Septemt.er 2, 1987



Financial Statements
BALANCE SHEETS
June 30,1987 and 1986 (In Thousands)

ASSETS
Cash (including time deposits—

1987, $19,340; 1986, $26,027) 
Securities
Deposits, notes and other receivables 
Construction in progress 
Facilities, property and equipment—at 

cost (less accumulated depreciation 
and amortization — 1987, $381,106; 
1986, $350,550)

Materials and supplies—at average cost

LIABILITIES AND CAPITAL
Notes payable 
Payroll and other liabilities 
Unearned passenger revenue 
General Obligation Bonds 
Sales Tax Revenue Bonds

Capital:
Reserves
Grants and contributions, net 
Accumulated net revenues

1987
1986

(As restated- 
see note 2)

$ 22,124
331,483 
102,408 
182,035

28,158
329,578

96,769
119,390

1,317,309
14,680

1,301,209 
14,279

$1,970,039 1,889,383

63,975
80,915

1,584
470,240
145,000

67,655
61,917

1,577
504,905
145,000

761,714 781,054

27,580
672,416
508,329

32,223
610,402
465,704

1,208,325 1,108,329

$1,970,039 1,889,383

STATEMENTS OF OPERATIONS
Years Ended June 30,1987 and 1986 (In Thousands)

See accompanying notes to financial statements.

1987 1986
Operating

fund
Construction Debt service 

funds funds
Combined

totai
(As restated — 

see note 2)
Operating revenues:

Fares $ 87,866 — — 87,866 80,898
Less discounts and other deductions 10,212 — — 10,212 7,846

77,654 — — 77,654 73,052
Other (including investment income) 6,970 — — 6,970 9,019

Total operating revenues 84,624 — — 84,624 82,071

Operating expenses:
Transportation 61,912 — — 61,912 60,658
Maintenance 63,977 — ■ -------------

63,977 63,170
Police services 8,905 — — 8,905 8,601
Construction and engineering 5,997 — — 5,997 5,597
General and administrative 28,746 — — 28,746 29,497
Depreciation 31,800 — — 31,800 34,351

201,337 — — 201,337 201,874
Less capitalized costs 7,335 — — 7,335 6,629

Net operating expenses 194,002 — — 194,002 195,245

Operating loss (109,378) — — (109,378) (113,174)

Other revenues (expenses):
Transactions and use tax: 73,617 — 13,474 87,091 84,231
Property tax 7,412 — 51,102 58,514 61,779
State financial assistance 479 — — 479 1,826
Local financial assistance 548 — — 548 564
Other investment income — 24,462 5,254 29,716 20,543
Accrued interest from bond sale — — — — 873
Interest expense — — (39,127) (39,127) (30,769)
Service expense — — (18) (18) (34)
Cost of 1982 Sales Tax Revenue

Bonds defeasance — — — — (4,594)

Total other revenues 82,056 24,462 30,685 137,203 134,419

Net revenues (expenses) (27,322) 24,462 30,685 27,825 21,245

Depreciation of assets acquired with
grants and contributions by others 14,662 — — 14,662 16,411

Amount transferred to
accumulated net revenues $ (12,660) 24,462 30,685 42,487 37,656



STATEMENTS OF CAPITAL
Years Ended June 30,1987 and 1986 (In Thousands)

Balances at June 30,1985, as previously 
reported

Adjustment to include debt service funds 
previously not included in operations 
(note 2)

Balances at June 30,1985, as restated
Amount transferred to accumulated net 

revenues, as restated

Other additions (deductions):
Capital designations 
Decrease In reserves 
Grants and contributions 
Depreciation and retirements of assets 

acquired with grants and contributions

Balances at June 30,1986,as restated
Amount transferred to accumulated 

net revenues
Other additions (deductions):

Capital designations 
Decrease In reserves 
Grants and contributions 
Depreciation and retirements of assets 

acquired with grants and contributions

Balances at June 30,1987

Reserves
3rants and 

contributions
Accumuiated 
net revenues Total

$ 32,939 563,775 412,667 1.009,381

_ _ 17,665 17,665

32,939 563,775 430,332 1,027,046

— 37,656 37,656

(716)
3,000

60,038

(3,000)
716

60,038

— (16,411) — (16,411)

32,223 610,402 465,704 1,108,329

— — 42,487 42,487

(4,6tt)
4,505

72,171

(4,505)
4,643

72,171

— (14,662) — (14,662)

$ 27,530 672,416 508,329 1,208,325

STATEMENTS OF CHANGES IN FINANCIAL POSITION
Years Ended June 30,1987 and 1986 (In Thousands)

Cash and securities provided by:
Operations:

Net amount transferred to 
accumulated net revenues 

Add expenses not requiring cash: 
Depreciation of assets acquired 

with own funds

Cash and securities 
provided by operations 

Issuance of Sales Tax Revenue Bonds 
Issuance of Sales Tax Anticipation Notes 
Issuance of Grant Anticipation Notes 
Contributions from U.S. Government 

grants and others
■Increase in payroll and other liabilities 
Increase in unearned passenger revenue

Total cash and securities provided

Cash and securities applied to:
Increase In deposits, notes and other 

receivables
lincrease in construction in progress 
Additions to facilities, property and 

equipment
Additions to materials and supplies 
Matured Sales Tax Revenue Bonds 
Defeased Sales Tax Revenue Bonds 
Matured General Obligation Bonds 
Matured Sales Tax Anticipation Notes 
Matured Grant Anticipation Notes 
Net effect of restatement of debt 

service funds

Total cash and securities applied

Increase (decrease) 
in cash and securities

1987

1986
(As restated- 

see note 2)

$ 42,487 37,656

17,138 17,940

59,625 55,596
— 145,000
18,950 21,775
— 45,025

72,171 60,038
18,998 9,782

7 193

169,751 337,409

5,639 34,015
62,645 31,430

47,900 36,978
401 1,214

— 545
— 63,965
34,665 32,820
21,775 19,860

855 5,735

— 571

173,880 227,133

$ (4,129) 110,276

See accompanying notes to financial statements.



NOTES TO FINANCIAL STATEMENTS June 30,1987 and 1986

1 ■ Summary of Significant Accounting Policies

a. Description of District
The San Francisco Bay Area Rapid Transit District is a public 
agency created by the legislature of the State of California in 
1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended. The District does not have 
stockholders or equity holders and is not subject to income tax. 
The disbursement of all funds received by the District is 
controlled by statutes and by provisions of various grant 
contracts entered into with Federal and State agencies.
b. Securities
As a matter of policy, the District holds investments until their 
maturity and, accordingly,, securities are carried at amortized 
cost.

c. Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Deprecia
tion is calculated using the straight-line method over the esti
mated useful lives of the assets. The amount of depreciation of 
assets acquired with District funds is distinguished from depre
ciation of assets acquired with grants and contributions 
by others. The latter amount is charged to capital with the related 
grants and contributions.
d. Federal and State Grants
The District receives amounts from both Federal and State 
governments to assist in operations and for capital or other 
projects. Grants for capital and other projects are recorded as 
additions to capital when received. Grants for operating expen
ditures are included as financial assistance in the statement 
of operations.
e. Transactions and Use Tax (Sales Tax) Revenue
The one-half percent transactions and use tax is collected and 
administered by the State Board of Equalization. Of the amounts 
available for distribution, 75% is transmitted directly to the 
District’s appointed trustee for the purpose of paying bond and 
note interest, principal and expenses. Monies not required 
for these purposes are transmitted to the District. The District 
records the total taxes received as revenue. The State Board of 
Equalization estimates that transactions and use tax revenues 
for the period April 1,1987 to June 30,1987 will be approximate
ly $19,538,000. Of this amount, $5,861,000 had been received 
and recorded by the District. Comparable figures for 1986 were 
$19,305,000 and $5,791,500, respectively.

f. Property Tax Revenue
The District receives property tax revenues to service the debt 
requirements of the General Obligation Bonds. It also receives 
an allocation of property tax revenues to provide for general and 
administrative expenses not involving construction, although 
such revenues may be used for construction if needed. The 
District records both amounts as property tax revenue.

g. Self-Insurance
The District is largely self-insured for workers’ compehsation, 
general liability claims, and major property damage. The District 
records the costs of self-insured claims and major property 
damage when they are incurred.
h. Capital Designations
The Board of Directors designates a portion of accumulated net 
revenues for capital projects.
1. Capitalization of Interest
The District capitalizes certain interest revenue and expendi
tures related to tax-free borrowings in accordance with State
ment of Financial Accounting Standards 62. The net effect of 
this capitalization is to decrease construction in progress by 
$1,136,000 in 1987 and $8,670,000 in 1986, representing 
excess interest revenue from applicable borrowings over in
terest expenditures.
2. Change of Accounting Method

The accounting method of the District has been changed 
effective July 1, 1985 in accordance with generally accepted 
accounting principles applicable to the method.of accounting for 
proprietary funds. In this method, the measurement focus is 
based upon determination of net revenues, financial position, 
and changes in financial position in a manner similar to a private 
business enterprise.
3. Cash

State of California statutes require that all depositories holding 
public funds collateralize deposits in one or more of three 
classes of security pools held by an agent of the depository. 
Most of the District’s deposits are in the pool where the market 
value of the collateral in the pool is required to be at least 110% 
of deposits and conforms with the statutes as administered by 
the State of California Superintendent of Banks.

. The carrying amount and bank balance of the cash at June 
30,1987 is as follows (in thousands):

Bankers’ Acceptances, repurchase and reverse repurchase 
agreements and negotiable certificates of deposit. All of the 
District’s investments comply with the above policy and statutes.

The District’s investment securities are categorized below 
by type to give an indication of the level of credit risk assumed by 
the District at year end. Category 1 includes investments that are 
insured or registered or for which the securities are held by the 
District or its agent in the District’s name. Category 2 includes 
investments for which the securities are held by the counter
party’s trust department in the District’s name. Category 3 in- 
ciudes investments for which the securities are held by the coun
terparty, or by its trust department or agent but riot in the 
District’s name.

At June 30, 1987 the amortized cost, market value and 
category of credit risk of the District’s investment securities are 
as follows (in thousands):

Category
1 2 3

Amortized
cost

Market
value

U.S. Treasury 
Notes $ 38,665 38,665 39,210

Federal Agency 
Obligations 221,667 53,096 — 274,763 275,593

Repurchase
Agreements 18,055 _ _ 18,055 18,055

Total $ 278,387 53,096 — 331,483 332,858

5. Reserves

Included in Securities on the Balance Sheet is $27,580,000 and 
$32,223,000 in 1987 and 1986, respectively, representing 
designation by the Board of Directors of a portion of the Dis
trict’s accumulated net revenues as reserves for the following 
purposes:

1987 1986

(in thousands)

Cash on hand 
Insured (FDIC/FSLIC) 
Collateralized with securities 

pledged by financial 
institutions

Total

4. Securities

Carrying
amount

Bank
balance Basic System Completion

System Improvement 
Construction
Self-Insurance
Operating

$10,467
2,735
1,878
9,000
3,500

10,421
6,371
2,931
9,000
3,500

$ 1,019 
769 796

20,336 20,247 $27,580 32,223

$ 22,124 21,043

State of California statutes and District policy authorize the 
District’s Treasurer to invest in U.S. Treasury bills, notes and 
bonds, Federal agency bonds, notes, and discount notes,



6. Facilities, Property and Equipment (in Thousands)

Facilities, property and equipment, assets lives, and ac
cumulated depreciation and amortization at June 30, Lives
1987 and 1986 are summarized as follows:
Land —
Improvements 80
System-wide operation and control 20
Revenue transit vehicles 30
Service and miscellaneous equipment 3 to 20
Capitalized construction and start-up costs 30
Repairable property items 30

7. General Obligation Bonds (in Thousands)

1687 1966

Cost

$ 161,865 
1,101,692 

131,472 
165,327 
25,414 

105,067 
7,578

$1,698,415

Acsumulated
depreciation

and
amortization

179,607
68,264
70,730
15,656
43,965

2,884
381,106

Cost

135,325 
1,088,998 

125,581 
164,598 
24,357 

105,217 
7,683

1,651,759

Accumulated
depreciation

and
amorization

165,854
61,823
65,2-^1
14,079
40,874

2,679

350,550

Composite
Interest

Rate

1962 District Bonds 3.90%
1966 Special Service District Bonds 4.38%

Year
Ust

Series

1999
1998

In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million of 
General Obligation Bonds. Payment of both principal and 
interest is provided by the levy of District-wide property 
taxes. During 1966, City of Berkeley voters formed Spe
cial Service District No. 1 and authorized the issuance of 
$20.5 million of General Obligation Bonds for construction 
of subway extensions within that city. Payment of both 
principal and interest is provided by taxes levied upon 
property within the Special Service District. Bond principal 
is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15. Interest of 
$9,243,000 and $9,996,000 on General Obligation Bonds 
and $: 38,000 and $148,000 on Special Service District 
No. 1 Bonds is payable on December 15,1987 and 1986, 
respectively.

8. Sales Tax Revenue Bonds (in Thousands)

Original Amount 1987 1936

Authorized Issued
Due in
1 Year

Due in
Total 1 Year Total

$792,000 792,000 36,250 463,953 34,225 498,175
20,500 12,000 460 6,290 440 6,730

$812,500 804,000 36,710 470,240 34,665 504,905

The following is a schedule of principal repayments required under 
General Obligation Bones as of June 3C, 1937 (in thousand's):

Year Ending
Jure 30

1962 Cistrict Bonds

1966
Special Service
District Bonds Total

1988 $ 36,250 460 36,710
1989 38,400 480 38,860
1990 40,200 500 40,700
1991 33,700 520 34,220
1992 34,975 540 35,515

Later years 280,425 3,790 284,215

$463,950 6,290 470,240

Year 
Last 

Series
Matures Authorized

Originai Amount 1987 198:

1969 Sales Tax Revenue Bonds 
1982 Sales Tax Revenue Bonds 
1985 Sales Tax Revenue Bonds

1977
2008
2011

$150,000
65,000

145,000

issued

150.000 
65,000

145.000

Defeased Due in 
1 Yea- Total Due in 

1 Year Total

63,965 —
145,003 —

$360,000 360,000 63,965 — 145,003 —
145,000 
145,000

8. Sales Tax Revenue Bonds (cont’d)
The 1969 Legislature of the State of California authorized the 
District to impose a one-half percent transactions and use tax 
within the District and issue Saies Tax Revenue Bonds totaling 
$150 miilion. The State Legisiature later extended the tax to 
June 30,1978 and authorized the District to issue bonds totaiing 
$24 miiiion to be used for operations. Payment of these Saies 
Tax Revenue Bonds was completed by June 30,1978.

On September 30, 1977, the Governor signed legislation 
which extended the transactions and use tax indefinitely. The 
tax is collected and administered by the State Board of 
Equalization. Of the amounts available for distribution, 75% is 
allocated to the District and 25% is allocated by the Metropolitan 
Transportation Commission to the District, the City and County 
of San Francisco, and the Alameda-Contra Costa Transit District 
for transit services on the basis of regional priorities established 
by the Commission.

In October 1982, the District issued revenue bonds totaling 
$65 million to pay a portion of the cost of acquisition of 150 rail 
transit vehicles and related automatic train control equipment for 
use in the District’s existing rapid transit system. The 1982 
Bonds were special obligations of the District payable from and 
secured by a pledge of revenues, including certain sales tax 
revenues, all passenger fares and certain property tax rev
enues. Bond coupon rates ranged from 7% to 10% depending 
upon the various maturity dates.

In November 1985, the District issued revenue bonds 
totaling $145,000,000 to refund and defease $63,965,000 
outstanding principal amount of the bonds issued in 1982, and to 
finance certain system improvements. The System improve
ments currently planned or underway include acquisition of 150 
rail transit vehicles and associated capacity increase projects, 
new parking facility construction and improvements to existing 
lots, land and right-of-way acquisitions, enhancements to train 
performance systems, and system route extension studies.

The District recognized $4,594,000 as a cost of defeasance 
in the statement of operations during the year ended June 30, 
1986, representing the difference between the book value of the 
bonds net of unamortized discount less the amount transferred 
to the trustee.

The 1985 Bonds are special obligations of the District 
secured by a pledge of the sales tax revenues and are payable 
from revenues, including all sales tax revenues, all passenger 
fares, certain property tax revenues, and certain interest, grants, 
and other income. Bond interest rates range from 6.40% to 
9.00% depending upon the various maturity dates. The bonds 
maturing on or after July 1, 1996 are redeemable prior to 
maturity at the option of the District beginning July 1, 1995 on 
various dates at prices ranging from 103% to 100%. The bonds 
maturing July 1, 2004 and July 1, 2011 are also subject to 
redemption prior to maturity on or after July 1,1998 and July 1, 
2005, respectively, at 100%.



Taxes collected by the State Board of Equalization are 
transmitted directly to the appointed trustee for the purpose of 
paying bond interest semiannually on July 1 and January 1, 
principal annually on July 1 and expenses of the trustee. Monies 
not required for these purposes are transmitted to the District. 
Additionally, the trustee retains amounts needed for the pay
ment of principal and interest on $18,950,000 Sales Tax 
Anticipation Notes maturing on July 14,1987 (see note 9). Taxes 
received by the trustee during the year ended June 30, 1987 
were $87,091,000 of which $32,424,000 was retained by the 
trustee for the above purposes and $54,667,000 was transmit
ted to the District. The District records the total taxes re
ceived by the Trustee as transac
tions and use tax revenue.

Interest of $6,284,000 on the 
1985 bonds is payable on July 1,
1987. The first principal payment 
of $1,885,000 is due July 1,1989.

The following is a schedule 
of principal repayments required 
under Sales Tax Revenue Bonds 
as of June 30,1987 (in thousands):

Year Ending 
June 30

1988
1989
1990
1991
1992

Later years

1985
Sales Tax Revenue 

Bonds

$-
1,885
2,070
2,270

138,775

$145,000

9. Sales Tax Anticipation Notes

The District issued subordinated Sales Tax Anticipation Notes 
amounting to $21,775,000 in July 1985. These notes matured 
on August 1, 1986 and were paid along with interest of 
$1,179,000.

In July 1986, the District issued $18,950,000 in subordi
nated Sales Tax Anticipation Notes to provide interim financing 
to defray operating expenses payable from the Operating Fund 
of the District, in anticipation of the receipt of taxes, income, 
revenue and other monies to be received during or allocable to 
fiscal year ended June 30,1987. The notes matured on July 14, 
1987 with interest of $888,000.
10. Grant Anticipation Notes

In July 1984, the District sold $10,900,000 in Grant Anticipation 
Notes to provide interim financing for certain expenditures prior 
to the receipt of certain anticipated revenues. These notes 
matured on various dates from May 1,1985 through January 2, 
1987, bearing interest at rates ranging from 7.00% to 8.15%. 
The outstanding balance of the notes at June 30, 1986 was 
$855,000.

In November 1985, the District sold an additional 
$45,025,000 in Grant Anticipation Notes. These notes mature 
on January 31,1988, March 1,1988, and May 1,1988, and bear 
an interest rate of 6.50%.

11 ■ U.S. Government Grants (in Thousands)
The U.S. Government, under grant contracts with the District, 
provides financial assistance for capital projects. A summary of 
Urban Mass Transportation Administration Grants in force at 
June 30,1987 is as follows:

Type of Grant

Beautification
Demonstration
Capital

Maximum
Grant

Funds
Received

$ 1,961 1,961
13,355 13,355

618,344 471,205
$633,660 486,521

12. Litigation and Disputes with Contractors and Others

The District is involved in various lawsuits, claims and disputes, 
which for the most part, are normal to the District’s operations. In 
the opinion of management, the costs that might be incurred, if 
any, would not materially affect the District’s financial position or 
operations.
13. Public Employees’ Retirement System

The District contributes to the Public Employees’ Retirement 
System. The System is a contributory pension plan providing 
retirement, disability, and death benefits to employees of certain 
state and local governmental units. Substantially all full-time 
employees of the District are covered by the System. Pension 
costs of the system are determined actuarially and required 
contributions are expensed currently. Pension expense was 
$6,716,000 and $8,513,000 in 1987 and 1986, respectively.
14. Deferred Compensation Plan___________ _________

The District offers its employees a deferred compensation plan 
created in accordance with Internal Revenue Code Section 457. 
The plan, available to all officers and employees, permits them 
to defer a portion of their salary until future years. The deferred 
compensation is not available to employees until termination, 
retirement, death or emergency.

All amounts of compensation deferred under the plan, all 
property and rights purchased with those amounts, and all 
income attributable to those amounts, property, or rights are 
(until paid or made available to the employee or other 
beneficiary) solely the property and rights of the District (without 
being restricted to the provisions of benefits under the plan), 
subject only to the claims of the District’s general creditors. 
Participants’ rights under the plan are equal to those of general 
creditors of the District in an amount equal to the fair market 
value of the deferred account for each participant.

Under the terms of the plan, participants have the right to 
direct that their plan accounts be invested in one or more 
available investment funds selected by the investment 
committee under the Plan. The value of such accounts will 
fluctuate depending on the investment performance of the 
investment funds selected by the participant. It is the opinion of 
management that the District has no liability under the terms of 
the plan for any amounts other than the participants’ account 
balances.

The District has deposited funds with a custodian pursuant 
to the District’s deferred compensation plan. These deposits 
together with earnings had a market value of $31,527,000 and 
$24,098,000 as of June 30, 1987 and 1986, respectively. This 
amount is reflected on the balance sheet in deposits, notes and 
other receivables and in payroll and other liabilities.

SUPPLEMENTARY INFORMATION

San Francisco Bay Area Rapid Transit District 
Reconciliation of Funded Operating Expenses 
in Excess of Revenues
Years ended June 30,1987 and 1986 (in thousands)
The following is a reconciliation of funded operating expenses 
in excess of revenues after capital designations and before 
depreciation and cost of bond defeasance related to deprecia
tion of assets acquired with own funds:

Amounts transferred to
accumulated net revenues 
from the operating fund 

Capital designations 
Depreciation of assets acquired 

with the District’s own funds 
Cost of 1982 Sales Tax Revenue 

Bonds defeasance related to 
depreciation of assets 
acquired with own funds

Funded operating ex
penses in excess of 
revenues after captial 
designations and 
before depreciation

1987 1986

$ (12,660) (16,699)
(4,505) (3,000)

17,138 17,940

— 1,748

$ (27) (11)



Operating Funds 1986/87 $174,042,000 C apital Funds 1986/87 $112,154,000

Where Funds Came From (In Thousands) How Funds Were Applied (In Thousands)

■ Transaction
& Use Sales Tax 
$73,617 42.30%

I Fares
$77,654 44.62%

S Property Tax 
$7,412 4.26%

■ Other 
$15,359 8.82%
• Investment Income 

and Other Operating 
Revenues
$6,970 4.00%

• State Financial 
Assistance 
$479 0.28%

• Construction Funds 
$7,335 4.21%

• Regional Financial 
Assistance
$548 0.31%

• Decrease in 
Workin 
$27

ting Capital*
0.02%

"Funded excess of expenses over revenues

■ Maintenance 
$63,977 36.76%

■ Transportation 
$61,912 35.57%

H General Administration 
$28,746 16.52% 

g Police Services 
$8,905 5.12% 

n Other
$10,502 6.03%
• Capital Desigiatic ns 

$4,505 2.59%
• Construction & 

Engineering 
$5,997 3.44%

Source of Funds (In Thousands)

n District
$27,832 24.82%
Federal
$51,901 46.28%

■ State
$15,490 13.81%

H Local (Including 
capita designations)
$16,931 15.09%

Expenditures (In Thousands)

H Construction
$68,636 61.19%
• Line

$63,024 56.19%
• Systemwide 

$5,247 4.68%
• Support Facilities 

$365 0.32%
n Train Control 

$7,733 6.89% 
n Communications 

$1,087 0.97%
H Transit Vehicles 

$29,608 26.40%
□ Miscellaneous Equip-nent 

$3,196 2.86%
• Automatic Fare 

Collection 
$1,208 1.08%

• Management 
Information Systems 
$568 0.51%

• Support Vehicles 
$560 0.50%

• Other Equipment 
$860 0.77%

□ Studies and Other 
$1,894 1.69%

TOTAL
$174,042 100.00%

TOTAL
$174,042 100.00%

TOTAL
$112,154 100.00%

TOTAL
$112,154 100.00%

/
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l"l f' Message from the General Manager

‘‘ ;v_

Keith Bernard 
General Manager, BAHT

Service improvement ivas a major objective 
during this fiscal, year. A look at the record of 
on-time performance daring this period slioivs 
that BART has made signijicant gains, com
pared to the previous period. Beginning in the 
summer of 1986 we were able to return more 
cars to full service with the completion of the 
fire hardening project. This alloived the sched
uling of two additional trains to peak hour 
service. Parking was also exparuled at several 
stations as part of the ongoing program to im

prove access to the system. I ivould like to commend all 
BART employees for their part in these achievements.

BARTs improved service coincides with growing sup
port for extension of the system. This year voters in 
Alameda County approved a sales tax measure for a 
number of transportation projects, including $170 million 
for a rail line from Bay Fair Station to Dublin. The cost 
for this extension, based on 1987 planning studies, is 
estimated at $232 million. The proposed link to Dublin 
and Pleasanton from the Bay Fair Station represents an 
important step in the realization of BART"s objective to 
extend the system within the three BART counties.

The process of realizing extensions such as Bay Fair 
to Dublin involved many steps. In the past year BART 
has continued the acquisition of additional sites for possi
ble extension stations and commenced the formal alterna
tives analysis studies required by the federal government 
in order to apply for federal funding. Of equal impor
tance has been the designation of $70 million in BART 
reserves to add to the sources of local matching funds 
for extensions.

Citizens from outside the BART counties have also 
expressed interest, through the ballot box, in benefitting 
from BART extensions. As freeivays throughout the Bay 
Area, become more and more congested, the challenge to 
fund and build extensioivi becomes more compelling. It is 
a challenge of building regional politiccd consensus as 
ivell as securing federal and state finding to match 
BARTs efforts to develop a pool of local funding.

Looking ahead, we must be more aivare than ever 
that BART has to compete for its patronage. Reliability 
and availability are the cornerstones of BARPs competi
tive position. The importance of completing the capacity 
expansion program for the existing system cannot be over
emphasized in this regard. Capacity will be increased in 
small increments over the next three years as the new C- 
cars are introduced, the Daly City Turnback and Yard Is 
commissioned, and the Wayside Train Control modifica
tions are completed.

With additional capacity in place we will be able to 
better serve existing riders and attract new riders. How
ever, aggressive marketing of BARTs .service will be 
paramount in the coming year. This means that every
one at BART has to continually think in terms of what 
customers want. Providing safe on-time service, reliable 
equipment, a clean system and friendly, helpful em
ployees will continue to be among the most important 
objectives at BART.
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.Board of Directors
I Barclay Simpson

District 1
Board Vice President, 1987. 
Board President, 1977. A 
member of the Board since 
1977. Chairperson, BART 
Liaison with the Central Con
tra Costa Transit Authority, 
1987. Member, BART Liaison 
with SamTrans. Chairman of 
the Board, Simpson Company, 
San Leandro. 0w7ier of the 
Barclay Simpson Art Galleiy, 
Lafayette. Lives in Orinda.

Margaret K. Pryor
District 4
Board President, 1987. A 
member of the Board since 
1980. Chair|5erson, BART 
Liaison with the Alameda- 
Conlra Costa Transit District, 
1987. Chaiipereon, Livermore/ 
Amador Valley Transit Author
ity Policy Advisory' Committee 
1987. Chairperson, APTA 
Minority Affaii-s Committee, 
1987. Lives in Oakland.

Wilfred T. Ussery
District 7
Board President, 1985. A 
member of the Board since 
1978. Vice Chaiipereon, 
Administration Committee, 
1987. An urban planner. 
Active in Bay Area civic 
organizations. Past National 
Chair))erson, Congress of Ra
cial Equality, 1967 to 1969. 
Lives in San Francisco.

I

Neio Bianco
District 2
Board President 1986, 1980 
and 1975. A member of the 
Board since 1969. BART 
Representative to the Amer
ican Public Transit Association 
Boaid of Directors, 1987. 
BART Liaison with Eastern 
Contra Costa Authority and 
also with the West Contra 
Costa Transit Authority, 1987. 
Businessman. Fonner Rich
mond City Councilman. Lives 
in El Sobrante.

Robert S. Aflen
District 5
Board President, 1983. A 
member of the Board since 
1974. Member, BART Liaison 
with SamTrans, 1987. Em
ployed 27 years in engineering 
and operations for three major 
railroads. Lives in Livermore.

Arlo Hale Smith
District 8
A member of the Board since
1986. Chairperson, Public 
Affairs, Access and Legislation 
Committee, 1987. Member, 
BART Liaison with SamTrans,
1987. A San Francisco attor
ney. Lives in San Francisco.

Arthur J. Shartsis
District 3
Board President, 1984. A 
member of the Board since 
1976. Chairperson, Adminis
tration Committee 1987. Vice 
Chairperson, Engineer and 
Operations Committee, 1987. 
A San Francisco attorney. 
Lives in Oakland.

John Glenn
District 6
Board President, 1980. A 
member of the Board since 
1974. Chairperson, Policv 
Committee, Fremont-South Bay 
Corridor Study, 1987. Founder 
and President, John Glenn 
Adjusters and Administrators. 
Organizer and Director, Civic 
Bank of Commerce. Lives in 
Fremont.

John H. Kirkwood
District 9
Board President, 1979. A 
member of the Board since 
1974. Chairperson, Engineer
ing and Operations Committee, 
1987. Chaiipeison, BART 
Liaison with San Francisco 
Municipal Railway, 1987. 
Member, BART Liaison with 
SamTrans, 1987. Advisoiy 
Board member, San Francisco 
Planning and Urban Renewal 
(SPUR) .\ssociation. Lives in 
San Francisco.



Message from the President

/ assumed the presidency of the BART Board of 
Directors in 1987, / said that it ivould be a year of chal
lenges which would have to be met aggressively if we 
were to turn our ridership curve upivard, remain competi
tive for the dwindling transit tax dollar, and expand the 
capacity of our system to meet new travel demands. It 
ivas a challenging year, with certain triumphs recorded 
and other milestones passed with more modest success. On 
balance, it was a productive year for the District, and 
made clear certain paths BART must travel if it is to 
remain one of the premier mass transit systems in the 

country.
I made as one of my pledges a “back to basics'' 

approach to BARTs transit policy direction, and I am 
pleased to report that gains were made in fulfdling that 
pledge. BARTs basic charge is to move people in a swift, 
safe and efficient manner. The everyday, mechanical 
function of the system has to be supported by an out- 
reaching to the communities we serve to gain the support 
needed at all political levels to assure acceptance and 
approval of our programs. I believe we achieved this dur
ing 1987. I joined with management in creating ongoing 
dialogues with local and national officials to win approv
al of the final elements of our capital funding program, a 
$500 million capacity expansion which registered signif
icant progress during my presidency.

We ivere all encouraged by ridership figures which 
approached the 200,000-per-day levels we had experi
enced prior to the fare increase of 1986. The ACIBART 
PLUS pass, a joint ticketing arrangement, proved success
ful, as did continuation of the BARTIMUNI Fast Pass 
with the San Francisco Municipal Railway. Further, the 
District has become more sensitive to our impact on the

I

community, which extends beyond our stations, 
tracks and other facilities. This is reflected in 
our joint development planning around station 
sites ivhere we require maximum community 
input. All BART development must have posi
tive visual and economic impact on the com
munities and neighborhoods we serve, and not 
have a negative, diminishing ejfect.

Our netivorking with other transit agen
cies met with mixed results, but I am proud of 
the progress made during the year on the San 
Leandro-to-Dublin rail extension, particularly 
in the selection of BART as the mode for that 
system extension. We continued to devote great 
energy to other system expansion proposals, both within 
and outside BARTs three-county borders.

/ am particularly proud of the strides BART made in 
improving access for the disabled community, from sensi
tive edging in our stations to a resolution urging national 
transit recognition of the need for total accessibility for 
the handicapped. I have paid particular attention to the 
needs of the disabled since first becoming a BAR T Direc
tor, and continued that dedication during my presidency.

/ am pleased with the progress the District made in 
employment and contracting opportunities for women and 
mirwrities. I am gratified that we continued the training 
of women in non-traditional jobs.

In summation the year 1987 can be viewed as one of 
definite progress. I believe it was a year in ivhich ive as a 
policy-making body sharpened our focus on the very 
reason for our existence — the sivift, efficient and safe 
movement of people from Point A to Point B.

Margaret K. Pryor. President 
Board of Directors 
San Francisco Bay Area 
Rapid Transit District, 1987



k/.
.V*r i

llllllf
■I / %

' j?...............
■ if,

' ,,|lfef i
’ "S™ , ■ ,„,,

■ .

h
ir
t

u
:

C-Car

Daly City Turnback

C-Cars

4 key part of BART’s long-range program to increase 
its passenger-canying capacity is the acquisition of 150 

new cars.
Designated the C-Car, the new car shell is being manu

factured in France by SOFERVAL, a subsidiaiy of Alsthom- 
Atlantique. Final assembly of the cars takes place in Union 
City, not far from BART’s main yard in Hayward.

At the close of the fiscal year on June 30, 1987, the 
first production cars were scheduled by SOFERVAL to be 
delivered to BART in November and December.

The prototype test program, production baseline design 
reviews and first article configuration identification were com
pleted during the final quarter of the fiscal year.

Testing of the prototypes was rigorous, in conformance 
with the strict requirements of the contract with SOFERVAL. 
BART has insisted throughout the manufacturing process 
that the C-Cars must adhere to its contract specifications. 
SOFERVAEs delivery schedule was approximately two years 
behind at the close of the fiscal year.

The new cars, besides adding passenger capacity, will 
provide increased flexibility in the make-up of the trains and 
allow savings in energy costs for overall fleet operations.

The new cars can be used as a lead car on a train, in 
the middle or at the end of a train, providing BART with 
increased flexibility in making and breaking trains at sta
tions, rather than in the yards. The District’s present A-cars, 
which cannot be inserted in the middle of a train, seriously 
reduce BART’s ability to break up longer trains into shorter 
ones for off-peak sei-vice and then to re-assemble them to 
meet peak-service demand.

Total cost of the new C-Cars, including a new on-board 
automatic train control system, is estimated at $228.3 mil
lion, approximately $50 miflion less than the original bid price.



Daly City Turnback and Yard

V^onstruction of the Daly City Turnback and Yard con
tinued smoothly during the year and was $8 million under 
original estimates.

When completed, the project will provide BART with 
train storage and maintenance capabilities on the west side of 
San Francisco Bay. Trains will not have to be returned daily 
to East Bay facilities for maintenance. With its new track 
configuration, the Turnback will allow trains to be reversed no 
return to East Bay destinations at more frequent intei'vals.

In May, special 780-foot-long rails for the Turnback 
project were moved from BART’s Hayward yard and laid on 
the Turnback during the night, to avoid any interruption of 
regular passenger seiwice.

The Turnback was scheduled for completion in July, 
1988, with the Yard’s completion scheduled for March, 1989. 
Total cost of the project is estimated at S141.3 million.

Wayside Control 

1ART’s Wayside Train Control modification project con
tinued on schedule. The modifications include changes to the 
command controls located along the tracks throughout the 
system and in stations. The modifications will enable closer 
train spacing and a more even flow of trains throughout the 
system, thus increasing BART’s capacity to cany passengers.

Estimated to cost $14.9 million, the new system is 
scheduled for completion by July, 1989. Part of the cost will 
be covered by a grant of $8 million from the Urban Mass 
Transportation Administration.

V-X
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Automatic Train Control (ATC)
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BART Express Buses

System Access
-^^ccess to BART—the ability to conveniently reach its 

stations and trains — improved markedly during the year.
A comprehensive program is under way to increase the 

parking capacity at BART stations by 50 percent over the 
next five years. The number of new parking spaces made 
available this past year amounted to 1,532, bringing to 
25,526 the total parking spaces at BART stations.

Nearing completion at the close of the fiscal year were 
parking expansions at the Fremont Station, 391 spaces; the 
Fruitvale Station, 238; and the San Leandro Station, 160. 
Plans were also completed for expansions at Lafayette, 293 
spaces, and Orinda, 250.

In addition, the 213-space West Pittsburg Park/Ride 
facility was opened in July, 1986, with direct connection to 
the Concord Station by BART express bus. In March, 1987, 
the North Concord Park/Ride lot was opened. It provides 530 
parking spaces and is seiwed by express bus routes, linking 
communities in eastern Contra Costa County with the Con
cord Station.

A joint AC/BART PLUS ticket became available early 
in 1987, providing a discount to riders using both systems. 
The number of off-site BART ticket sales outlets was in
creased to 217 by June 30, 1987, including retailers, em
ployers, schools, financial institutions and community groups.

Within the stations themselves, modifications to eleva
tors continued, providing improved access to handicapped 
patrons. Work began on a system-wide installation of brightly 
colored textured tile on platform edges, following extensive 
evaluation of several methods to improve the detection of the 
platform edge by vision-impaired patrons.



Affirmative Action

ART’s efforts to hire and promote minority, women and 
handicapped employees continued during the year.

Those efforts included identifying and analyzing job 
vacancies, recruitment, information programs about job 
availabilities, contact with community, educational, gov
ernmental, professional and business organizations and 
training.

The long-range objective of BARTs Affirmative Action 
program, which was adopted by the Board of Directors ir. 
198.3, is to achieve a representative work force that reflects 
the availability for hire of women and minorities in the 
Bay Area.

It is the District’s policy that minority business enter
prises (MBE), including disadvantaged and women-owned 
businesses, be afforded the maximum practical opportunity 
to participate in performance of all District contracts and 

agreements.
Out of the District’s total procurement, the MBE parti

cipation achieved was over 25 percent, which exceeded the 
objective of 21 percent for the year. This was accomplished 
through extensive outreach effort and active sponsoring of 
trade fairs.

IIISEBT Multiple
System
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Station Agents

Fire Hardening

i.art’s $20.7 million Vehicle Fire Hardening project, 
which included all of BART’s passenger cars, was completed 
in August, 1987. BART’s cars rank among the most fire-safe 
transit vehicles in the nation.

The project included the replacement of walls and ceil
ings, the installation of fire-stops in the walls and ceilings, 
the laying of new floors and the reinforcement with special 
file-safe and fue-retardant materials of other parts under the 
cars where heat and fire might be generated.

Special Services

iART provided special service during the year for holiday 
shopping, musical and sporting events at the Oakland Coli
seum, the Bay-to-Breakers run and the observance of the 
50th anniversary of the opening of the Golden Gate Bridge 
in 1937.

The shopping specials provided extra trains on four Sun
days preceding Christmas for shoppers bound for downtown 
Oakland and San Francisco.

BART dispatched trains from the East Bay into San 
Francisco beginning at 3 a.m. for the observanee of the 
Golden Gate Bridge’s 50th anniversaiy.

(n'ri

BART Police



On-Time Performance

“t^JART’s record of perfomiance in getting passengers to 

their destination on time improved markedly during the year. 
On-time performance by BART had fallen below District 
objectives during the previous year, primarily because of the 
construction of the K-E Track in downtown Oakland.

In November, 1986, following the completion of the Fire 
Hardening project, which withdrew cars from seiwice for 
necessary safety modifications, BART added two trains to 
its peak-time Concord-Daly City and Fremont-Daly City 
schedules. The trains were added without any dismption 
of service or lessened on-time reliability, reflecting BART’s 
overall plan to gradually boost its passenger-carrying capacity 
without disrupting cuiTcnt operations.

These two trains brought to 45 the total of trains 
available for peak-hour service on weekdays. Average car 
availability at 4 a.m. on weekdays during the fiscal year 
was 387.

Fire Safety

af "gmm

Senior and 
Handicapped 

Access 4/'



Performance Highlights
Daily On-Time Performance

94.5

96.2 r

P» 91.2

80 100

j

II.

"mm.i

ir-.jcjggaspy^B^^pgga
dl

‘mum »i. '•?**'y

Average Weekday Patronage (OOO’s)
180 185 190 195 200 205 210 215 220

214.2
194.9
214.6
194.5

197.0
rnjr__ iL.'Mii jiMte.v\ 213.0

187.6

197.4

wmm197.3
196.8

197.6
bwgaiEaa

194.4

193.7

FY 1986/1987 r n FY 1985/1986 f

uring the fiscal year 1986-1987, 
BART patronage declined by 2.6 mil
lion passengers from the prior year, 
although passenger revenues increased 
by S4.6 million. Total operating rev
enues reached an all-time high of 
$84.6 million.

BART funded 52.2 percent of 
its total operating expenses, which 
amounted to $162.2 million (exclud
ing depreciation) for FY 86-87, from 
passenger fares and other operating 
revenue. This is up from 51.0 percent 
during the prior fiscal year. A long
standing District objective is to fund 
approximately one-half of its net rail 
operating expenses from operating 

revenues.
Net passenger revenue for 

FY 86-87 amounted to $77.7 mil
lion, compared to $73.1 million for 
FY 85-86. Total operating revenue, 
including almost $7 million in interest 
income, advertising in trains and sta
tions, and other income, was $84.6 
million for FY 86-87, compared with 
$82.1 million for the previous fiscal 

year.
BART’s farebox ratio, which re

lates net passenger revenues to net 
operating expenses, was 47.9 percent 
for FY 86-87, an increase over the 
figure of 45.4 percent for FY 85-86.

Net rail passenger revenue per 
passenger mile for FY 86 — 87 was 
11.1 cents, up from the previous

year’s 9.6 cents. Rail operating costs 
per passenger mile for FY 86-87 was 
21.1 cents, compared with 19.6 cents 
for FY 85-86.

Annual passenger trips during 
FY 86-87 totaled 56.2 million, com
pared with 58.9 million for the previous 
year, with an average of 12.4 miles for 
each trip during FY 86-87, compared 
with 12.8 miles the year before.

In addition to funds derived from 
passenger fares, interest income and 
advertising, BART received $87.1 
million in revenues from 75 percent of 
the one-half cent transit sales tax in 
the three BART counties, $1.0 mil
lion in state and local funds and $7.4 
million in property tax available for 
operations. Of the $87.1 million de
rived from the sales tax, $13.5 million 
was allocated to debt service and 
$73.6 million was made available for 
operations.

Directors reduced the property 
tax rate on the levy for repayment of 
the general obligation bonds approved 
by voters in 1962 for constiiiction of 
the system. Directors set a tax rate of 
4.21 cents per $100 of assessed 
value, down from 5.08 cents for the 
previous fiscal year. The property tax 
generated revenues of $47.8 million 
from property owners in Alameda, 
Contra Costa and San Francisco coun
ties, the three counties making up the 
District.



FY1986/87 FY 1985/86
Rail Ridership
Annual passenger trips 56,240,997 56,894,468
Average weekday trips 194,226 204,244
Average trip length 12.4 miles 12.8 miles
Annual passenger miles 695,944,275 751,848,613
Patron trip on-time performance (%) 94.4% 89.1%
System utilization ratio (passenger miles to

available seat miles) 31.9% 34.2%
End-of-period ratios:

Peak patronage 49.1% 49.2%
Offpeak patronage 50.9% 50.8%

BART’S estimated share of peak period
transbay trips—cars, trains & buses (a) 37.0% 37.8%

Operations
Annual revenue car miles 30,266,578 30,489,648
Unscheduled train removals—average per

revenue day 4.2 5.2
Transit car availability to revenue car fleet (b) 91.1% 89.1%
Passenger miles per equivalent gallon of

gasoline 75.3 79.2
Passenger accidents reported per million

passenger trips 16.09 16.62
Patron-related crimes reported per million

passenger trips 33.20 26.35
Financial
Net passenger revenues $ 77,654,000 $ 73,052,000
Other operating revenues 6,970,000 9,019,000
Total operating revenues 84,624,000 82,071,000
Net operating expenses (excluding depreciation) 162,202,000 160,394,000
Farebox ratio (net passenger revenues to net

operating expenses) 47.87% 45.40%
Operating ratio (total operating revenues to

net operating expenses) 52.17% 51.01 %
Net rail passenger revenue per passenger mile 11.1c 9.6c
Rail operating cost per passenger mile 21.1c 19.6c
Net average rail passenger fare (c) $1.37 $1.22
Notes
General note: Data represent annual averages unless otherwise noted.
(a) Based on MTC Transbay survey data for October 1936 and April 1987 (7-9 a.m., 

4-6 p.m.).
;b) At 8 a.m. each day
;c) Includes BART/MUNI Fast Pass

Adam.s. GRA.vr. Weriner & To.
iSft®Peat Marwick

P««t Marwick Main & Co
Three Emparcadcro Conior 
San Francisco CA 94iii

C3Hif ed Public Accountants

Th= Board of Cirectcrs 
San Francisco Bay Area 

Sapid Tr.ansit District

We nave examined the balance sheets of San Francisco Bay 
Are.a Rapid Transit District as of Dune 30, 1987 and 1986, 
and the related stateirents of operations, capital and 
changes in financial position for the years then ended.
Our examinations were made in accordance with generally 
accepted auditing standards and, accordingly, included 
such tests of the accounting records and such other 
audrting protedures as we considered necessary in the 
circumstances.

In our opinion, the aforementioned financial statements 
present fairly the financial position of San Francisco 
Bay Area Rapid Transit District at June 30, 1987 and 1986, 
and the results of its operations and the changes in 
its financial position for the years then ended, in 
conformity with generally accepted accounting principles, 
consistently applied daring the period subsequent to 
the- change, wioh which we concur, made as of July 1,
1985 as described in note 2 to the financial statements.

Our examinations were made for the purpose of forming 
an opinion on the basic financial statements taken as 
a whole. The supplementary information included in 
the Reconciliation of Fundee Operating Expenses in 
Excess of Revenues is presented for purposes of 
additional analysis and is not a required part of the 
basic financial statements. Such i.oformation has 
been subjected to the auditing procedures applied in 
the examinations of the basic financial statements 
and, in our opinion, is fairly stated in all material 
respects in relacion to the basic financial statements 
taken as a whole.

September 2, 198"’



Financial Statements
BALANCE SHEETS
June 30,1987 and 1986 (In Thousands)

STATEMENTS OF OPERATIONS
Years Ended June 30,1987 and 1986 (In Thousands)

ASSETS
Cash (including time deposits—

1987, $19,340; 1986, $26,027) 
Securities
Deposits, notes and other receivables 
Construction in progress 
Facilities, property and equipment—at 

cost (less accumulated depreciation 
and amortization —1987, $381,106; 
1986, $350,550)

Materials and supplies—at average cost

LIABILITIES AND CAPITAL
Notes payable 
Payroll and other liabilities 
Unearned passenger revenue 
General Obligation Bonds 
Sales Tax Revenue Bonds

Capital;
Reserves
Grants and contributions, net 
Accumulated net revenues

1987

1986
(As restated- 

see note 2)

$ 22,124 28,158
331,483 329,578
102,408 96,769
182,035 119,390

1,317,309 1,301,209
14,680 14,279

$1,970,039 1,889,383

63,975 67,655
80,915 61,917

1,584 1,577
470,240 504,905
145,000 145,000

761,714 781,054

27,580 32,223
672,416 610,402
508,329 465,704

1,208,325 1,108,329

$1,970,039 1,889,383

See accompanying notes to financial statements.

1987 1986
Operating

fund
Construction Debt service 

funds funds
Combined

totai
(As restated — 

see note 2)

Operating revenues:
Fares $ 87,866 — — 87,866 80,898
Less discounts and other deductions 10,212 — — 10,212 7,846

77,654 — — 77,654 73,052
Other (including investment income) 6,970 — — 6,970 9,019

Total operating revenues 84,624 — — 84,624 82,071

Operating expenses;
Trarisportation 61,912 — — 61,912 60,658
Maintenance 63,977 —

■ -----------------------------

63,977 63,170
Police services 8,905 — — 8,905 8,601
Construction and engineering 5,997 — — 5,997 5,597
General and administrative 28,746 — — 28,746 29,497
Depreciation 31,800 — — 31,800 34,351

201,337 — — 201,337 201,874
Less capitalized costs 7,335 — — 7,335 6,629

Net operating expenses 194,002 — — 194,002 195,245

Operating loss (109,378) — — (109,378) (113,174)

Other revenues (expenses);
Transactions and use tax: 73,617 — 13,474 87,091 84,231
Property tax 7,412 — 51,102 58,514 61,779
State financial assistance 479 — — 479 1,826
Local financial assistance 548 — — 548 564
Other investment income — 24,462 5,254 29,716 20,543
Accrued interest from bond sale — — — — 873
Interest expense — — (39,127) (39,127) (30,769)
Service expense — — (18) (18) (34)
Cost of 1982 Sales Tax Revenue

Bonds defeasance — — — — (4,594)

Total other revenues 82,056 24,462 30,685 137,203 134,419

Net revenues (expenses) (27,322) 24,462 30,685 27,825 21,245

Depreciation of assets acquired with
grants and contributions by others 14,662 — — 14,662 16,411

Amount transferred to
accumulated net revenues $ (12,660) 24,462 30,685 42,487 37,656



STATEMENTS OF CAPITAL
Years Ended June 30,1987 and 1986 (In Thcjusands)

Balances at June 30,1985, as previously 
reported

Adjustment to include debt service funds 
previously not included in operations 
(note 2)

Balances at June 30,1985, as restated
Amount transferred to accumulated net 

revenues, as restated

Other additions (deductions):
Capital designations 
Decrease in reserves 
Grants and contributions 
Depreciation and retirements of assets 

acquired with grants and contributions

Balances at June 30,1986,as restated
Amount transferred to accumulated 

net revenues
Other additions (deductions):

Capital designations 
Decrease in reserves 
Grants and contributions 
Depreciation and retirements of assets 

acquired with grants and contributions

Balances at June 30,1987

Reserves
Grants and 

contributions
Accumulated 
net revenues Total

$ 32,939 563,775 412,667 1,009,381

_ _ 17,665 17,665

32,939 563,775 430,332 1 027,046

— 37,656 37,656

(7:6)
3,000

50,038

(3,000)
716

60,038

— (16,411) — (16,411)

32,223 610,402 465,704 1 108,329

— — 42,487 42,487

(4,643)
4,505

72,171

(4,505)
4,643

72,171

— (14,662) — (14,662)

$ 27,580 672,416 508,329 1,208,325

STATEMENTS OF CHANGES IN FINANCIAL POSITION
Years Ended June 30,1987 and 1986 (In Thousands)

Cash and securities provided by:
Operations:

Net amount transferred to 
accumulated net revenues 

Add expenses not requiring cash: 
Depreciation of assets acquired 

with own funds

Cash and securities 
provided by operations 

Issuance of Sales Tax Revenue Bonds 
Issuance of Sales Tax Anticipation Notes 
Issuance of Grant Anticipation Notes 
Contributions from U.S. Government 

grants and others
Increase In payroll and other liabilities 
Increase in unearned passenger revenue

Total cash and securities provided

Cash and securities applied to:
Increase in deposits, notes and other 

receivables
Increase in construction in progress 
Additions to facilities, property and 

equipment
Additions to materials and supplies 
Matured Sales Tax Revenue Bonds 
Defeased Sales Tax Revenue Bonds 
Matured General Obligation Bonds 
Matured Sales Tax Anticipation Notes 
Matured Grant Anticipation Notes 
Net effect of restatement of debt 

service funds

Total cash and securities applied

Increase (decrease)
In cash and securities

1987

1986
■(As restated- 

see note 2)

$ 42,487 37,656

17,138 17,940

59,625 55,596
— 145,000
18,950 21,775
— 45,025

72,171 60,038
18,998 9,782

7 193

169,751 337,409

5,639 34,015
62,645 31,430

47,900 36,978
401 1,214

— 545
— 63,965
34,665 32,820
21,775 19,860

855 5,735

— 571

173,880 227,133

$ (4,129) 110,276

See accompanying notes to financial statements.



NOTES TO FINANCIAL STATEMENTS June 30,1987 and 1986

1 ■ Summary of Significant Accounting Policies

a. Description of District
The San Francisco Bay Area Rapid Transit District is a public 
agency created by the legislature of the State of California in 
1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended. The District does not have 
stockholders or equity holders and is not subject to income tax. 
The disbursement of all funds received by the District is 
controlled. by statutes and by provisions of various grant 
contracts entered into with Federal and State agencies.
b. Securities
As a matter of policy, the District holds investments until their 
maturity and, accordingly, securities are carried at amortized 
cost.

c. Facilities, Property and Equipment
Facilities, property and equipment are carried at cost. Deprecia
tion is calculated using the straight-line method over the esti
mated useful lives of the assets. The amount of depreciation of 
assets acquired with District funds is distinguished from depre
ciation of assets acquired with grants and contributions 
by others. The latter amount is charged to capital with the related 
grants and contributions.
d. Federal and State Grants
The District receives amounts from both Federal and State 
governments to assist in operations and for capital or other 
projects. Grants for capital and other projects are recorded as 
additions to capital when received. Grants for operating expen
ditures are included as financial assistance in the statement 
of operations.
e. Transactions and Use Tax (Sales Tax) Revenue
The one-half percent transactions and use tax is collected and 
administered by the State Board of Equalization. Of the amounts 
available for distribution, 75% is transmitted directly to the 
District’s appointed trustee for the purpose of paying bond and 
note interest, principal and expenses. Monies not required 
for these purposes are transmitted to the District. The District 
records the total taxes received as revenue. The State Board of 
Equalization estimates that transactions and use tax revenues 
for the period April 1,1987 to June 30,1987 will be approximate
ly $19,538,000. Of this amount, $5,861,000 had been received 
and recorded by the District. Comparable figures for 1986 were 
$19,305,000 and $5,791,500, respectively.

f. Property Tax Revenue
The District receives property tax revenues to service the debt 
requirements of the General Obligation Bonds. It also receives 
an allocation of property tax revenues to provide for general and 
administrative expenses not involving construction, although 
such revenues may be used for construction if needed. The 
District records both amounts as property tax revenue.

g. Self-Insurance
The District is largely self-insured for workers’ compensation, 
general liability claims, and major property damage. The District 

, records the costs of self-insured claims and major property 
damage when they are incurred.
h. Capital Designations
The Board of Directors designates a portion of accumulated net 
revenues for capital projects.
i. Capitalization of Interest
The District capitalizes certain interest revenue and expendi
tures related to tax-free borrowings in accordance with State
ment of Financial Accounting Standards 62. The net effect of 
this capitalization is to decrease construction in progress by 
$1,136,000 in 1987 and $8,670,000 in 1986, representing 
excess interest revenue from applicable borrowings over in
terest expenditures.
2. Change of Accounting Method

The accounting method of the District has been changed 
effective July 1, 1985 in accordance with generally accepted 
accounting principles applicable to the method of accounting for 
proprietary funds. In this method, the measurement focus is 
based upon determination of net revenues, financial position, 
and changes in financial position in a manner similar to a jbrivate 
business enterprise.
3. Cash

State of California statutes require that ail depositories holding 
public funds collateralize deposits in one or more of three 
classes of security pools held by an agent of the depository. 
Most of the District’s deposits are in the pool where the market 
value of the collateral in the pool is required to be at least 110% 
of deposits and conforms with the statutes as administered by 
the State of California Superintendent of Banks.

The carrying amount and bank balance of the cash at June 
30,1987 is as follows (in thousands);

Cash on hand 
Insured (FDIC/FSLIC) 
Collateralized with securities 

pledged by financial 
institutions

Total

4. Securities

Carrying Bank
amount balance

$ 1,019 —769 796

20,336 20,247

$ 22,124 21,043

State of California statutes and District policy authorize the 
District’s Treasurer to invest in U.S. Treasury bills, notes and 
bonds. Federal agency bonds, notes, and discount notes.

Bankers’ Acceptances, repurchase and reverse repurchase 
agreements and negotiable certificates of deposit. All of the 
District’s investments comply with the above policy and statutes.

The District’s investment securities are categorized below 
by type to give an indication of the level of credit risk assumed by 
the District at year end. Category 1 includes investments that are 
insured or registered or for which the securities are held by the 
District or its agent in the District’s name. Category 2 includes 
investments for which the securities are held by the counter
party’s trust department in the District’s name. Category 3 in
cludes investments for which the securities are held by the coun
terparty, or by its trust department or agent but not in the 
District’s name.

At June 30, 1987 the amortized cost, market value and 
category of credit risk of the District’s investment securities are 
as follows (in thousands):

Category
1 2 3

Amortized
cost

Market
value

U.S. Treasury
Notes $ 38,665 38,665 39,210

Federal Agency
Obligations 221,667 53,096 — 274,763 275,593

Repurchase
Agreements 18,055 _ _ 18,055 18,055

Totai $ 278,387 53,096 — 331,483 332,858

5. Reserves •
Included in Securities on the Balance Sheet is $27,580,000 and 
$32,223,000 in 1987 and 1986, respectively, representing 
designation by the Board of Directors of a portion of the Dis
trict’s accumulated net revenues as reserves for the following 
purposes:

1987 1986

(in thousands)

Basic System Completion 
System Improvement 
Construction 
Self-Insurance 
Operating

$10,467
2,735
1,878
9,000
3,500

10,421
6,371
2,931
9,000
3,500

$27,580 32,223



6. Facilities, Property and Equipment (in Thjusands)

Facilities, property and equipment, assets lives, and ac
cumulated depreciation and amortization at June 30, Lives
1987 and 1986 are summarized as follows: (Years)
Land —
Improvements 80
System-wide operation and control 20
Revenue transit vehicles 30
Service and miscellaneous equipment 3 to 20
Capitalized construction and start-up costs 30
Repairable property items 30

7. General Obligation Bonds (in Thousands)

1387 1936

Cost

$ 161,865 
1,101,692 

131,472 
165,327 
25,414 

105,067 
7,578

$1,698,415

Accumulated
depreciation

and
amortization

179,607
68,264
70,730
15,656
43,965

2,884

Cost

135,325 
1,088,998 

125,581 
164,598 
24,357 

105,217 
7,683

381,106 1,651,759

Accumulated
deprsclation

and
amo,-tization

165,854
61,823
65,241
14,079
40,874

2,679

350,550

Composite
Interest

Rate

1962 District Bonds 3.90%
1966 Special Service District Bonds 4.38%

Year
Last

Series

1999
1998

In 1962, voters of the member counties of tha District 
authorized a bonded indebtedness totaling $792>million of 
General Obligation Bonds. Payment of both principal and 
interest is provided by the levy of District-wide property 
taxes. During 1966, City of Berkeley voters formed Spe
cial Service District No. 1 and authorized the issuance of 
$20.5 million of General Obligation Bonds for construction 
of subway extensions within that city. Payment of both 
principal and interest is provided by taxes levied upon 
property within the Special Sen/ice District. Bond principal 
is payable annually on June 15 and interest is payable 
semiannually on June 15 and December 15. Interest of 
$9,243,000 and $9,996,000 on General Obligaticn Bonds 
and $138,000 and $148,000 on Special Service District 
No. 1 Bonds is payable on December 15,1987 and 1986, 
respectively.

8. Sales Tax Revenue Bonds (in Thousands)

Original Amoura 1987 1986

Authorized Issued
Due in
1 Year

Due in
Total 1 Year Total

$792,000 792,000 36,250 463,950 34,225 498,175
20,500 12,000 460 6,290 440 6,730

$612,500 804,000 36,710 470,240 34,665 504,905

The following is a schedu e of principal repayments requirec under
General Obligation Bonds as of June 30,1987 (in thousands):

Year Ending 1962 District
1966

Special Service
District BondsJune 30 Bonds Total

1988 $ 36,250 460 36,710
1939 38,400 480 38,880
1990 40,200 500 40,700
1991 33,700 520 34,220
1992 34,975 540 35,515

Later years 280,425 3,790 284,215

$463,950 6,290 470,240

Year 
Last 

Series
Matures Atthorized

Original Amount 1987 1986

Issued Defeased Due in 
1 Year Total Due in 

1 Year Total

1969 Sales Tax Revenue Bonds 
1982 Sales Tax Revenue Bonds 
1985 Sales Tax Revenue Bonds

1977 $150,000 150,000
2008 65,000 65,000
2011 145,000 145,000

63,965 —
145,000 —

$.360,000 360,000 63,965 — 145,000
145,000
145,000

8. Sales Tax Revenue Bonds (cont’d)

The 1969 Legislature of the State of California authorized the 
District to impose a one-half percent transactions and use tax 
within the District and issue Sales Tax Revenue Bonds totaling 
$150 million. The State Legislature later extended the tax to 
June 30,1978 and authorized the District to issue bonds totaling 
$24 million to be used for operations. Payment of these Sales 
Tax Revenue Bonds was completed by June 30,1978.

On September 30, 1977, the Governor signed legislation 
which extended the transactions and use tax indefinitely. The 
tax is collected and administered by the State Board of 
Equalization. Of the amounts available for distribution, 75% is 
aliocated to the District and 25% is allocated by the Metropolitan 
Transportation Commission to the District, the City and County 
of San Francisco, and the Alameda-Contra Costa Transit District 
for transit services on the basis of regionai priorities established 
by the Commission.

In October 1982, the District issued revenue bonds totaling 
$65 million to pay a portion of the cost of acquisition of 150 rail 
transit vehicles and related automatic train control equipment for 
use in the District's existing rapid transit system. The 1982 
Bonds were special obligations of the District payable from and 
secured by a pledge of revenues, including certain sales tax 
revenues, all passenger fares and certain property tax rev
enues. Bond coupon rates ranged from 7% to 10% depending 
upon the various maturity dates.

In November 1985, the District issued revenue bonds 
totaling $145,000,000 to refund and defease $63,965,000 
outstanding principal amount of the bonds Issued in 1982, and to 
finance certain system improvements. The System improve
ments currently planned or undenway include acquisition of 150 
rail transit vehicles and associated capacity increase projects, 
new parking facility construction and improvements to existing 
lots, land and right-of-way acquisitions, enhancements to train 
performance systems, and system route extension studies.

The District recognized $4,594,000 as a cost of defeasance 
in the statement of operations during the year ended June 30,
1986, representing the difference between the book value of the 
bonds net of unamortized discount less the amount transferred 
to the trustee.

The 1985 Bonds are special obligations of the District 
secured by a pledge of the sales tax revenues and are payable 
from revenues, including all sales tax revenues, all passenger 
fares, certain property tax revenues, and certain interest, grants, 
and other income. Bond interest rates range from 6.40% to 
9.00% depending upon the various maturity dates. The bonds 
maturing on or after July 1, 1996 are redeemable prior to 
maturity at the option of the District beginning July 1, 1995 on 
various dates at prices ranging from 103% to 100%. The bonds 
maturing July 1, 2004 and July 1, 2011 are also subject to 
redemption prior to maturity on or after July 1, 1998 and July 1, 
2005, respectively, at 100%. j ^



Taxes collected by the State Board of Equalization are 
transmitted directly to the appointed trustee for the purpose of 
paying bond interest semiannually on July 1 and January 1, 
principal annually on July 1 and expenses of the trustee. Monies 
not required for these purposes are transmitted to the District. 
Additionally, the trustee retains amounts needed for the pay
ment of principal and interest on $18,950,000 Sales Tax 
Anticipation Notes maturing on July 14,1987 (see note 9). Taxes 
received by the trustee during the year ended June 30, 1987 
were $87,091,000 of which $32,424,000 was retained by the 
trustee for the above purposes and $54,667,000 was transmit
ted to the District. The District records the total taxes re
ceived by the Trustee as transac
tions and use tax revenue.

Interest of $6,284,000 on the 
1985 bonds is payable on July 1,
1987. The first principal payment 
of $1,885,000 is due July 1,1989.

The following is a schedule 
of principal repaymenfs required 
under Sales Tax Revenue Bonds 
as of June 30,1987 (in thousands):

Year Ending 
June 30

1988
1989
1990
1991
1992

Later years

1985
Sales Tax Revenue 

Bonds

$ -
1,885
2,070
2,270

138,775

$145,000

9. Sales Tax Anticipation Notes

The District issued subordinated Sales Tax Anticipation Notes 
amounting to $21,775,000 in July 1985. These notes matured 
on August 1, 1986 and were paid along with interest of 
$1,179,000.

In July 1986, the District issued $18,950,000 in subordi
nated Sales Tax Anticipation Notes to provide interim financing 
to defray operating expenses payable from the Operating Fund 
of the District, in anticipation of the receipt of taxes, income, 
revenue and other monies to be received during or allocable to 
fiscal year ended June 30,1987. The notes matured on July 14, 
1987 with interest of $888,000.
10. Grant Anticipation Notes

In July 1984, the District sold $10,900,000 in Grant Anticipation 
Notes to provide interim financing for certain expenditures prior 
to the receipt of certain anticipated revenues. These notes 
matured on various dates from May 1,1985 through January 2, 
1987, bearing interest at rates ranging from 7.00% to 8.15%. 
The outstanding balance of the notes at June 30, 1986 was 
$855,000.

In November 1985, the District sold an additional 
$45,025,000 in Grant Anticipation Notes. These notes mature 
on January 31,1988, March 1,1988, and May 1,1988, and bear 
an interest rate of 6.50%.

11 ■ U.S. Government Grants (in Thousands)
The U.S. Government, under grant contracts with the District, 
provides financial assistance for capital projects. A summary of 
Urban Mass Transportation Administration Grants in force at 
June 30,1987 is as follows:

Type of Grant

Beautification
Demonstration
Capital

Maximum
Grant

Funds
Received

$ 1,961 1,961
13,355 13,355

618,344 471,205

$633,660 486,521

12. Litigation and Disputes with Contractors and Others

The District is involved in various lawsuits, claims and disputes, 
which for the most part, are normal to the District’s operations. In 
the opinion of management, the costs that might be incurred, if 
any, would not materially affect the District’s financial position or 
operations.
13. Public Employees’ Retirement System
The District contributes to the Fliblic Employees’ Retirement 
System. The System is a contributory pension plan providing 
retirement, disability, and death benefits to employees of certain 
state and local governmental units. Substantially all full-time 
employees of the District are covered by the System. Pension 
costs of the system are determined actuarially and required 
contributions are expensed currently. Pension expense was 
$6,716,000 and $8,513,000 in 1987 and 1986, respectively.
14. Deferred Compensation Plan___________ _________

The District offers its employees a deferred compensation plan 
created in accordance with Internal Revenue Code Section 457. 
The plan, available to all officers and employees, permits them 
to defer a portion of their salary until future years. The deferred 
compensation is not available to employees until termination, 
retirement, death or emergency.

All amounts of compensation deferred under the plan, all 
property and rights purchased with those amounts, and all 
income attributable to those amounts, property, or rights are 
(until paid or made available to the employee or other 
beneficiary) solely the property and rights of the District (without 
being restricted to the provisions of benefits under the plan), 
subject only to the claims of the District’s general creditors. 
Participants’ rights under the plan are equal to those of general 
creditors of the District in an amount equal to the fair market 
value of the deferred account for each participant.

Under the terms of the plan, participants have the right to 
direct that their plan accounts be invested in one or more 
available investment funds selected by the investment 
committee under the Plan. The value of such accounts will 
fluctuate depending on the investment performance of the 
investment funds selected by the participant. It is the opinion of 
management that the District has no liability under the terms of 
the plan for any amounts other than the participants’ account 
balances.

The District has deposited funds with a custodian pursuant 
to the District’s deferred compensation plan. These deposits 
together with earnings had a market value of $31,527,000 and 
$24,098,000 as of June 30, 1987 and 1986, respectively. This 
amount is reflected on the balance sheet in deposits, notes and 
other receivables and in payroll and other liabilities.

SUPPLEMENTARY INFORMATION

San Francisco Bay Area Rapid Transit District 
Reconciliation of Funded Operating Expenses 
in Excess of Revenues
Years ended June 30,1987 and 1986 (in thousands)

The following is a reconciliation of funded operating expenses 
in excess of revenues after capital designations and before 
depreciation and cost of bond defeasance related to deprecia
tion of assets acquired with own funds:

Amounts transferred to
accumulated net revenues 
from the operating fund 

Capital designations 
Depreciation of assets acquired 

with the District’s own funds 
Cost of 1982 Sales Tax Revenue 

Bonds defeasance related to 
depreciation of assets 
acquired with own funds

Funded operating ex
penses in excess of 
revenues after captial 
designations and 
before depreciation

1987 1986

$ (12,660) (16,699)
(4,505) (3,000)

17,138 17,940

— 1,748

$ (27) (11)



Operating Funds 1986/87 $174,042,000 Capital Fluids 1986/87 $112,154,000

Where Funds Came From (In Thousands) How Funds Were Applied (In Thousands)

■ Transaction
& Use Sales Tax 
$73,617 42.30%

■ l^res
$77,654 44.62%

■ Property Tax 
$7,412 4.26%

U Other
$15,359 8.82%
• Investment Income 

and Other Operating 
Revenues
$6,970 4.00%

• State Financial 
Assistance 
$479 0.28%

• Construction Funds 
$7,335 4.21%

• Regional Financial 
Assistance
$548 0.31%

• Decrease in 
Working Capital*
$27 0.02%

•Funded excess of expenses over revenues

■ Maintenance 
$63,977 36.76%

I Transportation 
$61,912 35.57% 

m General Administration 
$28,746 16.52%

0 Police Services 
$8,905 5.12% 

n other
$10,502 6.03%
• Capital Designations 

$4,505 2.59%
• Constructional 

Engineering 
$5,997 3.44%

Source of Funds (In Thousands)

B District
$27,832 24.32%

0 Federal
$51,901 46.26%

■ State
$15,490 13.31%

|p] Local (including 
capital designations)
$16,931 15.09%

Expenditures (in Thousands)

m Construction
$68,636 61.19%
• Line

$63,024 56.19%
• Systemwide

$5,247 4.68%
• Support Facilities 

$365 0.32%
n Train Control 

$7,733 6.89%
□ Communications 

$1,087 0.97%
■ Transit Vehicles 

$29,608 26.40% 
n Miscellaneous Equipment 

$3,196 2.86%
• Automatic Fare 

Collection 
$1,208 1.08%

• Management 
Information Systems 
$568 0.51%

• Support Vehicles 
$560 0.50%

• Other Equipment 
$860 0.77%

n Studies and other 
$1,894 1.69%

TOTAL
$174,042 100.00%

TOTAL
$174,042 100.00%

TOTAL
$112,154 100.0C%

TOTAL
$112,154 100.00%
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Keith Bcriiurd 
General Manager, BART
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ervice improvement was a major objective 

during this fiscal year. A look at the record of 
on-time performance during this period shows 
that BART has made significant gains, com- 

f pared to the previous period. Beginning in the
summer of 1986 we were able to return more 
cars to full service with the completion of the 
fire hardening project. This allcnved the sched
uling of two additional trains to peak hour 
service. Parking was also expanded at several 
stations as part of the ongoing program to im

prove access to the system. I would like to commend all 
BART emplcr)'ees for their part in these achievements.

BART'S improved service coincides with growing sup
port for extension of the system. This year voters in 
Alameda County approved a sales tax measure for a 
number of transportation projects, including $170 million 
for a real line from Bay Fair Station to Dublin. The cost 
for this extension, based on 1987 planning studies, is 
estimated at $232 million. The proposed link to Dublin 
and Pleasanton from the Bay Fair Station represents an 
important step in the realization of BART’s objective to 
extend the system within the three BART counties.

The process of realizing extensions such as Bay Fair 
to Dublin involved many steps. In the past year BART 
has continued the acquisition of additional sites for possi
ble extension stations and commenced the formal alterna
tives analysis studies required by the federal government 
in order to apply for federal funding. Of equal impor
tance has been the designation of $70 million in BART 
reserves to add to the sources of local matching funds 
for extensions.

[er

Citizens from outside the BART counties have also 
expressed interest, through the ballot box, in benefitting 
from BART extensions. As freeways throughout the Bay 
Area become more and more congested, the challenge to 
fund and build extensions becomes more compelling. It is 
a challenge of building regional political consensus as 
well as securing federed and state funding to match 
BARTs efforts to develop a pool of local funding.

Looking ahead, we must be more aware than ever 
that BART has to compete for its patronage. Reliability 
and availability are the cornerstones of BART’s competi
tive position. The importance of completing the capacity 
expansion program for the existing system cannot be over
emphasized in this regard. Capacity will be increased in 
small increments over the next three years as the new C- 
cars are introduced, the Daly City Turnback and Yard is 
commissioned, and the Wayside Train Control modifica
tions are completed.

With additional capacity in place we will be able to 
better serve existing riders and attract new riders. How
ever, aggressive marketing of BARTs service will be 
paramount in the coming year. This means that every
one at BART has to continually think in terms of ivhat 
customers want. Providing safe on-time service, reliable 
equipment, a clean system and friendly, helpful em
ployees will continue to be among the most important 
objectives at BART.
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A Year of Significant Miiestones
The fiscal year 1987/88 can truly be considered a year of significant turning points for BART in 

its role to provide better and expanded service to Bay Area residents and visitors.
One of the most significant milestones \was the consensus reached on a regional basis regarding 

BARTs planned extensions and how those exiensions are to be funded.
Another important step was an agreement between BART and San Mateo County officials that 

resolved long-standing and thorny problems involving prio'ities of construction and financing.

Regional Agreement
In March, the Metropolitan Transportation Commission (MTC), which coordinates the setting of 

priorities and oversees the distribution of federal and state funding grants for Bay Area public 
transportation projects, adopted a long-range program of transit improvenents that includes BART 
extensions in Alameda, Contra Costa and San Mateo counties.

The ernphasis of the MTC program is on rail transit, instead of on highways. Roughly three-fourths 
of the dollars needed to complete the long-range program is earmarked for BART projects. The 
importance of the program is compared by transit officials to the decisions of the early 1930’s to 
fund and build the Golden Gate and Oakland-San Francisco Bay bridges.

BART and SamTrans
Early in June, BARTs Board of Directors approved an agreement in principle with the San Mateo 

County Transit District (SamTrans) that will result, not only in an 8.7-mile extension into San Mateo 
County from the Daly City Station, but will provide funds for BART extensions to West Pittsburg in 
Contra Costa County and to Dublin and the Warm Springs area in Alameda County.

The San Mateo County extension will cost an estimated $590 million, with stations in Colma, 
South San Francisco, Tanforan and at a site near the San Francisco International Airport.

A key provision of the BART/SamTrans agreement calls for SamTrans to make a capital contribu
tion to BART of $200 million. An affirmative vote in San Mateo County early in June assured the
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funds needed to carry out all provisions of the agreement. Voters approved, by a majority of 62 per 
cent, an increase in the county’s sales tax from 6.5 percent to 7 percent for the next 20 years. The

of the funds will pay for rail projects.

Alameda County
Late in 1987, the Livermore-Amador Valley Transit Authority and BART agreed that a rail extension 

from BARTs Bay Fair Station through Castro Valley to Dublin would be a BART rapid rail extension, 
not a light-rail alternative that was also under consideration.

Alameda County voters had already approved in 1986 a sales tax increase to fund a substantial 
portion of the costs of the rail extension and two stations.

On the last day of the fiscal year, BART Directors approved contract negotiations for preliminary 
engineering design and environmental analysis for the Bay Fair-Dublin/Pleasanton extension. The 
BART Board also approved participation with the North Pleasanton Improvement District to coordF 
nate plans for the extension with other work planned for the I-580 freeway. The schedule for, the 
extension calls for BART trains to run between Bay Fair and Dublin/Pleasanton by 1995.

New C-Cars in Service
On March 28, after years of planning, designing, manufacturing and testing, the first of 150 C-Cars 

went into revenue service on a regular run from Fremont to Daly City.
The inaugural run marked a decisive step in BARTs progress toward increased capacity and 

frequency of service.
Three months later, at the close of BARTs fiscal year, 29 production cars had been delivered 

by the manufacturer, 26 had been accepted by the District and the other three were still under
going acceptance tests. The cars accepted by the District had accumulated roughly 6,000 hours 
of service by June 30.

The new cars, which will cost BART $228.3 million (about $52 million less than the original 
contract amount), provide operational benefits in addition to expanded passenger capacity and
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increased train frequency. Since they can be used as lead cars or inserted into the middle of a train, 
they provide more efficiency and flexibility in making or breaking trains during the day to meet peak 
and off-peak requirements.

Although delivery of the 150th car was scheduled for late 1989, the manufacturer is experiencing 
problems n meeting its schedule with BART, partly due to labo' disputes at its plant in France, 
where the shells of the cars are manufactured. At the close of the fiscal year, BART had withheld 
from paynr>ents to the manufacturer approximately $5.8 million in liquidated damages.

Passenger Access, Safety, Comfort and Convenience
At The Stations

As C-Ca's were accepted for service, BART was able to increase the number of cars available to 
passengem during peak hours. Patron on-time performance averaged 94.5 percent. (BART train 
orvtime performance has consistently been above 90 percent since October, 1980.)

Escalators at all BART stations are being overhauled and improved to reduce out-of-service 
periods. Completion of this project, now about 80 percent along, is scheduled for Augus;, 1989.

BART elevators are also being refurbished to make it more convenient for handicapped patrons 
to enter and leave BART stations. Handicapped patrons also benefit from the yellow and black plat
form edge detection tiles. This project was completed early in December, 1987.

Staffing and scheduling changes during the year provided improved station agent and transporta
tion super\'isor availability and virtually eliminated incidents of late openings at BARTs 34 stations.

BART is also about halfway througn a program to overhaul and modify all of its automatic fare 
collection equipment.



To and From The Stations
BART added 1,446 new parking spaces in FY 1987/88, bringing the total of parking spaces avail
able at 24 stations to 26,289.

The District also encouraged patrons to leave their cars at home and take public transportation to 
and from BART stations, through a trial program With the Central Contra Costa Transit Authority of 
free 72-hour transfers in Pleasant Hill and Concord, a doubled-frequency of bus service during 
peak hours at Concord, Hayward, Pleasanton and Walnut Creek and increased BART express bus
service.

On The Mainline
New replacement rail was laid at several points on BARTs mainline. The District took delivery of 

a new rail-laying crane and purchased a computer-controlled ballast tamper, which is designed to 
keep all mainline track at its proper level and alignment. The District also put into use a self- 
propelled track mapper that checks the frequencies emitted by the Wayside Control system and 
expedites the pinpointing of any train control problems. !

Passenger Protection and Safety
A change in BART Police procedures resulted in faster response time to calls for service from 

station agents. Many BART Police Officers now report for duty directly to a BART station at the 
beginning of their shifts, rather than report first to BARt Police Headquarters at the Lake Merritt 
Station.

BART Police also instituted solo beats on trains and at stations to increase the visibility of uni
formed officers. The department also intensified its surveillance of BART parking lots. Crimes 
involving BART patrons and their property take place primarily in parking lots.

Special Services
BART continued to operate additional trains for special occasions. Bay Area residents and visitors 

utilized this service for Christmas shopping in downtown Oakland and San Francisco, to attend
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events at the Oakland Coliseum or to take part in the 3ay^to-Breakers race. On November 14, with 
major events taking place in both San Francisco and Oakland, BART patrons generated a record 
high for a Saturday of 121,669 trips.

Related Capacity Expansion Projects 

Daly City Turnback, Yard and Maintenance Facility
A major component of BARTs program to increase passenger capacity, particularly dur ng 

commute hours, is the construction of a turnback in Daly City, with a storage yard and mamtenance 
facility.

Track for the turnback was completed during the fiscal year, as well as the third rail for traction 
power. Installation of the train control equipment for the turnback was under way by June 30.

Also completed was the transportation building for the yard, which will include the tower anc the 
train control facilities. Foundations and pits for the shop were finished and work was started on the 
shop building.

The turnback, yard and shop in Daly City, when fully ooeratlonal in 1989, wih provide BART witn 
turnaround, storage, repair and maintenance facilities on each leg of the system. Comparable facili
ties already exist at Concord, Hayward and Richmond The Daly City facilities will enable BART to 
realize savings in time, electrical use and car wear and tear. Most important, it will provide greater 
flexibility and efficiency in providing appropriately s.zed trains in response to fluctuating passenger 
demand throughout the day. During the morning commute roughly 80 percent of BARTs train 
traffic is routed to downtown San Francisco and on to the end of the line at Daly City. Until the Daly 
City project s completed, trains reaching the end of the line must be returned to the East Bay for 
storage and maintenance.

The Daly City project was originally planned at an estimated cost of $150 million for the'turrback



and yard. Cost savings during construction reduced that figure to $141.3 million and enabled the 
shop to be included in the project at a cost of $8.5 million.

Electrical Capacity
Another project aimed at the operation of more trains on BARTs mainline tracks and in its yards 

is the increase in the system’s electrical capacity on certain key segments.
New substation equipment scheduled for installation by the summer of 1990, will provide addi

tional electrical capacity to run more trains on the Concord line. Work was completed during the 
year to increase the feeder electrical capacity at the Concord, Hayward and Richmond yards. The 
capacity of the electrified third rail was increased between Orinda and Lafayette.

Wayside Control Modifications
Portions of BARTs Wayside Control System are being modified to allow trains to run at more 

frequent intervals to and f'om San Francisco.
BARTs track is segmented into train protection zones or “blocks” and only one train can occupy 

a block at any one time. BARTs original block size limits the “headway,” the time between trains, to 
an interval of 3.75 minutes. Part of the Wayside program is to shorten the blocks to lengths of 
approximately 360 feet so that when the full benefits of the capacity expansion program are . 
realized, trains can run at intervals of 2.25 minutes in San Francisco and Oakland during peak load 
times. These modifications, which involve special electronic engineering, are scheduled for comple
tion by early 1990.

ICS
BARTs Integrated Control System, the District’s computerized train control supervision system, is 

scheduled for implementation by November, 1989. It is intended to replace obsolete computers 
and to allow more than the current maximum of 55 trajns to run on the system at one time. ■

The computer system will eventually be linked to a display board at BARTs operational control 
room at the Lake Merritt headquarters.
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BART patronage increased by more 
than 1.35 million passenger trips during 
the 1987/88 fiscal year, with annual 
passenger trips reaching 57,595,481, 
compared with 56,240,997 for the prior 
year. The District’s estimated share of 
peak period transbay traffic, including 
cars, buses and trains, was 38.8 percent, 
according to surveys taken during the 
year by the Metropolitan Transportation 
Commission.

Net passenger revenues reached 
$78,475,000 for FY 87/88, an increase of 
$821,000 over the FY 86/87 figure of 
$77,654,000. Total operating revenues, 
including more than $5.6 million in 
interest income, advertising in trains and 
stations and other income, was 
$84,123,000, a decline of $501,000 from 
the previous fiscal year.

BART funded 50.14 percent of its net 
operating expenses, which amounted to 
$167,775,000 (excluding depreciation) 
for FY 87/88, from passenger fares and 
other operating revenues. This operating 
ratio was a decrease of 2.03 percentage 
points from the prior fiscal year. The 
Districts objective is to fund no less than 
one-half of its net rail operating expenses 
from operating revenues.

BARTs farebox ratio, which relates net 
passenger revenue’s to net operating 
expenses, was 46.77 percent for FY 87/88, 
a decrease of 1.1 percentage points 
from the figure for FY 86/87.

Net rail passenger revenue per 
passenger mile for FY 87/88 was 10.8 
cents, a decrease from the previous year's 
11.1 cents. Rail operating costs per 
passenger mile for FY 87/88 was 21.0 
cents, slightly below the previous year's 
figure of 21.1 cents.

Weekday passenger trips averaged 
198,259 for FY 87/88, compared with 
194,226 for the previous year. During four 
months of the fiscal year, average week
day patronage exceeded 200,000, 
including a high cf 200,985 passenger 
trips in June. Annual passenger miles 
reached 722,583,063 for FY 87/88, an 
increase of 26.6 miillion over the previous 
year, with an average of 12.5 miles for 
each trip during FY 87/88, compared 
with 12.4 miles the year before.

In addition to funds derived from 
passenger fares, interest income and 
advertising, BART received $92.2 million 
in revenues from 75 percent of the one- 
half cent transit sales tax in the three 
BART counties, $425,000 in state and 
local funds and $8.2 million in property 
tax available for operations.

Of the $92.2 million derived trom the 
sales tax, $12.6 million was al ocated to 
debt service and $79.6 million was made 
available for operations.

BART Directors again reduced the 
property tax rate on the levy for repay
ment of the principal and Interest of $792 
million In general obligation bonds 
approved by voters in 1962 for construc
tion of the system. Directors set a tax rate 
of 3.9 cents per $i 00 assessed value, 
down from 4.21 cents for the previous 
fiscal year. The property tax generated 
revenues of $48.0 million from property 
owners in Alameda, Contra Costa and 
San Francisco counties, the three 
counties making up the District.

Rail Ridership
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
Patron trip on-time performance (%)
System utilization ratio (passenger 

miles to available seat miles)
End-of-period ratios:

Peak patronage 
Offpeak patronage

BARTs estimated share of peak period 
transbay trips - cars, trains & buses (a)

Operations
Annual revenue car miles 
Unscheduled train removals - average per 

revenue day
Transit car availability to revenue car 

fleet (b)
Passenger miles per equivalent ga Ion of 

gasoline
Passenger accidents reported per million 

passenger trips
Patron-related crimes reported per million 

passenger trips
Financial
Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses (excluding 

depreciation)
Farebox ratio (net passenger revenues 

to net operating expenses)
Operating ratio (total operating 

revenues to net operating expenses)
Net rail passenger revenue per passenger mile 
Rail operating cost per passenger mile 
Net average rail passenger fare (c

FY 1987/88 FY 1986/87

57,595,481 56,240,997
198,259 194,226

12.5 miles 12.4 miles
722,583,063 695,944,275

94.5% 94.4%

32.0% 31.9%

49.4% 49.1%
50.6% 50.9%

38.8% 37.0%

31,393,094 30,236,578

4.5 42

88.8% 91.1%

79.0 753

13.94 16.C9

34.17 33.20

$ 78,475,000 $77,654,000
5,648,000 6,970,000

84,123,000 84,624,000

167,775,000 162,202,000

46.77% ^7.87%

50.14% 52.17%
10.8C 11.10
21.00 21.10
$1.35 $ 1.37

Notes
General note: Data represent annual averages unless otherwise noted.
(a) Based on MTC Transbay survey data for October 1987 and April 1988 

(7-9 am., 4-6 p.m.).
(b) At 8 am. each day
(c) Includes BART/MUNI Fast Pass



INDEPENDENT AUDITORS’ REPORT
The Board of Directors of San Francisco 
Bay Area Rapid Transit District:

We have audited the accompanying balance sheet of San Francisco Bay Area Rapid Transit District 
as of June 30, 1988 and the related statements of operations, capital and changes in financial 
position for the year then ended. These financial statenients and the supplemental schedule 
discussed below are the responsibility of the Districts management Our responsibility is to express 
an opinion on these financial statements based on our audit The District’s financial statements as of 
June 30,1987 and for the year then ended (before the restatement and reclassifications discussed 
in Note 2) were audited by other auditors whose report, dated September 2,1987, expressed an 
unqualified opinion on those financial statements.
We conducted our audit in accordance with generally accepted auditing standards. Those 
standards require.that we plan and perform the audit to obtain reasonable assurance about whether 
the financial statements are free of material misstatement. An audit includes examining, on a test 
basis, evidence supporting the amounts and disclosures in the financial statements. An audit also 
includes assessing the accounting principles used and significant estimates made by manage
ment, as well as evaluating the overall financial statement presentation. We believe that our audit 
provides a reasonable basis for our opinion.

In our opinion, such 1988 financial statements present fairly, in all material respects, the financial 
position of San Francisco Bay Area Rapid Transit District at June 30,1988 and the results of its 
operations and the changes in its financial position for the year then ended in conformity with 
generally accepted accounting principles.
We also reviewed the capital subaccount reclassifications and adjustments and other balance 
sheet reclassifications described in Note 2 to the financial statements that were applied to restate 
and reclassify the 1987 financial statements. In our opinion, such reclassifications and adjustments 
are appropriate and have been properly applied to the 1987 financial statements.
Our audit was made for the purpose of forming an opinion on the basic 1988 financial statements 
taken as a whole. The supplemental schedule, reconciliation of funded operating expenses in 
excess of revenues, is presented for purposes of additional analysis and is not a required part of the 
basic financial statements. Such supplemental schedule for 1988 has been subjected to the 
auditing procedures applied in our audit of the basic 1988 financial statements and, in our opinion, 
is fairly stated In all material respects when considered in relation to the basic 1988 financial 
statements taken as a whole. The 1987 supplemental schedule was examined by other auditors 
whose report, dated September 2, 1987, expressed an unqualified opinion on such 1987 
supplemental schedule when considered in relation to the 1987 financial statements taken as a

Deloitte Haskins-t-Sells Adams, Grant, Werner & Co.
Oakland, California
September 9, 1988

BALANCE SHEETS
June 30, 1988 and 1987 (In thousands)

ASSETS 1988 1987 LIABILITIES AND CAPITAL 1988 1987

CURRENT ASSETS; CURRENT LIABILITIES:
Cash and investments (Note 3) $ 220,717 $ 149,504 Notes payable (Note 6) S 63,975
Deposits (Note 3) 23,795 60,584 Current portion of long-term debt
Notes and other receivables 9,139 10,297 (Note 5) $ 38,880 36,710.
Materials and supplies - at average cost 15,076 14,680 Payroll and other liabilities 54,601 44,238

Total current assets 268,727 235,065 Self-insurance liabilities 6,313 5,150
Unearned passenger revenue 1,620 1,584

INVESTMENTS (Note 3) 78,721 176,523 Total current liabilities 101,414 151,657

DEFERRED COMPENSATION PLAN INVESTMENTS 
(Notes 3 and 10) 37,494 31,527 DEFERRED COMPENSATION (Note 10) 37,494 31,527

INVESTMENTS RESTRICTED FOR LONG-TERM DEBT (Note 5) 539,650 578,530

BOARD DESIGNATED PURPOSES (Note 3) 25,771 27,580 CAPITAL:

FACILITIES, PROPERTY AND EOUIPMENT- Grants and contributions, net 680,072 611,127

At cost, less accumulated depreciation Accumulated net revenues 632,516 592,366

(Note 4) 1,580,433 .1,494,512 Total capital 1,312,588 1,203,493

TOTAL ASSETS $1,991,146 $1,965,207 TOTAL LIABILITIES AND CAPITAL $1,991,146 $1,965,207

See notes to financial statements



STATEMENTS OF OPERATIONS
For the Years Ended June 30,1988 and 1987 (In thousands)

OPERATIONS

OPERATING REVENUES:
Fares
Other (Including investment income)

Total operating revenues

OPERATING EXPENSES: 
Transportation 
Maintenance 
Police services 
Construction and engineering 
General and administrative 
Depreciation

Total operating expenses 
Less capitalized costs

Net operating expenses

OPERATING LOSS

OTHER REVENUES (EXPENSES): 
Transactions and use tax 
Property tax
State financial assistance 
Local financial assistance 
Other investment incoiTie 
Interest expense 
Other - net

Total other revenues

EXCESS OF REVENUES OVER 
(UNDER) EXPENSES

$ 78,475 
5,648

84,123

61,462 
68,107 

9,540 
6,268 

31,270 
35,202

211,849 
(8,872)

202,977

(118,854)

79,649
8,226

77
348

88,300

$ (30,554)

1988

CONSTRUCTION 

(Note 2)

DEBT
SERVICE

$21,317

21,317

$21,317

COMBINED
TOTAL

$ 78,475 
5,648

84,123

OPERATIONS

$ 77,654 
6,970

84,624

61,462 61,912
68,107 63,977
9,540 8,905
6,268 5,997

31,270 28,746
35,202 31,800

211,849 201,337
(8,872) (7,335)

202,977 194,002

(118,854) (109,378)

$12,594 92,243 73,617
50.867 59,093 7,412

77 479
348 548

4 984 26,301
(35.146) (35,146)

(26) (26)

33,273 142,890 82,056

$ 33^73 $ 24,036 $ (27,322)

1987

CONSTRLCTION 
(Note 2)

DEBT
SERVICE

$ 24,462

24,462

$ 24,462

$ 13,474 
51,102

5,254
(39,127)

____30,685

$ 30,685

COMBINED
TOTAL

$ 77,654 
6,970

84,624

61,912
63,977

8,905
5,997

28,746
31,800

201,337
(7,335)

194,002

(109,378)

87,091
58,514

479
548

29,716
(39,127}

_____^

137,203

$ 27,825

See notes to financial statements



STATEMENTS OF CAPITAL
For the Years Ended June 30, 1988 and 1987 (In thousands)

STATEMENTS OF CHANGES IN FINANCIAL POSITION
For the Years Ended June 30,1988 and 1987 (In thousands)

BALANCES, JUNE 30, 1986 (As restated. 
Note 2)

EXCESS OF REVENUES OVER EXPENSES

OTHER ADDITIONS (DEDUCTIONS):
Grants and contributions 
Depreciation and retirements 
of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1987

EXCESS OF REVENUES OVER EXPENSES

OTHER ADDITIONS (DEDUCTIONS):
Grants and contributions 
Depreciation and retirements 

of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1988

GRANTS AND 
CONTRIBUTIONS

$553,618

72,171

(14,662)

611,127

85,059

(16,114)

$680,072

ACCUMULATED 
NET REVENUES

$549,879

27,825

14,662

592,366

24,036

16,114

$632,516

TOTAL

$1,103,497

27,825

72,171

1,203,493

24,036

85,059

$1,312,588

OPERATING ACTIVITIES:
Excess of revenues over expenses 
Adjustments to reconcile excess of revenues over 
expenses to net cash provided by operating activities: 
Depreciation 
Net effect of changes in:
Deferred compensation plan liabilities 
Notes and other receivables 
Materials and supplies 
Payroll and other liabilities 
Self-insurance liabilities 
Unearned passenger revenue

Net'cash provided by operating activities
INVESTMENT ACTIVITIES:
Expenditures for facilities, property and equipment 
Proceeds from sale of investments 
Purchase of investments
Total cash used by investment activities

FINANCING ACTIVITIES:
Proceeds from issuance of notes payable 
Repayments of notes payable 
Repayments of long-term debt 
Capital grant contributions received
Total cash provided (used) by financing activities

CASH AND INVESTMENTS (Note 3):
Net decrease for year 
Beginning of year
End of year

1988 1987

$ 24,036 $ 27,825

35,202 31,800

5,967 8,273
1,158 647

(396) (401)
4,759 2,705
1,163 618

36 7
71,925 71,474

(117,183) (106,185)
186,326 245,367

(186,326) (245,367)
(117,183) (106,185)

_ 18,950
(63,975) (22,630)
(36,710) (34,665)
85,059 72,171
(15,626) 33,826

(60,884) (885)
442,676 443,561

$ 381,792 $ 442,676

See notes to financial statements



NOTES TO FINANCIAL STATEMENTS

1. ORGANIZATION AND BASIS OF PRESENTATION
Description of Reporting Entity - San Francisco Bay Area Rapid 
Transit District (District) is a public agency created by the 
legislature of the State of California(State) in 1957 and regulated 
by the San Francisco Bay Area Rapid Transit District Act, as 
amended, and subject to transit district law as codified in the 
California Public Utilities Code. The disbursement of all funds 
received by the District is controlled by statutes and by provisions 
of various grant contracts entered into with federal, state and 
local agencies.

For financial reporting purposes, the District’s financial state
ments include all financial activities that are controlled by or 
dependent upon actions taken by the District’s Board of Direc
tors.

2. SIGNIFICANT ACCOUNTING POLICIES
Investments are stated at cost or amortized cost, except for 
investments of the deferred compensation plan which are stated 
at current (market) value. As a matter of policy, the District holds 
investments until their maturity.

Deposits, consisting of cash and investments, are held by trustee 
banks in accordance with the District’s various bond indentures 
and for general debt sen/ice requirements Deposits are stated at 
cost.

Facilities Property and Equipment are stated at cost and depreci
ated using the straight-line method over the estimated useful 
lives of the assets. Depreciation of assets acquired with District 
funds is distinguished from depreciation of assets acquired with 
grants and contributions by others

The District capitalizes certain interest revenue and expendi
tures related to tax-free borrowings. The net effect of such 
interest capitalization was to decrease expenditures for facilities 
property and equipment by $913,000 and $ 1,136,000 during the 
years ended June 30, 1988 and 1987, respectively, for excess 
interest revenue from applicable borrowings over interest 
expenses.

Self-Insurance Liabilities - The District is largely self-insured for 
workers’ compensation claims, general liability claims and major 
property damage. The District accrues the estimated costs of the 
self-insured portion of claims.

Capital- During the year ended June 30,1988, the District deter
mined that certain capital subaccount balances as of June 30, 
1986 should be reclassified and adjusted. As a result, 1986 
capital subaccounts have been reclassified and adjusted from 
those previously reported, as follows (in thousands):

neserves Grants and Accumulatsd 
Contributions Net Revenues Total

Balances, June 30, 1936 
(as previously reported)

Reclassify prior capital 
desgnations recorded as 
grants and contributions 
(net of related accumu
lated depreciation) to 
accumulated net revenues

Adjust for capitalized 
insurance

Reclassify resenres

Balances, June 30, 1986 
(as restated)

$ 32,223 $ 610,402 $ 465,704 $1,108,329

(56,784)

(32,223)

56,784

(4,832)

32,223

(4,832)

$ 553,618 $ 549,879 $1,103,497

Contributed Capital - The District periodically receives grants 
from the Urban Mass Transportation Administration (UMT^ and 
other agencies of the U.S. Department of Transportation, state, 
and local transportation funds for the acquisition of transit related 
equipment and improvements Capital grant funds earne-J, less 
amortization equal to annual and accumulated depreciaJon of 
the related assets, are included in contributed capital.

Statements of Operations have been expanded to present the 
financial activities of the general operations of the transit system, 
revenues restricted by the Board of Directors for construction 
activity, and revenues restricted by the District’s various bond 
indentures for debt service (including interest expense) on 
outstanding long-term deot

Unearned Passenger Revenue/Fares is an estimate of passen
ger tickets purchased which have not yet been completely used.

Transactions and Use Tax (Sales Tax) Revenue- A one-half 
percent transactions and use tax is collected within D strict 
boundaries and administered by the State Board of Equaliz-ation. 
Of amounts available fo' distribution, 75% is paid directly ty the 
State Board of Equalization to the District’s trustee fo-' the

purpose of paying bond interest principal and expenses. Monies 
not required for these purposes are transmitted to the District 
The remaining 25% is allocated by the Metropolitan Transporta
tion Commission to the District the City and County of San 
Francisco, and the Alameda-Contra Costa Transit District for 
transit services. The District records the total transactions and 
use taxes earned (including amounts paid to the trustee) as 
revenue.

Property Taxes, Collection and Maximum Rates - The State of 
California (State) Constitution article XIII A provides that the 
general purpose maximum property tax rate on any given 
property may not exceed one percent of its assessed value 
unless an additional amount for general obligation debt has been 
approved by voters. Assessed value is calculated at 100 percent 
of market value as defined by article XIIIA and may be adjusted by 
no more than two percent per year unless the property is sold or 
transferred. The State Legislature has determined the method of 
distribution of receipts from a one percent tax levy among the 
counties, cities, school districts and other districts, such as the 
District.

The District receives property tax revenues to meet the debt 
service requirements of its General Obligation Bonds. The 
District also receives an allocation of property tax revenues for 
transit operations

San Francisco, Alameda and Contra Costa Counties assess 
properties, bili for, collect, and distribute property taxes. Property 
taxes are recorded as revenue and receivables, net of estimated 
uncollectibles in the fiscal year of levy.

Financial assistance grants are accrued as revenue in the period 
to which the grant applies.

Pension costs are expensed as incurred. Such costs equa the 
actuarially determined annual contribution amount. See Note 9.

Statements of Changes in Financial Position - The basis of 
presentation has been changed in 1988 to highlight the District’s 
cash flows and the 1987 amounts have been reclassified to 
conform to the 1988 presentation.

Reclassifications - Certain reclassifications have been made to 
the District’s 1987 financial statements to conform with the 1988 
presentation, including presentation of the balance sheet on a 
classified basis.



6. NOTES PAYABLE
In July 1986, the District issued $18,950,000 in subordinated 
Sales Tax Anticipation Notes to provide interim financing to 
defray operating expenses of the District in anticipation of the 
receipt of taxes, income, revenue and other monies to be 
received during or allocable to the year ended June 30, 1987. 
The notes matured and were repaid in July 1987, including 
interest of $888,000.
In November 1985, the District issued $45,025,000 in Grant 
Anticipation Notes. These notes matured and were repaid during 
the year ended June 30, 1988.

7. FEDERAL CAPITAL GRANTS
The U.S. Department of Transportation provides financial assist
ance to the district for capital projects Grants which were active 
during the year ended June 30,1988 are summarized as follows 
(in thousands):

Total approved project costs

Total approved federal funds 
Less amounts received

$496,157

$386,415
(275,160)

Remaining amount available under federal grants $11J^25£

8. STATE AND LOCAL FINANCIAL ASSISTANCE
The District receives local operating and capital assistance from 
Transportation Development Act Funds (TDA). For the year 
ended June 30, 1988 TDA assistance was $387,000 (1987, 
$713,000), of which $39,000 (1987, $165,000) was used for 
capital purposes and $348,000 (1987, $548,000) was operating 
assistance. These funds are received from the counties of 
Alameda and Contra Costa to meet In part, the District’s operat
ing and capital requirements based on annual claims filed by the 
District and approved by the Metropolitan Transportation 
Commission (MTC).
The District receives state operating and capital assistance from 
State Transit Assistance Funds (STA). For the year ended June 
30, 1988, STA assistance was $250,000 (1987, $632,000), of 
which $93,000 (1987, $73,000) was used for capital purposes, 
$77,000 (1987, $479,000) was operating assistance and 
$80,000 (1987, $80,000) was used for flow-through projects 
These funds are allocated by MTC based on the ratio of the 
District's transit operation revenue and local support to the 
revenue and local support of all state transit agencies

9. EMPLOYEES RETIREMENT PLAN
Plan Description- All permanent employees are eligible to partici
pate in the Public Employees? Retirement Fund (Fund) of the 
State of California’s Public Employees? Retirement System. The 
Fund Is an agent multiple-employer defined benefit retirement

plan that acts as a common investment and administrative agent 
for various local and state governmental agencies within the 
State of California The Fund provides retirement, disability, and 
death benefits based on the employee’s years of service, age and 
compensation. Employees vest after five years of. sen/ice and 
may receive retirement benefits at age 50. These benefit provi
sions and all other requirements are established by state statute 
and District ordinance.
The District contributed to the Fund .015% and 14.10% of payroll 
for public safety personnel and 0% and 8.24% for miscellaneous 
covered employees for the years ended June 30, 1988 and
1987, respectively. The District’s 1988 contribution rates were 
reduced due to a surplus of the Districts portion of the Funcf s net 
assets over the District’s pension benefit obligation caused by a 
change in actuarial valuation method and an actual rate of return 
on investment assets that exceeded the assumed rate. The 
District’s covered payroll for employees participating in the Fund 
for the years ended June 30,1988 and 1987 was $83,178,000 
and $79,940,000, respectively. The District’s 1988 and 1987 
payroll for all employees was $91,325,000 and $86,301,000, 
respectively.

Funding Status and Progress - Actuarial data as of June 30,
1988, including the District’s pension benefit obligation dis
cussed below, has not yet been prepared by the Fund’s actuaries 
in accordance with Governmental Accounting Standards Board 
Statement No. 5, “Disclosure of Pension Information by Public 
Employee Retirement Systems and State and Local Govern
mental Employers?’ (GASB No. 5). According to the Fund’s 
actuaries, such data will be available in late calendar 1988.

These disclosures are based on actuarial data prepared in 
accordance with requirements in effect prior to GASB No. 5, and 
District Management believes such actuarial data provides a fair 
representation of the District’s funding status and progress.

The “pension benefit obligation” is a standardized disclosure 
measure that results from applying actuarial assumptions to 
calculate the present value of estimated pension benefits pay
able in the future, based on the effects of projected salary 
increases, step rate benefits, and employees? estimated total 
service prorated on the basis of service to date. The. measure is 
intended to help users assess the funding status of the District’s 
portion of the Fund to which contributions are made on a going- 
concern basis, assess progress made in accumulating sufficient 
assets to pay benefits when due, and make comparisons among 
employera The measure is the actuarial present value of credited 
projected benefits and is independent of the funding method 
used.

The pension benefit obligation shown belpw was computed as 
part of an actuarial valuation performed as of June 30,1987. The 
significant actuarial assumptions used ip the 1987 valuation to 
compute the pension benefit obligation were an assumed rate of 
return on investment assets of 8.5%, annual payroll increases of 
5.75%, and no postretirement benefit increases

The funding status applicable to the District’s two employee 
groups at June 30, 1987 follows (in thousands):

Public Safety Miscellaneous Total

Pension benefit obligation 
Net assets available for

$11,260 $160,310 $171,570

benefits, at market 15,663 193,877 209,540

Surplus net assets over 
pension benefit obligation $ 4,403 $ 33,567 $ 37,970

Actuarially Determined Contributions Required and Contribu
tions Made - The funding policy of the Fund provides tor 
actuarially determined periodic contributions by the District at 
rates such that sufficient assets will be available to pay benefits 
when due. The District’s contribution to the Fund for the years 
ended June 30,1988 and 1987 were made in accordance with 
the actuarially determined requirements computed as of June 
30,1987 and 1986, respectively. The District’s pension expense 
and funded contribution for the years ended June 30,1988 and 
1987 were $1,000 and $6,875,000, respectively. The reduction 
in the 1988 pension contribution was due to the surplus asset 
position In the District’s portion of the Fund caused by a change in 
actuarial valuation method and an actual rate of return on 
investment assets that exceeded the assumed rate. The surplus 
asset position Is being offset against the current year’s normal 
cost contribution. The actuarially determined normal cost con
tribution rate before reduction for the surplus asset amortization 
was 17.075% (1987,17.284%) for safety employees and 8.257% 
(1987, 7.201%) for miscellaneous employeea As a result of 
collective bargaining agreements, any savings in pension 
expenditure due to a reduction in contribution rate is to be 
redistributed towards an alternative benefit for covered employ
eea
The District’s normal cost contribution rate is determined using 
the entry-age normal funding method. The Fund would use the 
same method to amortize any unfunded liability.
Significant actuarial assumptions used in the June 30, 1986 
valuation to compute the actuarially determined contribution 
requirement are the same as those used to compute the pension 
benefit obligation as described above.



10. DEFERRED COMPENSATION PLAN
The District offers its empioyees a deferred compensation pian 
created in accordance with Internai Revenue Code Section 457. 
The deferred compensation pian, available to all officers and 
employees, permits them to defer a portion of their salary until 
future years The deferred compensation is not available to 
employees until retirement, termination, or certain other covered 
events
As required by IRC Section 457, all amounts of compensation 
deferred under the deferred compensation plan and all income 
attributable to those amounts remain the property of the District 
(until paid or made available to the participants), subject only to 
the claims of the District’s general creditors Participants’ rights 
under the deferred compensation plan are equal to those of 
general creditors of the District in an amount equal to the fair 
market value of the deferred account for each participant The 
plan administrator has invested the deferred amounts in numer
ous participant-directed, uninsured investments.
District Management believes that the District has no liability 
under the terms of the plan for any amounts other than the 
participants’ account balances
11. MONEY PURCHASE PENSION PLAN
All District employees except sworn police officers participate in 
the Money Purchase Pension Plan which is a supplemental 
retirement program. In January 1981, the District’s employees 
elected to withdraw from the Federal Social Security System 
(FICA) and established the Money Purchase Pension Plan. The 
District contributes an amount equal to 6.65% of covered em
ployee's annual compensation (up to $29,700 after deducting 
the first $133 paid during each month) up to a maximum annual 
contribution of $1,868. Additionally, the District contributes to 
each employee’s account approximately 1.63% of covered pay
roll for the savings realized when the District de-pooled its Public 
Employees Retirement Fund (Fund) account This amount was 
formerly paid to the employee’s Fund account Each employee’s 
account is available for distribution upon such employee’s termi
nation.
The District’s total expense and funded contribution for this plan 
for the years ended June 30,1988 and 1987 were $5,210,000 
and $5,106,000, respectively. Money Purchase Pension Plan 
assets at June 30, 1988 and 1987 were $45,766,000 and 
$39,529,000, respectively.

12. LITIGATION
The District is involved in various lawsuits, claims and disputes, 
which for the most part are normal to the District’s operations In 
the opinion of District Management the costs that might be 
incurred, if any, would not materially affect the District’s financial 
position or operations.

Supplemental Schedule of Reconciliation of Funded 
Operating Expenses in Excess of Revenues for the Years 
Ended June 30.1988 and 1987 (In thousands)

*r

The following is a reconciliation of funded operating expenses in 
excess of revenues after capital designations and before
depreciation;

EXCESS OF EXPENSES OVER 
REVENUES;
Operations

CAPITAL DESIGNATIONS 
DEPRECIATION

FUNDED OPERATING EXPENSES IN 
EXCESS OF REVENUES AFTER 
CAPITAL DESIGNATIONS AND 
BEFORE DEPRECIATION

1988 1987

$(30,554) $(27,322)
(4,708) (4,505)

35,202 31,800

$ (60) $ (27;

Capital designations are made by the District annually for capital 
purposes which represent the excess of revenue over expenses 
before depreciation generated by operations
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There is no doubt that the 1987/88 fiscal year 
represented a pivotal point in BARTs continuing evolu
tion. The level of public support in the Bay Area for 
regional rapid transit, including the willingness to pay 
for expansions and extensions, has never been higher.

This broad level of public support is reflected in the . 
consensus on regional rail extension reached in March, 
under the auspices of the Metropolitan Transportation 
Commission (MTC). This was further reflected by the 
ensuing agreement in principle approved in June by 
BART and the San Mateo County Transit District.

The regional extension resolution puts heavy empha
sis on extending the BART system in the three BART 
counties, as well as to the vicinity of the San Francisco- 
Airport Under the BART Board's Phase I Extension 
Policy, BART would expand from its current 71.5 miles 
to 104.6 miles of track and from 34 to 44 stations.

The agreement with SamTrans calls for 75% federal 
funding for the BART extension to the vicinity of the 
San Francisco International Airport with SamTrans 
paying the local share, as well as'operating costs. 
SamTrans made an equity contribution of $200 million 
to BART, which will be used to help fund extensions in 
the East Bay.

These two historic agreements signify the prominent 
position accorded to BART by the public and represent 
the resolution of long-standing differences of opinion 
regarding BART extension priorities and how they 
should be funded.

Also, during the period of this Annual Report, there 
was significant growth in ridership, following nearly 
eighteen months of level patronage. An aggressive 
marketing effort, coupled with increased parking 
capacity and consistently high marks for on time 
performance, contributed to this new growth cycle.

Ridership growth and the reality of extensions both 
underscore BARTs progress during the year on the 
$500 million program to expand passenger capacity on 
the present system. The completion of this program, 
with its many interlocking components, is now well in 
view. For example C-Cars are finally arriving and will 
soon be running in a test mode on the new Daly City 
turnback facility.

The components of this program, when integrated, 
will provide BART with greater operating efficiency, as 
well as increased passenger capacity. BART will be 
able to proceed with the extensions knowing that the 
basic system will support the increased passenger 
demands which they will bring.

We also made progress in solving the looming 
operating deficits facing BART and the other major 
transit operators. For example, the cost of the express 
bus program, under a new contract that goes into effect

....

Keith Bernard
General Manager, BART

in January, 1989, is expected to decrease by $1.4 million 
annually. Traction and station electrical power costs, 
also under a new contract now in effect, have been 
decreased by $1.5 million annually. Labor negotiations 
were in progress at year end which, along with overall 
belt tightening, were expected to bring BARTs future 
budgets into balance.

Accomplishments are generally gained by overcom
ing difficult problems along the way. We have had our 
share^of both problems and accomplishments during 
the past year. We have maintained our resolve to insist 
on services and equipment that meet contractual 
standards of quality and performance even though at 
tinhes this meant delays to previously established 
schedules. We have insisted on receiving fair value from 
suppliers and contractors and have taken the neces
sary time to get things right

We should note the signposts of this past year and 
steer BARTs course accordingly. First there is broad 
public support for extending BART throughout the Bay 
Area Second, improved performance and innovative 
marketing have led to a new cycle of ridership growth. 
Third, the capacity expansion program, which is near
ing completion, is critical to increasing ridership and to 
the success of the extensions. In summary, if we 
maintain faith in this course, BART will increasingly 
become the dominant factor in the region’s transporta
tion picture.



where Funds Came From (In Thousands)

• Construction Funds 
$8,872 ,4.89%

• Regional Financial
Assistance 
'$348 ,0.19% -

• Decrease in 
Working Capital* 
$60 0.03%

■ Transaction

■ Fares 
$78,475 43.27%.

B Property Tax 
$8,226 4.54%

□ Other
$15,005 8.27%
• Investment Income 

and Other Operating 
Revenues
$5,648 3.12%

• State Financial 
Assistance 
$77 0.04%

^Funded excess of expenses over revenues

OPERATING FUNDS
1987/1988

\
V

TOTAL
$181,355 10C.0C'%

How Funds Were Applied (In Thousands)

■ Maintenance
. >r$68,107 37.56%

H Transportation 
, ^ $61,462 33.89%

■ General Adminisrration 
$31,270 17.24%

[3 Police Services 
$9,540 5.26%

□ Other
$10,976 6.05% -
• Capital Designal ions 

$4,708 2.59% - 
7 , • Construction &

Engineering .
$6,268 3.46%

TOTAL
$181,355 100.00%

Source of Funds (In Thousands)

□
■
B

□

District
$27,404 22.66%
Federal
$72,536 60.00%
State
$13,591 15.38%
Local
$2,370 1.96%

CAPITAL FUNDS
1987/1988

TOTAL
$120,901 i30.o;%

Expenditures (In Thousands)

□ Construction
• Line

$46,838 38.7i:%
• Systemvifide 

$4,751 3.93%
• Support Facilities 

$368 0.30%
Equipment 
e Train Control 

$9,764 8.08%
• Communications 

$177 0.15%
• Transit Vehicles 

$53,841 44.53%

• Automatic Fare 
Collection 
$736 0.31%

• Management 
Information 
Systems 
$450 0.37%

• Support Vehicles 
$163 0.13%

• Other Equipment 
$917 0.76%

Studies & Other
$2,896 240%

TOTAL
$120,901 100.00%
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FREMONT/DALY CITY

A Llne-~{Fremont to Lake Merritt) 23 Miles

15 Miles

12 Miles
System Information
Total number of automobile
parking spaces at BART Stations: 26.422
(10% of these parking spaces
for mid-day parking)

M Line—(Daly City to
Oakland West)

R Line—(Richmond to MacArthur)

C Line—(Downtown Oakland to
Concord) 21.5 Miles

Total Miles 71.5 Miles
TAN miles are calculated from the Oakland WYE

BART Express Bus 
# Parking

fp| Preferential Carpool Parking 
BART Rail System

BART First Phase Extensions Inside District 
BART First Phase Extensions Outside District 
BART Second & Third Phase Extensions Inside District

■ Extensions outside the District 
are subject to a satisfactory 
cost-sharing arrangement.

A Planned Muni Metro Turnaround 
and Extension.

Milpitas I

bci
March 1,1989
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KEEPING OUE EY 

ON THE 'EroElR
As the leading player on the Bay Area’s 

public transportation scene, BART continued 
during fiscal 1989 to provide safe, reliable 
and convenient train service for commuters, 
shoppers, sightseers and people attending 
special events.

BART also continued to plan and pre
pare for extending its present 71.5 mile sys
tem to communities not presently served by 
rapid rail transit and to expand its capacity 
for carrying passengers on the existing 

system.

NCEEASING OUE CAPACITY AND FEEQUENCY

Fleet of Cars
As of June 30, 1989, BART had accepted 

90 of the 150 new C-Cars designed to boost 
passenger capacity and increase operating 
efficiency. More than a year previously, on 
March 28, 1988, the first of the C-Cars in 
revenue service made an inaugural run from 
Fremont to Daly City.

The new cars had accumulated approx
imately 80,000 hours of revenue service as of 
June 30, 1989, but the number of the new 
cars available for revenue service (62 percent

in the April-June quarter) fell below District 
expectations.

BART identified deficiencies in the com
ponents of the new cars and communicated 
with the manufacturer and sub-contractors 
to correct them.

Integrated Control System
BART’S new integrated control system 

(ICS) is designed to replace the District’s ex
isting train control computers and permit the 
operation of 75 trains instead of the present 
capacity of 55 trains.
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The seven-stage project, when it is fully 
in place in 1991, will allow BART to monitor 
and supervise train scheduling, route selec
tion and the setting of train performance 
levels.

During fiscal 1989, work on the inter
locking and train tracking software was com
pleted and work continued on prototypes to 
control failover The process of a backup 
computer taking over from a failed primary 
computer) and recovery, train dispatching 
and scheduling, train management and the 
integration of the new control system.

Daly City Projects
Nearing completion at the end of the 

fiscal year on June 30, 1989 were BART’s 
Daly City Turnback, Yard and Shop projects, 
the largest construction program undertaken 
since the completion of the original system.

At a completion cost of approximately 
$150 million, the Turnback, Yard and Shop 
will permit a faster “turnback” of south
bound trains reaching the Daly City Station. 
They will also provide storage and mainte
nance capacity for the increased fleet o: cars 
and reduce dead-head miles. Decreasing the 
turnback time increases the allowable fre
quency of service.

As the fourth quarter of the fiscal year 
drew to a close, the Yard track and contact 
rail installahon was virtually complete and 
the Yard traction power installation was 
roughly three-fourths complete.

At the same time, communications 
equipment and Yard control conduit and 
cables were being installed and the train 
control equipment was being tested.

Electrical Capacity Increase
In June, 1989, just prior to the end of 

the fiscal year, BART awarded a contract for 
the installation of equipment designed to 
boost third rail power capacity and distribu-
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tion. The project, expected to cost nearly $8 
million, is designed to allow the operation of 
more trains on BART’s mainline tracks and 
in its yards.

New On-Board Control
BART’s vehicle Automatic Train Control 

(ATC) system, designed to sharply reduce 
service disruptions due to equipment failure 
in BART’s original control system, was retro
fitted to 131 A-Cars by the close of the fiscal 
year. (The new C-Cars are already equipped 
with the new system.)

Software and hardware modifications to 
improve the new ATC even further were

under evaluation at the close of the year, for 
application to BART’s C-Cars.

The primary benefit of the new system 
is the improvement in service reliability but 
it will also provide a smoother ride for pas
sengers and will result in savings in energy 
consumption.

Wayside Train Control 

Modifications
A $15 million program to reconfigure 

and modify track circuits, station approach 
markers, signals and software aimed at allow
ing trains to run at more frequent intervals to

and from San Francisco and the East Bay 
progressed on schedule during the fiscal 
year.

Due to the original design of BART’s 
trackway, only one train can occupy a track 
“block” at any one time and the original 
block size limits the time intervals between 
trains to 3.75 minutes. The wayside project 
includes shortening the blocks so that the 
trains can run at intervals of 2.25 minutes. 
The project is scheduled to be completed in 
1991.
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IINCEEASENG OUR EEACM
BART entered the 1989 fiscal year 

shortly after the adoption of a rail-funding 
program by the Metropolitan Transportation 
Commission (MTC). The MTC program in
cluded BART extensions in Alameda, Contra 
Costa and San Mateo counties. The adoption 
of the MTC program, reflecting a regional 
consensus, is considered to be a pivotal step 
in securing state funding commitments and 
in persuading voters to support additional 
sales-tax funding.

In October, 1988, for example, the Cali
fornia Transportation Commission (CTC)

committed $200 million, plus escalation for 
inflation up to an additional $48 million, to 
help fund BART Phase 1 extensions from 
Concord to West Pittsburg, with a station at 
North Concord/Martinez; from Fremont to 
Warm Springs, with a station at Irvington; 
from BART’s Bayfair Station to the Dublin/ 
Pleasanton area, with a stop at Castro Valley; 
and from; the Daly City Station to San Fran
cisco International Airport, with stops at 
Colma, South San Francisco and San Bruno.

The CTC action, which will require 
state funding legislation, will be released to 
BART in increments as the extensions are 
built.

In August.. 1988, escrow closed on the 
purchase of a 53.9-acre parcel of land in 
West Livermore as a future site for a BART 
station as part cf the second phase of the 
District's extension program. Construction 
would also not begin until the completion of 
an environmental impact report.

In April, 1989, BART’s Board of Direc
tors approved an $18 million contract for 
preliminary engineering and general engi
neering for extensions to Pittsburg, Warm 
Springs and Coima. Preliminary engineer
ing for the extension to Dublin was already 
in progress under a separate consultant 
contract.
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BART APPROVES THREE-YEAR 

UNION CONTRACTS
BART’S Board of Directors approved in 

September, 1988, three-year collective bar
gaining agreements between the District and 
the Amalgamated Transit Workers Union 
and the United Public Employees Union.

The new contracts have cost increases 
amounting to $22.5 million more than the 
previous contracts. Work rule changes and 
other negotiated items, however, are ex
pected to bring the net costs of the contracts 
to $14.8 million.
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EXTRA SERVICES FOR 

SPECIAL EVENTS
BART stepped up its efforts during the 

fiscal year to encourage Bay Area residents 
and visitors to ride BART to special events.

Beginning with the July 4 weekend, 
BART inaugurated a special family fare dis
count program that allowed three passengers 
to ride for the price of only one full-fare 
ticket. The special fare was in effect on week
ends through Labor Day.

In September, BART kept open its Col
iseum Station until 1 a.m. and had twelve 
10-car trains standing by to provide service

for fans attending the Amnesty International 
concert at the Alameda County/Oakland 
Coliseum.

A month later, BART provided addi
tional trains, plus direct ser/ice from San 
Francisco and Concord on a Sunday for the 
American League play-off games. Additional 
trains were also in ser\'ice when the victo
rious A’s met the Los Angeles Dodgers in the 
World Series and direc t ser\'ice was available 
from Concord. Roughly one-third of the fans 
who saw the third, fourth and fifth games of 
the World Series at the Coliseum took BART.

Additional service was also provided for 
the UC Berkeley/Stanford fcotball game, the
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BART “Shopper Specials” over the Christmas 
holiday season, early morning New Year’s 
day revelers, the “Welcome Home” to the 
San Francisco 49ers for their Super Bowl vic
tory, the Bay to Breakers run and other spe
cial events.

BISADVANTAGEB BUSINESS 

ENTEEEMSES
BART continued its efforts to make sure 

that at least 21 percent of the dollar amount 
of its contracts for goods and services was 
awarded to companies owned by minorities 
and women.

Several such companies, referred to as 
Disadvantaged Business Enterprises (DBE), 
were awarded BART contracts during fiscal 
year 1989.

Particularly noteworthy was the selec
tion of two DBE companies as part of a joint 
venture construction contract-management 
team to administer and oversee BART’s $1.6 
billion extension program. The two com
panies will be involved in supervising con
tracts for the preliminary engineiering and 
construction of 33 miles of track, 10 stations 
and a maintenance yard.

Breaking new ground was a BART 
contract awarded to a group of DBE com-

fl'. !'■

panies as a part of a joint venture senior 
underwriter and co-manager teams to assist 
the district in the refunding of approximately 
$135 million in sales tax revenue bonds. This 
contract marked a significant milestone.

Minority and women-owned companies 
have had limited success in the financial ser
vices area.



IPElIFOffiMANCE HIGHLIGHTS

Rail Ridership
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
Patron trip on-time performance (%)
System utilization ratio (passenger 

miles to available seat miles)
End-of-period ratios:

Peak patronage 
Offpeak patronage

BART'S estimated share of peak period 
transbay trips—cars, trains & buses (a)

Operations
Annual revenue car miles 
Unscheduled train removals —average 

per revenue day
Transit car avaiiabiiity to revenue car fleet (b) 
Passenger miles per equivalent gallon of gasoline

FY 1988/89

60,457,004 
207,231 

12.5 miles 
757,225,230 

95.3%

31.7%

48.9%
51.1%

39.2%

33,195,099

2.9
81.7%

84.4

FY 1987/88

57,595,481 
198,259 

12.5 miles 
722,583,063 

94.5%

32.0%

49.4%
50.6%

38.8%

31,393,094

4.5
88.8%

79.0

FY 1988/89 FY 1987/88

Passenger accidents reported per
million passenger trips 12.64 13.94

Patron-related crimes reported per
million passenger trips 32.92 34.17

Financial
Net passenger revenues $ 83,192,000 $ 78,475,000
Other operating revenues 6,421,000 5,648,000
Total operating revenies $ 89,613,000 $ 84,123,000
Net operating expenses (excluding depreciation) $172,216,000 $167,775,000
Farebox ratio (net passenger revenues

to net operating expenses) 48.3% 46.8%
Operating ratio (total operating

revenues to net operating expenses) 52.0% 50.1%
Net rail passenger revenue per passenger mile 11.OC 10.8(6
Rail operating cost per passenger mile 20.8C 21.0(6
Net average rail passenger fare (c) $ 1.38 $ 1.35

Notes
General note: Data represents annual averages unless otherwise noted.
(a) Based on MTC Transbay survey data for October' 988 and April 1989 (7-9 a.m., 4-6 p.m.)
(b) At 8 a.m. each day (c) Includes BART/MUNI Fast Pass

BART patronage increased by more than 2.8 
million passenger trips during the 1989 fiscal 
year, with annual passenger trips reaching 
60,457,004, compared with 57,595,481 for the 
prior year.

The District’s estimated share of peak 
period transbay traffic, including cars, buses and 
trains, was 39.2 percent, up from 38.8 percent 
the previous year, based on surveys conducted by 
the Metropolitan Transportation Commission.

Net passenger revenues reached 
$83,192,000 for fiscal 1989, an increase of 
$4,717,000 over the fiscal 1988 figure of 
$78,475,000. Total operating revenues (including 
$6.4 million in interest income, advertising in 
trains and stations and other income) was 
$89,613,000, an increase of over $5 million from 
the previous fiscal year.

BART funded 52.0 percent of its net oper
ating expenses, which amounted to $172,216,000 
(excluding depreciation) for fiscal 1989, from 
passenger fares and other operating revenues. 
This operating ratio was an increase of 1.9 per

centage points from t.ie prior fiscal year. The 
District’s objective is to fund no less than one- 
half of its net operating expenses from operating 
revenues.

BART’s farebox ratio, which relates net pas
senger revenues to net operating expenses, was
48.3 percent for fiscal 1989, an increase of 1.5 
percentage points from the figure for fiscal 1988.

Net rail passenger revenue per passenger 
mile for fiscal 1989 was 11.0 cents, an increase 
from the previous year’s 10.8 cents. Rail operat
ing costs per passenger mile for fiscal 1989 was
20.3 cents, favorable compared to the previous 
year’s figure of 21 cents.

Weekday passenger trips averaged 207,231 
for fiscal 1989, compared with 198,259 for the 
previous year. Annual passenger miles reached 
757,225,230 for fiscal 1989, an increase of 
34,642,167 over the previous year, with an aver
age of 12.5 miles for each trip during fiscal 1989, 
the same average figure reached the previous 
year.

In addition to funds derived from passenger

fares, interest income and advertising, BART re
ceived $100.6 million in revenues from 75 per
cent of the one-half cent transit sales tax in the 
three BART counties, $732,000 in state and local 
funds and $9.1 million in property tax available 
for operations.

Of the $:00.6 million derived from the 
sales tax, $14.5 million was allocated to debt 
service and $86.1 million was made available 
for operations.

BART Directors again reduced the property 
tax rate on the levy for repayment of the princi
pal and interest of $792 million in general obliga
tion bonds approved by voters in 1962 for con
struction of the system. Directors set a tax rate 
of 3.72 cents pet $100 assessed value, down 3.9 
cents for the previous fiscal year. The property 
tax generated revenues of $50.3 million from 
property owners in Alameda, Contra Costa and 
San Francisco counties, the three counties mak
ing up the District.



NANCEAL STATEMENTS
INDEPENDENT AUDITORS' REPORT 
The Board of Directors of San Francisco 
Bay Area Rapid Transit District:
We have audited the accompanying balance sheets of San Francisco Bay Area Rapid 
Transit District as of June 30,1989 and 1988 and the related statements of operations, 
capital and changes in financial position for the years then ended. These financial 
statements and the supplemental schedule discussed below are the responsibility of 
the District’s management. Our responsibility is to express an opinion on these 
financial statements based on our audits.
We conducted our audits in accordance with generally accepted auditing standards. 
Those standards require that we plan and perform the audit to obtain reasonable 
assurance about whether the financial statements are free of material misstatement. 
An audit includes examining, on a test basis, evidence supporting the amounts and 
disclosures in the financial statements. An audit also includes assessing the account
ing principles used and significant estimates made by management, as well as evalu
ating the overall financial statement presentation. We believe that our audits provide a 
reasonable basis for our opinion.

In our opinion, such financial statements present fairly, in all material respects, the 
financial position of San Francisco Bay Area Rapid Transit District at June 30,1989 
and 1988 and the results of its operations and the changes in its firiancial position for 
the years then ended in conformity with generally accepted accounting principles.
Our audits were made for the purpose of forming an opinion on the basic financial 
statements taken as a whole. The supplemental schedule, reconciliation of excess 
operating revenues over (under) expenses, is presented for purposes of additional 
analysis and is not a required part of the basic financial statements. Such supplemental 
schedule has been subjected to the auditing procedures applied in our audits of the 
basic financial statements and, in our opinion, is fairly stated in all material respects 
when considered in relation to the basic financial statements taken as a whole.

Deloitte Haskins + Sells 
Oakland, California

Adams, Grant, Werner & Co. 
Septembers, 1989

BALANCE SHEETS
JUNE 30, 1989 AND 1988 (In thousands)

ASSETS

CURRENT ASSETS:
Cash and investments (Note 3)
Deposits (Note 3)
Notes and other receivables 
Materials and supplies —at average cost

Total current assets

INVESTMENTS (Note 3)

DEFERRED COMPENSATION PLAN 
INVESTMENTS (Notes 3 and 9)

INVESTMENTS RESTRICTED FOR 
BOARD DESIGNATED PURPOSES (Note 3)

FACILITIES, PROPERTY AND 
EQUIPMENT—At cost, less accumulated 
depreciation (Note 4)

TOTAL ASSETS

1989 1988

$ 304,544 
24,332 
16,483 
14,623

359,982

47,855

25,270

1,670,319

$2,103,426

$ 220,717 
23,795 

9,139 
15,076

268,727

78,721

37,494

25,771

1,580,433

$1,991,146

LIABILITIES AND CAPITAL

CURRENT LIABILITIES:
Current portion of long-term debt 
(Note 5)
Payroll and other liabilities 
Self-insurance liabilities 
Unearned passenger revenue

Total current liabilities

DEFERRED COMPENSATION (Note 9) 
LONG-TERM DEBT (Note 5)

CAPITAL:
Grants and contributions, net 
Accumulated net revenues

Total capital .

TOTAL LIABILITIES AND CAPITAL

1989 1988

$ 42,585
64,824 
7,669 
1,832

116,910

47,855

497,065

746,535
695,061

1,441,596

$2,103,426

$ 38,880
54,601 
6,313 
1,620

101,414

37,494

539,650

680,072
632,516

1,312,588

$1,991,146

8 See notes to financial statements.



STATEMENTS OF OPERATIONS
FOR THE YEARS ENDED JUNE 30, 1989 AND 1988 (In thousands)

1989 1988

DEBT COMBINED DEBT COMBINED
OPERATIONS CONSTRUCTION SERVICE TOTAL OPERATIONS CONSTRUCTION SERVICE TOTAL

(Note 2) (Note 2)

OPERATING REVENUES:
Fares $ 83,192 $ 83,192 $ 78,475 $ 78,475
Other (including investment income) 6,421 6,421 5,648 5,648

Totai operating revenues 89,613 89,613 84,123 34,123

OPERATiNG EXPENSES:
Transportation 61,656 61,656 61,462 61,462
Maintenance 71,598 71,598 68,107 68,107
Police services 9,801 9,801 9,540 9,540
Construction and engineering 6,722 6,722 6,268 6,268
Generai and administrative 31,772 31,772 31,270 31,270
Depreciation 37,767 37,767 35,202 35,202

Totai operating expenses 219,316 219,316 211,849 211,849
Less capitalized costs (9,333) (9,333) (8,872) (8,872)

Net operating expenses 209,983 209,983 202,977 202,977

OPERATiNG LOSS (120,370) (120,370) (118,854) (1-.8,854)

OTHER REVENUES (EXPENSES):
Transactions and use tax 86,120 $ 14,494 100,614 79,649 $ 12,594 92,243
Property tax 9,083 54,995 64,078 8,226 50,867 59,093
State financiai assistance 362 362 77 77
Locai financiai assistance 370 370 348 348
Saie of tax benefits $ 3,077 3,077
Other investment income 22,471 2,380 24,851 $21,317 4,984 26,301
Interest expense 125,683) (25,683) (35,146) (35,146)
Other—net (41) (41) (26) (26)

Total other revenues 95,935 25,548 46,145 167,628 88,300 21,317 33,273 142,890

EXCESS OF REVENUES OVER
(UNDER)EXPENSES $ (24,435) $25,548 $46,145 $ 47,258 $ (30,554) $21,317 $33,273 $ 24,036

See notes to financial statements.



STATEMENTS OF CAPITAL
FOR THE YEARS ENDED JUNE 30,1989 AND 1988 (In thousands)

BALANCES, JUNE 30,1987

EXCESS OF REVENUES OVER EXPENSES

OTHER ADDITIONS (DEDUCTIONS):
Grants and contributions 
Depreciation and retirements 
of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1988
EXCESS OF REVENUES OVER EXPENSES
OTHER ADDITIONS (DEDUCTIONS):

Grants and contributions 
Depreciation and retirements 
of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1989

GRANTS AND 
CONTRIBUTIONS

$611,127

85,059

(16,114)
680,072

81,750

(15,287)
$746,535

ACCUMULATED 
NET REVENUES

$892,366

24,036

16,114
632,516
47,258

15,287
$695,061

STATEMENTS OF CHANGES IN FINANCIAL POSITION
FOR THE YEARS ENDED JUNE 30,1989 AND 1988 (In thousands)

TOTAL 1989 1988

$1,203,493 OPERATING ACTIVITIES:
Excess of revenues oyer expenses $ 47,258 $ 24,036

24,036 Adjustments to reconcile excess of revenues over

85,059
expenses to net cash provided by operating activities: 
Depreciation 37,767 35,202
Capitalized interest (income) expense
Net effect of changes in:

(4,052) 913

Deferred compensation plan liabilities 10,361 5,967
Notes and other receivables (1,092) 1,158

1,312,588 Materials and supplies 453 (396)

47,258 Payroll and other liabilities 4,108 4,759
Seif-insurance liabiiities 1,356 1,163
Unearned passenger revenue 212 36

81,750 Net cash provided by operating activities 96,371 72,838

INVESTMENT ACTIVITIES:
Expenditures for facilities, property and equipment (116,393) (118,096)

$1,441,596 Proceeds from sale of investments 308,335 186,326
Purchase of investments (308,335) (186,326)

Total cash used by investment activities (116,393) (118,096)

FINANCING ACTIVITIES:
Repayments of notes payable — (63,975)
Repayments of long-term debt (38,880) (36,710)
Capital grant contributions received 75,498 85,059

Total cash provided (used) by financing activities 36,618 . (15,626)

CASH AND INVESTMENTS (Note 3):
Net increase (decrease) for year 16,596 (60,884)
Beginning of year 381,792 442,676

End of year $398,388 $381,792

See notes to financial statements.



NOTES TO FINANCIAL STATEMENTS

1. ORGANIZATION AND BASIS OF PRESENTATION
Description of Reporting Entity - San Francisco Bay Area Rapid 
Transit District (District) is a pubiic agency created by the legisiature of 
the State of Caiifornia in 1957 and reguiated by the San Francisco Bay 
Area Rapid Transit District Act, as amended, and subject to transit 
district iaw as codified in the Caiifornia Pubiic Utiiities Code. The 
disbursement of ali funds received by the District is controlied by 
statutes and by provisions of various grant contracts entered into with 
federai, state and iocai agencies.

For financiai reporting purposes, the District’s financial statements 
include all financial activities that are controlled by or dependent upon 
actions taken by the District’s Board of Directors.

2. SIGNIFICANT ACCOUNTING POLICIES
Investments are stated at cost or amortized cost, except for invest
ments of the deferred compensation plan which are stated at current 
(market) value. As a matter of policy, the District holds investments 
until their maturity.

Deposits, consisting of cash and investments, are held by trustee 
banks in accordance with the District’s various bond indentures and 
for general debt service requirements. Deposits are stated at cost.

Facilities, Property and Equipment are stated at cost and depreci
ated using the straight-line method over the estimated useful lives of 
the assets. Depreciation of assets acquired with District funds is 
distinguished from depreciation of assets acquired with grants and 
contributions by others.

The District capitalizes certain interest revenue and expenditures 
related to tax-free borrowings. The net effect of such interest capita
lization was to increase expenditures for facilities, property and equip
ment by $4,052,000 during the year ended June 30,1989 for excess 
interest expenses over interest revenue from applicable borrowing 
and to decrease expenditures for facilities, property and equipment by 
$913,000 during the year ended June 30, 1988 for excess interest 
revenue over interest expenses from applicable borrowings.

Self-insurance Liabilities - The District is largely self-insured for work
ers’ compensation claims, general liability claims, and major property 
damage. The District accrues the estimated costs of the self-insured 
portion of claims.

Unearned Passenger Revenue is an estimate of passenger tickets 
purchased which have not yet been completely used.
Contributed Capital - The District periodically receives grants from the 
Urban Mass Transportation Administration (UMTA) and other agen
cies of the U.S. Department of Transportation, state, and local trans
portation funds for the acquisition of transit related equipment and 
improvements. Capital grant funds earned, less amortization equal to 
annual and accumulated depreciation of the related assets, are in
cluded in contributed capital.

Statements of Operations have been expanded to present the finan
cial activities of the general operations of the transit system, revenues 
restricted by the Board of Directors for construction activity, and 
revenues restricted by the District’s various bond indentures for debt 
service (including interest expense) on outstanding long-term debt.

Transactions and Use Tax (Sales Tax) Revenue - A '/2% transactions 
and use tax is collected within District boundaries and administered by 
the State Board of Equalization. Of amounts available for distribution, 
75% is paid directly by the State Board of Equalization to the District’s 
trustee for the purpose of paying bond interest, principal and ex
penses. Monies not required for these purposes are transmitted to the 
District. The remaining 25% is allocated by the Metropolitan Trans
portation Commission (MTC) to the District, the City and County of 
San Francisco, and the Alameda-Contra Costa Transit District for 
transit services. The District records the total transactions and use 
taxes earned (including amounts paid to the trustee) as revenue.

Property Taxes, Collection and Maximum Rates - The State of Califor
nia Constitution Article XIIIA provides that the general purpose max
imum property tax rate on any given property may not exceed 1 % of its 
assessed value unless an additional amount for general obligation 
debt has been approved by voters. Assessed value is calculated at 
100% of market value as defined by Article XIIIA and may be adjusted 
by no more than 2% per year unless the property is sold or transferred. 
The State Legislature has determined the method of distribution of 
receipts from a 1 % tax levy among the counties, cities, school districts 
and other districts, such as the District.

The District receives property tax revenues to meet the debt service 
requirements of its General Obligation Bonds. The District also re
ceives an allocation of property tax revenues for transit operations.

San Francisco, Alameda and Contra Costa Counties assess prop
erties, bill for, collect, and distribute property taxes. Property taxes are 
recorded as revenue and receivables, net of estimated uncollectibles, 
in the fiscal year of levy.

Financial Assistance Grants are accrued as revenue in the period to 
which the grant applies.

Sale of Tax Benefits - The District has entered into agreements to sell 
tax benefits for certain District-owned transit equipment contracted for 
purchase prior to August 1986. The transactions have been structured 
in the form of leases for tax purposes. The District recognizes tax 
benefit sales proceeds in the period of sale of tax benefits.

Pension Costs are expensed as incurred. Such costs equal the 
actuarially determined annual contribution amount. See Note 8.

3. CASH AND INVESTMENTS
The District maintains a cash and investment pool that includes cash 
and investments available for general use and restricted for Board 
designated purposes. Cash and investments of the District’s deferred 
compensation plan (see Note 9) are held separately by the plan’s 
administrator.

Deposits - At June 30, 1989 (and 1988), the District’s cash on hand 
was $968,000 (1988, $899,000), and the carrying amount of the 
District’s time and demand deposits was $1,189,000 (1988, 
$6,405,000) with the corresponding bank balance of $4,867,000 
(1988, $12,120,000). Of the bank balance $499,000 (1988, $375,000) 
was insured by federal depository insurance or collateralized by 
securities held by the District’s agent in the District’s name, and 
$4,368,000 (1988, $11,745,000) was collateralized 110% as required 
by Section 53652 of the California Government Code by the pledging 
financial institutions. However, such collateral is not in the District’s 
name.

Investments - State of California statutes and District policy authorize 
the District to invest in obligations of the U.S. Treasury, its agencies 
and instrumentalities, bankers’ acceptances, repurchase and reverse 
repurchase agreements, and the State Treasurer’s investment pool. 
The District did not enter into any reverse repurchase agreements 
during 1989 or 1988.

The District’s investments are categorized below to give an indication 
of the credit risk assumed by the District at June 30,1989. Category 1 
includes investments that are insured or registered or for which the 
securities are held by the District or its agent in the District’s name. 
Category 2 includes uninsured and unregistered investments for 
which the securities are held by the broker’s or dealer’s trust depart
ment or agent in the District’s name. Category 3 includes uninsured 
and unregistered investments for which the securities are held by the 
broker or dealer, or by its trust department or agent but not in the 
District’s name.



-(In Thousands)-
---- 1989-----

Carrying
Amount

Market
Value

---------------1988-
Carrying
Amount

Market
Value1 2 3

U.S. Treasury notes $ 12,955 $ 12,955 $ 12,959 $ 45,731 $ 45,566
Federal agency obligations 268,755 $34,739 303,494 303,849 258,307 258*514
Repurchase agreements 23,703 8,224 31,927 31,927 32,375 32,375

Total $305,413 $42,963 — 348,376 348,735 336,413 336;455

Cash on hand 968 968 899 899
Time and demand deposits 1,189 1,189 6,405 6,405
Mutual funds:

Fidelity Money Market 581 581
Deferred compensation

plan investments 47,855 47,855 37,494 37,494

Total $398,388 $398,747 $381,792 $381,834

Cash and investments restricted for Board of Directors’ 
designated purposes are summarized as foliows (in thousands):

Reported as:
Cash and investments 
Payroll and other liabilities 

(representing cash overdraft) 
Deposits 
Investments 
Deferred compensation 

plan investments 
Investments restricted for 

Board designated purposes

Total

$304,544

(3.613)
24,332

47,855

25,270
$398,388

$220,717

(4.706)
23,795
78,721

37,494

25,771
$381,792

1989 1988

Basic system completion $ 9,602 $10,413
System improvement 3,068 2,858
Self-insurance 9,000 9,000
Operating 3,600 3,500

Total $25,270 $25,771



4. FACILITIES, PROPERTY AND EQUIPMENT
Facilities, property and equipment, assets lives, and accumulated 
depreciation and amortization at June 30,1989 and 1988 are summa
rized as follows (in thousands):

Lives
(Years)

------------------- 198‘

Cost

1-------------------
Accumulated
Depreciation

and
Amortization

------------------- 198J

Cost

1-------------------
Accumulated
Depreciation

and
Amortization

Land $ 184,048 $ 179,244
Improvements 80 1,168,682 $208,521 1,118,988 $194,336
System-wide operation and control 20 180,741 83,300 142,686 75,448
Revenue transit vehicles 30 305,348 86,898 211,048 77,371
Service and miscellaneous equipment 3-20 22,744 -3,411 21,362 11,978
Capitalized construction and start-up costs 30 100,943 50,975 100,331 47,452
Repairable property items 30 10,141 3,409 8,544 3,104
Construction-in-progress 144,186 — 207,919 —
Total $2,116,833 $446,514 $1,990,122 $409,689

The District has entered into contracts for the construction of various 
facilities and equipment totaling approximately $242 million at June 
30,1989.

In June 1988, the District entered into Principles of Agreement (Agree
ment) with the San Mateo County Transit District (SamTrans) pertain
ing to extending the transit system to the vicinity of San Francisco 
International Airport (Airport). Under the terms of the Agreement, 
SamTrans will pay the District a $200 million capital contribution, to be 
used for East Bay expansion and tc be paid in installments (adjusted 
for inflation) upon reaching certain Airport extension milestones and, 
in addition, SamTrans will be responsible for funding 25% of the cost 
of extending the transit system to the Airport. District management’s 
most current estimate, performed in 1987, of the cost of such Airport 
extension is approximately $600 million. This project is contingent 
upon the District receiving adequate commitments for federal funding, 
and also upon expansion of the transit system in the East Bay.

5. LONG-TERM DEBT
Long-term debt at June 30,1989 and 1988 is summarized as follows 
(in thousands):

1989 1988

1962 General Obligation Bonds
1966 Special Ser/ice District Bonds

$389,300
5,350

$427,700
5,830

Total General Obligation Bonds
1985 Sales Tax Revenue Bonds

394,650
145,000

433,530
145,000

Total long-term debt
Cu-rent portion

539,650
(42,585)

578,530
(38,380)

Net long-term portion $497,065 $539,650

1985SalesTax Revenue Bonds - The 1969 Legislature of the State of 
California authorized the District to impose a Vz% transactions and 
use tax within District boundaries and issue Sales Tax Revenue 
Bonds. On September 30, 1977, the Governor signed legislation 
which extended the transactions and use tax indefinitely. The tax is 
collected and administered by the State Board of Equalization. Of 
amounts available for distribution, 75% is paid to the District’s trustee 
for the purpose of paying bond interest, principal and expenses. 
Monies not required for these purposes are transmitted to the District. 
The remaining 25% is allocated by the MTC to the District, the City 
and County of San Francisco, and the Alameda-Contra Costa Transit 
District for transit sen/ices on the basis of regional priorities estab
lished by MTC.

In November 1985, the District issued sales tax revenue bonds (1985 
bonds), totaling $145,000,000, to refund and defease $63,965,000 
outstanding principal amount of sales tax revenue bonds issued in 
1982, and to finance certain system improvements.
The 1985 bonds are special obligations of the District secured by a 
pledge of the sales tax revenues and are payable from revenues, 
including all sales tax revenues, all passenger fares, certain property 
tax revenues, and certain interest, grants, and other income. Bond 
interest rates range from 6.40% to 9.00%. Bonds maturing on or attar 
July 1,1996 ($127,250,000) are redeemable prior to maturity at the 
option of the District beginning July 1,1995 on various dates at prices 
ranging from 103% to 100%, including bonds maturing July 1, 2004 
($41,005,000) and July 1, 2011 ($78,660,000) which are subject to 
redemption prior to maturity on or after July 1,1998 and July 1,2005, 
respectively, at 100%.

The following is a schedule of long-term debt principal repayments 
required as of June 30, 1989 (in thousands):

1962 General Obligation Bonds - In 1962, voters of the member 
counties of the District authorized a bonded indebtedness totaling 
$792 million of General Obligation Bonds. Payment of both orincipal 
and interest is provided by the levy of District-wide propery taxes. 
Bond interest rates range from 1.5% to 6.0%.

1966 Special Service District Bonds - In 1966, City of Berkeley voters 
formed Special Service District No. 1 and authorized the issuance of 
$20.5 million of General Obligation Bonds, of which $12 mill on were 
issued, for construction of subway extensions within that city. Pay
ment of both principal and interest is provided by taxes levied upon 
property within Special Service District No. 1. Bond interest rates 
range from 4.0% to 5.5%.

1962 1966 1985 SalesG.O. Special Service Tai RevenueBonds District Bonds Bonds Total

Year ending 
June 30:

1990 $ 40,200 $ 500 $ 1,885 $ 42,585
1991 33,700 520 2,070 36,290
1992 34,975 540 2,270 37,785
1993 36,275 570 2,495 39,340
1994 37,525 590 2,735 40,850
Thereafter 206,625 2,630 133,545 342,800

Total $389,300 $5,350 $145,000 $539,650



6. FEDERAL CAPITAL GRANTS
The U.S. Department of Transportation provides financial assistance 
to the District for capital projects. Grants which were active during the 
year ended June 30,1989 are summarized as follows (in thousands):

Total approved project costs $511,317

Total approved federal funds $397,419
Less amounts received , (317,026)

Remaining amount available under federal grants $ 80,393

7. STATE AND LOCAL FINANCIAL ASSISTANCE
The District receives local operating and capital assistance from 
Transportation Development Act Funds (TDA). For the year ended 
June 30, 1989 TDA assistance was $375,000 (1988, $387,000), of 
which $5,000 (1988, $39,000) was used for capital purposes and 
$370,000 (1988, $348,000) was operating assistance. These funds 
are received from the counties of Alameda and Contra Costa to meet, 
in part, the District's operating and capital requirements based on 
annual claims filed by the District and approved by the MTC.
The District receives state operating and capital assistance from State 
Transit Assistance Funds (STA). For the year ended June 30,1989, 
STA assistance was $501,000 (1988, $250,000), of which $139,000 
(1988, $93,000) was used for capital purposes, $362,000 (1988, 
$77,000) was used for operating assistance and none (1988, 
$80,000) was used for flow-through projects. These funds are allo
cated by MTC based on the ratio of the District's transit operation 
revenue and local support to the revenue and local support of all state 
transit agencies.

8. EMPLOYEES RETIREMENT PLAN
Plan Description - All permanent employees are eligible to participate 
in the Public Employees' Retirement Fund (Fund) of the State of 
California's Public Employees' Retirement System. The Fund is an 
agent multiple-employer defined benefit retirement plan that acts as a 
common investment and administrative agent for various local and 
state governmental agencies within the State of California. The Fund 
provides retirement, disability, and death benefits based on the em
ployee's years of service, age and compensation. Employees vest 
after five years of service and may receive retirement benefits at age 
50. These benefit provisions and all other requirements are estab
lished by state statute and District ordinance.

The District was not required to make a contribution to the Fund for 
public safety personnel or for miscellaneous covered employees for 
the years ended June 30, 1989 and 1988 due to a surplus of the 
District's portion of the Fund's net assets over the District's pension 
benefit obligation caused by a change in 1988 in the actuarial valua

tion method and an actual rate of return on investment assets that 
exceeded the assumed rate. The District's covered payroll for em
ployees participating in the Fund for the years ended June 30,1989 
and 1988 was $85,746,000 and $83,178,000, respectively. The Dis
trict's 1989 and 1988 payroll for all employees was $95,187,000 and 
$91,325,000, respectively. The District, due to a Collective Bargaining 
Agreement, also has a legal obligation to contribute an.additional 9% 
for public safety personnel and 7% for miscellaneous covered em
ployees. Employees have no obligation to contribute to the Fund.

Funding Status and Progress - The "pension benefit obligation" is 
determined for each participating employer by the Fund's actuary and 
is a standardized disclosure measure that results from applying actua
rial assumptions to estimate the present value of pension benefits, 
adjusted for the effects of projected salary increases and step rate 
benefits, to be payable in the future as a result of employee service to 
date. The measure is intended to help users assess the funding status 
of the District's portion of the Fund to which contributions are made on 
a going-concern basis, assess progress made in accumulating suf
ficient assets to pay benefits when due, and make comparisons 
among employers. The measure is the actuarial present value of 
credited projected benefits and is independent of the funding method 
used.

The pension benefit obligation shown below vyas computed as part of 
an actuarial valuation performed as of June 30, 1988, the latest 
available for the Fund. The significant actuarial assumptions used in 
the 1988 valuation to compute the pension benefit obligation were an 
assumed rate of return on investment assets of 8.5%, annual payroll 
increases of 5.5% attributable to inflation and 1.5% attributable to 
merit or seniority, and no postretirement benefit increases.

The funding status applicable to the District's employee group at June 
30,1988 (the latest available for the Fund) follows (in thousands):

Pension benefit obligation:
Retirees and beneficiaries currently 

receiving benefits and terminated 
employees not yet receiving benefits 

Current employees:
Accumulated employee contributions 

and allocated investment earnings 
Employer-financed, vested 
Employer-financed, nonvested

Total pension benefit obligation 
Net assets available for benefits, at cost 

(total current (market) value, $242;362)

Net assets in excess of pension benefit 
obligation

Actuarially Determined Contributions Required and Contributions 
Made - The funding policy of the Fund provides for actuarially deter
mined periodic contributions by the District at rates such that sufficient 
assets will be available to pay benefits when due. The District was not 
required to make a contribution to the Fund for the years ended June 
30, 1989 and 1988 in accordance with the actuarially determined 
requirements computed as of June 30,1988 and 1987, respectively. 
The District's surplus asset position is being offset against the current 
year's normal cost contribution. The actuarially determined normal 
cost contribution rate before reduction for the surplus asset amortiza
tion was 15.342% (1988,17.075%) for public safety employees and 
8.201% (1988,8.257%) for miscellaneous employees. As a result of 
collective bargaining agreements, any savings in pension expenditure 
due to a reduction in contribution rate is to be redistributed towards an 
alternative benefit for covered employees.

The District's normal cost contribution rate is determined using the 
entry-age normal funding method, a projected benefit cost method. 
The Fund would use the same method to amortize any unfunded 
liability.

Significant actuarial assumptions used in the June 30,1988 valuation 
to compute the actuarially determined contribution requirement are 
the same as those used to compute the pension benefit obligation as 
described above.

Historical Trend Information - Trend information gives an indication of 
the progress made in accumulating sufficient assets to pay benefits 
when due.
For the District's portion of the Fund, trend information for the years 
ended June 30,1988 and 1987, follows (dollars in thousands):

1988 1987

Net assets available for benefits,
at cost $214,290 $189,801

Pension benefit obiigation
Net assets avaiiable for benefits as a

$171,353 $151,795

percentage of pension benefit obiigation 125% 125%

Assets in excess of pension benefit
obiigation $ 42,937 $ 38,006

Annuai covered payroil
Assets in excess of pension benefit

$ 83,178 $ 79,940

obiigation as a percentage of annual 
covered payroll 51.6% 47.5%

Contributions made in accordance
with actuarially determined 
requirements as a percentage 
of annual covered payroll 0% 0%

$ 73,272

72,820 
23,866 

1,395

171,353 

214,290

$ 42,937 Trend information for 1989 is not yet available.



9. DEFERRED COMPENSATION PLAN
The District offers its empioyees a deferred compensation plan cre
ated in accordance with Internai Revenue Code Section 457. The 
deferred compensation pian, avaiiabie to all officers and employees, 
permits them to defer a portion of their salary until future years. The 
deferred compensation is not available to employees until retirement, 
termination, or certain other covered events.

As required by IRC Section 457, all amounts of compensation de
ferred under the deferred compensation plan and all income attrib
utable to those amounts, remain the property of the District (until paid 
or made available to the participants), subject only to the claims 
of the District’s general creditors. Participants’ rights under the de
ferred compensation plan are equal to those of general creditors of 
the District in an amount equal to the fair market value of the 
deferred account for each participant. The plan administrator has 
invested the deferred amounts in numerous participant-directed, un
insured investments.

District Management believes that the District has no liability under the 
terms of the plan for any amounts other than the participants’ account 
balances.

10. MONEY PURCHASE PENSION PLAN
All District employees, except sworn police officers, participate in the 
Money Purchase Pension Plan which is a supplemental retirement 
program. In January 1981, the District’s employees elected to with
draw from the Federal Social Security System (FICA) and established 
the Money Purchase Pension Plan. The District contributes an 
amount equal to 6.65% of covered employee’s annual compensation 
(up to $29,700 after deducting the first $133 paid during each month) 
up to a maximum annual contribution of $1,868. Additionally, the 
District contributes to each employee’s account approximately 1.63% 
of covered payroll for the savings realized when the District de-pooled 
its Public Employees Retirement Fund (Fund) account. This amount 
was formerly paid to the employee’s Fund account. Each employee’s 
account is available for d stribution upon such employee’s termina
tion.

The District’s total expense and funded contribution for this plan 
for the years ended June 30, 1989 and 1988 was $5,587,000 and 
$5,210,000, respectively. Money Purchase Pension Plan assets at 
June 30,1989 and 1988 (excluded from the accompanying financial 
statements) were $54,489,000 and $45,766,000, respectively.

11. LITIGATION
The District is involved in various lawsuits, claims and disputes, which 
for the most part are normal to the District’s operations. In the opinion 
of District Management, the costs that might be incurred, if any, would 
not materially affect the District’s financial position or operations.

SUPPLEMENTAL SCHEDULE OF RECONCILIATION OF 
EXCESS OPERATING REVENUES OVER (UNDER) EXPENSES 
FOR THE YEARS ENDED JUNE 30, 1989 AND 1988 
(In thousands)

The following is a reconciliation of excess operating revenues over 
(under) expenses after capital designations and before depreciation:

1989 1988

EXCESS OF EXPENSES
OVER REVENUES:
Operations $(24,435) $(30,554)

CAPITAL DESIGNATIONS (11,817) (4,708)
DEPRECIATION 37,767 35,202

EXCESS OF OPERATING REVENUES 
OVER(UNDER)EXPENSES AFTER 
CAPITAL DESIGNATIONS AND 
BEFORE DEPRECIATION $ 1,515 $ (60)

Capital designations are made by the District annually for capital 
purposes which represent the excess of revenue over expenses 
before depreciation generated by operations.
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Four days before the end of the 1989 fiscal 
year, I assumed my position as General Manager 
of BART.

1 was new to BART, but BART wasn’t new 
to me. Through the years, 1 had followed BART’s 
development closely and regarded the District as 
being in the forefront of up-to-date mass rail 
transit operations.

I gave a great deal of thought to BART just 
before I accepted the position of General Mana
ger. It seemed to me that three words summed 
up BART’s situation as the District moved to ex
pand its passenger capacity and extend its service 
to additional communities. Those three words 
are heritage, maturi:y and challenge.

BART’s heritage arises from the boldness 
and uniqueness of its concept and design and 
from the unrelenting energy arid drive, against 
powerful opposition, that were given to its de
velopment and construction. Building BART, to 
most of those people who were responsible for its 
construction, was virtually a crusade, a matter of 
faith.
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The size of the system, cost, technical 
innovations, engineering difficulties and, last 
but not least, its potential for service were 
unprecedented.

When I walked into BART in June, 1989,1 
was well aware of BART’s heritage and 1 sensed 
that the District was at a crossroads. In a way, 
BART was like a mature individual with a bril
liant career as a young person but with even 
more promise ahead. BART had conquered a host 
of early shakedown problems. It was well run, 
widely respected and had its face to the future.

BART’s responsibility to the future defines 
the challenge of today. BART now has nearly in 
place all of the elements of its program to expand 
capacity on the present 71.5 mile system: new 
passenger cars, additional electrical capacity, 
more storage and track facilities and better train 
control. At the same time, we are moving ahead 
with our extension program.

These projects must move ahead with the 
same dynamic energy that propelled the con
struction of the system in the 1960s and 1970s.

i

196.

FY1988/89 FY1987/88

We can’t miss a beat. We must continue to plan 
well, operate well and deliver well on our prom
ise to expand and extend our service. But at the 
same time we set our sights to the future and a 
50 percent expansion of the system, we must be 
ever mindful that our existing facilities have aged 
well but they have aged. We must embark on an 
aggressive rebuilding, renovation and rehabilita
tion of both fixed and operating assets. The 
promise of the future can only be built on the 
foundation of performance of the present system.

All of this isn’t going to be easy. In fact, it’s 
going to take a lot of hard work, but it’s certainly 
a challenge that BART can meet. BART’s heritage 
provides all of us at BART with an inspiration. 
We now have the opportunity to build on that 
heritage and continue to hold our position as the 
model for rail commuter systems throughout the 
world. __ y

Frank J. WUson
General Manager, BART



OPERATING FUNDS 1988/1989
Where Funds Came From (in Thousands)

□ Transaction 
&Use Sales Tax 
$86,12C 44.19%

□ Fares
$83,192 42.69% 

n Property Tax 
$9,083 4.66%

HI other
$16,486 8.46%
• Investment Income 

and Other Operating 
Revenues
$6,421 3.29%

• State Financial 
Assistance 
$362 0.19%

• Construction Funds 
$9,323 4.79%

• Regional Financial 
Assistance
$370 0.19%

rT3 III -.iM

■A
TOTAL
$194,881 100.00%

How Funds Were Applied (In Thojsands)
n Maintenance

$71,593 36.74%
n Transportation 

$61,656 31.64% 
n General Administration 

$31,772 16.30%
M Police Services 

$9,801 5.03% 
m other

$20,054 10.29%
• Capital Designations 

$11,317 6.06%
• Construction & 

Engineering 
$6,722 3.45%

• Increase in 
Working Capital* 
$1,515 0.78%

J

Tunoed excss of revenues over expenses

TOTAL
$194,881 100.00%

CAPITAL FUNDS 1988/1989
Source of Funds (In Thousands)

n District
$41,583 37.08% 

g] Federal
$54,042 48.20%

H State
$14,825 13.22%

■I Local
$1,685 1.50%

Expenditures (in Thousands)

H Construction:
• Line

$32,116 28.64%
• Systemwide 

$2,039 1.82%
• Support Facilities 

$157 0.14%
H Equipment:

• Train Control 
$8,128 7.25%

• Communications 
$2,885 2.57%

• Transit Vehicles 
$62,635 55.87%

• Automatic Fare 
Collection 
$297 0.26%

• Management 
Information Systems 
$562 0.50%

• Support Vehicles 
$58 0.05%

• Other Equipment 
$1,518 1.35%

■ Studies and Other 
$1,740 1.55%

I

.&.
■■■

TOTAL
$112,135 100.00%

all
im:
'm

:

1* B
,4
m mm M

IIti m
TOTAL
$112,135 100.00%
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BART SYSTEM MAP Antioch Bridge

Rlchmond- 
San Rafael Bridge

Carquinez Bridge Benicia-Martinez Bridge

W
Pittsburg Pitlsbur

North Concord/ Martinez East AntMartinez

Antioch

Hilltop

^ . -Concord YardVoDmer Peak

Richmond 
Yard^^^

Ricfcnond#

El CerrTio Del Norte • ^ pk.
Pleasant HiD«[P] Mt. Diablo

El Cerrito Plaza • North 
Berkeley# Brentwood

Berxeley

Ashby [)'
■t" *'**’■

19th SI. Oakland

hiit Creek #0

AlamT

"'V. N*
--------------- ‘ U.'^e Llve^e

OfHui.'«

Oakland Crty Center-12th St. 
(Transfer Station)

Treasure San Franct.i^o-Oakland 
Bay i'

Golden Gate

VV.'V ’ ^Island
It Dublin/m

"T-'h
;<ieasanton

mba

Montgomery St.
owelll" ‘ /

I “ ^
Civic Cent ,v, ,,'Tardier

<l6th St. Mission

]24th St. Mission 
Glen Park#

iBalboa Park
San Mateo Bridge

San Francisco 
ignaJ Airport

1 Union City#

South 
San Francisco ,Fremont# 0"9• Cotma

Dumbarton
Bridge Irvington

Warm SpringsCONCORD/OALY CITY 
RICHMOND/OALY CITY RICHMOND/FREMONT 
FREMONT/DALY CITY

System Information
Total number of automobile
parking spaces at BART Stations: 26,422
(10% of these parking spaces
for mid-day parking)

A Line—(Fremont tc Lake Merritt) 23 Miles

M Line—(Daly City o
Oakland West)

R Line—(Richmond to
MacArthur) 12 Miles

C Line—(Downtown Oakland to
Concord) 21.5 Miles

Total Miles 71.5 Miles
tAII miles are calculated from the Oakland WYE

BART Express Bus 
Parking

{p] Preferential Carpool Parking 
BART Rail System

BART First Phase Extensions Inside District 
BART First Phase Extensions Outside District 
BART Second & Third Phase Extensions Inside District

■ Extensions outside the District 
are subject to a satisfactory 
cost-sharing arrangement.

A Planned Muni Metro Turnaround 
and Extension.

Milpitas ■

ba
March 1,1989
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KEEPING OUR EYE

As the leading player on the Bay Area’s 
public transportation scene, BART continued 
during fiscal 1989 to provide safe, reliable 
and convenient train service for commuterE, 
shoppers, sightseers and people attending 
special events.

BART also continued to plan and pre
pare for extending its present 71.5 mile sys
tem to communities not presently served by 
rapid rail transit and to expand its capacity 
for carrying passengers on the existing 

system.

Fleet of Cars
As of June 30, 1989, BART had accepted 

90 of the 150 new C-Cars designed to boost 
passenger capacicy and increase operating 
efficiency. More chan a year previous.y, on 
March 28, 1988, the first of the C-Cars in 
revenue service made an inaugural run from 
Fremont to Daly City.

The new cars had accumulated approx
imately 80,000 hours of revenue service as of 
June 30, 1989, but the number of the new 
cars available for revenue service (62 percent

in the April-June quarter) fell below District 
expectations.

BART identified deficiencies in the com
ponents of the new cars and communicated 
with the manufacturer and sub-contractors 
to correct them.

Integrated Control System
BART’S new integrated control system 

(ICS) is designed to replace the District’s ex
isting train control computers and permit the 
operation of 75 trains instead of the present 
capacity of 55 trains.
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The seven-stage project, when it is fully 
in place in 1991, will allow BART to monitor 
and supervise train scheduling, route selec
tion and the setting of train performance 
levels.

During fiscal 1989, work on the inter
locking and train tracking software was com
pleted and work continued on prototypes to 
control failover (the process of a backup 
computer taking over from a failed primary^ 
computer) and recovery, train dispatching 
and scheduling, train management and the 
integration of the new control system.

Daly City Projects
Nearing completion at the end of the 

fiscal year on June 30, 1989 were BART’s 
Daly City Turnback, Yard and Shop projects, 
the largest construction program undertaken 
since the completion of the original system.

At a completion cost of approximately 
$150 million, the Turnback, Yard and Shop 
will permit a faster “turnback” of south
bound trains reaching the Daly City Station. 
They will also provide storage and mainte
nance capacity for the increased fleet of cars 
and reduce dead-head miles. Decreasing the 
turnback time increases the allowable fre
quency of service.

As the fourth quarter of the fiscal year 
drew to a close, the Yard track and contact 
rail installation was virtually complete and 
the Yard traction power installation was 
roughly three-fourths complete.

At the same time, communications 
equipment and Yard control conduit and 
cables were being installed and the train 
control equipment was being tested.

Electrical Capacity Increase
In June, 1989, just prior to the end of 

the fiscal year, BART awarded a contract for 
the installation of equipment designed to 
boost third rail power capacity and distribu-
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tion. The project, expected to cost nearly $8 
million, is designed to allow the operation of 
more trains on BART’s mainline tracks and 
in its yards.

New On-Board Control
BART’s vehicle Automatic Train Control 

(ATC) system, designed to sharply reduce 
service disruptions due to equipment failure 
in BART’s original control system, was retro
fitted to 131 A-Cars by the close of the fiscal 
year. (The new C-Cars are already equipped 
with the new system.)

Software and hardware modifications to 
improve the new ATC even further were

under evaluation at the close of the year, for 
application to BART’s C-Cars.

The primary benefit of the new system 
is the improvement in service reliability but 
it will also provide a smoother ride for pas
sengers and will result in savings in energy 
consumption.

Wayside Train Control 

Modifications
A $15 million program to reconfigure 

and modify track circuits, station approach 
markers, signals and software aimed at allow
ing trains to run at more frequent intervals to

and from San Francisco and the East Bay 
progressed on schedule during the fiscal 
year.

Due to the original design of BART’s 
trackway, only one train can occupy a track 
“block” at any one time and the original 
block size limits the time intervals between 
trains to 3.75 minutes. The wayside project 
includes shortening the blocks so that the 
trains can run at intervals of 2.25 minutes 
The project is scheduled to be completed in 
1991.
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INCEEASENG OUE EEAOHI
BART entered the 1989 fiscal year 

shortly after the adoption of a rail-funding 
program by the Metropolitan Transportation 
Commission (MTC). The MTC program in
cluded BART extensions in Alameda, Contra 
Costa and San Mateo counties. The adoption 
of the MTC program, reflecting a regional 
consensus, is considered to be a pivotal step 
in securing state funding commitments and 
in persuading voters to support additional 
sales-tax funding.

In October, 1988, for example, the Cali
fornia Transportation Commission (CTC)

committed $200 million, plus escalation for 
inflation up to an additional $48 million, to 
help fund BART Phase 1 extensions from 
Concord to West Pittsburg, with a station at 
North Concord/Martinez; from Fremont to 
Warm Springs, with a station at Irvington; 
from BART’S Bayfair Station to the Dublin/ 
Pleasanton area, with a stop at Castro Valley; 
and from the Daly City Station to San Fran
cisco International Airport, with stops at 
Colma, South San Francisco and San Bruno.

The CTC action, which will require 
state funding legislation, will be released to 
BART in increments as the extensions are 
built.

I f

1/
1/

\/

1/

In August. 1988, escrow closed on the 
purchase of a 53.9-acre parcel of land in 
West Livermore as a future site for a BART 
station as part of the second phase of the 
District’s extension program. Construction 
would also not begin until the completion of 
an environmental impact report.

In April, 1989, BART’s Board of Direc
tors approved an $18 million contract for 
preliminary engineering and general engi
neering for extensions to Pittsburg, Warm 
Springs and Colma. Preliminary engineer
ing for the extension to Dublin was already 
in progress under a separate consultant 
contract.
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MART AFFEOVES THEEE-YEAE 

UNION CONTRACTS
BART’S Board of Directors approved in 

September, 1988, three-year collective bar
gaining agreements between the District and 
the Amalgamated Transit Workers Union 
and the United Public Employees Union.

The new contracts have cost increases 
amounting to $22.5 million more than the 
previous contracts. Work rule changes and 
other negotiated items, however, are ex
pected to bring the net costs of the contracts 
to $14.8 million.

, CiT^;
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EXTRA SERVICES FOR 

SFECIAL EVENTS
BART stepped up its efforts during the 

fiscal year to encourage Bay Area residents 
and visitors to ride BART to special events.

Beginning with the July 4 weekend, 
BART inaugurated a special family fare dis
count program that allowed three passengers 
to ride for the price of only one full-fare 
ticket. The special fare was in effect on week
ends through Labor Day.

In September, BART kept open its Col
iseum Station until 1 a.m. and had twelve 
10-car trains standing by to provide service

for fans attending the Amnesty International 
concert at the Alameda County/Oakland 
Coliseum.

A month later, BART provided addi
tional trains, plus direct service from San 
Francisco and Concord on a Sunday for the 
American League play-off games. Additional 
trains were also in service when the victo
rious A’s met the Los Angeles Dodgers in the 
World Series and direct service was available 
from Concord. Roughly one-third of the fans 
who saw the third, fourth and fifth games of 
the World Series at the Coliseum took BART.

Additional service was also provided for 
the UC Berkeley/Stanford football game, the



-L

f\. , , . . .,.1

i'' ^ tVaii' 

‘ „-* ^

W V‘-r-. S

I iDENr- 
1 A-«'? .'“ir-..

B ART “Shopper Specials” over the Christmas 
holiday season, early morning New Year’s 
day revelers, the “Welcome Home” to the 
San Francisco 49ers for their Super Bowl vic
tory, the Bay to Breakers run and ether spe
cial events.

DISADVANTAGED BUSINESS 

ENTEEFEISES
BART continued its efforts to make sure 

that at least 21 percent of the dollar amount 
of its contracts for goods and services was 
awarded to companies owned by minorities 
and women.

Several such companies, referred to as 
Disadvantaged Business Enterprises ;DBE), 
w ere awarded BART contracts during fiscal 
year 1989.

Particularly noteworthy was the selec
tion of two DBF companies as part of a joint 
venture construction contract-management 
team to administer and oversee BART’s $1.6 
billion extension program. The two com
panies will be involved in supervising con
tracts for the preliminary engineering and 
construction of 33 miles of track, 10 stations 
and a maintenance yard.

Breaking new ground was a BART 
contract awarded to a group of DBE com

panies as a part of a joint venture senior 
underwriter and co-manager teams to assist 
the district in the refunding of approximately 
$135 million in sales tax revenue bonds. This 
contract marked a significant milestone.

Minority and women-owned companies 
have had limited success in the financial ser
vices area.



PIERFOMMANOE HEGIHIOGIHITS

Rail Ridership
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
Patron trip on-time performance (%)
System utilization ratio (passenger 

miles to available seat miles)
End-of-period ratios:

Peak patronage 
Offpeak patronage

BART’S estimated share of peak period 
transbay trips—cars, trains & buses (a)

Operations
Annual revenue car miles 
Unscheduled train removals—average 

per revenue day
Transit car availability to revenue car fleet (b) 
Passenger miles per equivalent gallon of gasoline

FY 1988/89

60,457,004 
207,231 

12.5 miles 
757,225,230 

95.3%

31.7%

48.9%
51.1%

39.2%

33,195,099

2.9
81.7%

84.4

FY 1987/88

57,595,481 
198,259 

12.5 miles 
722,583,063 

94.5%

32.0%

49.4%
50.6%

38.8%

31,393,094

4.5
88.8%

79.0

FY 1988/89 FY 1987/88'

Passenger accidents reported per 1

million passenger trips 12.64 13.94
Patron-related crimes reported per

million passenger trips 32.92 34.17

Financial ■

Net passenger revenues $ 83,192,000 $ 78,475,000
Other operating revenues 6,421,000 5,648,000
Total operating revenies $ 89,613,000 $ 84,123,000
Net operating expenses (excluding depreciation) $172,216,000 $167,775,000
Farebox ratio (net passenger revenues

to net operating expenses) 48.3% 46.8%
Operating ratio (total operating

revenues to net operating expenses) 52.0% ‘ 50.1%
Net rail passenger revenue per passenger mile 11.OC 10.8C
Rail operating cost per passenger mile 20.8c 21.qc
Net average rail passenger fare (c) $ 1.38 $ 1.35

Notes
General note; Data represents annual averages unless otherwise noted.
(a) Based on MTC Transbay survey data for October 1988 and April 1989 (7-9 a.m., 4-6 p.m.)
(b) At 8 a.m. each day (c) Includes BART/MUNI Fast Pass P

BART patronage increased by more than 2.8 
million passenger trips during the 1989 fiscal 
year, with annual passenger trips reaching 
60,457,004, compared with 57,595,481 for the 
prior year.

The District’s estimated share of peak 
period transbay traffic, including cars, buses and 
trains, was 39.2 percent, up from 38.8 percent 
the previous year, based on surveys conducted by 
the Metropolitan Transportation Commission.

Net passenger revenues reached 
$83,192,000 for fiscal 1989, an increase of 
$4,717,000 over the fiscal 1988 figure of 
$78,475,000. Total operating revenues (including 
$6.4 million in interest income, advertising in 
trains and stations and other income) was 
$89,613,000, an increase of over $5 million from 
the previous fiscal year.

BART funded 52.0 percent of its net oper
ating expenses, which amounted to $172,216,000 
(excluding depreciation) for fiscal 1989, from 
passenger fares and other operating revenues. 
This operating ratio was an increase of 1.9 per

centage points from the prior fiscal year. The 
District’s objective is to fund no less than one- 
half of its net operating expenses from operating 
revenues.

BART’S farebox ratio, which relates net pas
senger revenues to net operating expenses, was 
48.3 percent for fiscal 1989, an increase of 1.5 
percentage points from the figure for fiscal 1988.

Net rail passenger revenue per passenger 
mile for fiscal 1989 was 11.0 cents, an increase 
from the previous year’s 10.8 cents. Rail operat
ing costs per passenger mile for fiscal 1989 was 
20.8 cents, favorable compared to the previous 
year’s figure of 21 cents.

Weekday passenger trips averaged 207,231 
for fiscal 1989, compared with 198,259 for the 
previous year. Annual passenger miles reached 
757,225,230 for fiscal 1989, an increase of 
34,642,167 over the previous year, with an aver
age of 12.5 miles for each trip during fiscal 1989, 
the same average figure reached the previous 
year.

In addition to funds derived from passenger

fares, interest income and advertising, BART re
ceived $100.6 million in revenues from 75 per
cent of the one-half cent transit sales tax in the 
three BART counties, $732,000 in state and local 
funds and $9.1 million in property tax available 
for operations.

Of the $100.6 million derived from the 
sales tax, $14.5 million was allocated to debt 
service and $86.1 million was made available 
for operations.

BART Directors again reduced the property 
tax rate on the levy for repayment of the princi
pal and interest of $792 million in general obliga
tion bonds approved by voters in 1962 for con
struction of the system. Directors set a tax rate 
of 3.72 cents per $100 assessed value, down 3.9 
cents for the previous fiscal year. The property 
tax generated revenues of $50.3 million from 
property owners in Alameda, Contra Costa and 
San Francisco counties, the three counties mak
ing up the District.



NANCIAL STATEMENTS
INDEPENDENT AUDITORS’ REPORT
The Board of Directors of San Francisco 
Bay Area Rapid Transit District;
We have audited the accompanying balance sheets of San Francisco Bay Area Rapid 
Transit District as of June 30,1989 and 1988 and the related statements of operations, 
capital and changes in financial position for the years then ended. These financial 
statements and the supplemental schedule discussed below are the responsibility of 
the District’s management. Our responsibility is to express an opinion on these 
financial statements based on our audits.
We conducted our audits in accordance with generally accepted auditing standards. 
Those standards require that we plan and perform the audit to obtain reasonable 
assurance about whether the financial statements are free of material misstatement. 
An audit includes examining, on a test basis, evidence supporting the amounts and 
disclosures in the financial statements. An audit also includes assessing the account
ing principles used and significant estimates made by management, as well as evalu
ating the overall financial statement presentation. We believe that our audits provide a 
reasonable basis for our opinion.

In our opinion, such financial statements present fairly, in all material respects, the 
financial position of San Francisco Bay Area Rapid Transit District at June 30,1989 
and 1988 and the results of its operations and the changes in its financial position for 
the years then ended in conformity with generally accepted accounting principles.
Our audits were made for the purpose of forming an opinion on the basic financial 
statements taken as a whole. The supplemental schedule, reconciliation of excess 
operating revenues over (under) expenses, is presented for purposes of additional 
analysis and is not a required part of the basic financial statements. Such supplemental 
schedule has been subjected to the auditing procedures applied in our audits of the 
basic financial statements and, in our opinion, is fairly stated in all material respects 
when considered in relation to the basic financial statements taken as a whole.

Deloitte Haskins -i- Sells 
Oakland, California

Adams, Grant, Werner & Co. 
September 8,1989

BALANCE SHEETS
JUNE 30,1989 AND 1988 (In thousands)

ASSETS

CURRENT ASSETS:
Cash and investments (Note 3)
Deposits (Note 3)
Notes and other receivables 
Materials and supplies—at average cost

Total current assets

INVESTMENTS (Note 3)

DEFERRED COMPENSATION PLAN 
INVESTMENTS (Notes 3 and 9)

INVESTMENTS RESTRICTED FOR 
BOARD DESIGNATED PURPOSES (Note 3)

FACILITIES, PROPERTY AND 
EQUIPMENT—At cost, less accumulated 
depreciation (Note 4)

TOTAL ASSETS

1989 1988

$ 304,544 
24,332 
16,483 
14,623

359,982

47,855

25,270

1,670,319

$2,103,426

$ 220,717 
23,795 

9,139 
15,076

268,727

78,721

37,494

25,771

1,580,433

$1,991,146

LIABILITIES AND CAPITAL

CURRENT LIABILITIES:
Current portion of long-term debt 
(Note 5)
Payroll and other liabilities 
Self-insurance liabilities 
Unearned passenger revenue

Total current liabilities

DEFERRED COMPENSATION (Note 9) 
LONG-TERM DEBT (Note 5)

CAPITAL:
Grants and contributions, net 
Accumulated net revenues

Total capital

TOTAL LIABILITIES AND CAPITAL

1989 1988

$ 42,585
64,824 
7,669 
1,832

116,910

47,855

497,065

746,535
695,061

1,441,596

$2,103,426

38,880
54,601
6,313
1,620

101,414

37,494

539,650

680,072
632,516

1,312,588

$1,991,146

8 See notes to financial statements.



STATEMENTS OF OPERATIONS
FOR THE YEARS ENDEC JUNE 3a 1989 AND 1988 (In thousands)

1989 1988

DEBT COMBINED DEBT COMBINED
OPERATIONS CONSTRUCTION SERVICE TOTAL OPERATIONS CONSTRUCTION SERVICE TOTAL

(Note 2) (Note 2)

OPERATING REVENUES:
Fares $ 83,192 $ 83,192 $ 78,475 $ 78,475
Other (Including investment income) 6,421 6,421 5,648 5,648

Total operating revenues 89,613 89,613 84,123 84,123

OPERATING EXPENSES:
Transportation 61,656 61,656 61,462 61,462
Maintenance 71,598 71,598 68,107 68,107
Police services 9,801 9,801 9,540 9,540
Construction and engineering 6,722 6,722 6,268 6,268
General and administrative 31,772 31,772 31,270 31,270
Depreciation 37,767 37,767 35,202 35,202

Total operating expenses 219,316 219,316 211,849 211,849
Less capitalized costs (9,333) (9,333) (8,872) (8,872)

Net operating expenses 209,983 209,983 202,977 202,977

OPERATING LOSS (120,370) (120,370) (118,854) (118,854)

OTHER REVENUES (EXPENSES):
Transactions and use tax 86,120 $ -|4,494 100,614 79,649 $ 12,594 92,243
Property tax 9,083 54,995 64,078 8,226 50,867 59,093
State financial assistance 362 362 77 77
Loca: financial assistance 370 370 348 348
Sale of tax benefits $ 3,077 3,077
Othe' investment income 22,471 2,380 24,851 $21,317 4,984 26,301
Interest expense (25,683) (25,683) (35,146) (35,146)
Other—net (41) (41) (26) (26)

Total other revenues 95,935 25,548 46,145 167,628 88,300 21,317 33,273 142,890

EXCESS OF REVENUES OVER
(UNDER)EXPENSES $ (24,435) $25,548 $46,145 $ 47,258 $ (30,554) $2-. .317 $33,273 $ 24,036

See notes to financial statements.



STATEMENTS OF CAPITAL
FOR THE YEARS ENDED JUNE 30,1989 AND 1988 (In thousands)

STATEMENTS OF CHANGES IN FINANCIAL POSITION
FOR THE YEARS ENDED JUNE 30,1989 AND 1988 (In thousands)

BALANCES, JUNE 30, 1987

EXCESS OF REVENUES OVER EXPENSES

OTHER ADDITIONS REDUCTIONS):
Grants and contributions 
Depreciation and retirements 
of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1988
EXCESS OF REVENUES OVER EXPENSES
OTHER ADDITIONS (DEDUCTIONS):

Grants and contributions 
Depreciation and retirements 
of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1989

GRANTS AND 
CONTRIBUTIONS

$611,127

85,059

(16,114)
680,072

81,750

(15,287)
$746,535

ACCUMULATED 
NET REVENUES

$592,366

24,036

16,114

632,516

47,258

15,287
$695,061

TOTAL

$1,203,493

24,036

85,059

1,312,588

47,258

81,750

$1,441,596

OPERATING ACTIVITIES:
Excess of revenues over expenses 
Adjustments to reconcile excess of revenues over 

expenses to net cash provided by operating activities: 
Depreciation
Capitalized, interest (income) expense 
Net effect of changes in:
Deferred compensation plan liabilities 
Notes and other receivables 
Materials and supplies 
Payroll and other liabilities 
Self-insurance liabilities 
Unearned passenger revenue

Net cash provided by operating activities

INVESTMENT ACTIVITIES:
Expenditures for facilities, property and equipment 
Proceeds from sale of investments 
Purchase of investments

Total cash used by investment activities

FINANCING ACTIVITIES:
Repayments of notes payable 
Repayments of long-term debt 
Capital grant contributions received

Total cash provided (used) by financing activities

CASH AND INVESTMENTS (Note 3):
Net increase (decrease) for year 
Beginning of year

End of year

1989 1988

$ 47,258 $ 24,036

37,767
(4,052)

35,202
913

10,361
(1,092)

453
4,108
1,356

212

5,967
1,158
(396)

4,759
1,163

36
96,371 72,838

(116,393)
308,335

(308,335)

(118,096)
186,326

(186,326)
(116,393) (118,096)

(38,880)
75,498

(63,975)
(36,710)
85,059

36,618 (15,626)

16,596
381,792

(60,884)
442,676

$398,388 $381,792

See notes to financial statements.



NOTES TO FINANCIAL STATEMENTS

1. ORGANIZATION AND BASIS OF PRESENTATION
Description of Reporting Entity - San Francisco Bay Area Rapid 
Transit District (District) is a public agency created by the legislature of 
the State of California in 1957 and regulated by the San Francisco Bay 
Area Rapid Transit District Act, as amended, and subject to transit 
district law as codified in the California Public Utilities Code. The 
disbursement of all funds received by the District Is controlled by 
statutes and by provisions of various grant contracts entered into with 
federal, state and local agencies.

For financial reporting purposes, the District’s financial statements 
include all financial activities that are controlled by or dependent upon 
actions taken by the District’s Board of Directors.

2. SIGNIFICANT ACCOUNTING POLICIES
Investments are stated at cost or amortized cost, except for invest
ments of the deferred compensation plan which are stated at current 
(market) value. As a matter of policy, the District holds investments 
until their maturity.

Deposits, consisting of cash and investments, are held by trustee 
banks in accordance with the District’s various bond indentures and 
for general debt service requirements. Deposits are stated at cost.

Facilities, Property and Equipment are stated at cost and depreci
ated using the straight-line method over the estimated useful lives of 
the assets. Depreciation of assets acquired with District funds is 
distinguished from depreciation of assets acquired with grants and 
contributions by others.

The District capitalizes celain interest revenue and expenditures 
related to tax-free borrowings. The net effect of such interest capita
lization was to increase expenditures for facilities, property and equip
ment by $4,052,000 during the year ended June 30,1989 for excess 
interest expenses over interest revenue from applicable borrowing 
and to decrease expenditures for facilities, property and equipment by 
$913,000 during the year ended June 30, 1988 for excess interest 
revenue over interest expenses from applicable borrowings.

Self-insurance Liabilities - The District Is largely self-insured for work
ers’ compensation claims, general liability claims, and major property 
damage. The District accrues the estimated costs of the self-insured 
portion of claims.

Unearned Passenger Revenue is an estimate of passenger tickets 
purchased which have not yet been completely used.

Contributed Capital - The District periodically receives grants from the 
Urban Mass Transportation Administration (UMTA) and other agen
cies of the U.S. Department of Transportation, state, and local trans
portation funds for the acquisition of transit related equipment and 
improvements. Capital grant funds earned, less amortization equal to 
annual and accumulated depreciation of the related assets, are in
cluded in contributed capital.

Statements of Operations have been expanded to present the finan
cial activities of the general operations of the transit system, revenues 
restricted by the Board of Directors for construction activity, and 
revenues restricted by the District’s various bond indentures for debt 
service (including interest expense) on outstanding long-term debt.

Transactions and Use Tax (Sales Tax) Revenue - A ’/2% transactions 
and use tax is collected within District boundaries and administered by 
the State Board of Equalization. Of amounts available for distribution, 
75% Is paid directly by the State Board of Equalization to the District’s 
trustee for the purpose of paying bond interest, principal and ex
penses. Monies not required for these purposes are transmitted to the 
District. The remaining 25% is allocated by the Metropolitan Trans
portation Commission (MTC) to the District, the City and County of 
San Francisco, and the Alameda-Contra Costa Transit District for 
transit services. The District records the total transactions and use 
taxes earned (including amounts paid to the trustee) as revenue.

Property Taxes, Collection and Maximum Rates - The State of Califor
nia Constitution Article XIIIA provides that the general purpose max
imum property tax rate on any given property may not exceed 1 % of its 
assessed value unless an additional amount for general obligation 
debt has been approved by voters. Assessed value Is calculated at 
100% of market value as defined by Article XIIIA and may be adjusted 
by no more than 2% per year unless the property Is sold or transferred. 
The State Legislature has determined the method of distribution of 
receipts from a 1 % tax levy among the counties, cities, school districts 
and other districts, such as the District.

The District receives property tax revenues to meet the debt service 
requirements of its General Obligation Bonds. The District also re
ceives an allocation of property tax revenues for transit operations.

San Francisco, Alameda and Contra Costa Counties assess prop
erties, bill for, colleci, and distribute property taxes. Property taxes are 
recorded as revenue and receivables, net of estimated uncollectibles, 
in the fiscal year of levy.

Financial Assistance Grants are accrued as revenue in the period to 
which the grant applies.

Sale of Tax Benefits - The District has entered into agreements to sell 
tax benefits for certain District-owned transit equipment contracted for 
purchase prior to August 1986. The transactions have been structured 
in the form of leases for tax purposes. The District recognizes tax 
benefit sales proceeds in the period of sale of tax benefits.

Pension Costs are expensed as incurred. Such costs equal the 
actuarially determined annual contribution amount. See Note 8.

3. CASH AND INVESTMENTS
The District maintains a cash and investment pool that includes cash 
and investments available for general use and restricted for Board 
designated purposes. Cash and investments of the District’s deferred 
compensation plan (see Note 9) are held separately by the plan’s 
administrator.

Deposits - At June 30, 1989 (and 1988), the District’s cash on hand 
was $968,000 (1988, $899,000), and the carrying amount of the 
District’s time and demand deposits was $1,189,000 (1988, 
$6,405,000) with the corresponding bank balance of $4,867,000 
(1988, $12,120,000). Of the bank balance $499,000 (1988, $375,000) 
was insured by federal depository insurance or collateralized by 
securities held by the District’s agent in the District’s name, and 
$4,368,000 (1988, $11,745,000) was collateralized 110% as required 
by Section 53652 of the California Government Code by the pledging 
financial Institutions. However, such collateral is not in the District’s 
name.

Investments - State of California statutes and District policy authorize 
the District to invest in obligations of the U.S. Treasury, its agencies 
and instrumentalities, bankers’ acceptances, repurchase and reverse 
repurchase agreements, and the State Treasurer’s investment pool. 
The District did not enter into any reverse repurchase agreements 
during 1989 or 1988.

The District’s investments are categorized below to give an indication 
of the credit risk assumed by the District at June 30,1989. Category 1 
includes investments that are insured or registered or for which the 
securities are held by the District or its agent in the District’s name. 
Category 2 includes uninsured and unregistered investments for 
which the securities are held by the broker’s or dealer’s trust depart
ment or agent in the District’s name. Category 3 includes uninsured 
and unregistered investments for which the securities are held by the 
broker or dealer, or by its trust department or agent but not in the 
District’s name.



-(In Thousands)-

U.S. Treasury notes 
Federal agency obligations 
Repurchase agreements

Total

Cash on hand
Time and demand deposits
Mutual funds:

Fidelity Money Market 
Deferred compensation

$305,413 $42,963 348,376
968

1,189

348,735
968

1,189

336,413
899

6,405

581

plan investments 47,855 47,855 37,494

Total $398,388 $398,747 $381,792

Reported as:
Cash and investments $304,544 $220,717
Payroll and other liabilities 

(representing cash overdraft) (3,613) (4,706)
Deposits 24,332 23,795
Investments 78,721
Deferred compensation 

pian investments 47,855 37,494
Investments restricted for

Board designated purposes 25,270 25,771

Total $398,388 $381,792

---- 1989-----
Carrying
Amount

Market
Value

---------------1988
Carrying
Amount

Market
Value1

Category
2 3

$ 12,955 $ 12,955 $ 12,959 - $ 45,731 $ 45,566
268,755 $34,739 303,494 303,849 258,307 258,514

23,703 8,224 31,927 31,927 32,375 32,375

Cash and investments restricted for Board of Directors’ 
designated purposes are summarized as follows (in thousands):

1989 1988

336,455

899
6,405

581

37,494

$381,834

Basic system compietion 
System improvement 
Self-insurance 
Operating

Total

$ 9,602 
3,068 
9,000 
3,600

$10,413
2,858
9,000
3,500

$25,270 $25,771



4. FACILITIES, PROPERTY AND EQUIPMENT
Facilitiss, property and equipment, assets lives, and accumulated 
depreciation and amortization at June 30,1989 and 1988 are summa
rized as follows (in thousands):

Lives
(Years;.

------------------- 1985

Cost

1-------------------
Accumulated
Depreciation

and
Amortization

------------------- 198t

Cost

1-------------------
Accumulated
Depreciation

and
Amortization

Land $ 184,048 $ 179,244
Improvements 80 1,168,682 $208,521 1,118,988 $194,336
Systen-wide operation and control 20 180,741 83,300 142,686 75,448
Revenue transit vehicles 30 305,348 86,898 211,048 77,371
Service and miscellaneous equipment 3-20 22,744 13,411 21,362 11,978
Capitalized construction and start-up costs 30 100,943 50,975 100,331 47,452
Repairable property items 30 10,141 3,409 8,544 3,104
Construction-in-progress 144,186 — 207,919 —
Total $2,116,833 $446,514 $1,990,122 $409,689

The District has entered into contracts for the construction o1 various 
facilities and equipment totaling approximately $242 million at June 
30,1939.

In June 1988, the District entered into Principles of Agreement (Agree
ment) with the San Mateo County Transit District (SamTrans) pertain
ing to extending the transit system to the vicinity of San Francisco 
International Airport (Airport). Under the terms of the Agreement, 
SamTrans will pay the District a $200 million capital contribution, to be 
used for East Bay expansion and to be paid in installments (adjusted 
for inflation) upon reaching certain Airport extension milestones and, 
in addition, SamTrans will be responsible for funding 25% of the cost 
of extending the transit system to the Airport. District management’s 
most current estimate, performed in 1987, of the cost of such Airport 
extension is approximately $600 million. This project is contingent 
upon the District receiving adequate commitments for federal funding, 
and also upon expansion of the transit system in the East Bay.

5. LONG-TERM DEBT
Long-term debt at June 30,1989 and 1988 is summarized as'ollows 
(in thousands):

1989 1988

1962 General Obligation Bonds
1966 Special Service District Bonds

$389,300
5,350

$427,700
5,830

Total General Obligation Bonds
1985 Sales Tax Revenue Bonds

394,650
145,000

433,530
145,000

Total long-term debt
Current portion

539,650
(42,585)

578,530
(38,880)

Net long-term portion $497,065 $539,650

1985 Sales Tax Revenue Bonds - The 1969 Legislature of the State of 
California authorized the District to impose a '/:% transactions and 
use tax within District boundaries and issue Sales Tax Revenue 
Bonds. On September 30, 1977, the Governor signed legislation 
which extended the transactions and use tax indefinitely. The tax is 
collected and administered by the State Board of Equalization. Of 
amounts available for distribution, 75% is paid to the District’s trustee 
for the purpose of paying bond interest, principal and expenses. 
Monies not required for these purposes are transmitted to the District. 
The remaining 25% is allocated by the MTC to the District, the City 
and County of San Francisco, and the Alameda-Contra Costa Transit 
District for transit services on the basis of regional priorities estab
lished by MTC.

In November 1985, the District issued sales tax revenue bonds (1985 
bonds), totaling $145,000,000, to refund and defease $63,965,000 
outstanding principal amount of sales tax revenue bonds issued in 
1982, and to finance certain system improvements.
The 1985 bonds are special obligations of the District secured by a 
pledge of the sales tax revenues and are payable from revenues, 
including all sales tax revenues, all passenger fares, certain property 
tax revenues, and certain interest, grants, and other income. Bond 
interest rates range from 6.40% to 9.00%. Bonds maturing on or after 
July 1,1996 ($127,250,000) are redeemable prior to maturity at the 
option of the District beginning July 1,1995 on various dates at prices 
ranging from 103% to 100%, including bonds maturing July 1, 2004 
($41,005,000) and July 1, 2011 ($78,660,000) which are subject to 
redemption prior to maturity on or after July 1,1998 and July 1,2005, 
respectively, at 100%.

The following is a schedule of long-term debt principal repayments 
required as of June 30, 1989 (in thousands):

1962 General Obligation Bonds - In 1962, voters of the member 
counties of the District authorized a bonded indebtedness totaling 
$792 million of General Obligation Bonds. Payment of both principal 
and interest is provided by the levy of District-wide property taxes. 
Bond interest rates range from 1.5% to 6.0%.

1966 Special Service District Bonds - In 1966, City of Berkeley voters 
formed Special Service District No. 1 and authorized the issuance of 
$20.5 million of General Obligation Bonds, of which $12 million were 
issued, for construction of subway extensions within that city. Pay
ment of both principal aid interest is provided by taxes levied upon 
property within Special Service District No. 1. Bond interest rates 
range from 4.0% to 5.5%.

1962 1966 1985 SalesG.O. Special Service Tax RevenueBonds District Bonds Bonds Total

Year ending
June 30:

1990 $ 40,200 $ 500 $ 1,885 $ 42,585
1991 33,700 520 2,070 36,290
1992 34,975 540 2,270 37,785
1993 36,275 570 2,495 39,340
1994 37,525 590 2,735 40,850
Thereafter 206,625 2,630 133,545 342,800

Total $389,300 $5,350 $145,000 $539,650



6. FEDERAL CAPITAL GRANTS
The U.S. Department of Transportation provides financial assistance 
to the District for capitai projects. Grants which were active during the 
year ended June 30,1989 are summarized as follows (in thousands):

Total approved project costs $511,317

Total approved federal funds $397,419
Less amounts received (317,026)

Remaining amount available under federal grants $ 80,393

7. STATE AND LOCAL FINANCIAL ASSISTANCE
The District receives local operating and capital assistance from 
Transportation Development Act Funds (TDA). For the year ended 
June 30, 1989 TDA assistance was $375,000 (1988, $387,000), of 
which $5,000 (1988, $39,000) was used for capital purposes and 
$370,000 (1988, $348,000) was operating assistance. These funds 
are received from the counties of Alameda and Contra Costa to meet, 
in part, the District’s operating and capital requirements based on 
annual claims filed by the District and approved by the MTC.

The District receives state operating and capital assistance from State 
Transit Assistance Funds (STA). For the year ended June 30, 1989, 
STA assistance was $501,000 (1988, $250,000), of which $139,000 
(1988, $93,000) was used for capital purposes, $362,000 (1988, 
$77,000) was used for operating assistance and none (1988, 
$80,000) was used for flow-through projects. These funds are allo
cated by MTC based on the ratio of the District’s transit operation 
revenue and local support to the revenue and local support of all state 
transit agencies.

8. EMPLOYEES RETIREMENT PLAN
Plan Description - All permanent employees are eligible to participate 
in the Public Employees’ Retirement Fund (Fund) of the State of 
California’s Public Employees’ Retirement System. The Fund is an 
agent multiple-employer defined benefit retirement plan that acts as a 
common investment and administrative agent for various local and 
state governmental agencies within the State of California. The Fund 
provides retirement, disability, and death benefits based on the em
ployee’s years of service, age and compensation. Employees vest 
after five years of service and may receive retirement benefits at age 
50. These benefit provisions and all other requirements are estab
lished by state statute and District ordinance.

The District was not required to make a contribution to the Fund for 
public safety personnel or for miscellaneous covered employees for 
the years ended June 30, 1989 and 1988 due to a surplus of the 
District’s portion of the Fund’s net assets over the District’s pension 
benefit obligation caused by a change in 1988 in the actuarial valua

tion method and an actual rate of return on investment assets that 
exceeded the assumed rate. The District's covered payroll for em
ployees participating in the Fund for the years ended June 30,1989 
and 1988 was $85,746,000 and $83,178,000, respectively^ The Dis
trict’s 1989 and 1988 payroll for all employees was $95,187,000 and 
$91,325,000, respectively. The District, due to a Collective Bargaining 
Agreement, also has a legal obligation to contribute an additional 9% 
for public safety personnel and 7% for miscellaneous covered em
ployees. Employees have no obligation to contribute to the Fund.

Funding Status and Progress - The "pension benefit obligation” is 
determined for each participating employer by the Fund's actuary and 
is a standardized disclosure measure that results from applying actua
rial assumptions to estimate the present value of pension benefits, 
adjusted for the effects of projected salary increases and step rate 
benefits, to be payable in the future as a result of employee service to 
date. The measure is intended to help users assess the funding status 
of the District’s portion of the Fund to which contributions are made on 
a going-concern basis, assess progress made in accumulating suf
ficient assets to pay benefits when due, and make comparisons 
among employers. The measure is the actuarial present value of 
credited projected benefits and Is independent of the funding method 
used.

The pension benefit obligation shown below was computed as part of 
an actuarial valuation performed as of June 30, 1988, the latest 
available for the Fund. The significant actuarial assumptions used in 
the 1988 valuation to compute the pension benefit obligation were an 
assumed rate of return on investment assets of 8.5%, annual payroll 
increases of 5.5% attributable to inflation and 1.5% attributable to 
merit or seniority, and no postretirement benefit increases.

The funding.status applicable to the District’s employee group at June 
30,1988 (the latest available for the Fund) follows (In thousands):

Pension benefit obligation:
Retirees and beneficiaries currently 

receiving benefits and terminated 
employees not yet receiving benefits 

Current employees:
Accumulated employee contributions 

and allocated investment earnings 
Employer-financed, vested 
Employer-financed, nonvested

Total pension benefit obligation ■
Net assets available for benefits, at cost 

(total current (market) value, $242,362)

Net assets in excess of pension benefit 
obligation

Actuarially Determined Contributions Reguired and Contributions 
Made - The funding policy of the Fund provides for actuarially deter
mined periodic contributions by the District at rates such that sufficient 
assets will be available to pay benefits when due. The District was not 
required to make a contribution to the Fund for the years ended June 
30, 1989 and 1988 in accordance with the actuarially determined 
requirements computed as of June 30,1988 and 1987, respectively. 
The District’s surplus asset position is being offset against the current 
year’s normal cost contribution. The actuarially determined normal 
cost contribution rate before reduction for the surplus asset amortiza
tion was 15.342% (1988, 17.075%) for public safety employees and 
8.201% (1988, 8.257%) for miscellaneous employees. As a result of 
collective bargaining agreements, any savings in pension expenditure 
due to a reduction in contribution rate is to be redistributed towards an 
alternative benefit for covered employees.

The District’s normal cost contribution rate is determined using the 
entry-age normal funding method, a projected benefit cost method. 
The Fund would use the same method to amortize any unfunded 
liability.

Significant actuarial assumptions used in the June 30,1988 valuation 
to compute the actuarially determined contribution requirement are 
the same as those used to compute the pension benefit obligation as 
described above.

Historical Trend Information - Trend information gives an indication of 
the progress made In accumulating sufficient assets to pay benefits 
when due.

For the District’s portion of the Fund, trend information for the years 
ended June 30,1988 and 1987, follows (dollars in thousands):

1988 1987

Net assets available for benefits.
at cost $214,290 $189,801

Pension benefit obligation
Net assets available for benefits as a

$171,353 $151,795

percentage of pension benefit obligation 125% 125%

Assets in excess of pension benefit
obligation $ 42,937 $ 38,006

Annual covered payroll
Assets in excess of pension benefit

$ 83,178 $ 79,940

obligation as a percentage of annual 
covered payroll 51.6% 47.5%

Contributions made in accordance
vi/ith actuarially determined 
requirements as a percentage 
of annual covered payroll 0% 0%

$ 73,272

72,820 
23,866 

1,395
171,353 

214,290

$ 42,937 jrend information for 1989 is not yet available.



9. DEFERRED COMPENSATION PLAN
The District offers its employees a deferred compensation plan cre
ated in accordance with Internal Revenue Code Section 457. The 
deferred compensation plan, available to all officers and employees, 
permits them to defer a portion of their salary until future years. The 
deferred compensation is not available to employees until retirement, 
termination, or certain other covered events.

As required by IRC Section 457, all amounts of compensation de
ferred under the deferred compensation plan and all income attrib
utable to those amounts, remain the property of the District (until paid 
or made available to the participants), subject only to the claims 
of the District's general creditors. Participants' rights under the de
ferred compensation plan are equal to those of general creditors of 
the District in an amount equal to the fair market value of the 
deferred account for each participant. The plan administrator has 
invested the deferred amounts in numerous participant-directed, un
insured investments.

District Management believes that the District has no liability under the 
terms of the plan for any amounts other than the participants' account 
balances.

10. MONEY PURCHASE PENSION PLAN
All District employees, except sworn police officers, participate in the 
Money Purchase Pension Plan which is a supplemental retirement 
program. In January 1981, the District's employees elected to with
draw from the Federal Social Security System (FICA) and established 
the Money Purchase Pension Plan. The District contributes an 
amount equal to 6.65% of covered employee's annual compensation 
(up to $29,700 after deducting the first $133 paid during each month) 
up to a maximum annual contribution of $1,868. Additionally, the 
District contributes to each employee's account approximately 1.63% 
of covered payroll for the savings realized when the District de-pooled 
its Public Employees Retirement Fund (Fund) account. This amount 
was formerly paid to the employee's Fund account. Each employee's 
account is available for distribution upon such employee's termina
tion.

The District's total expense and funded contribution for this plan 
for the years ended June 30, 1989 and 1988 was $5,587,000 and 
$5,210,000, respectively. Money Purchase Pension Plan assets at 
June 30,1989 and 1988 (excluded from the accompanying financial 
statements) were $54,489,000 and $45,766,000, respectively.

11. LITIGATION
The District is involved in various lawsuits, claims and disputes, which 
for the most part are normal to the District's operations. In the opinion 
of District Management, the costs that might be incurred, if any, would 
not materially affect the District's financial position or operations.

SUPPLEMENTAL SCHEDULE OF RECONCILIATION OF 
EXCESS OPERATING REVENUES OVER (UNDER) EXPENSES 
FOR THE YEARS ENDED JUNE 30,1989 AND 1988 
(In thousands)

The following is a reconciliation of excess operating revenues over 
(under) expenses after capital designations and before depreciation:

1989 1988

EXCESS OF EXPENSES
OVER REVENUES:
Operations $(24,435) $(3C,554)

CAPITAL DESIGNATIONS (11,817) (4,708)
DEPRECIATION 37,767 35,202

EXCESS OF OPER.ATING REVENUES 
OVER(UNDER)EXPENSES AFTER 
CAPITAL DESIGNATIONS AND 
BEFORE DEPRECIATION $ 1,515 $ (60)

Capital designations are made by the District annually for capital 
purposes which represent the excess of revenue over expenses 
before depreciation generated by operations.
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Four days before the end of the 1989 fiscal 
year, I assumed my position as General Manager 
of BART.

I was new to BART, but BART wasn’t new 
to me. Through the years. I had followed BART’s 
development clcsely and regarded the District as 
being in the forefront of up-to-date mass rail 
transit operations.

I gave a great deal of thought to BART just 
before I accepted tne position of General Mana
ger. It seemed to me that three words summed 
up BART’s situation as the District moved to ex
pand its passenger capacity and extend its service 
to additional communities. These three words 
are heritage, maturip/ and challenge.

BART’s heritage arises from the boldness 
and uniqueness of its concept and design and 
from the unrelenting energy and drive, against 
powerful opposition, that were given to its de
velopment and construction. Building BART, to 
most of those people who were responsible for its 
construction, was virtually a crusade, a matter of 
faith.
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The size of the system, cost, technical 

innovations, engineering difficulties and, last 
but not least, its potential for service were 
unprecedented.

When I walked into BART in June, 1989,1 
was well aware of BART’s heritage and I sensed 
that the District was at a crossroads. In a way, 
BART was like a mature individual with a bril
liant career as a young person but with even 
more promise ahead. BART had conquered a host 
of early shakedown problems. It was well run, 
widely respected and had its face to the future.

BART’s responsibility to the future defines 
the challenge of today. BART now has nearly in 
place all of the elements of its program to expand 
capacity on the present 71.5 mile system: new 
passenger cars, additional electrical capacity, 
more storage and track facilities and better train 
control. At the same time, we are moving ahead 
with our extension program.

These projects must move ahead with the 
same dynamic energy that propelled the con
struction of the system in the 1960s and 1970s.

PfS fipfs .
i Aj. ««».

FY1988/89 FY1987/88

We can’t miss a beat. We must continue to plan 
well, operate well and deliver well on our prom
ise to expand and extend our service. But at the 
same time we set our sights to the future and a 
50 percent expansion of the system, we must be 
ever mindful that our existing facilities have aged 
well but they have aged. We must embark on an 
aggressive rebuilding, renovation and rehabilita
tion of both fixed and operating assets. The 
promise of the future can only be built on the 
foundation of performance of the present system.

All of this isn’t going to be easy. In fact, it’s 
going to take a lot of hard work, but it’s certainly 
a challenge that BART can meet. BART’s heritage 
provides all of us at BART with an inspiration. 
We now have the opportunity to build on that 
heritage and continue to hold our position as the 
model for rail commuter systems throughout the
world.

Frank J. Wilson
General Manager, BART



OPERATING FUNDS 1988/1989
Where Funds Came From (In Thousands)

□ Transaction 
& Use Sales Tax 
$86,120 44.19%

□ Fares
$83,192 42.69% 

n Property Tax 
$9,083 4.66%

m other
$16,486 8.46%
• investment Income 

and Other Operating 
Revenues
$6,421 3.29%

• State Financial 
Assistance 
$362 0.19%

• Construction Funds 
$9,333 4.79%

• Regional Financial 
Assistance
$370 0.19%

!

I
i —
!
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TOTAL
$194,881 100.00%

How Funds Were Applied (In Thousands)

n Maintenance 
$71,598 36.74%

□ Transportation 
$61,656 31.64%

□ General Administration 
$31,772 16.30%

|i| Police Senrices 
$9,801 5.03%

■ Other
$20,054 10.29%

gnations 
6%

Construction &
Engineering 
$6,722 3.45%
Increase in 
Working Capital*
$1,515 0.78%

• Capital Design)
$11,817 6.06“/

■ ■’’V

1 /' fit

......■"T"

•Funded excess of revenues over expenses

TOTAL
$194,881 100.00%

CAPITAL FUNDS 1988/1989
Source of Funds (In Thousands)

□ District 
$41,583 

g FedEral 
$54 042

■I State
$14 325

m Local
$1,635

37.08%

48.20%

13.22“/o

1.50%

TOTAL
$112,135 100.00%

Expenditures (in Thousands)

|B] Construction:
• Line

$32,116 28.64“/o
• Systemwide 

$2,039 1.82%
• Support Facilities 

$157 0.14“/o
g Eculpment:

• Train Control 
$8,128 7.25%

• Communications 
$2,885 2.57%

• Transit Vehicles 
$62,635 55.87%

• Automatic Fare 
Collection 
$297 0.26%

• Management 
Information Systems 
$562 0.50“/o

• Support Vehicles 
$58 0.05“/o

• Other Equipment 
$1,518 1.35%

■ Studies and Other 
$1,740 1.55%
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TOTAL
$112,135 100.00%
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San Francisco Bay Area 
Rapid Transit District (BART)

l lcaclquaricTS in dowiiKtwn Oakland. Calilornia 
^00 Madison Sued, I'.O. Rox I26S8 
:')akland, CA 9^60^-2688 (^15) ^6-1-6000

-'siahlislicd in 19S7 by (be (Calilornia State l egislature. 
\utbori/ed to plan, finance, construct, and operate a rapid

Governed by a Hoard of Directors elected (or (our-year terms 
■»y voters in nine election tlisiricis within the comities o( 
Alameda, Contra (k)Sta and San I ranci.sco.

BOARD OF DIREC I ORS — Fiscal Year 1990

l»Ri:SIDKNI

Sello Hianco, h.l Sobranie

ICK PKI-SIDHN I
I'rlene DeMarciis, Pleasanton

Members oFthe Board

District /S'2 
District ti?)

District //6 
District //7

-Joe rit/.patrick, Orinda
- Nello Bianco, l.l Sobrante 
-Sue Mone, Berkeley
- Margaret K. Pryor, Oakland
- t^rlciic DcMarcus, Pleasanton
- John (denn, I'remont
- Wilfred V. Ussery, San I rancisco
- Arlo Hale .Sniitli, San I'lancisco
- Michael Bernick, San I rancisco

Joard-Appointed Officers

'rank j. Wilson, General Manager 
Sherwood Wakenian, Cieneral Counsel 
Alvan l eragawaclii, Ckmtroller/ I reasurer 

District Secretarv

BART

Executive Managers Reporting 
to the General Manager

|ohii ). Haley, Jr., Defiiitv (ieneral Manager 
Larry A. Williams, Lxecutive Manager.

Human Relations & Support Services 
Irene CC. Borcover, Acting I'.xecutive Manager.

District Reliuions ^ Support Services 
Ralph .S. Weiile, I’xecutive Manager,

Saleiv Sc Investigations
James I . Ciallaglier, Assistant General Manager, 

( )perations
riionias L. Margro, Assistant General Manager. 

Development

riie Annual Report is published by the District 
pursuant to Section 28779. Public Utilities Code 
ol (be State ol (California.

l ypograph}’ ik Design; Krishna ( Copy (Center-CCCalifornia .St. 
Sati Prancisco

Printing: Bacchus Press. Hmeryville 
Plnxography: John Benson. Pleasanton;
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I'isher Photo. P.meryville;
Michael Macor, OaklatuI d'ribune;
Kent Porter, S;mia Rosa Press Democrat 

Illustrator: Susan Strong, San Mateo 
System Map: Arthur Richartlson, BAR P Documentation 
Writer: Dudlev (Creed, San I rancisco
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System Information
Total number of automobile
parking spaces at BART Stations: 26,422
(10% of these parking spaces
for mid-day parking)

A Line—(Fremont to Lake Merritt) 23 Miles 
M Line—(Daly City to

Oakland West) 15 Miles
R Line—(Richmond to

MacArthur) 12 Miles
C Line—(Downtown Oakland to

Concord) 21.5 Miles
Total Miles 71.5 Miles

TAM miles are calculated from the Oakland WYE

Sr T-“‘

, Union City •'XX-
V,

' Fremont# 0
V-,̂

■■Irvington

^ ' ■ ^X-^^arm Springs

■ BART Express Bus 
• Parking

Preferential Carpool Parking 
BART Rail System 

v:,I , ' BART First Phase Extensions Inside District

%

■ Extensions outside the District 
are subject to a satisfactory 
cost-sharing arrangement.

A Planned Muni Metro Turnaround 
and Extension.

Milpitas I
X

,• BART First Phase Extensions Outside District 
1 BART Second & Third Phase Extensions Inside District mMarch T, 1969
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TOTAL
$217,008 100.00%

i:

L
r

TOTAL
$217,008 100.00%

SOURCE OF FUNDS (In l huusunds) 
H Transaction & Use Sales Tax

___  S!)1,5I2 ^12.17%□ Fares
i99.528 d5.86%H Property Tax

■)$y,7S2 d.5iroH Other
$16,186 7.46%
• Investment Income and

Other Operating Revenues 
$7,120 3.28%

• Construction Funds
$8,644 3.98%

• Regional Financial Assistance
$413 0.19%

• Decrease in Working Capital’
$9 0.01%

HOW FUNDS WERE 
Applied tin Thousands)

I I Maintenance
___ $79,186 36.49%

I___I Transportation
$65,033 29.97^'o

I___I General Administration
$40,075 18.47%

Police Services
$11,011 5.07®/oH Other
$21,703 I0.005fe
• Capital Designations

$15,381 7.09%
♦ Construction & Engineering

$6,322 2.91%

Funded excess ol expenses over revenues

- -X .X?SilSiliWi

TOTAL
$129,278 100.00%
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TOTAL
$129,278 100.00%
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SOURCE OF FUNDS (lnThous.inds)

■ District
$82,343 63.70%

□ Federal
$26,841 20.76%

H State
$19,230 14.87%

□ Local
$864 .67%

EXPENDITURES (in Thousands)

Construction:

• Line
$50,075 38.73%

• Systemwide
$4,121 3.19%

• Support Facilities
$5,145 3.98%

I I Equipment:

• Train Control
$2,861 2.21%

• Communications
$436 .34%

• Transit Vehicles
$60,202 46.57%

• Automic Fare Collection
$450 .35%

• Management Information
$1,142 .88%

• Support Vehicles
$645 .50%

• Other Equipment
$1,811 1.40%

I I Studies and Other

$2,390 1.85%
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r tour niiiuircs utter Hve o’clock on the uFternoon ot 
ruesduy, October 17, 1989, an eartlit|Lake rolled 

along the San Andrea.s Fault in Northern Calitornia.

It was centeted near Santa Cruz, .south ot the San Francisco Bay 
Acea, but it caused death and destruction tor more thai; 200 miles 
and disrupted the usual daily pattern of life for millions of people.

Tne quake was measured at 7.1 on the Richter Scale, the strongest 
temblor to hit Northern Calitornia since 1906, when a quake 
estimated at 8.0 struck along the same fault, and combined with 
fire, destroyed a large portion of San Francisco and caused 
widespread damage north and south ot the city.

The 1989 earthquake, and its immediate aftershocks, collaosed 
and weakened buildings, homes and freeways. Itcaused a portion 
of the upper westbound level of the Oakland-San Francisco Bat- 
Bridge to tear loose from its pinnings and collapse on to the lower 
levek

The 1989 quake struck at the peak commute hour. Thousands ot 
people were in the process of heading home for the dav. Some were 
already in their cars, on buses, oron BART trains, while others were 
getting ready to leave their offices. At Candlestick Park in southeast 
San Francisco more than 40,000 people were waiting for the first 
pitch otGameT.nree of the World Series between the San Francisco 
Giants and the Oakland Athletics.

At BART headquarters in Oakland, most employees had just left the 
building a moment or two before the earthquake struck; but many 
BART departmental managers and senior officials were still in their 
offices. When tne rumbling and rolling stoppec, and after they 
determined that those around them were not hurt, theit first 
thought w'as to reach BART’s Central Control, the neiwe center of the
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District’s 71.5-mile system of track, trains and stations, and to 
find out if the system was still running, what damage had been 
sustained throughout the system, and what they could do to help.

Although copies of BART’s long-established Emergency Plan 
were available for consultation it seemed in those fitst few minutes 
after the rumbling and rolling stopped, the printed BART plan 
was almost superfluous. People seemed to have it in their head 
without glancing at it as they went about the business of determin
ing what had happened and figuring out what to do about it.

throughout the system. All train operators were ordered to 
proceed to the nearest station, if possible, and to direct their 
passengers to leave the train and the station.

Two trains were in the 3.6-mile Transbay Tube, linking San 
Francisco and Oakland, when the earthquake struck, one headed 
west, the other east. The eastbound train, with ten cars and more 
than 1,000 commuters, was approaching the east end of the T ube. 
Although the train operator felt a “dip” at the moment of the 
quake, he did not realize an earthquake had taken.place. The train 
proceeded to the West Oakland Station, where passengers disem

barked. This same train was used less than three hours later by 
BART officials to proceed westward into the Tube to check for 
damage and reach the Embarcadero Station in San Francisco.

The westbound train, which was near the middle of the Tube 
when the earthquake struck, proceeded in “road manual” slowly 
to the Embarcadero Station. Thete, in complete darkness, except 
for the flashlights of BART trai n and station personnel, passengers 
left the train and the station.

Traction power to the tracks and some auxiliary station 
lighting in San Francisco was cut off by damage to a sub-station 
that supplied electricity to BART’s West Bay facilities. Traction 
and station lighting power was gradually restored during the night 
on the west side of the Bay. Most of San Francisco itself was 
without electrical power during the first several hours after the 
earthquake, addingameasureofconfusion, anxiety and discomfort, 
but full powet was gradually restored to most parts of the city 
during the late-night and early-morning hours.

Meanwhile, from BART headquarters in Oakland, teams of 
BART engineers and officials fanned out to check the system. 
Reports of widespread destruction reached Central Control, but 
they proved to be completely unfounded as BART officials 
inspected each mileoftrack and everystation and structure. Some 
of the preliminary inspection was carried out by helicopter.

As the evening progressed, it became obvious to officials 
at Central Control that the earthquake had not caused any 
injuries or deaths to BART passengers or personnel and that the 
system was intact. A lack of electricity throughout the San 
Francisco portion of the system remained a problem until early 
Wednesday morning.
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BART employees worked throughout the night to make sure that the 1989 earthquake would more or less have ended on October 
the system was undamaged, to help restore power to the West Bay 18, as regular weekday service was restored throughout the system, 
and to return to regular passenger service as soon as possible. unexpected, created a
Passenger trains resumed service in the East Bay, at least on a new set of circumstances and propelled BART into a new phase of
limited-schedule basis, within four hours of the quake. the stoty of the earthquake of 1989. The new phase had far-
In at least one instance, at the Daly City Station, BART passengers reaching consequences, not only lor BART, but fot the entire
were not directed to leave BART cats and the station. BART- public transportation picture in the Bay Area.
bound baseball fans, who reached the Daly City Statmn by bus Qn an average weekday before the eatthquake, approximately
lollowingthecancellationofthe World Series game, were allowed 343 Bridge in both
to wait in thestation ot in the cars that had been positioned at Daly directions, including occupants ofcars, ttucks and buses. BART’s
City to carry them home after the game. The cars were lighted patronage was appro.ximately 102,000.
and heated.

With the Bay Btidge closed, how were the commuters who 
If the Bay Bridge had not been damaged, the stoty of BART and customarily used the bridge going to get to and from work? The

bridge commuters represented the majorir/oftransbay 
commuters.

As soon as BART officials confirmed that the Bay 
Bridge was damaged and could not carry its usual 
load of commuter traffic, they began to make plans 
to take up the slack. How many bridge commuters 
would switch to BART?

Nobody could say for sure, but BART officials 
decided that BART had to be ready to carry as many 
passengers as the BART system could sustain. It was 
a matter of “pulling out all the stops.” BART would 
have to be ready for whatever passenger load devel
oped and to sustain that readiness for as long as the 
bridge was out.

Fortunately for BART, the full weekday commuter 
demand did not develop until Monday, October 23,

nearly a week after the eartnquake Man) people simply stayed at 
home during the first few days afte.- the quake and die not attempt 
to resume “business as usual” unl.l the following Monday.

By that time, BaRT was ready lor them. Ever, t.'.ough it was 
impossible for BART to calculate exactly how many new passen
gers could be expected to ride BART trains, i: was certainly 
obvious that there would oe thousands of them.

BART officials had to ask themselves: How many additional 
passenget cars v/ould be needed in weekday service? Can 
additional ttains be scheduled? Will it be possible to keep the 
cars maintained a: the cusromaty level of safer)' and efficiency? 
Can the existing ticket facilities at stations accommodate 
thousands of new passengers? Hew many additional personnel 
v/ould be required? How can the demand for additional parking 
spaces be met? How car the public best be informed about 
additional service, parking locations and connections with other 
transit agencies?

These questions are a mere .sample of the ones that BART officials 
had to ask and answer in the first tr.ree days following the quake. 
The resources of :he entire District, its people and equipment, 
were mobilized.

At the end of Monday, Octeoer 23, it was evident mat BART was 
going to be busy The day’s passenger total wa; 290,060 
compared with a pre-quake typical figure of 218,286. and the



TransbayTube total was 180,775, compared to a typical weekday 
total of 102,152. And that was just the beginning. By the end of 
the week, on Friday, October 27, the day’s passenger total was 
329,276, with 207,170 through the Transbay Tube. The total 
passenger count for five weekdays from October 23 through 
October 27 was 1,580,325, nearly a million of them through the 
Tube. On October 23, BART inaugurated 24-hour service and 
continued it through November 30.

Patronage on the weekends also increased. On Saturday, October 
28, the number of passengers totaled 159,129, compared to a pre
quake average of 92,610; the ne.xt day patronage totaled 97,749, 
compared with an average Sunday figure of 52,075.

* %

Between Monday, October 30 arid Friday, November 3, 
weekday patronage totaled 1,703,000, including 352,696 on 
November3. During the first 15 weekdays beginningon October 
23, daily patronage averaged 330,812. Within a week transbay 
patronage was running more than 200,000 every weekday.

The highest weekday total was reached on Thursday, November 
16, with 357,135 passenger trips. The previous day, the 
highest Transbay figure was reached with 229,480. By November 
16, the daily average weekday passenger trips reached 347,008.

Not only did the number of passengers far exceed the amount 
that BART had carried before the earthquake, but it 
exceeded the maximum amount of passengers that BART 
planners had envisaged 25 years earlier.

BART had demonstrated that the system could handle 
unprecedented passenger demand day after day and that BART’s 
people could cope with this demand.

Project Open Hand, a San Francisco based organization that 
provides meals for people in need, used BART to get meals to 
recipients in the East Bay following the closure of the Bay Bridge. 
The organization turned out 7,000 meals a day for earthquake 
victims.

What would happen on November 20, the first Monday after the Bay 
Bridge was reopened, and in the following days? How many 
commuters would stick with BART?

The effort shows. Weekday patronage is up to an average of 
more than a quarter-million riders per day, compared to about 
218,000 a day in the weeks before the quake. Roughly 20 percent of 
the new riders who switched to BART last year because the

Bay Bridge was closed have stuck with BART.

The number of passengers who chose to continue to ride BART, 
however, is only one measure of the impact and important 
consequences of the role that BART played immediately 
following the earthquake. Thousands of Bay Area residents, 
including many public officials, came to have a new or 
heightened awareness of BART’s capabilities and the role that 
BART does play, can play and could play in the region’s 
transportation scene. This awareness was highlighted by 
local and national media plaudits and by Congressional 
recognition.

This awareness certainly was a factor in the widespread public 
support in June 1990, for additional taxes to ensure the financing 
of adequately equipping BART extensions.

Another consequence of the role that BART played following the 
closure of the Bay Bridge was the increased cooperation and 
coordination among BART and other transit agencies within 
BART’s service area. By re-routing and re-scheduling bus service, 
other transit agencies, especially in the East Bay, provided an 
unprecedented level of coordinated transit service for their 
passengers.
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Shown here is the team of 
dediioted BART Planners who 
made major advonies with the 
proposed BART extensions of 
roil service: (sealed l/R) 
Andrea Gordon, Extension 
Planner; Marianne Payne, 
Manager of Extension Planning; 
Karila Zimmerman, Extension 
Planner; Theresa Dunn, 
Extension Planner, (standing
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l/R) Alan lee. Extension 
Planner; Morey Heidi, Senior 
Secretary; leo Rachal, 
Extension Planner and Molly 
Murphy, Community Relations 
Representative.
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he District continued to make progress on its four 
Phase I extensions in Alameda, Contra Costa and San 
Mateo counties. When all of these extensions are 

completed by the turn of the century, they will adc 33 miles ajid 
ten stations to the BART system.

Particularly significant was the final agreement benveen BART 
and the San Mateo Transit District (SamTrans), signed on March 
1, 1990, which calls for BART to receive $200 million from 

SamTrans and tor BART to build an extension from Daly 
City to the San Francisco International Airport. An 
initial payment or$10 million was made to BART on the 
day the final agreement was signed.

An additional $93 million will be paid by SamTrans to 
BART when construction begins on the CoJ.ma portion 
of the extension in 1991. Another $90 rrdlUion will be 
paid to BART when construction begins on the extension 
from Colma to the airport, scheduled for 1994. The final 
$10 million will be paid to BART when :he project is 
completed. These payments totaling $200 .million will 
be used by BART to finance the extensions .n Alameda 
and Contra Costa counties. The agreement s_!so calls for 
SamTrans to pay 25 percent of the construction costs of 
the Colma Station and the line to the airport with the 
remaining cost expected to be made up from state and 
federal funding scurces.

The final Environmental Impact Report (EIR) for the Colma link 
was nearing completion at the end of the fiscal year for submission 
to the Boards of Directors of BART and SamTrans. Preliminary 
engineering, which had been held up pending the final agreement.
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went forward after March 1 and was approximately 15 percent begin by the fall of 1993 and to be completed by the spring 
complete at the end ofjune. Cor.struction on the Colma portion of 1998.
of this extension is scheduled to begin by the middle of 1991 and ^ ^ i c ,^i

,r The Metropolitan 1 ransportation Commission, the hanta Clara
to be completed by the end of 1995. jD^m’L l c

^ County Transit District and BART began the preparation of an
By tne end of the 1990 fiscal year, BART had completed and alignment study for a possible future extension ofBART from the
received public comment on the final EiR for die Dublin/ Warm Springs district ofFremont to Milpitas, San Jose and Santa
Pleasanton exten sion. Preliminary engineering was completed in Qara. This detailed study should result in the selection of a
March and finat design began m April. Construction on the preferred alternative for future project development.
Dublin/Pleasanton extension is scheduled to begin by the fall of
1991 and to be completed by :he fall of 1995. Preliminary engineering for the c::oncord to North Concord phase

of the Pittsburg/Antioch extensk>n was nearing completion at the 
A public meeting on the Wairr: Springs extension was held in j scheduled to begin by October 1990.
October, 1989, prior to the preparation of a draft EIR on the Preliminary design work for the North Concord to West Pittsburg
project. In May the draft EIR was completed and c irculated for .^^ase of this extension was delayed as a result of additional
public comment. A public hearing on that draft report was held environmental impact studies being carried out by Contra Costa
in June. Meanwhile, preliminary engineering on the Warm bounty for the Bailey Road Interchange and. the Willow Pass 
Springs project was completec and final design engineering was lowering projects. However, portions of final design work
underway at the close of the fiscal year. for this phase of the extension will be completed to the maximum

[I^DDoO
Voters throughout California approved three ballot measures 
on June 5 that will benefit BART over the next ten years. 
The measures specifically direct funds to BART extension projects.

Proposition 111 enacted a statewide “traffic congestion 
relief program” and updated government spending limits 
to help meet the needs of the state’s growing population.

The money under the provisions of Proposition 111 
will come from increased truck weight fees and a five-cent 
per gallon increase in the gasoline tax (effective August 1, 
1990) and an additional one-cent gas tax increase on 
January 1 of each of the following four years. A portion of the 
funds generated by Proposition 111 will be available for 
BART projects, but that amount is yet to be determined.

Proposition 108 authorized the state to sell $1 billion in 
general obligation bonds to construct passenger 
rail facilities, including urban rail, commuter rail and intercity rail.

Proposition 116 authorized a $1.99 billion bond issue 
for rail projects throughout the state. Of the total, 
approximately $108 million could be earmarked for 
BART under Proposition 116, but the allocation of 
funds under both Propositions 108 and 116 are subject to 
approval by the transit authorities in Alameda, 
Contra Costa and San Mateo counties, in accordance with the 
regional plan of the Metropolitan Transportation Commission 
(MTC).

Construction on the Warm Springs extension is =cn;duled to extent possible.
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S Y H. M REHAB A O N

sli-.

^ ollowing a thorough review during the year of all 
BART facilities and equipment, BAPvT formulated a 
ten-year rehabilitation progran: to refurbish 

the entire system.

The program will cost an estimated $500 million and is aimed at 
restoring and rehabilitating all major systems and components of 

the Districts “A'’ and “B” passenger cars, as well as all 
station facilities, track and maintenance structures and 
equipment. In shon, the program will virtually restore 
BART’s system to its original condition of 2D years ago.

The rehabilitation program is a natural outgrowth of a 
broad review of the District’s facilities undertaken early 
in the fiscal year 1990. The new rehabilitation program 
consolidated several individual refurbishing projects 
then underway into a broader more comprehensive 
program to embrace the entire District and all of its 
facilities and equipment.

Rehabilitating the District’s 439 A and B cars will cost 
an estimated $319 milliorj and will entail the replacement or 
refurbishing of brakes, undercar wiring, air conditioning, side 
doors, seats, carpets, seals and mounts, couplet assemblies, foam 
panels and electrical components, roofs and A-car cabs and roofs.

BART’s shops in Richmond, Concord, Oakland and Hayward 
will be overhauled and upgraded. Roofs will be replaced; 
turntables, train-washers, lathes and cranes wiL be rehabilitated, 
and interiors and exteriors will be repainted. Cost of the shop and 
yard work is estimated to be $32.5 million.

•j



Other projects include the improvements of train, yard, mainte
nance and police radio communication systems; replacement of 
train destination signs; refurbishing and replacing fare 
collection machines; replacement of train control ele
ments for train dispatching; replacement of track fix
tures and various rails; and refurbishing power and 
mechanical facilities, including escalators and air con
ditioning equipment.

Delays, noise on the trains and the need for more labor- 
intensive repairs to keep the cars available for passenger 
service can all be traced to the gradually aging equip
ment. The doors on a typical car, for example, open and 
shut about 500 times a day. Those doors have opened 
and shut nearly three million times since the car was originally put 
into service. About 30 percent ofall train delays on BART are due 
to door malfunctions.
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The average BART car, logging about 54,000 miles a year in 
passenger service, has traveled almost one million miles since it 
was placed in service.

BART expects to pay for the $500 million rehabilitation program 
from a variety of sources, including capital outlays by BART itself 
and from state, regional and federal entities.
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FY 1990
Rail Ridership
Annual passenger rrips 
Average weekday trips 
Average trip lengrli 
Annualiipassenger miles 
Patron trip on-time performance (%) 
System utilization ratio (passenget 

miles'to available seat miles) 
End-of-period tatios: /

Peak patronage 
Offpeak patronage

BART's estimated share oi peak period 
transbay trips—cars, trains & buses (a)

70,549,547 
241,525 

12.6 miles 
891,228,943 

94.5%

,30.7%

47.6% 
52.4% .

50.0%

Operations
. Annual revenue car miles 40,327,962
„ Unscheduled train removals—average

per revenue day 2.2
Transit car availabilitv' to

tevenue car fleet (b) 82.5%
Passenget accidents reported pet

million passenger trips 13.56
Patron-related crimes reported per

million passenger trips 41.18

Financial
Net passenger revenues $ 99,528,000
Other operating revenues $ 7,120,000
Total operating revenues $106,648,000
Net operating expenses 

(excluding depreciation)
Farebox tatio (net passenger

revenues to ner operating expenses) 51.6%
Operating ratio (total operating

tevenues to net opetating expenses) 55.3%
,Net rail passenger revenue per

passenger mile ll.lC
Rail operating cost per passenger mile 20.0<t
Net average rail passenger tare (c) $1.40

I'

FY 1989

'■ 60^457,004 
. 207,231 .

, - 12.5 miles 
757,225.230 , 

95.3% 2

T;/'’ioi.7% ■

'T:;:,^48.9%
. _vT:. ; 51.1% -

'■ ' 2: 39.2% .

33,195,099 

■' 2.9

81.7% 

12.64 

32.92

$ 83,192,000 
$ 6,421,000 
$ 89,613,000

$192,983,000 $172,216,000

.48.3%

>52.0%

■ ' 1T0«
: 20.84 

■■ $1.38

PERFORMANC -1 G H L I G

NOTES Generol note: Data represents annual averages unless otherwise noted, 
(a) Based on MTC Post-Earthquake Commute Survey (March 1990) 
jb) At 8 n.m. each day (c) Includes BART/MUNI Fast Pass

ART patronage for the fiscal year 1990 totaled 
70,549,547, an increase of 10,092,543 over fiscal year 
1989 anc the highest patronage figure in the District’s 

history. The record total reflects, ofcourse, the unprecedented use 
ofBART following the closure of the Oakland-San Francisco Bay 
Bridge on October 17, 1989.

The District estimated share of peak period transbay traffic during 
FY1990, including cars, buses and trains, reached 50 percent, 
based on sun'eys taken during the year by the Metropolitan 
Transportation Commission. BART’s estimated share of transbay 
commute traffic was 39.2 percent for FY1989. The 1990 figure 
reflects the fact that, during the month that the Bay Bridge was out 
of service, average v/eekday commute patronage on BART regu
larly exceeded 350,000.

Net passenger revenues reached $99,528,000 for FY1990, an 
increase of $16,336,000 over the FY1989 figure of $83,192,000. 
Total operating revenues, including more than $7,120,000 in 
interest income, advertising in trains and stations and other 
income, were $ 106,648,000, an increase of $ 17,035,000 from the 
previous fiscal year.

BART funded 51.6 percent of its net operating expenses which 
amounted to $ 192,983,000 (excluding depreciation) for FY 1990 
from net passenger revenues. This farebox ratio amounted to 48.3 
percent the previous year.

BART’s operating ratio, which relates total operating revenues to 
net operating expenses amounted to 55.3 percent for FY1990, 
compared with 52 percent for the previous year. The Districfs 
objective is to fund no less than one-half of its net rail operating 
expenses from operating revenues.

Net rail passenger revenue per passenger mile for FY 1990 was 11.1 
cents, compared to 11 cents for the previous year. Rail operating

costs per passenger mile for FY 1990 was 20 cents, compared with 
20.8 cents for the previous year.

Weekday passenger trips averaged 241,525 for FYl 990, compared 
with 207,231 for FYl989. On November 16, 1989, passenger 
trips throughout the system reached a record peak of 357,135. 
Average weekday ridership for the fourth quarter of FY1990 was 
244,268 trips, 14.2 percent above the same quarter for FYl 989. 
Total trips on BART for the fourth quarter of FYl 990 amounted 
to 18,081,579, 15.2 percent above the same quarter the year 
before. These quarterly figures indicate a marked “permanent” 
increase in BART ridership during the year, notwithstanding the 
extraordinary increase in patronage that took place temporarily 
following the closure of the Bay Bridge.

Annual passenger miles reached 891,228,943 for FYl 990, an 
increase of 134,003,713 over the previous year.

In addition to funds derived from passenger fares, interest income 
and advertising, BART received $106.1 million in revenue from 
75 percent of the one half cent transit sales tax in the three BART 
counties, $.4 million in local funds and $9.8 million in property 
tax available for operations.

Of the $106.1 million derived from the sales tax, $14.6 million 
was allocated to debt service and $91.5 million was made available 
for operations.

BART Directors again reduced the property tax rate on the levy for 
repayment of the principal and interest of $792 million in general 
obligation bonds approved by voters in 1962 for construction of 
the system. Directors set a tax rate of 3.19 cents per $ 100 assessed 
value, down from 3.72 cents for the previous fiscal year. The 
property tax generated revenues of $48.1 million from property 
owners in Alameda, Contra Costa and San Francisco counties, the 
three counties making up the District.



N A N C A A T E M E N 1
INDEPENDENT AUDITORS’ REPORT □ The Board of Directors ofSan Francisco Bay Area Rapid Transit District:

e have audited the accompanying balance sheets of 
San Francisco Bay Area Rapid Transit District (the 
District) as of June 30, 1990 and 1989, and the 

related statements of operations, capital and changes in financial 
position for the years then ended. These financial statements and 
the supplemental schedule discussed below are the responsibility 
of the District’s management. Our responsibility is to express an 
opinion on these financial statements based on our audits.

We conducted our audits in accordance with generally accepted 
auditing standards. Those standards require that we plan and 
perform the audit to obtain reasonable assurance about whether 
the financial statements are free of material misstatement. An

audit includes examining, on a test basis, evidence supporting the 
amounts and disclosures in the financial statements. An audit also 
includes assessing the accounting principles used and significant 
estimates made by management, as well as evaluating the overall 
financial statement presentation. We believe that our audits 
provide a reasonable basis for our opinion.

In our opinion, such financial statements present fairly, in all 
material respects, the financial position of San Francisco Bay Area 
Rapid Transit District at June 30,1990 and 1989, and the results 
of its operations and the changes in its financial position for the 
years then ended in conformity with generally accepted account
ing principles.

Our audits were made for the purpose of forming an opinion on 
the basic financial statements taken as a whole. The supplemental 
schedule of reconciliation of excess operating revenues over 
(under) expenses is presented for purposes of additional analysis 
and is not a required part of the basic financial statements. Such 
supplemental schedule has been subjected to the auditing proce
dures applied in our audits of the basic financial statements and, 
in our opinion, is fairly stated in all material respects when 
considered in relation to the basic financial statements taken as a 
whole.

Deloitte & Touche 
Oakland, California

Grant & Smith 
September 7, 1990

BALANCE SHEETS,
JUNE 30, 1990 AND 1989 (In thousands)

ASSETS

CURRENT ASSETS:
Cash and investments (Note 3)
Deposits held by trustee (Note 3)
Notes and other receivables 
Materials and supplies - at average cost
Total Current assets

DEFERRED COMPENSATION PUN 
INVESTMENTS (Notes 3 and 9)

INVESTMENTS RESTRICTED FOR 
BOARD DESIGNATED PURPOSES (Note 3)

FACILITIES, PROPERTY AND 
EQUIPMENT - At cost, less accumulated depreciation (Note 4)

TOTAL ASSETS

1990 1989

$ 274,035 
24,551 
23,925 
15,884

338,395

55,558

20,586

1,741,570

$2,156,109

$ 304,544 
24,332 
16,483 
14,623

359,982

47,855

25,270

1,670,319

$2,103,426

LIABILITIES AND CAPITAL

CURRENT LIABILITIES:
Current portion of long-term debt (Note 5) 
Payroll and other liabilities 
Self-insurance liablities 
Unearned passenger revenue
Total current liabilities

DEFERRED COMPENSATION (Note 9) 
LONG-TERM DEBT (Note 5)

CAPITAL:
Grants and contributions, net 
Accumulated net revenues
Total Capital

TOTAL LIABLILITES AND CAPITAL 

See notes to financial statements.

1990 1989

$ 36,290
51,912 
10,946 
2,070

101,218

55,558

460,775

775,555
763,003

1,538,558

$2,156,109

$ 42,585
64,824 

7,669 
1,832

116,910

47,855

497,065

746,535
695,061

1,441,596

$2,103,426



STATEMENTS OE OPERATIONS
FOR THE YEARS ENDED JUNE 30, 1990 AND 1989 (In thousands)

1990 1989

OPERATIONS CONSTRUCTION
DEBT

SERVICE
COMBINED

TOTAL OPERATIONS CONSTRUCTION
DEBT

SERVICE
COMBINED

TOTAL

(Note 2) . (Note 2)

OPERATING REVENUES:
Fares $ 99,528 $ 99,528 $ 83,192 $ 83,192
Other (including investment income) 7,120 7,120 6,421 6,421

Total operating revenues 106,648 106,648 89,613 89,613

OPERATING EXPENSES:
Transportation 65,033 65,033 61,656 61,656
Maintenance 79,186 79,186 71,598 71,598
Police services 11,011 11,011 9,801 9,801
Construction and engineering 6,322 6,322 6,722 6,722
General and administrative 40,075 40,075 31,772 31,772
Depreciation 44,634 44,634 37,767 37,767

Total operating expenses 246,261 246,261 219,316 219,316
Less capitalized costs (8,644) (8,644) (9,333) (9,333)

Net operating expenses 237,617 237,617 209,983 209,983

OPERATING LOSS (130,969) (130,969) (120,370) (120,370)

OTHER REVENUES (EXPENSES):
Transactions and use tax 91,512 $14,552 106,064 86,120 $14,494 100,614
Property tax 9,782 51,671 61,453 9,083 54,995 64,078
State financial assistance 362 362
Local financial assistance 413 413 370 370
Sale of tax benefits $14,244 14,244 $ 3,077 3,077
Other investment income 20,176 2,144 22,320 22,471 2,380 24,851
Interest expense (27,926) (27,926) (25,683) (25,683)
Other - net (34) (34) (41) (41)

Total other revenues 101,707 34,420 40,407 176,534 95,935 25,548 46,145 167,628

EXCESS OF REVENUES OVER
(UNDER) EXPENSES $ (29,262) $34,420 $40,407 $ 45,565 $ (24,435) $25,548 $46,145 $ 47,258

See notes to financial statements.



STATEMENTS OF CAPITAL
FOR THE YEARS ENDED JUNE 30, 1990 AND 1989 ( In thousands)

BALANCES, JUNE 30. 1988

EXCESS OF REVENUES OVER 
EXPENSES

OTHER ADDITIONS (DEDUCTIONS): 
Grants and contributions 
Depreciation and retirements 
of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1989

EXCESS OF REVENUES OVER EXPENSES

OTHER ADDITIONS (DEDUCTIONS):
Grants and contributions
Depreciation and retirements 
of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1990

GRANTS AND 
CONTRIBUTIONS

$680,072

81,750

(15,287)

746,535

51,397

(22,377)

$775,555

ACCUMULATED 
NET REVENUES

$632,516

47,258

15,287

695,061

45,565

22,377
$763,003

STATEMENTS OF CHANGES IN FINANCIAL POSITION
FOR THE YEARS ENDED JUNE 30, 1990 AND 1989 (In thousands)

TOTAL 1990 1989

$1,312,588 OPERATING ACTIVITIES:
Excess of revenues over expenses $ 45,565 $ 47,258

47.258 Adjustments to reconcile excess of revenues over 
expenses to net cash provided by operating activities: 
Depreciation 44,634 37,767

81,750 Capitalized interest income (expense) 2,040 (4,052)
Net effect of changes in:

Deferred compensation plan liabilities 7,703 10,.361
Notes and other receivables (1,388) (1,092)

1,441,596
Materials and supplies (1,261) 453
Payroll and other liabilities (4,845) 4,108

45,565 Self-insurance liabilities 3,277 1,356
Unearned passenger revenue 238 212

51,397 Net cash provided by operating activities 95,963 96,371

INVESTMENT ACTIVITIES:
Expenditures for facilities, property and equipment (126,924) (116,393)

$1,538,558
Proceeds from sale of investments
Purchase of investments

432,152
(432,152)

308,335
(308,335)

Total cash used by investment activities (126,924) (116,393)

FINANCING ACTIVITIES:
Repayments of long-term debt (42,585) (38,880)
Capital grant contributions received 45,343 75,498

Total cash provided by financing activities 2,758 36,618

CASH AND INVESTMENTS (Note 3):
Net increase (decrease) for'year (28,203) 16,596
Beginning of year 398,388 381,792

End of year $370,185 $398,388

See notes to financial statements.



NOTES TO FINANCIAL STATEMENTS

1. ORGANIZATION AND BASIS OF PRESENTATION

Description of Reporcing Entity - San Francisco Bay Area Rapid Transit 
District (the District) is a public agency created by the legislat are of the State 
of California in 1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended, and subject to transit district law as codified 
in the California Public Utilities- Code, The disbursement of all funds 
received by the District is controlled by statutes and by provisions of various 
grant contracts entered into with federal, state and local agencies.

For financial reporting purposes, the District's financial statements include all 
financial activities that are controlled by or dependent upon actions taken by 
the District’s Board of Directors.

Basis of Accounting - The accrual basis of accounting is used by the District. 
Under this method revenues are recorded when earned and expenses are 
recorded when the related liability is incurred.

2. SIGNIFICANT ACCOUNTING POLICIES

Investments are stated at cost or amortized cost, except for investments of the 
deferred compensation plan which are stated at current (market) value. As a 
matter of policy, the District holds investments until their maturity.

Deposits held by trustee, consisting of cash and investments, are held by 
trustee banks in accordance with the District’s various bond indentures and 
for general debt service requirements. Deposits are stated at cost.

Facilities, ptopetty and equipment ate stated at cost and depreciated using 
the straight-line method over the estimated useful lives of the assets. Depre
ciation of assets acquired with District funds is distinguished from deprecia
tion of assets acquired with grants and contributions by others.

The District capitalizes certain interest revenue and expenditures related to 
tax-free borrowings. The net effect of such interest capitalization was to 
decrease expenditures for facilities, property and equipment by $2,040,000 
during the year ended June 30,1990 for excess interest revenue over interest 
expenses from applicable borrowings and to increase expenditures for facili
ties property and equipment by $4,052,000 during the year ended June 30, 
1989 for excess interest expenses over interest revenue from applicable 
borrowings.

Self-insurance Liabilities - The District is largely self-insured for workers’ 
compensation claims, general liabilit)' claims, and major property damage. 
The District accrues the estimated costs of the self-insured porrion of claims.

Unearned pa.s.senger revenue is an estimate of passenger tickets purchased 
which have not yet been completely used.

Grants and Centributions-The District periodically receivesgrants from the 
Urban MassTransportation Administration (UMTA) and other agencies of 
the U.S. Department ofTransportation, state, and local transportation funds 
lor the acquisition of transit related equipment and imptovements. Capital 
grant funds earned, less amortization equal to accumulated depteciation ofthe 
related assets, are included in grants and contributions.

Statements of operations include the financial activities ofthe general opera
tions of the transit system, revenues restricted by the Board of Directors for 
construction activity, and revenues restricted by the District’s various bond 
indentures for debt service (including interest expense) on outstanding long
term debt.

Transactions and Use Tax f.Sales Tax) Revenue - A 1/2% transactions and 
use tax is collected within District boundaries and administered by the State 
Board of Equalization. Of amounts available for distribution, 75% is paid 
directly by the State Board of Equalization to the Districts trustee for rhe 
purpose of paying bond interest, principal and expenses. Monies not required 
for these purposes are transmitted to the District. The remaining 25% is 
allocated by the Metropolitan Transportation Commission (MTC) to the 
District, the City and County of San Francisco, and the Alameda-Contra 
Costa Transit District for transit sersdees. The District records the total 
transactions and use taxes earned (including amounts paid to the trustee) as 
revenue.

Property Taxe,;. Collection and Maximum Rates - The State of California 
Constitution Article XllI A provides that the general purpose maximum 
property tax rate on any given property may not exceed 1 % of its assessed value 
unless an additional amount for general obligation debt has been approved by 
voters. Assessed value is calculated at 100% of market value as defined by 
Article XIII A and may be adjusted by no more than 2% per year unless the 
property is sold or transferred. The State Legislature has determined the 
method of distribution of receipts from a 1% tax levy' among the counties, 
cities, school districts and other districts, such as the Disttict.

The District receives property tax revenues to meet the debt service require
ments of its General Obligation Bonds. The District also receives an 
allocation of property tax revenues for transit operations.

San Francisco, Alameda and Contra Costa Counties assess properties, bill for, 
collect, and distribute property taxes. Property taxes are recorded as revenue 
and receivables, net of estimated uncollectibles, in the fiscal year of levy'.

Financial a.ssistance grants are accrued as revenue in the per.od to which the 
grant applies.

Sale of Tax Ben-;fits - The District h.as entered into agreements to sell tax 
benefits fot certain District-owned transit equipment contracted for purchase 
prior ro Augiisr 1986. The transacrions have been structured in the form of 
leases fot tax putposes. The District recognizes tax benefitsales proceeds in the 
period of sale of tax benefits.

Pension costs are expensed as incurred. Such ccsts equal the .ictuarially 
determined annual contriburion amounr. See Nore 8.

3. CASH AND INVESTMENTS
The District mai.ntains a cash and investment pool that includes cash and 
investments available for general use and restricred for board designated 
purposes. Cash and investments of the District’s deferred compensation plan 
(s-ee Note 9) are held separately by the plan’s administrator.

Deposits - At June 30,1990 (and 1989), the District’s cash on hand was 
$2,082,000(1989, $968,000), and the carrying ameunt ofthe District’s time 
and demand deposits was $2,661,000(1989, $1,189,000) with the corre
sponding bank balance of $9,826,000(1989, $4,867,000). Of the bank 
balance $408,000 (1989, $499,000) was insured by federal depository 
insurance or collateralized by securities held by the District’s agent in the 
District’s name, and $9,418,000(1989, $4,368,0001 was collateralized 110% 
as required by Section 53652 of the California Governmer.t Code by the 
pledging financial'institutions. However, such collateral is not in the Dist.'ict’s 
name.

Inve.srments - Stare of California statutes and District policy authorize the 
District to invest in obligations of the U.S. Treasury', its agencies and 
instrumentalities, bankers’ acceptances, repurchase and reverse repurchase 
agreements, and the State Treasurer’s investment pool. The District die not 
enter into any reverse repurchase agreements during 1990 or 1989.

The District’s investments are categorized below to give an indication of the 
credit risk assumed by the District at June 30, 1990. Category 1 includes 
investments that are insured or registered or for which the securities are held 
by rhe District or its agent in the District’s name. Category 2 includes 
uninsured and unregistered investments for which the securrries are held by 
the broker’s or dealer’s trust department or agent in the District’s name. 
Category' 3 includes uninsured and unregistered investments for which the 
securities are held by the broker or dealer, or by its tr.ist department or agent, 
but not in the District’s name.



(In Thousands) ■
-1990- -1989-

Investmeius rescricted for Board of Direcrors’
designated purposes are summarized as follows (in thousands):

I
Category

2 3
Carrying
Amount

Market
Value

Carrying
Amount

Market
Value

1990 1989

U.S. Treasurv' notes
Federal agency obligations
Repurchase agreements

$ 25,153 
241,324 

17,802
$15,921

9,682

$ 25,155 
257,243 

27,484

$ 25,219 
237,185 

27,484

$ 12,955 
303,494 

31,927

$ 12,959 
303,849 

31,927
Basic system completion
System improvement

$ 4,070
3,316

$ 9,602 
3,068

Total $284,281 $25,603 — 309,884 309,888 348,376 348,735
Self-insurance
Operating

9,000
4,200

9,000
3,600

Cash on hand
Time and demand deposits
Mutual funds - deferred compensation 

plan investments

2,082
2,661

2,082
2,661

968
1,189

968
1,189

Total $20,586 $25,270

55,558 55,358 47,855 47,855

Total $370,185 $370,189 $398,388 $398,747

Reported as:
Cash and investments
Payroll and other liabilities 

(representing cash overdraft)
Deposits held by trustee
Deferred compensation 

plan investments
Investments restricted for

Board designated purposes

$274,035

(4,545)
.24,551

55.558

20,586

$304,544

(3,613)
24,332

47,855

25,270

Toral $370,185 $398,388

4. FACILITIES, PROPERTY AND EQUIPMENT
Facilities, property' and equipment, ,a.ssers lives, and accumulated depreciation and amortization at June 30,1990 and 1989 
are summarized as follows (in thousands):

------------------1990------------------ -----------------1989-
Accumulated Accumulated
Depreciation Depreciadon

Lives and and
(Years) Cost Amortization Cost Amordzadon

Land $ 203,466 $ 184,048
Improvements 80 1,191,500 $223,488 1,168,682 $208,521
System-wide operation and control 20 188,296 92,729 180,741 83,300
Revenue transit vehicles 30 375,563 100,440 305,348 86,898
Service and miscellaneous equipment 3-20 26,179 15,497 22,744 13,411
Capitalized construction and start-up costs 30 100,705 54,320 100,943 50,975
Repairable propertt' items 30 12,087 3,379 10,141 3,409
Construction-in-progress 133,627 144,186

Total $2,231,423 $489,853 $2,116,833 $446,514

The District has entered into conttacts for the consttuction of various facilities 
and equipment totaling approximately $200 million at June 30,1990.

In June 1988, the District entered into Principles of Agreement (Agreement) 
with the San Mateo County Transit District (SamTrans) pertaining to 
extending the transit system to the vicinity of San Francisco International 
Airport (Airport). Under the terms of the Agreement, SamTrans will pay the 
District a $200 million capital contribution, to be used for East Bay expansion 
and to be paid in installments (adjusted for inflation) upon reaching certain 
Airport extension milestones and, in addition, SamTrans will be responsible 
for funding 25% of the cost of extending the transit system to the Airport. 
District management’s most current estimate, updated in 1990, ofthecostof 
such Airport extension is approximately $877 million. This project is 
contingent upon the District receiving adequate commitments for federal 
funding, and also upon expansion of the transit system in the East Bay.
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5. LONG-TERM DEBT
Long-term debt at June 30,1990 and 1989 
is summarized as follows (in thousands):

1962 General Obligation Bonds 
I9()6 Special Service District Bonds 
Total General Obligation Bonds 
1985 Sales Tax Revenue Bonds 
Total long-term debt 
Current portion

Net long-term portion

1990 1989
$349,100

4,850
353,950
143,115
497,065
(36,290)

$460,775

$389,.300
5,350

394.650 
145,000
539.650 
(42,585)

$497,065

1962 General Obligation Bonds - In 1962, voters of tbe member counties 
of the District authorized a bonded indebtedness totaling $792 million of 
General Obligation Bonds. Payment of both principal and Interest is pro
vided by the levy of District-wide property taxes. Bond interest rates range 
from 1.5% to 6.0%.

1966 Special Service District Bonds - In 1966, City of Berkeley voters 
formed Special Service District No. 1 and authorized the issuance of $20.5 
million of General Obligation Bonds, ofwhich $12 million were issued, for 
construction of subway extensions within that city. Payment of both 
principal and interest is provided by raxes levied upon property within Special 
Service District No. 1. Bond interest rates range from 4.0% to 5.5%.

1985 Sales Tax Revenue Bonds - The 1969 Legislature of the State of 
California authorized the District to impose a 1/2% transactions and use tax 
within District boundaries and issue Sales Tax Revenue Bonds. On Seprem- 
ber 30,1977, the Governor signed leg.slation which extended the transactions 
and use tax indefinitely. The tax is collected and administered by the State 
Board of Equalization. Of amounts available for distribution, 75% is paid to 
the District’s trustee for the purpose of paying bond interest, principal and 
expenses. Monies not required for these purposes are transmitted to the 
district. The remaining 25% is allocated by tbe MTC to tbe District, tbe City 
and County of San Francisco, and tbeAlameda-Contra Costa Transit District 
for transit services on the basis of regional priorities established by MTC.

In November 1985, the District issued sales tax revenue bonds 11985 bonds), 
totaling $145,000,000, to refund and defease $63,965,000 outstanding 
principal amount of sales tax revenue bonds issued in 1982, and to finance 
certain system improvements.

The 1985 bonds are special obligations of the District secured by a pledge of 
the sales tax revenues and are payable from revenues, including all sales tax 
revenues, all passenger fares, certain property' tax revenues, and certain

interest, grant;, and other income. Bond interest rates range from 6.40% to 
9.00%. Bonds maturing on or after July 1, 1996 ($127,250,000) are 
redeemable pr:or to maturity at the option of the District beginning July I, 
1995 on various dates at prices ranging from 103% to 100%, including bonds 
maturing July 1,2004 ($41,005,000) and July 1,2011 ($78,660,000) which 
are subject to redemption prior to maturity on or after July 1, 1998 and July 
1,2005, respectively, at 100%.

Tbe following is a schedule of long-term debt principal repayments required 
as of June 30.1990 (in thousands):

Year ending
June 30:

1991

1962
G.O.

Bonds

1966
Special Service 
District Bonds

1985 Sal» 
Tax Reverue Bonds Total

$ 33,700 $ 520 $ 2,0^0 $ 36,290
1992 34,975 540 2,2-70 37,785
1993 36,275 570 2,495 39,340
1994 37,525 590 2,735 40,850
1995 39,050 620 3,000 42,670
Thereafter 167,575 2,010 130,545 300,1.30

Total $349,100 $4,850 $143, r:5 $497,065

1990 Sales Tax Revenue Refunding Bonds - In July 1990 the District issued 
sales tax revenue refunding bonds totaling $158,478,000 with an average 
interesr rate of 6.6% to advance refund $141,045,000 of 1985 Sales Tax 
Revenue Bonds outstanding. The net proceeds of $ 154,039,000, after payment 
of discount, underwriting fees, and insurance, were used to purchase U.S. 
government securities. Those securities were deposited in an irrevocable trust 
with a trustee to provide for all future debt sers'ice payments on the 1985 bonds. 
As a result, these bonds will be considered robe defeased and theliabilirv for the 
oonds w'ill be removed from the balance sheet during fiscal year 1991.

The advance refunding will result in the recognition of an accounting loss of 
$15,961,000 during fiscal 1991. However, the advance refund ng wiL reduce 
-he District’s aggregate debt service requirements by $ 10,669,000 over :he next 
21 years and wiil result in an economic gain (difference between the present 
values of the old and new debt service payments) of approximate:v $9,600,000.



6. FEDERAL GRANTS
The U.S. Department of Transportation provides financial assistance to the 
District forcapital projects and planningand training. Grants which were active 
during the year ended June 30,1990 are summarized as follows (in thousands):

Total approved project costs $451.837

Total approved federal funds 
Less cumulative amounts received

Remaining amount available tinder federal grants

$353,478
(288,962)

$ 64,516

7. LOCAL AND STATE FINANCIAL ASSISTANCE

The District receives local operating and capital assistance from Transporta
tion Development Act Funds (TDA). For the year ended June 30,1990 TDA 
assistance was $413,000 (1989, $375,000), of which none (1989, $5,000) 
was used for capital purposes and $413,000 (1989, $370,000) was used for 
operating assistance. These funds are received from the counties of Alameda 
and Contra Costa to meet, in part, the District’s operating and capital 
requirements based on annual claims filed by the District and approved by the
MTC.

The District receives state operating and capital assistance from State Transit 
Assistance Funds (STA). For the year ended J une 30,1990, STA assistance was 
$ 183,000 (1989, $501,000), of which $ 164,000 (1989, $ 139,000) was used 
forcapital purposes, none (1989, $362,000) was used for operating assistance 
and $19,000 (1989, none) was used for flow-through projects. These funds 
are allocated by MTC based on the ratio of the District’s transit operation 
revenue and local support to the revenue and local supporr of all state transit 
agencies.

8. EMPLO'iTES RETIREMENT PLAN
Plan Description - All permanent employees ate eligible to particiate in the 
Public Employees’ Retirement Fund (Fund) ofthe State ofCalifornia's Public 
Employees’ Retirement System. The Fund is an agent multiple-employer 
defined benefit tetirement plan that acts as a common investment and 
administrative agent for various local and state governmental agencies within 
the State of Califotnia. The Fund provides retirement, disability, and death 
benefits based on the employee’s years of service, age and compensation. 
Employees vest after five years of sendee and may receive retirement benefits 
at age 50. These benefit provisions and all other requirements are established 
by state statute and District ordinance.

The District was not required to make a contribution to the Fund fot public 
safety personnel or for miscellaneous covered employees for the years ended 
June 30,1990 and 1989 due to a surplus ofthe District’s portion of the Fund’s 
net assets over the District’s pension benefit obligation caused by a change in 
1988 in the actuarial valuation method and an actual rate of tetutn on

investment assets that exceeded the assumed tate. The District’s covered 
payroll for employees participating in the Fund fot the years ended June 30, 
1990 and 1989 was $95,372,000 and $85,746,000, respectively. The 
District’s 1990 and 1989 payroll for all employees was $109,991,000 and 
$95,187,000, respectively. The District, due to a Collective Bargaining 
Agreement, also has a legal obligation to contribute an additional 9% for 
public safety personnel and 7% for miscellaneous covered employees. Em
ployees have no obligation to contribute to the Fund.

Funding -Status and Progress - The “pension benefit obligation’’ is deter
mined for each participating employer by the Fund’s actuary and is a 
standardized disclosure measure that results from applying actuarial assump
tions to estimate the present value of pension benefits, adjusted for the effects 
of projected salary increases and step rate benefits, to be payable in the future 
as a result of employee service to date. The measure is intended to help users 
assess the funding status of the Disttict’s portion of the Fund to which 
contributions are made on a going-concern basis, assess progress made in 
accumulating sufficient assets to pay benefits when due, and make compari
sons among employers. The measure is the actuarial present value of credited 
projected benefits and is independent of the funding method used.

The pension benefit obligation shown below was computed as part of an 
actuarial valuation performed as of June 30,1989, the latest available for the 
Fund. The significant actuarial assumptions used in the 1989 valuation to 
compute the pension benefit obligation were an assumed rate of return on 
investment assets of 8,5%, annual payroll increases of 5.5% attributable to 
inflation and 1.5% attributable to merit or seniority, and no postretirement 
benefit increases.
The funding status applicable to the District’s employee group at June 
30,1989 (the latest available for the Fund) follows (in thousands):

Pension benefit obligation:
Retirees and beneficiaries currently 

receiving benefits and terminated 
employees not yet teceiving benefits 

Current employees:
Accumulated employee contributions 

and'allocated investment earnings 
Employer-financed, vested 
Employer-financed, nonvested

Total pension benefit obligation 
Net assets available for benefits, at cost 

(total market value, $287,822)

Net assets in excess of pension benefit 
obligation

$ 80,733

82.326
28,972

1,534

193,565

245,582

$ 52.017

Actuarially Determined Contributions Required and Contributions

Made - The funding policy of the Fund provides for actuarially determined 
periodic contributions by the District at rates such that sufficient assets will 
be available to pay benefits when due. The Disttict was not required to make 
a contribution to the Fund fot the yeats ended June 30, 1990 and 1989 in 
accordance with the actuarially determined requirements computed as ofj une 
30, 1989 and 1988, respectively. The District’s surplus asset position is being 
offset against the current year’s normal cost contribution. The actuarially 
determined normal cost contribution tate befote reduction for the surplus 
asset amortization was 15.345% (1989, 15.342%) for public safety employees 
and 8.069% (1989, 8.201%) for miscellaneous employees.

The District’s normal cost contribution rate is determined using the entry-age 
normal actuarial cost method, a projected benefit cost method. It takes into 
account those benefits that are expected to be earned in the future as well as 
those already accrued. The Fund would use the same method to amortize any 
unfunded liability.

Significant actuarial assumptions used in the June 30, 1989 valuation to 
compute the actuarially determined contribution requirement are the same as 
those used to compute the pension benefit obligation as described above.

Hisrorical Trend Informarion - Trend information gives an indication of 
the progress made in accumulating sufficient assets to pay benefits when due. 
Ten-year trend information is not yet available.

Fot the District’s portion of the Fund, trend information fot the years ended 
June 30, 1989, 1988, and 1987, follows (dollars in thousands):

1989 !988 1987

Net assets available for benefits.
at cost

$245,582 $214,290 $189,801

Pension benefit obligation $193,565 $171,353 $151,795

Net assets available for benefits as a 
percentage of pension benefit 
obligation 127% 125% 125%

Assets in excess of pension benefit
obligation $ 52.017 $ 42,937 $ 38,006

Annual covered payroll $ 85.746 $ 83,178 $ 79,940
Assets in excess of pension benefit 

obligation as a percentage of annual 
covered payroll 60.7% 51.6% 47.5%

Contributions made in accordance 
with actuarially determined 
requirements as a percentage 
of annual covered payroll 0% 0% 0%

Trend information for 1990 is not yet available.



9. DEFERRED COMPENSATION PLAN
The District offers its employees a deferred compensation plan created in 
accordance with Internal Revenue Code Section 457. The deferred compen
sation plan, available to all officers and employees, permits them to defer a 
portion of their salary' until future years. The deferred compensation is not 
available to employees until retirement, termination, or certain other covered 
events.

As required by IRC Section 457, all amounts of compensation deferred under 
the deferred compensation plan and all income attributable to those amounts, 
remain the property of the District (until paid or made available to the 
participants), subject only to the claims of the District’s general creditors. 
Participants rights under the deferred compensation plan are equal to those 
ofgeneral creditors of the District in an amount equal to the fair market value 
of the deferred account for each participant. The plan administrator has 
invested the deferred amounts in numerous participant-directed, uninsured 
investments.

District Management believes that the District has no liability under the terms 
of the plan for any amounts other than the participants’ account balances.

10. MONEY PURCHASE PENSION PLAN

All District employees, except sworn police officers, participate in the Money 
Purchase Pension Plan which is a supplemental retirement program. In 
January 1981, the District’s employees elected to withdraw from the Federal 
Social Security System (FICA) and established the Money Purchase Pension 
Plan. The District contributes an amount equal to 6.65% of covered 
employee’s annual compensation (up to $29,700 after deducting the first 
$133 paid during each month) up to a maximum annual contribution of 
$1,868. Additionally, the District contributes to each employee’s account 
approximately 1.63% of covered payroll for the savings realized when the 
District de-pooled its Public Employees Retirement Fund (Fund) account. 
This amount was formerly paid to the employee’s Fund account. Each 
employee’s account is available for distribution upon such employee’s ter
mination.

The District’s total expense and funded contribution for this plan for the years 
ended June 30, 1990 and 1989 was $5,927,000 and $5,587,000, respectively. 
Money Purchase Pension Plan assets at June 30,1990 and 1989 (excluded 
from the accompanying financial statements) were $76,878,000 and 
$54,489,000, respectively.

11. LITIGATION AND DISPUTES WITH CONTRACTORS

In June 1990 the District received a claim from the manufacturer of the most 
recently acquired rail transit vehicles which the manufacturer values at $128 
million. The District is currently negotiating a settlement with the manufac
turer and management believes that the ultimate resolution of this claim will

not have a material adverse impact on the financial position or results of 
operations of the District.

In addition, the District is involved in various other lawsuits, claims and 
disputes, which for the most part are normal to the District’s operations. In 
the opinion ot District Management, the costs that might be incurred, if any, 
would not materially affect the District’s financial pcsition o: operations.

SUPPLEMENTAL SCHEDULE OF RECONCILIATION 
OF EXCESS OPERATING REVENUES OVER (UNDER> EXPENSES 
FOR THE YEARS ENDED JUNE 30, 1990 AND 1989 
(In thousands)

The following is a re-ronciliation of excess operating revenues over (under) 
expenses after capital designations and before depreciation:

EXCESS OF EXPENSES 
OVER REVENUE.^:

Operations
CAPITAL DESIGNATIONS 
DEPRECIATION

EXCESS OE CPER7.T1NG REVENUES 
OVER (UNDER) EXPENSES AFTER 
CAPITAL DESIGNATIONS AND 
BEFORE DEPRECIATION

1990 1989

$(29,262) $(24,435)
(15,381) (11,817)
44,634 37,767

$ (9) $ 1,515

Capital designaiions are made by the District annually for capital purposes 
which represent the excess of revenue over expenses before depreciation 
generated by operations.
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ART is in the process of acquiring 70 new cars, including 
20 to be for service on the District’s existing 71.5-mile 
system. These 20 new cars will help to alleviate any 

shortage of cars during the time that the District’s present A and 
B cars are gradually rebuilt during the next few years.

Another 50 new cars will be acquired to provide for increased 
passenger demand on the BART extensions underway in Alameda, 
Contra Costa and San Mateo counties.

All of the new cars will be of the same 
basic configuration as BART’s 
present C-Cars, but they will be 
modified in order to avoid specific 
problems that surfaced after the 
present C-Cars were placed in rev
enue service.

BART expeers to acquire the 70 new 
cars through an innovative leasing 
arrangement that will save the Dis
trict approximately $20 million at 
the time of the transaction. In effect, 
BART will sell the depreciation rights 
in the cars to a company with tax 
liabilities that can be offset by depre
ciation costs. This arrangement not 
only lowers the costs of the cars to 
BART, but spreads over 20 years the 
District’s cash requirements in ac
quiring the cars.

Ihe new BART Cor Engineering and 
Maintenance team is shown here: (Front 
Row, l/R) Morcin McBrnyer, Clerh; Kris 
Hori, Group Manager; Maurice Clapp, Hew 
Vehicle Engineering Manager, (Back Row 
l/R) Dave Johnston, Senior Engineer; R I 
Grimes, Engineer; Chorles Jenkins, 
Supervising Engineer and John LaGuardia, 
Senior Engineer.



M O Y M A N A G E M E N REPORT

ART instituted a monthly management report during 
the year that summarizes District performance as related 
to overall objectives. The new report includes an execu

tive management summary that covers significant events during a 
month, and also identifies problems. Reports from managers 
below the executive level are also included.

These managerial-level reports provide information on specific 
activities as defined, measured and costed during the new budget
making process. In other 
words, the monthly reports 
are geared to tell how the 
District is doing, in terms 
of overall goals and bud
geted resources; what 
problems are being en
countered and how they’re 
being addressed, and what 
remains to be accomplished 
of specific projects.

Recurring problems and 
trends are also identified in 
the monthly report. The 
report concludes with charts 
and graphs that provide, at 
a glance, information on the 
District’s rail operations and 
how those operations telate 
to passenger satisfaction.
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Bim.niw8

the preparation and distribution of the MonHiiy 
Manogement Report has resuited in a new iine of 
communiiotion with aii BART empioyees, keeping 
them advised of new programs and process on those 
in piaie. Shown here pionning the report are (i/R) 
Juiie Vim, BART Boord liaison OHicer, primipoi 
architect of the report; Sherwood Wokemun, BART's 
Generai Counsei; John tiaiey, BART's Deputy Generai 
Manager and Frank Wiison, BART's Generai Manager.

i



NEW GOAL AND PERFORMANCE BUDG H

Bay Area Rapid Transit District - 1991
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The BART Budget is now 
linked to better service. 
Top Managers of the 
Budget Department are 
shown as they discuss 
the new budget 
planning pracess: (l/R) 
Barbara Oden, Budget 
Specialist; Beth Tripp; 
Department Manager, 
Office of Management 
and Budget; Joseph 
Evinger, Manager, 
Operating Budget.

eople tend to think of a budget as a totaling up of expected 
spending and income over a year’s time, a static device by an 
organization’s top management to control spending.

BART instituted a new budget-making process during the year. The 
new process controls spending, of course, but it is more closely linked 
to BART’s overall objectives and to ideas and suggestions from BART 
managers at all levels of the District.

The new budget process is linked directly to BART’s priority goal of 
providing better customer service. As they participate in the new 
process, managers at all levels of the District must ask themselves, 
“Does this activity contribute to better passenger service? Will the 
dollars spent really result in improved passenger satisfaction?”

Under the new process, budgeted activities must be measurable in 
terms of definite results linked to passenger service. The new process 
provides a comprehensive budget that defines the basis costs, depart
ment by department, to meeting BART’s objectives. It also provides 
for new activities, but defines the exact cost of these new initiatives and 
specifies how they are to be measured.

In proposing a new program or procedure, as well as in retaining 
existing activities, BART managers are required to answer the ques
tions, “How much does this activity cost in terms of money and human 
resources?” “How is it linked to the District’s priority objectives?” and 
“How are its results to be measured and evaluated?”

The new budget process not only brings spending strictly in line with 
well defined District objectives, but it also encourages personal initia
tive and responsibility. It encourages managers to perceive tbeir 
departmental ‘domain’ as part of a larger organization committed to 
passenger service. It encourages better communication among all levels 
of BART employees. Finally, it encourages improved personal 
accountability and better measurability of all BART activities.

eet, Goals & Program Highlights



MAXIMIZING EMPLOY E RESOURCES
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ART initiated the first stage of an organizational 
development program aimed at maxing the best 
possible use of its human resources. The overall 

objective of the program is to ensure betrer service to 
passengers.

The new program is ba.3ed on an employee “empowerment” 
concept, the idea that all employees should feel a personal 
responsibility and commitment for the way tloat BART 
operates and that outmoded bureaucratic procedures should 
rot stifle personal initiative or get in the way of providing 
good customer service. The new program will involve 
e,'ery level of the District in an effort to improve overall 
performance in a cohesive and coordinated manner. One 
a;peer of the program focuses on clearly identifying and 
stating the District’s guiding principles, values and gods 
and making sure activities throughout the District are in line 
w;ih those principles, values and goals.

The program emphasizes personal acccountabilit)' for better 
passenger service. It encourages decision making and initiative 
at lower levels of the organization, not jus: at the top. 
Special attention is focused on involving BART employees 
in decision making, problem solving, and team work to 
achieve better customer service. The new prog.-am will require 
two to three years to implement and is prompted b)' BART’s 
recognition that the District will require the best efforts of its 
employees as the system is extended, the present system is 
rehapilitated and the number of passengers continues to increase.
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hether it was to run in the Bay-to-Breakers race, 
watch the Valkyries ride, attend a baseball game, go 
to the fair, hear Nelson Mandela, listen to a rock 

concert or shop for the holidays, BART passengers 
were able to rely on specially scheduled trains and 
buses to cart)' them to and from events throughout 
the year.

Nearly half of the people who headed for the 
Oakland Coliseum on June 30 to hear Mandela,
Deputy President of the African National Congress, 
used BART to get there. Patronage on BART 
that day reached 142,326, a record Saturday.
Music lovers used BART trains to reach the San Francisco 
Opera House to attend performances of Richard Wagner’s 
“Ring” operas. Free shuttle buses whisked BART passengers 
from BART to the Festival at the Lake in Oakland. BART 
provided more special train service and links with buses 
for special events than ever before.
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GENERA MANAGER S MESS A G E

BART WAS READY.. JUID THEN SOME

A year ago I wrote in these pages about the heritage, 
maturity and challenge of BART. I rhapsodized about 
our system and how we must plan, operate and deliver 

on our abilities and our promises..

“We can’t miss a beat,” I wrote.

Ca.Tie 5:04 on the afternoon of October 17, and we didn’t. In fact, 
we picked up a step or two. When the earth shook and buildings 
rattled, BART was there.

The Loma Prieta ’quake tested with unprecedented sevetity the 
facilities, equipment and people who make up the Bay Area Rapid 
Transit District. Within seconds of the devastating temblor, 
transportation throughout the Bay Area came to a virtual halt.

BART, along with all electricity-run transit systems, stopped cold. 
San Francisco went dark. T raffle lights were snuffed out in the midst 
of the normally heavy Tuesday evening commute. Freeway traffic 
was halted while police and emergency crews inspected overpasses 
and superstructures. The Cypress Freeway collapsed, killing scores

ofcommuters and tying up rescue personnel and stra.nded motorists.

And, of course, a portion of the Bay Bridge collapsed, leaving a 
power-star\'ed BART the only link between the nvo economic, 
financial and employment hubs of the north Bay.

Yet by midnight BART trains again began carrying passengers on 
our East Bay tracks. At 2:30, the following morning, BART trains 
were rolling through the Transbay Tube and into a still-darkened 
San Francisco. Full passenger service on all 71.5 miles and 34 
stations of B.4RT had been restored.

To the great credit of the engineers and contractors who built BART 
two decades ago — our heritage — and to the people who make it run 
today our maturity - no passenger or BART employee was injured. 
The tracks, trains and structures that let us carry passengers came 
through in perfect operating order. Only minor damage - cracked 
plaster, tumbled bookshelves and the like — to the tune of $2 million 
was inflicted at some support facilities.

Our response was simply another laurel in the legend that is BART.

How were we able to get up-and-running at full capacity 10 long, 
hectic hours after being jarred by the strongest jolt to hit the area 
since the fabled ’quake of 1906?

People, teamwork and dedication. That’s our answer.

Dedicated people working together as a team conceived, designed 
and built the BART system in the 1960s — and they built it right. 
Dedicated people working together as a team got BART back on 
track in the hours following the quake.

Not only did they get BART back on track, they kept it there for 
more than a month while the San Francisco-Oaklanc Bay Bridge 
was out of service, carrying more than 10 million passengers to their

jobs and homes around the clock. The cay before the bridge 
reopened, we carried 357,135 passengers — a figure far beyond the 
wildest expectations of the system’s original designers. Yet than day 
was only the climax to a month of weekday patronage that 
regularly e.xceeded 350,000. Before the ’quake, we carried an 
average of 218,000 passengers per work day.

Once the bridge was open again, commuters began a gradual return 
to their old, pre-earthquake patterns. Almost. BART retained the 
earned loyalty of nearly 20 percent of the people w'ho switched to 
BART when the bridge was down. Average weekday patronage has 
climbed to 250,000, Saturday patronage is up 21 percent to 
107,500, and Sunday patronage has risen 26.7 percent to 66,400. 
And the numbers are still climbing.

So v/e look back on a year of unprecedented testing of both BART, 
the system, and its people. Both made the grade, handsomely.

But the earthquake and closure of the Bay Bridge were not the only 
tests BART faced during the year. The renewal and expansion of 
BART’s physical properties and the enhanced commitment of our 
employees have also been tested.

These are the tests—the challenges - that signify BART’s future. They 
pose a greater test of our resources and of our spirit than even the 
Loma Prieta earthquake.

Let’s lookat the far limits o.fthose challenges. First, we are expanding 
the BART system in three directions: eastward in Alameda and 
Contra Costa counties, and southward in San Mateo County. 
Second, we are revitalizing the original BART system, including 
passenger cars, stations, and control facilities.

Third, we are in the early stages of working to better channel our 
most valuable resource — the people of BART. We a.re calling for
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greater individud r2sponsibilit)'and focusing our employees’efforts 
more sharply on the sine qua non of our professional existence: 
passenger service.

You will find deta.ls of BART’s physical expansion program else
where in this Annual Report. Briefly, however, the bottom line is 
this: the basic programs are well underway and are solidly backed by 
the public. In June, the voters approved a trio of important ttans- 
portation ballot measures that will provide a major portion of the 
funds we need to rr:eet the comm u ting public’s increasi ng demands.

But while we are expanding, we are also “rehabilitating” BART. My 
Webster’s defines “rehabilitation” as “restoring to good health or 
good operation.” BART is not sick and it is far from being in poor 
form. But a thorough teview of our equipment and facilities shows 
that the original system, parts of which are 20 or more years old, 
need to be restored or replaced. Breakdowns have increased one- 
third in the past decade. Futtherdetetioration will mean slowet, less 
reliable and more costly service — and disgruntled patrons.

We have targeted the otiginal fleet of439 passenger cars, power and 
mechanical facilities, tracks, structures and stations, train control 
and fare collection equipment, communication systems, destina
tion signs, shops, towers and shop equipment.

Meanwhile, we have also embarked on a wholesale revision of our 
internal organization. Our objectives are twofold: to improve the 
efficiency of top management’s decisions and the way they are 
followed through, and to encoutage greater personal initiative and 
responsibility among all BART employees in carrying out the 
District’s goals. A quintessential key to this revision is better 
internal communications - not just from the top-down, but from 
the bottom up.

Patt of this “organizational rehabilitation” is our new budgeting 
procedures. Budgets now link department spending to goals and 
projects. This reform alone gives managers at all levels increased 
responsibilities and added tewards.

But our priority is still our passengers. A1 of the changes underway

at BART are geared to them.

Before the dawn of the millennium — less than a decade away — most 
of out presently planned extensions should be in place, or nearly so, 
our physical rehabilitation program should be complete, and our 
organizational rehabilitation will have produced the finest corps of 
dedicated, motivated, empowered public transit employees in the 
world.

Our heritage is secure. Our maturity has been tested. Our challenge 
is clear: to harness our human and.physical resources to improve our 
existing service delivery, and to provide, across the breadth of out 
expanded system, the best possible service to out future passengers.

When the earth moved, wemetthechallenge. We were ready ...and 
then some. We face the challenges of the future with the same vigor.

rar« J.FraMj. Wilson
General Manager, BART
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System Information
Total number of automobile
parking spaces at BART Stations: 26.422
(10% of these parking spaces
.for mid-day parking)

Line Mltest
A Line—(Fremont to Lake Merritt) 23 Mites 
M Line—(Daly City to

Oakland West) 15 Miles
R Line—(Richmond to

MacArthur) 12 Miles
C Line—(Downtown Oakland to

Concord) 21.5 Miles
Total Miles 71.5 Miles

tAII miles are calculated from the Oakland WYE

c;^
i-'- -I ■ '- *'

r.__ _ _'/DALy CITY "^==1

■ ■■■■■■■■ B';‘...t Express Bus

• Parking
0 Preferential Carpool Parking 

BART Rail System

BART First Phase Extensions Inside District 
I ■ I BART First Phase Extensions Outside District 
' • # BART Suuuiid & Third Phase Extensions Inside District

Irvington

■CTWarm Springs

■ Extensions outside the District 
are subject to a satisfactory 
cost-sharing arrangement.

A Planned Muni Metro Turnaround 
and Extension.

Milpitas Ic>
Ixi

March 1,1989

©iPiMiniM© mrnBi)

TOTAL
$217,008 100.00%

TOTAL
$217,008 100.00%

SOURCE OF FUNDS (iiri hon.-iands)
H Transaction & Use Sales Tax

___  S*;i.512 42.17%□ Fares
S99.528 45.86%SB Property Tax
$9,782 4.51%I Other
$16,186 7.46%
• Investmenc Income and

Other Operating Revenues 
$7,120 3.28%

• Construction Funds
$8,644 3.98%

• Regional Financial Assistance
.$413 0.19%

• Decrease in Working Capital’
$9 0.01%

HOW FUNDS WERE 
APPLIED (In Thousands)

II Maintenance
___  S79.186 36.49%

I__ I Transportation
___ $65,033 29.97%

I__ I General Administration
$40,075 18.47%

H Police Services 
$11,011 5.07%I Other
$21,703 10.00%
• Capital Designations

$15,381 7.09%
• Construction & Engineering

$6,322 2.91%

* Funded excess of expcn.ses over revenues

..i-:

CAiPn'fifc’lFPME)

TOTAL
$129,278 100.00%

TOTAL
$129,278 100.00%

SOURCE OF FUNDS (In'Chousands)

District
$82,343 63.70%

Federal
$26,841 20.76%

State
$19,230 14.87%

Local
$864 .67%

EXPENDITURES (in 'I'liousands)
13Z] Construction:

• Line
$50,075 38.73%

• Systemwide
$4,121 3.19%

• Support Facilities
$5,145 3-98%

I I Equipment:

• Train Control
$2,861 2.21%

• Communications
$436 .34%

• Transit Vehicles
$60,202 46.57%

• Auiomic Fare Collection
$450 .35%

• Management Information
$1,142 .88%

• Support Vehicles
$645 .50%

• Other Equipment
SI.8N 1.40%

I I Studies and Other

$2,390 1.85%
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t four minutes after five o’clock on the afieriiooii of 
Tuesday, October 17, 1989, an earthquake tolled 
along the San Andreas Fault in Northern California.

It was centered near Santa Cruz, south of the San Francisco Bay 
Area, but it caused death and destruction for more than 200 miles 
and disrupted the usual daily pattern of life for million.-, of oeople.

The quake was measured at 7.1 on the Richter Scale, the strongest 
temblor to hit Northern California since 1906, when a quake 
estimated at 8.0 struck along the same fault, and combined with 
fire, destroyed a large portion of San Francisco and cau.sed 
widespread damage north and south of the city.

The 1989 earthquake, and its immediate aftershocks, collapsed 
at'd weakened buildings, homes and freeways. It cau.sed a portion 
of the uppet westbound level of the Oakland-San Ftancisco Bay 
Bridge to tear loose from its pinnings and collapse on tc the lowet 
level.

The 1989 quake struck at the peak commute hour. Thousands of 
people were in the process of heading home for the day. Some were 
already in their cars, on buses, or on BART trains, while others were 
getting ready to leave their offices. At Candlestick Park in southeast 
San Francisco more than 40,000 people were w-aiting fcr the first 
piteh of Game Tnree of the World Series between the San Francisco 
Giants and the Oakland Athletics.

At 3ART headqt^arters in Oakland, most employees had iust left the 
building a moment or two before the earthquake struck, out many 
BART departmental managers and .senior officials w'erest II in their 
offices. When the rumbling and rolling stopped, and after they 
determined that those around them w'ere not hurt, their first 
thought was to reach B.ART’s Central Control, the ners'e center of the
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District’s 71.5-mile system of track, trains and stations, and to 
find out if the system was still running, what damage had been 
sustained throughout the system, and what they could do to help.

Although copies of BART’s long-established Emergency Plan 
were available for consultation it seemed in those first few minutes 
after the rumbling and rolling stopped, the printed BART plan 
was almost superfluous. People seemed to have it in their head 
without glancing at it as they went about the business of determin
ing what had happened and figuring out what to do about it.

II
i-
I

Tbe first order of business was to determine if any BART passen
gers or employees had been killed or injured as a result of the 
earthquake and to make ccnrsct with all trains on the line and with 
all stations.

Radio communication with a f;w train operators out on the line 
was weak and sporadic, but telephone communication was intact 
throughout the system. x^,_l train operators were ordered to 
proceed to the nearest station, if possible, and to direct their 
passengers to lea''e the train and the station.

Two trains were in the 3 t-mil.; Transbay Tube, linking San 
Francisco and Oakland, whetT the earthquake struck, one headed 
west, the other east. The eastbound train, with ten cars and more 
than 1,000 commuters, wa.s approaching the east end of the T ube. 
Although the train operator felt a “dip” at the moment of the 
quake, he did net realize an earthquake had taken place. The train 
proceeded to the West Oaldand Station, where passengers disem

barked. This same train was used less than three hours later by 
BART officials to proceed westward into the Tube to check for 
damage and reach the Embarcadero Station in San Francisco.

The westbound train, which was near the middle of the Tube 
when the earthquake struck, proceeded in “road manual” slowly 
to the Embarcadero Station. There, in complete darkness, except 
for the flashlights of BART train and station personnel, passengers 
left the train and the station.

Traction power to the tracks and some auxiliary station 
lighting in San Francisco was cut off by damage to a sub-station 
that supplied electricity to BART’s West Bay facilities. Ttaction 
and station lightingpower was gradually restored during the night 
on the west side of the Bay. Most of San Francisco itself was 
without electrical power during the first several hours after the 
earthquake, addingameasureofeonfusion, anxiety and discomfort, 
but full power was gradually restored to most parts of the city 
during the late-night and early-morning hours.

Meanwhile, from BART headquarters in Oakland, teams of 
BART engineers and officials fanned out to check the system. 
Reports of widespread destruction reached Central Control, but 
they proved to be completely unfounded as BART officials 
inspected each mile of track and ever)'station and structure. Some 
of the preliminary inspection was carried out by helicopter.

As the evening progressed, it became obvious to officials 
at Central Control that the earthquake had not caused any 
injuries or deaths to BART passengers or personnel and that the 
system was intact. A lack of electricity throughout the San 
Francisco portion of the system remained a problem until early 
Wednesday morning.



BART employees worked throughout the night to make sure that 
the system was undamaged, to help restore power to the West Bay 
anc to return to regular passenger ser\'ice as soon as possible. 
Passenger trains resumed service in the East Bay, at least or: a 
limited-tchedule basis, within four hours of the quake.

In a~ leas: one instance, at the Daly City Station, BART passengers 
were not directed to leave BART cars and the station. BART- 
bound baseball fans, who teached the Daly City Station by bus 
following the cancellation of the World Series game, were allowed 
to wait in the station or in the cats that had been positioned at Daly 
City to catty them home after the game. The cars w:re lighted 
and aeated.

If the Bay Bridge had not been damaged, the story of BART and

rhe 1989 earthquake would more or less have ended on October 
18, as regular weekday sendee was restored throughout the sysrem.

That closure, however, drastic, sudden and unexpected, created a 
new set ol circumstances and propelled BART nto a r.ew phase of 
the stoty of the earthquake of 1989. The new phase had far- 
reaching consequences, not only for BART, but for the entire 
public transportation picture in the Bay Area.

On an average weekday before the eatthquake, approximately 
343,000 “people trips” were made across rhe Bay Bridge in both 
directions, including occupants of cars, trucks and buses. BART’s 
average weekday transbay patronage was approximately 102,000.

With the Bay Btidge closed, how were the commuters who 
customarily used the bridge going to get to and from work? The 

bridge commuters represented the majorir/oftransbay 
commuters.

As soon as BART officials confirmed that the Bay 
Bridge was damaged and could not carry its usual 
load of commuter traffic, they began to make plans 
to take up the slack. How many bridge commuters 
would switch to BART?

Nobody could say for sure, but BART officials 
decided that BART had to be ready to carry' as nrany 
passengers as the BART system could sustain. It was 
a matter of “pulling out all the stops.” BART would 
have to be ready for whatever passenger load devel
oped ar.d to sustain that readiness for as long as the 
bridge was out.

Fortunately for BART, rhe full weekday commiirer 
demand did not develop until Monday, October 23,

1

nearly a week after the earthquake. Many people simply stayed at 
home during the first few days after the quake and did not attemo: 
to resume “business as usual" until the following Monday.

By that time, BART was ready for rhem. Even though it was 
impossible for BART to calculate exactly how many new passen
gers could be expecied to ride BART irains, it was certain.y 
obvious that there would be thousands or them.

BART officials had to ask themselves: How many additional 
passenger cars would be needed in weekday service? Can 
addiriona! trains be scheduled? Will it h; possible tn keep the 
cars maintainec at the customary' level or safety and efficiency? 
Can the existing ticket facilities at stations accemmodate 
thousands of new passengers? How many additional personnel 
would be required? How can the demand for additional parking 
spaces be met? How can the public best be informed abou: 
additional service, parking locations and connections with other 
transit agencies?

These questions are a mere sample of the ores that BART officials 
had to ask and answer in the first three day; following thie quake. 
The resources of the entire District, its people and ecuipment, 
were mobilized.

At the end of Monday, Cktober 23, it was e'ident that BART was 
going to be busy. The day’s passenger total was 290,060, 
compared with a pre-quake typical figure of 218,286 and the



Transbay Tube total was 180,775, compared to a typical weekday 
total ot 102,152. And that was just the beginning. By the end of 
the week, on Friday, October 27, the day’s passenger total was 
329,276, with 207,170 through the Transbay Tube. The total 
passenger count lor five weekdays from October 23 through 
October 27 was 1,580,325, nearly a million of them through the 
Tube. On October 23, BART inaugurated 24-hour serv'ice and 
continued it through November 30.

Patronage on the weekends also increased. On Saturday, October 
28, the number of passengers totaled 159,129, compared to a pre
quake average of 92,610; the next day patronage totaled 97,749, 
compared with an average Sunday figure of 52,075.

Between Monday, October 30 and Friday, November 3, 
weekday patronage totaled 1,703,000, including 352,696 on 
November 3. During the first 15 weekdays beginning on October 
23, daily patronage averaged 330,812. Within a week transbay 
patronage was running more than 200,000 every weekday.

The highest weekday total was reached on Thursday, November 
16, with 357,135 passenger trips. The previous day, the 
highest Transbay figure was reached with 229,480. By November 
16, the daily average weekday passenger trips reached 347,008.

Not only did the number of passengers far exceed the amount 
that BART had carried before the earthquake, but it 
exceeded the maximum amount of passengers that BART 
planners had envisaged 25 years earlier.

BART had derhonstrated that the system could handle 
unprecedented passenger demand day after day and that BART’s 
people could cope with this demand.

Project Open Hand, a San Francisco based organization that 
provides meals for people in need, used BART to get meals to 
recipients in the East Bay following the closure of the Bay Bridge. 
The organization turned out 7,000 meals a day for earthquake 
victims.

What would happen on November 20, the first Monday after the Bay 
Bridge was reopened, and in the following days? How many 
commuters would stick with BART?

The effort shows. Weekday patronage is up to an average of 
more than a quarter-million riders per day, compared to about 
218,000 a day in the weeks before the quake. Roughly 20 percent of 
the new riders who switched to BART last year because the

. 'I
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Bay Bridge was closed have stuck with BART.

The number of passengers who chose to continue to ride BART, 
however, is only one measure of the impact and important 
consequences of the role that BART played immediately 
following the earthquake. Thousands of Bay Area residents, 
including many public officials, came to have a new or 
heightened awareness of BART’s capabilities and the role that 
BART does play, can play and could play in the region’s 
transportation scene. This awareness was highlighted by 
local and national media plaudits and by Congressional 
recognition.

This awareness certainly was a factor in the widespread public 
support in June 1990, for additional taxes to ensure the financing 
of adequately equipping BART extensions.

Another consequence of the role that BART played following the 
closure of the Bay Bridge v/as the increased cooperation and 
coordination among BART and other transit agencies within 
BART’s service area. By re-routing and re-scheduling bus service, 
other transit agencies, especially in the East Bay, provided an 
unprecedented level of coordinated transit service for their 
passengers.

4
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^ he District continued to make progress on its four 
Phase I extensions in Alameda, Contra Costa and San 
Mateo counties. When all of these extensions are 

completed by the turn of the century', they will add 33 miles and 
ten stations to the BART system.

Particularly significant w.as the final agreement between BAFLT 
and tbe San Mateo Transic District (SamTrans), signed on March 
1, 1990, which calls for BART to receive 5200 million from 

SamT rans and for BART to build an extension from Daly 
City to the San Francisco International Airport. An 
initial payment of 510 million was made to BART on the 
cay the final agree.ment was signed.

An additional $9C million will be paid by SamTrans to 
HART when consr.-uction begins on the Colma portion 
o: the extension in 1991. Another $90 million will be 
paid to BART whe,n construction begins on the extension 
from Colma to the airport, scheduled for 1994. The final 
$10 million will be paid to BART when the project is 
completed. These payments totaling $200 million will 
be used by BART to finance the extensions in Alameda 
and Contra Costa counties. The agreement also calls for 
SamTrans to pay 2$ percent of the construction costs of 
the Colma Station and the line to the airport v/ith the 
remaining cost expected to be made up from state and 
federal funding sources.

The final Environmental Imp ict Report (EIR) for the Colma link 
was nearing completion at the end of the fiscal year fcr submission 
:o the Boarcs of Directors of BART and SamTrans. Preliminary 
engineering, which had been held up pending the final agreement,



Itp Ii**-fi«w
..I*--- “

•l-1 *55-ru

went forward after March 1 and was approximately 15 percent 
complete at the end of June. Construction on the Colma portion 
of this extension is scheduled to begin by the middle of 1991 and 
to be completed by the end of 1995.

By the end of the 1990 fiscal year, BART had completed and 
received public comment on the final EIR for t.ie Dublin/ 
Pleasanton extension. Preliminary engineering was corr.pleted in 
March and final design began in April. Construction on the 
Dublin/Pleasanton extension is scheduled to begin by the fall of 
1991 and to be completed by the fall of 1995.

A public meeting on the Warm Springs extension was held in 
October, 19S9, prior to tbe preparation of a draft EIR on the 
project. In May the draft EIR was completed and circulated for 
public comment. A public hearing on that draft report was. held 
in June. Meanwhile, preliminary engineering on the Warm 
Springs project was completed and final design engineering was 
underway at the close of the fiscal year.

Construction on the Warm Springs extension is scneduled to

begin by the fall of 1993 and to be completed by the spring 
ofl99S.

The Metropolitan Transportation Commission, the Santa Clara 
Counr/ Transit District and BART began the preparation of an 
alignment study for a possible future extension of BART from the 
Warm Springs district ofFremont to Milpitas, San Jose and Santa 
Clara. This detailed study should result in the selection of a 
preferred alternative for future project development.

Preliminary engineering for the Concord to North Concord phase 
of the Pittsburg/Antioch extension was nearing completion at the 
end of June. Final design is scheduled to begin by October 1990. 
Preliminarv design work for the North Concord to Wes t Pittsburg 
phase of this extension was delayed as a result of additional 
environmental impact studies being carried out by Contra Costa 
County fot the Bailey Road Interchange and the Willow Pass 
Road lowering projects. However, portions of final design work 
for this phase of the extension will be completed to the maximum 
extent possible.

[I^DDou'
Voters throughout California approved three ballot measures 
on June 5 that will benefit BART over the next ten years. 
The measures specifically direct funds to BART extension projects.

Proposition 111 enacted a statewide “traffic congestion 
relief program” and updated government spending limits 
to help meet the needs of the state’s growing population.

The money under the provisions of Proposition 111 
will come from increased truck weight fees and a five-cent 
per gallon increase in the gasoline tax (effective August 1, 
1990) and an additional one-cent gas tax increase on 
January 1 of each of the following four years. A portion of the 
funds generated by Proposition 111 will be available for 
BART projects, but that amount is yet to be determined.

Proposition 108 authorized the state to sell $1 billion in 
general obligation bonds to construct passenger 
rail facilities, including urban rail, commuter rail and intercity rail.

Proposition 116 authorized a $1.99 billion bond issue 
for rail projects throughout the state. Of the total, 
approximately $108 million could be earmarked for 
BART under Proposition 116, but the allocation of 
funds under both Propositions 108 and 116 are subject to 
approval by the transit authorities in Alameda, 
Contra Costa and San Mateo counties, in accordance with the 
regional plan of the Metropolitan Transportation Commission 
(MTC).
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ollowing a th<Droug^ review during the year of all 
BART facilities and equipment, BA JIT formulated a 
ten-year rehabilitation progtam to refurbish 

the entire system.

The program will cost an estimated $500 million and is aimed at 
restoring and rehabilitating all major systems and cotnpenents of 

the Districts “A” and “B” passenger cars, as well as all 
station facilities, track and maintenance structures and 
equipment. In short, the progtam will virtually restore 
BART’s system to its original condition of 20 years ago.

The rehabilitation program is a natural outgrowth of a 
broad review of the District’s fecilities undertaken early 
in the fiscal year 1990. The new rehabilitation program 
consolidated several individual refurbishing projects 
then underway into a broader more comprehensive 
program to embrace the entire Distri-n: ar.d all of its 
facilities and equipment.

Rehabilitating the District’s 4b9 A and B cars will cost 
an estimated $319 million and will entail the replacement or 
refurbishing of brakes, undercar wiring, air conditioning, side 
doors, seats, carpets, seals a,nd mounts, coupler assemblies, foam 
panels and electrical components, roofs and .Vear cabs and roofe.

BART’s s.iops in Richmond, Concord, Oakland and Hayward 
will be overhauled and upgraded. Rnofe will be replaced; 
turntables train-washers, ladies and cranes will be rehabilitated, 
anc interiors and exteriors will be repainted- Cost of the shcqi and 
yard work is estimated to be $32.5 million.

. 7
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Other projects include the improvements of train, yard, mainte
nance and police radio communication systems; replacement of 
train destination signs; refurbishing and replacing fare 
collection machines; replacement of train control ele
ments for train dispatching; replacement of track fix
tures and various rails; and refurbishing power and 
mechanical facilities, including escalators and air con
ditioning equipment.

Delays, noise on the trains and the need for more labor- 
intensive repairs to keep the cars available for passenger 
service can all be traced to the gradually aging equip
ment. The doors on a typical car, for example, open and 
shut about 500 times a day. Those doors have opened 
and shut nearly three million times since the car was originally put 
into service. About 30 percent of all train delays on BART are due 
to door malfunctions.

The average BART car, logging about 54,000 miles a year in 
passenger service, has traveled almost one million miles since it 
was placed in service.

BART expects to pay for the $500 million rehabilitation program 
from a variety of sources, including capital outlays by BART itself 
and from state, regional and federal entities.
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FY 1990
Rail Rldership
Annual passenger trips 70,549,547
Average weekday trips 241,525
Average trip length 12.6 miles
Annual p.assenger miles 891,228,943
Patron trip on-time perfotmance (%) 94.5%
System utilization ratio (passenger

miles to available seat miles) 30.7%
End-of-period ratios: =

Peak patronage ( 47.6%
Offpeak patronage ^ 52.4%

BART’s estimated share of peak period ' > 
transbay trips—cars, trains & buses (a) 50.0%.

i j

1989 i

..'66.457.004 
' ! 207,231 . 
. l'2.5 miles 

757,225,230. 
?■; 95.3% 

■'IS. ' - '.

■. i ' .317%
/ .u ■■ ■
^ . r; ' 48:9%

; 51.1%;

Operations
Annual revenue car miles 40,327,962
Unscheduled train removals—average ‘

per revenue day 1 2,2. :
Transit car availability to

revenue car fleet (b) ' 82.5% '.
Passenger accidents reported per 

: million passenger trips 13.56 ■
Patron-related crimes reported per

million passenger trips ■ ' 41.18. ,-
I ■Financial

Net passenger revenues $ 99,528,000
Other operating revenues $ 7,120,000
Total operating revenues $106,648,000
Net operating expenses 

1 (excluding depreciation)
Farebox ratio (net passenger

revenues to net operating expenses) 51.6%
Operating ratio (total operating 
: revenues to net operating expenses) 55.3%-

. Net rail passenger revenue per ;
,1 passenger mile ll.lC
Rail operating cost per passenger mile 20.0C .
Net aver.age rail passenger fare (c) $1.40

7-
V, 39.2% ;
4- '5 ■■■ 4.

' - 4-
7:94

I. :.
33(195.099

.. ^ ,^81.7% ■

.. ..H 12-64- 
■ 1- f ■■ 1

' 4 32.92 J.

$ 83.192.000 
,$ 6,421,000 
$ 89’,613,000

$192,983,000 .$171,2)6,000

.. 3 A7^8.3%

52:0%

2
r-

ll.OC
•i20.8«

PERFORMANC -1, G H L I G

41.38

^ ■'

NOTES General note: Dote represents annual overages unless otherwise noted, 
(a) Based on MTC Post-Enrthquoke Commute Survey (March 1990)
(h) At 8 n.m. each day (c) Includes BART/MUNI fast Pass

,ART patronage for the fiscal year 1990 totaled 
70,549,547, an increase of 10,092,543 over fiscal yea.- 
1989 and the highest patronage fig'are in the District’;, 

history. The record total reflects, ofcourse, the unprecedented use 
of BART following the closure of the Oakland-San Francisco Bay 
Bridge on October 17, 1989.

The District estimated share of peak period transbay traffic during 
FYI99O, including cars, buses and trains, reached 50 percent, 
based on surveys taken during the year by the Metropolitan 
T ransportation Commission. BART’s estimated share of transbay 
commute traFic was 39.2 percent for FY1989. The 1990 figure 
reflects the fact that, during the month that the Bay Bridge was out 
cf service, average weekday commute patronage on BART regu
larly exceeded 350,000.

Net passenger revenues reached $99,528,000 for FY1990, an 
increase of $ 16,336,000 over the FY1989 figure of $83,192,000. 
Total operating revenues, including more than $7,120,000 in 
interest income, advertising in trains and stations and other 
irxome, were $ 106,648,000, an increase of $ 17,035,000 from the 
previous fiscal year.

BART funded 51.6 percent of its net operating expenses which 
amounted to $192,983,000 (excluding depreciation) for FYl 990 
from net passenger revenues. This farebox ratio amounted to 48.3 
percent the pre'/ious year.

BART’s operating tatio, which relates total operating revenues to 
net operating expenses amounted to 55.3 percent fcr FYl990, 
compared with 52 percent for the previous year. The District’s 
objective is to fund no less than one-half of its net rai. operauing 
expenses from operating revenues.

Net rail passenger revenue per passenger mile for FY1990 was 11.1 
cents, compared to 11 cents for the previous year. Rail operating

cost.5 per passenger mile for FYl 990 was 20 cen:s, compared with 
20.8 cents for the previous year.

Weekday passenger trips averaged 241,525 for FY 1990, compared 
with 207,231 for FY1989. On November 16, 1989, passenger 
trips throughout the system reached a record peak of 357,135. 
Average weekday ridership for the fourth quarter of FYl 990 was 
244,268 trips, 14.2 percent above the same quarter for FY1989. 
Total trips on BART for t.he fourth quarter of FY1990 amounted 
to 18,081,579, 15.2 percent above the same quarter the year 
before. These quarterly figures indicate a marked “permanent” 
increase in BART ridership during the year, notwithstanding the 
extraordinary increase in patronage that took p.ace temporar ly 
following the closure of the Bay Bridge.

Annual passenger miles reached 891,228,943 for FY1990, an 
increase of 134,003,713 o'/er the previous year.

In addition to funds derived from passenger fares, interest income 
and advertising, BART received $106.1 million in revenue from 
75 percent of the one half cent transit sales tax in the three BART 
counties, $.4 million in local funds and $9.8 million in property 
tax available for operations

Of the $106.1 million derived from the sales tax. $14.6 million 
was allocated to debt service.and $91.5 million was made available 
for operations.

BART Directors again reduced the property tax rate on the levy fo.r 
repayment of the principal and interest of $792 million in general 
obligation bonds approved by voters in 1962 for construction or 
the system. Directors set a tax rate of 3.19 cents pen $ 100 assessed 
value, down from 3.72 cents for the previous fiscal year. The 
property tax generated revenues of $48.1 million from property 
owners in Alameda, Contra Costa and San Francisco counties, the 
three counties making up the District.



H N A N C A L, A E M E N
INDEPENDENT AUDITORS' REPORT □ The BoardofDitectorsofSan Francisco BayAreaRapidTransiiDiscrict:

e have audited the accompanying balance sheets of 
San Francisco Bay Area Rapid Transit District (the 

V V District) as of June 30, 1990 and 1989, and the 
related statements of operations, capital and changes in financial 
position for the years then ended. These financial statements and 
the supplemental schedule discussed below are the responsibility 
of the District’s management. Our responsibility is to express an 
opinion on these financial statements based on our audits.

We conducted our audits in accordance with generally accepted 
auditing standards. Those standards require that we plan and 
perform the audit to obtain reasonable assurance about whether 
the financial statements are free of material misstatement. An

audit includes examining, on a test basis, evidence supporting the 
amounts and disclosures in the financial statements. An audit also 
includes assessing the accounting ptinciples used and significant 
estimates made by management, as well as evaluating the overall 
financial statement presentation. We believe that our audits 
provide a reasonable basis for our opinion.

In our opinion, such financial statements present fairly, in all 
material respects, the financial position of San Francisco Bay Area 
Rapid Transit District at June 30,1990 and 1989, and the results 
of its operations and the changes in its financial position for the 
years then ended in conformity with generally accepted account
ing principles.

Our audits were made for the purpose of forming an opinion on 
the basic financial statements taken as a whole. The supplemental 
schedule of reconciliation of excess operating revenues over 
(under) expenses is presented for purposes of additional analysis 
and is not a required part of the basic financial statements. Such 
supplemental schedule has been subjected to the auditing proce
dures applied in our audits of the basic financial statements and, 
in our opinion, is fairly stated in all material respects when 
considered in relation to the basic financial statements taken as a 
whole.

Deloitte & Touche 
Oakland, California

Grant & Smith 
September 7, 1990

BALANCE SHEETS,
JUNE 30, 1990 AND 1989 (In thousands)

ASSETS 1990

CURRENT ASSETS:
Cash and investments (Note 3) $ 274,035
Deposits held by trustee (Note 3) 24,551
Notes and othet receivables 23,925
Materials and supplies - at average cost 15,884

Total Cutrent assets 338,395

DEFERRED COMPENSATION PLAN
INVESTMENTS (Notes 3 and 9) 55,558

INVESTMENTS RESTRICTED FOR
BOARD DESIGNATED PURPOSES (Note 3) 20,586

FACILITIES, PROPERTY'AND
EQUIPMENT - At cost, less accumulated depreciation (Note 4) 1,741,570

TOTAL ASSETS $2,156,109

1989

% 304,544 
24,332 
16,483 
14,623

359,982

47,855

25,270

1,670,319

$2,103,426

LIABILITIES AND CAPITAL

CURRENT LIABILITIES:
Current portion of long-term debt (Note 5) 
Payroll and othet liabilities 
Self-insurance liablities 
Unearned passenger revenue

Total current liabilities

DEFERRED COMPENSATION (Note 9) 
LONG-TERM DEBT (Note 5)

CAPITAL:
Gtants and contributions, net 
Accumulated net revenues

Total Capital

TOTAL LIABLILITES AND CAPITAL 

See notes to financial statements.

1990 1989 ■

$ 36,290
51,912 
10,946 
2,070

101,218

55,558

460,775

775,555
763,003

1,538,558

$2,156,109

$ 42,585
64,824 

7,669 
1,832

116,910

47,855

497,065

746,535
695,061

1,441,596

$2,103,426



STATEMENTS OF OPERATIONS
FOR THE YEARS ENDEDJUNE30, 1990 AND 1989 ( In thousands)

1990 1989

OPERATIONS

OPERATING REVENUES:

CONSTRUCTION 

(Note 2>

DEBT
SERVICE

COMBINED
TOTAL OPERATIONS CONSTRUCTION

)Note 2)

DEBT
SERVICE

COMBINED
TOTAL

Fares $ 99,528 $ 99,528 $ 83,192 S 83,192
Ocher (including investment incorr.e) 7,120 7,120 6,421 6,421

Tc>tal operating revenues 106,648 106,648 89,613 89,613

OPERATING EXPENSES:
Transportation 65,035 65,033 61,656 61,656
Maintenance 79,186 79,186 71,598 71,598
Police ser/ices 11,011 11,011 9,801 9,801
Construction and engineering 6,322 6,322 6,722 6,722
Genera, and administrati'-e 40,075 40,075 31,772 31,7^2
Deprec.ation 44,634 44,634 37,767 37,767

Total operating expenses 246,261 246,261 219,316 219,316
Les.- capitalized costs (8,644) (8,644) (9,333) (9,333)

Net operating expenses 237,617 237,617 209,983 209,983

OPERATING LOSS (130,969) (130,969) (120,370) (120,370)

OTHER REVENUES (EXPENSES):
Transactions and use tax 91,512 S 14,552 106,064 86,120 $14,494 100,614
Property tax 9,782 51,671 61,453 9,083 54,955 64,078
State financial assistance 362 362
Local financial assistance 413 413 370 370
Sale of tax benefits $14,244 14,244 $ 3,077 3,071’
Other investment income 20,176 2,144 22,320 22,471 2.380 24,851
Interest expense (17,926) (27,926) ■25,683) (25.683)
Other - re: (34) (34) (4l) (41)

Total other revenues 101,707 34,420 40,407 176,534 95,935 25,548 46,145 167,626

EXCESS OF REVENUES OVER
(UNDER) EXPENSES $ (29,262) $34,420 $40,407 $ 45,565 $ (24,435) $25,5e8 $46,145 S 47,258

See notes tc financial statements.



STATEMENTS OF CAPITAL
FOR THE YEARS ENDED JUNE 30, 1990 AND 1989 {In thousands)

STATEMENTS OF CHANGES IN FINANCIAL POSITION
FOR THE YEARS ENDED JUNE 30, 1990 AND 1989 ( In thousands)

BALANCES, JUNE 30, 1988

EXCESS OF REVENUES OVER 
EXPENSES

OTHER ADDITIONS (DEDUCTIONS): 
Grants and contributions 
Depreciation and retirements 
of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1989

EXCESS OF REVENUES OVER EXPENSES

OTHER ADDITIONS (DEDUCTIONS):
Grants and contributions
Depreciation and retirements 
of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1990

GRANTS AND 
CONTRIBUTIONS

$680,072

81,750

ACCUMULATED 
NET REVENUES

$632,516

47,258

(15,287) 15,287

746,535

51,397

(22,377)

695,061

45,565

22,377

$775,555 $763,003

TOTAL

$1,312,588

47,258

81,750

1,441,596

45,565

51,397

$1,538,558

OPERATING ACTIVITIES:
Excess of revenues over expenses 
Adjustments to reconcile excess of revenues over 

expenses to net cash provided by operating activities: 
Depreciation
Capitalized interest income (expense)
Net effect of changes in:

Deferred compensation plan liabilities 
Notes and other receivables 
Materials and supplies 
Payroll and other liabilities 
Self-insurance liabilities 
Unearned passenger revenue

Net cash provided by operating activities

INVESTMENT ACTIVITIES:
Expenditures for facilities, property and equipment 
Proceeds from sale of investments 
Purchase of investments

Total cash used by investment activities

FINANCING ACTIVITIES:
Repayments of long-term debt 
Capital grant contributions received

Total cash provided by financing activities

CASH AND INVESTMENTS (Note 3):
Net increase (decrease) for'year 
Beginning of year

End of year

1990 1989

$ 45,565 $ 47,258

44,634 37,767
2,040 (4,052)

7,703 10,361
(1,388) (1,092)
(1,261) 453
(4,845) 4,108
3,277 1,356

238 212
95,963 96,371

(126,924) (116,393)
432,152 308,335

(432,152) (308,335)

(126,924) (116,393)

(42,585) (38,880)
45,343 75,498

2,758 36,618

(28,203) 16,596
398,388 381,792

$370,185 $398,388

See notes to financial statements.



NOTES TO FINANCIAL STATEMENTS

1. ORGANIZATION AND BASIS OF PRESENTATION

Description of Reportinj? Enriry - San Francisco Bay Area Rapid Transit 
Disttict (the District) is a public agency cteated by the legislature of the State 
of California in 1957 and regulated by the San Francisco Bay Area Rapid 
Transit District Act, as amended, and subject to ttansit disttict law as codified 
in the California Public Utilities Code. The disbutsement of all funds 
received by the Disttict is controlled by statutes and by provisions of various 
grant contracts entered into with federal, state and local agencies.

Fot financial repotting purposes, the Disttict’s financial statements include all 
financial activities that are controlled by or dependent upon actions taken by 
the District’s Board of Directors.

Basis of Accounting - The accrual basis of accounting is used by the District. 
Undet this method revenues are recorded when earned and expenses are 
recorded when the related liability is incurred.

2. SIGNIFICANT ACCOUNTING POLICIES

Investments are stated at cost or amortized cost, except fot investments of the 
deferred compensation plan which ate stated at current (market) value. As a 
matter of policy, the District holds investments until their maturity.

Deposits held by ttusree. consisting of cash and investments, are held by 
trustee banks in accordance with the District's vatious bond indentures and 
for general debt service requitements. Deposits are stated at cost.

Facilities, property and equipment are stated at cost and depreciated using 
the straight-line method over the estimated useful lives of the assets. Depre
ciation of assets acquited with District funds is distinguished from deprecia
tion of assets acquired with grants and contributions by others.

The District capitalizes certain interest revenue and expenditures related to 
tax-free borrowings. The net effect of such interest capitalization was to 
decrease expenditures for facilities, property and equipment by $2,040,000 
during the year ended June 50,1990 for excess interest revenue over interest 
expenses from applicable borrowings and to increase expenditures for facili
ties, property and equipment by $4,052,000 during the year ended June 30, 
1989 lor excess interest expenses ovet interest revenue from applicable 
borrowings.

■Self-insurance Liabilities - The District is largely self-insured for workers’ 
compensation claims, general liability claims, and major property damage. 
The Disttict accrues the estimated costs of the self-insured portion of claims.

Unearned passenger revenue is an estimate of passenger tickets purchased 
which have not yet been completely used.

Grants and Conttibutions - The District petiodically receive;: grants from rhe 
Urban MassTransportation Administration (UMTA) and other agencies of 
the U.S. Department ofTransportation, state, and local transportation funds 
for the acquisition of ttansit related equipment and improvements. Capital 
grant funds earned, less amortization equal to accumulated depreciation of the 
related assets, ate included in gtants and contributions.

Statements of operations include the financial activities of the general opera
tions of the transit system, revenues restricted by the Boatd of Ditectots for 
construction aaivity, and revenues restricted by tbe Disttict’s various bond 
indentures for debt service (including interest expense) on outstanding long
term debt.

Transactions and U.se Tax (Sales Tax) Revenue - A 1 /2% transactions and 
use tax is collected within Disttict boundaries and administered by the State 
Board of Equalization. Of amounts available for distribution, 75% is paid 
directly by the State Board of Equalization to the Disttict’s trustee for the 
purpose of paying bond interest, principal and expenses. Monies not required 
for these purposes are transmitted to the District. The remaining 25% is 
allocated by the Metropolitan Transportation Commission (MTC) to the 
E)istrict, the Cir/ and County of San Etancisco, and the Alameda-Contra 
Costa Transit District for transit services. The District records the total 
transactions and use ta.\es earned (including amounts paid to the ttustee) as 
revenue.

Property Taxes. Collection and Maximum Rates - The State of California 
Constitution Article XIII A provides that the genetal putpose maximum 
property tax rate on any given ptopetty may not exceed 1 % of its assessed value 
unless an additional amount for general obligation debt has been approved by 
voters. Assessed value is calculated at 100% of market value as defined by 
Article XIll A and may be adjusted by no more than 2% per year unless the 
ptopetty is sold cr transfetted. The State Legislature has determined the 
method of distribution of receipts from a 1% tax levy' among tne counties, 
cities, school districts and other districts, such as the District.

The District receives property tax revenues to meet the debt service require
ments of its Genetal Obligation Bonds. The District also receives an 
allocation of property tax revenues for transit operations.

San Francisco, Alameda and Contra Costa Counties assess properties, bili for, 
collect, and distribute ptopetty taxes. Property taxes are recorded as revenue 
and receivables, net of estimated uncollectibles, in the fiscal year of lev-y.

Financial assistance grants are accrued as revenue in the period tc which the 
grant applies.

Sale of Tax Benefits - The District has entered into agreements to sell tax 
benefits lotcertain Disttict-owned transitequipment conttacted for ptitchase 
prior to August 1986. The transactions have been structured in the fotm of 
leases for tax putposes. The Disttict recognizes tax benefit sales proceeds in the 
period of sale of tax benefits.

Pension costs are expensed as incurred. Such costs equal the actuarially 
determined annual contribution amount. See Note 8.

3. CASH AND INVESTMENTS

The Disttict maintains a cash and investment pool that includes cash and 
in''estments available for general use and resrricted for board designated 
purposes. Cash and investments of the District’s deferred compensation plan 
(see Note 9) are held separately by the plan’s administrator.

Deposits - At June 30,1990 (and 1989), the Disttict’s ca.sh on hand was 
$2,082,000(1989, $968,000), and the carrying amount of the District’s time 
and demand deposits was $2,661,000(1989, $1,189,000) with the corre
sponding bank balance of $9,826,000(1989, $4,867,000). Of the bank 
balance $408,000 (1989, $499,000) was insured by federal depository 
insurance or collateralized by securities held by the District’s agent in the 
District’s name, and $9,418,000( 1989, $4,368,000) wascollate:alized 11 C% 
as required by Section 53652 of the California Government Code by the 
nledgingfinancial institutions. However, such collateral is not in the District’s 
name.

Investments - State of California statutes and District policy authorize the 
District to invest in obligations of the U.S. Treasury, its agencies and 
instrumentalities, bankets’ acceptances, repurchase and reverse repurchase 
agreements, and the State Treasurer’s invesrment pool. The District did not 
emet into any reverse repurchase agreements duting 1990 ot 1989.

The District’s investments ate categorized below to give an indiisation of the 
credit risk assumed by the District at June 30, 1990. Category I includes 
investments that are insured or registered or for which the securities are held 
by the District or its agent in the District’s name. Category 2 includes 
uninsured and unregistered investments fot which the .securities ate held by 
the broket’s or dealer’s trust department ot agent in the District’s name. 
Category' 3 includes uninsured and unregistered investments for which the 
securities are held by the broker or dealer, or by its ttust depattmeht ot agent, 
but not in the District’s name.



(In Thousands) ■
-1990- -1989-

Invesrmeiits restricted for Board of Directors'
designated purposes are srimniarized as follows (in thousands):

1
Category

2 3
Carrying
Amount

Market
Value

Carrying
Amount

Market
Value

1990 1989

U.S. Treasury' notes $ 25,155 $ 25,155 $ 25,219 $ 12,955 $ 12,959
Federal agency obligations 241,324 $15,921 257,245 257,185 303,494 303,849 Basic system completion $ 4,070 $ 9,602
Repurchase agreements 17,802 9,682 27,484 27,484 31,927 31,927 System improvement 3,316 3,068

Total $284,281 $25,603 — 309,884 309,888 348,376 348,735
Self-insurance
Operaring

9,000
4,200

9,000
3,600

Cash on hand
Time and demand deposits
Mutual funds - deferred compensation 

plan investments

2,082
2,661

2,082
2,661

968
1,189

968
1,189

Total $20,586 $25,270

55,558 55,558 47,855 47,855

Total $370,185 $370,189 $398,388 $398,747

Reported as:
Cash and investments $274,035 $304,544
Payroll and other liabilities 

(teptesenting cash overdraft)
Deposits held by trustee
Deferred compensation 

plan investments
Investments restricted for

(4,545)
24,551

55,558

(3,613)
24,332

47,855

Board designated putposes 20,586 25,270

Total $370,185 $398,388

4. FACILITIES, PROPERTY AND EQUIPMENT
Facilities, property and equipment, assets lives, and accumulated depreciation and amortization at June 30,1990 and 1989 
ate summatized as follows (in thousands):

------------------1990------------------ ---------------- 1989-
Accumulated Accumulated
Depreciation Depreciation

Lives and and
(Years) Cost Amortization Cost Amortization

Land $ 203,466 $ 184,048
Improvements 80 1,191,500 $223,488 1,168,682 $208,521
System-wide operation and control 20 188,296 92,729 180,741 83,300
Revenue transit vehicles 30 375,563 100,440 305,348 86,898
Service and miscellaneous equipment 3-20 26,179 15,497 22,744 13,411
Capitalized construction and statt-up costs 30 100,705 54,320 100.943 50,975
Repairable property items 30 12,087 3.379 10,141 3,409
Consttuction-in-progress 133,627 144,186

Total $2,231,423 $489,853 $2,116,833 $446,514

The District has entered intocontractsfortheconstructionofvarious  facilities 
and equipment totaling approximately $200 million at June 30,1990.

In June 1988, the District entered into Principles of Agreement (Agteement) 
with the San Mateo Comity Transit District (SamTtans) pertaining to 
extending the transit system to the vicinity of San Francisco Internarional 
Airport (Airport). Under rhe terms of the Agreement, SamT rans will pay the 
District a $200 million capital contribution, to be used for Easr Bay expansion 
and to be paid in installments (adjusted fot inflation) upon reaching certain 
Airport extension milestones and, in addition, SamTrans will be responsible 
for funding 25% of the cost of extending the ttansit system to the Airport. 
District management’s most curtent estimate, updated in 1990, of the cost of 
such Airpott extension is approximately $877 million. This project is 
contingent upon the District receiving adequate commitments lor federal 
funding, and also upon expansion of the transit system in the East Bay.



5. LONG-TERM DEBT
Lcng-term debt at June 30,1990 and 1989 
is iiimmarized as follows (in thousands):

1952 General Obligation Bonds 
1956 Special Service District Bonds 
Total General Obligation Bonds 
1935 Sales Tax Revenue Bonds 
Total long-term debt 
Current portion

Ne: long-term portion

1990
$349,100 

4,850 
353,950 
143,115 
497,065 
(36,290)

$460,775

1989
$389,300

5,350
394.650 
145,000
539.650 
(42,585)

$497,065

1962 General Obligation Bonds - In 1962, voters of the memher counties 
of the District authorized a bonded indebtedness totaling $792 million of 
General Obligation Bonds. Payment ot both ptincipal and interest is pro
vided by the levy of District-wide property taxes. Bond interest rates range 
from 1.5% to 6.0%,

1965 Special Service District Bonds - In 1966, City of Betkeley voters 
formed Special Sendee District No. 1 and authotized the issuance of $20.5 
million of Genetal Obligation Bonds, of which $ 12 million wete issued, fot 
consttuction of subway extensions within that city. Payment of both 
ptincipal and intetest is provided by ta:<es levied upon property vrithin Special 
Service District No. 1. Bond interest rates range from 4.0% to 5.5%.

1985 Sales Tax Revenue Bonds - The 1969 Legislature of the State of 
California authorized the District to impose a 1/2% transactions and use tax 
within District boundaries and issue Sales Tax Revenue Bonds. On Septem
ber 30, 1977, the Governor signed legis.ation which extended the transactions 
and use tax indefinitely. The tax is collected and administered by the State 
Board of Equalization. Ofamounts available for distribution, 75% is paid to 
the District’s trustee for the purpose of paying bond interest, principal and 
expenses. Monies not required for these purposes are transmitted to the 
district. The remaining 25%' is allocated by the MTC to the District, the City 
andCounryofSan Francisco, and theAlameda-ContraCostaTransit District 
for transit services on the basis of regional priorities established by MTC.

In November 1985, the District issued sales tax revenue bonds (1985 bonds), 
totaling $145,000,000, to refund and defease $63,965,000 outstanding 
principal amount of sales tax revenue bonds issued in 1982, and to finance 
certain system improvements.

The 1985 bonds are special obligations of the District secured bv a pledge of 
the sales tax revenues and are payable from revenues, including all sales tax 
revenues, all passenger hires, certain property tax revenues, and certain

interest, grants, and other income. Bond interest rates range from 5.40% to 
9.00%. Bonds maturing on or after July 1, 1996 ($127,250,000) are 
redeemable prior to maturity at the option of the District beginning July 1, 
1995 on various dates at prices ranging from 103% to 100%. including bonds 
maturing July 1,20C4 ($41,005,000) and July 1,2011 ($78,660,000) which 
are subject to redemption prior to maturity on or after July 1, 1998 and July 
1,2005, respe-rtively, at 100%.

The lollowing is a scnedule of long-term debt principal repayments required 
as of June 30,1990 (In thousands):

1962
G.O.
Bonds

1966
Special Service 
District Bonds

1985 SsJ« 
Tax Revenue Bonds Total

Year ending 
lune 30:
' 1991 $ 33,700 $ 520 $ 2,070 $ 36,290

1992 34,975 540 2,270 .37,785
1993 36,275 570 2,455 39,340
1994 37,525 590 2,735 40,850
1995 39,050 620 3,000 42,670
Thereafter 167,575 2,010 130,545 .300,130

Total $349,100 $4,850 $143,115 $497,065

1990 Sales Tax Reven je Refundirig Bonds - In lulv 1990 the Di.srticr issued
sales tax revenue refunding bonds totaling $158,478,000 with an average 
interest rate of 6.6% ;o advance refund $141,045,000 of 1985 Sales Tax 
Revenue Bonds outstanding. The net proceeds of $ 154,039,000, ifter payment 
of discount, underwriting fees, and insurance, were used to purchase U.S. 
government securities. Those securities were deposited in an irrevocable trust 
with a trustee to provide for all future debt service payments on the 1985 bonds. 
As a result, these bonds will be considered to be defeased and the li ibilitv for the 
bonds will be removed mom the balance sheet during fiscal year 1991.

The advance refunding will result in the recognition of an accounting loss of 
$1 5,961,000 during fiscal 1991. However, the advance refunding will reduce 
the District’s aggregate debt service requirements by $ 10,669,000 over the next 
21' years and will result in an economic gain (difference berweer the present 
values of the old and new debt service payments) ofapproximately $9,600,000.



6. FEDERAL GRANTS
The U.S. Department of Transportation provides financial assistance to the 
District forcapitalprojectsandplanningand training. Grants which wereactive 
during the year ended June 30,1990 are summarized as follows (in thousands):

Total approved project costs $451,837

Total approved federal funds 
Less cumulative amounts received

$353,478
(288,962)

$ 64,516Remaining amount available under federal grants

7. LOCAL AND STATE FINANCIAL ASSISTANCE

The District receives local operating and capital assistance from Transporta
tion Development Act Funds (TDA). For rhe year ended June 30,1990 TDA 
assistance was $413,000 (1989, $375,000), of which none (1989, $5,000) 
was used for capital purposes and $413,000 (1989, $370,000) was used for 
operating assistance. These funds are received from the coutities of Alameda 
and Contra Costa to meet, in part, the District’s operating and capital 
requirements based on annual claims filed by the District and approved hy the
MTC.

The District receives state operating and capital assistance from Srate Transit 
Assistance Funds (STA). Fot the year ended June 30,1990, STA assistance was 
$ 183,000 (1989, $501,000), of which $ 164,000 (1989,$! 39,000) was used 
for capital putposes, none (1989, $362,000) was used for operating assistance 
and $19,000 (1989, none) was used for fiow-through projects. These funds 
are allocated by MTC based on the ratio of the District's transit operation 
revenue and local support to the revenue and local supporr of all state transit 
agencies.

8. EMPLOYEES RETIREMENT PLAN
Plan Description - All permanent employees are eligible to particiate in the 
Public Employees’ Retirement Fund (Fund) of the State of California’s Public 
Employees’ Retirement System. The Fund is an agent multiple-employer 
defined benefit retirement plan that acts as a common investment and 
administrative agent fot various local and state governmental agencies within 
the State of California. The Fund provides retiremenr, disabilit)', and death 
benefits based on the employee’s years of sert'ice, age and compensation. 
Employees vest after five years of service and may receive retirement benefits 
at age 50. These benefit provisions and all other requirements are established 
hy state statute and District ordinance.

The District was not requited to make a contribution to the Fund for public 
safety personnel or for miscellaneous covered employees for the years ended 
lune 30,1990 and 1989 due to a surplus of the District’s portion of the Fund's 
net assets over the District’s pension benefit obligation caused by a change in 
1988 in the actuarial valuation method and an actual rate of return on

investment assets that exceeded the assumed rate. The District’s covered 
payroll for employees participating in the Fund for the years ended June 30, 
1990 and 1989 was $95,372,000 and $85,746,000, respectively. The 
District’s 1990 and 1989 payroll for all employees was $109,991,000 and 
$95,187,000, respectively. The District, due to a Collective Bargaining 
Agreemenr, also has a legal obligation to contribute an additional 9% for 
public safety personnel and 7% for miscellaneous covered employees. Em
ployees have no obligation to'contribute to the Fund.

Funding .Status and Ptngre.ss - The “pension benefit obligation” is deter
mined for each participating employer by the Fund’s actuary and is a 
standardized disclosure measure that results from applying actuarial assump
tions to estimate the present value of pension benefits, adjusted for the effects 
of projected salary increases and srep rate benefits, to be payable in the future 
as a resuir of employee service to date. The measure is Intended to help users 
assess the funding status of the District’s portion of the Fund to which 
conttibutions ate made on a going-concern basis, assess progress made in 
accumulating sufficient assets to pay benefits when due, and make compari
sons among employers. The measure is the actuarial present value of credited 
projected benefits and is independent of the funding method used.

The pension benefit obligation shown below was computed as part of an 
actuarial valuation perfotmed as ofjune 30,1989, the latest available for the 
Fund. The significant actuarial assumptions used in the 1989 valuation to 
compute the pension benefit obligation were an assumed rate of return on 
investment assets of 8.5%, annual payroll increases of 5.5% attributable to 
inflation and 1.5% attributable to merit or seniority, and no postretirement 
benefit increases.
The funding status applicable to the District’s employee group at June 
30,1989 (the latest available for the Fund) follows (in thousands):

Pension benefit obligation:
Retirees and beneficiaries currently 

receiving benefits and terminated 
employees not yet receiving benefits 

Current employees:
Accumulated employee contributions 

and allocated investment earnings 
Employer-financed, vested 
Employer-financed, nonvested

Toral pension benefir obligation
Net assets available fot benefits, at cost 

(total market value, $287,822)

Net assets in excess of pension benefit 
obligation

Acriiariallv Determined Contributions Requited and Contributions

Made - The funding policy of the Fund provides for actuarlally derermined 
periodic contributions by the District at rates such that sufficient assets will 
be available to pay benefits when due. The Disttict was not required to make 
a contribution to the Fund for the years ended June 30, 1990 and 1989 in 
accordance with the acruarially determined requirements computed as of June 
30, 1989 and 1988, respectively. The District’s surplus asset position is being 
offset against the current year’s normal cost contribution. The actuarlally 
determined normal cost conttibution rate before reduction for the surplus 
asset amortization was 15.345% (1989 .15.342%) for publicsafety employees 
and 8.069% (1989, 8.201%) for miscellaneous employees.

The District’s normal cost contribution rate is determined using the entt)'-age 
normal actuarial cost method, a projected benefit cost method. It takes into 
account those benefits that are expected to be eatned In the future as well as 
those already accrued. The Fund would use the same method to amortize any 
unfunded liability.
Significant actuarial assumprions used in the June 30, 1989 valuation to 
compute the actuarlally determined contribution requirement are the same as 
those used to compute the pension benefit obligation as described above.

Historical Trend Information - Trend information gives an indication of 
the progress made in accumulating sufficient assets to pay benefits when due. 
Ten-year trend information is not yet available.

For the District’s portion of the Fund, trend information for the years ended 
June 30, 1989, 1988, and 1987, follows (dollars in thousands):

1989 1988 1987

Net assets available for benefits.
at cost $245,582 $214,290 $189,801

Pension benefit obligation $193,565 $171,353 $151,793

$ 80,733

Net assets available for benefits as a 
percentage of pension benefit 
obligation 127% 125% 125%

Assets in excess of pension benefit 
obligation $ 52,017 $ 42,937 $ 38,006

82,326 Annual covered payroll $ 85,746 $ 83,178 $ 79,940
28,972

1,534
Assets in excess of pension benefit 

obligation as a percentage of annual 
covered payroll 60,7% 51.6% 47.5%

193,565

245,582

Contributions made in accordance 
with actuarially determined 
requirements as a percentage 
of annual covered payroll 0% 0% 0%

$ 52,017 Trend information for 1990 is not yet available.



9. DEFERRED COMPENSATION PLAN

The Discrict offers its employees a deferred compensation plan created in 
accordance with Internal Revenue Code Section 457. The deferred compen- 
sarion plan, available to all officers and employees, permits them to defer a 
portion of their salarv' until future years. The deferred compensation is not 
available to employees until retirement, termination, or certain other covered

not have a material adverse impact on the financial position or results of 
operations of the District.

In addition, the District is involved in various other lawsuits, claims and 
disputes, which for the most part are normal to the District’s operations. In 
the opinion of District Management, the costs that might be incurted, ifany, 
would not materially affect the District’s financial position or operations.

As required by IRC Section 437, all amounts ofcompensation deferred under 
the deferred compensation plan and all income attributable to those amounts, 
remain the property of the District (until paid or made available to the 
participants), subject only to the claims of the District’s general creditors. 
Participants rights under the deferred compensation plan are equal to those 
ofgeneral creditors of the District in an amount equal to the fair market value 
of the deferred account for each participant. The plan administrator has 
invested the deferted amounts in numerous participant-directed, uninsured 
investments.

District Management believes that the District has no liability under the terms 
of the plan for any amounts other than the participants’ account balances.

10. MONEY PURCHASE PENSION PLAN

Alt District employees, except sworn police officers, participate in the Money 
Purchase Pension Plan which is a supplemental retirement program. In 
January 1981, the District’s employees elected to withdraw from the Federal 
Social Security System (FICA) and established the Money Purchase Pension 
Plan. The District contributes an amount equal to 6.65% of covered 
employee’s annual compensation (up to $29,700 after deducting the first 
$133 paid during each month) up to a maximum annual contribution of 
$1,868. Additionally, the District contributes to each employee’s account 
approximately 1.63% of covered payroll for the savings realized when the 
District de-pooled its Public Employees Retirement Fund (Fund) account. 
This amount was formerly paid to the employee’s Fund account. Each 
employee’s account is available for distribution upon such employee’s ter
mination.

The District’s total expense and funded contribution for this plan for the years 
endedJune30,1990and 1989 was$5,927,000and$5,587,000, respectively. 
Money Purchase Pension Plan assets at June 30,1990 and 1989 (excluded 
from the accompanying financial statements) were $76,878,000 and 
$54,489,000, respectively.

11. LITIGATION AND DISPUTES WITH CONTRACTORS

In "une 1990 the District received a claim from the manufacturer of the most 
recently acquired rail transit vehicles which the manufacturer values at $128 
million. The District is currently negotiating a settlement with the manufac
turer and management believes that the ultimate resolution of this claim will

SUPPLEMENTAL SCHEDULE OF RECONCILIATION 
OF EXCESS OPERATING REVENUES OVER (UNDER) EXPENSES 
FOR THE YEARS ENDED JUNE 30, 1990 AND 1989 
(In thousands)

The following is a teconciliation of excess operating revenues over (under) 
expenses after capital designations and before depreciation:

1990 1989

EXCESS OF EXPENSES 
OVER REVENUES:

Operations
CAPITAL DESIGNATIONS 
DEPRECIATION

EXCESS OF OPERATING REVENUES 
OVER (UNDER) EXPENSES AFTER 
CAPITAL DESIGNATIONS AND 
BEFORE DEPRECIATION

$(29,262) $124,435)
(15,381) 111,817)

44,634 37,767

$ (9) $ 1,513

Capital designations are made by the District annually for capital purposes 
which represent the excess of revenue over expenses before depreciation 
generated by operations.
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ART is in the process of acquiring 70 new cars, including 
20 to be for service on the District’s existing 71.5-mile 
system. These 20 new cars will help to alleviate any 

shortage of cars during the time that the District’s present A and 
B cars are gradually rebuilt during tbe next few years.

Another 50 new cars will be acquired to provide for increased 
passenger demand on tbe BART extensions underway in Alameda, 
Contra Costa and San Mateo counties.

All of the new cars will be of the same 
basic configuration as BART’s 
present C-Cars, but they will be 
modified in order to avoid specific 
problems that surfaced after the 
present C-Cars were placed in rev
enue service.

BART expects to acquire the 70 new 
cars through an innovative leasing 
arrangement that will save the Dis
trict approximately $20 million at 
the time of the transaction. In effect, 
BART will sell the depreciation rights 
in the cars to a company with tax 
liabilities that can be offset by depre
ciation costs. This arrangement not 
only lowers the costs of the cars to 
BART, but spreads over 20 years the 
District’s cash requirements in ac
quiring the cars.

.PliM
fhe new BART Car Engineering and 
Maintenance team is shown here: (Front 
Row, l/R) Marcia McBrayer, Cierk; Kris 
Hari, Group Manager; Maurice Clapp, Hew 
Vehicle Engineering Monager, (Back Row 
l/R) Dave Johnston, Senior Engineer; RI 
Grimes, Engineer; Charles Jenkins, 
Supervising Engineer end John LaGuardia, 
Senior Engineer.
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ART instituted a monthly management report during 
the year that summarizes District performance as related 
to overall objectives. The new report includes an execu

tive management summary that covers significant events during a 
month, and also identifies problems. Reports from managers 
beiow the executive level are also included.

These managerial-level reports provide information on specific 
activities as defined, measured and costed during the new budget
making process. In other 
words, the monthly reports 
are geared to tell how the 
District is doing, in terms 
of overall goals and bud
geted resources; what 
problems are being en
countered and how they’re 
being addressed, and what 
remains to be accomplished 
of specific projects.

Recurring problems and 
trends are also identified in 
the monthly report. The 
report concludes with charts 
and graphs that provide, at 
a glance, information on the 
District’s rail operations and 
how those operations relate 
to passenger satisfaction.

L
1

The preporation and distribution of the Monthiy 
Management Report has resuited in a new iine of 
communiiation with oii BART empioyees, keeping 
them advised of new programs and progress on those 
in pioie. Shown here pianning the report are (l/R) 
Juiie Vim, BART Board Liaison Officer, principol 
architect of the report; Sherwood Waheman, BART's 
Ceneroi Counsei; John Hoiey, BART's Deputy Oeneral 
Manager end Frank Wiison, BART's Generni Manager.
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NEW GOA AND PERFORMANC BUDGET
Bay Area Rapid Transit District - 1991

Renewing Today 

Realizing The Vision
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The BART Budget is now 
linked to better service. 
Top Managers of the 
Budget Department are 
shown as they discuss 
the new budget 
planning process; (L/R) 
Barbara Oden, Budget 
Specialist; Beth Tripp; 
Department Manager, 
Office of Management 
and Budget; Joseph 
Evinger, Manager, 
Operating Budget.

eople tend to think of a budget as a totaling up of expected 
spending and income over a year’s time, a static device by an 
organization’s top management to control spending.

BART instituted a new budget-making process duting the year. The 
new process controls spending, of course, but it is more closely linked 
to BART’s overall objectives and to ideas and suggestions from BART 
managers at all levels of the District.

The new budget process is linked directly to BART’s priority goal of 
providing better customer service. As they participate in the new 
process, managers at all levels of the District must ask themselves, 
“Does this activity contribute to better passenger ser\dce? Will the 
dollars spent really result in improved passenger satisfaction?”

Under the new process, budgeted activities must be measurable in 
terms of definite results linked to passenger service. The new process 
provides a comprehensive budget that defines the basis costs, depart
ment by department, to meeting BART’s objectives. It also ptovides 
for new activities, but defines the exact cost of these new initiatives and 
specifies how they are to be measured.

In proposing a new program or procedure, as well as in retaining 
existing activities, BART managers are required to answer the ques
tions, “How much does this activity cost in terms of money and human 
resources?” “How is it linked to the District’s priotity objectives?” and 
“How are its results to be measured and evaluated?”

The new budget process not only brings spending strictly in line with 
well defined District objectives, but it also encourages personal initia
tive and tesponsibility. It encourages managers to petceive their 
departmental ‘domain’ as part of a larger organization committed to 
passenger service. It encourages better communication among all levels 
of BART employees. Finally, it encourages improved personal 
accountability and better measurability of all BART activities.

;et, Goals & Program Highlights



MAXIMIZING EMPLOYE E RESOURCES
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ART initiated the hrst stage of an organizational 
development orogram aimed at making the tiest 
possible use of its human resources. The overall 

oojective of ;he program is to ensure better service to 
passengers.

1 lie new program is based on an employee “empowerment” 
concept, the idea that ill employees should feel a personal 
responsibility and commitment for the way that BART 
operates and that outmoded bureaucratic procedures should 
not stifle personal initiative or get in the way of providing 
good customet service. The new program w_ll involve 
every level of the District in an effort to i.Tiprove overall 
performa.nce in a cohesive and coordinated .-nanner. One 
aspect of the program focuses on clearly identifying and 
stating the District’s guiding principles, values and goals 
and making sure activities throughout the District are in line 
v/irh those principles, values and goals.

The program emphasizes personal acccountability for better 
passenger service. It encourages decision making and initiative 
at lower revels of the organization, not }usi at the top. 
Special attention is focused on involving BAF.T employees 
in decision making, problem solving, and team work to 
achieve better customer service. The new program v/iil require 
two to three years to implement and is prompted by BART’s 
recognition that the District will require the best efforts of its 
employees :is the system is extended, the present system is 
rehabilitated and the number of passengers conti.nues to increase.
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"^hether it was to run in the Bay-to-Breakers race, 
watch the Valkyries ride, attend a baseball game, go 
to the fair, hear Nelson Mandela, listen to a rock 

concert or shop for the holidays, BART passengers ^
were able to rely on specially scheduled trains and 
buses to carry them to and from events throughout 
the year. ,

Nearly half of the people who headed for the 
Oakland Coliseum on June 30 to hear Mandela,
Deputy President of the African National Congress, 
used BART to get there. Patronage on BART * 
that day reached 142,326, a record Saturday. - 
Music lovers used BART trains to reach the San Francisco 
Opera House to attend performances of Richard Wagner’s 
“Ring” operas. Free shuttle buses wbisked BART passengers 
from BART to the Festival at the Lake in Oakland. BART 
provided more special train service and links with buses 
for special events than ever before.
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GENERAL MAN AG ER S MESSAGE
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BART WAS READY.. JVND THEN SOME

A year ago 1 wrote in these pages about the hetitage, 
p—maturity and challenge of'BART. I rhapsodized about 

-A_ ./\ our system and how we must plan, operate and deliver
on our abilities and our promises..

“We can’t miss a beat,” I wrote.

Came 5:04 on the afternoon of October 17, and we didn’t. In fact, 
we picked up a step or two. When the earth shook and buildings 
rattled, BART was there.

The Loma Prieta ’quake tested with unprecedented severity the 
facilities, equipment and people who make up the Bay .4rea Rapid 
Transit Disttict. Within seconds of the devastating temblor, 
transportation throughout the Bay Area came to a virtual halt.

BART, along with all electricity-tun transit systems, stepped cold. 
San Francisco went dark. Traffic lights were snuffed out in the midst 
of the normally heavy Tuesday evening commute. Freeway traffic 
was halted while police and emergency crews inspected overpasses 
and superstructures. The Cypress Freeway collapsed, killing scores

of commuters and tying up rescue personnel and stranded motorists.

And, of course, a portion of the Bay Bridge ccllapsed, leaving a 
pcwer-staiwed BART the only link betw'een the nvo economic, 
financial and employment hubs of the north Ba .'.

Yet by midnight BART trains again began carrying pas.sengers on 
our East Bay tracks. At 2:30, the following morning BART trains 
were rolling through the Transbay Tube and into a still-darkened 
San Francisco. Full passenger service on all 71.5 miles and 34 
stations of BART had been restored.

To the great credit of the engi neers and contractors who built BART 
two decades ago - out heritage - and to the people wl'io ma_ce it run 
today our maturi w — no passenger or BART emp.oyee was injured. 
The tracks, train: and structure.^ that let us carry passengers came 
through in perfect operating order. Only minor damage - cracked 
plaster, tumbled bookshelves anc the like-to the tune of S2 million 
was inflicted at some support facilities.

Our response was simply another laurel in the lege nd that is B.\RT.

How were we abie to get up-anc-running at full capacitv' 10 long, 
hectic hours after being jarred by the strongest jolt to hit the area 
since the fabled ’quake of 1906?

People, teamwork and dedication. That’s ouran.;wer.

Dedicated people working together as a team concei ,'ed, designed 
and built the BART system in the 1960s — and they built it right. 
Dedicated people working together as a team got BART back on 
track in the hour; following the ’quake.

Not only did. they get BART back on track, they kept it there for 
more than a month while the San Francisco-Oaldand Bay Bridge 
was out ofservice, carrying more rhan 10 million passengers to thei r

jabs and homes around the clock. The day before :he bridge 
reopened, we carried 357,135 passengers - a figure far beyond the 
v/ildest expectations of the system’s original designer;. Yet that day 
v/a; only the clim.ax to a month of weekday patronage that 
reg ilarly exceeded 350,000. Before the ’quake, '^e carried an 
ave.-age of 218,000 passengers per work day.

Once the bridge was open again, commuters began a = radual return 
to their old, pre-earthquake patterns. Almost. BART tetained the 
earned loyalty of nearly 20 percent of the people who switched to 
BART when the bridge was down. Average weekday patronage has 
climbed to 250,000, Saturday patronage is up 21 percent to 
107,500, and Sunday patronage has risen 26.7 percent to 66,400. 
Aiad :he numbers are stil. climbing.

So we look back on a year of unprecedented testing of both BART, 
the system, and its people. Both made the grade, ha.'.dsomely.

Bur t ae earthquake and closure of the Bay Bridge were not the only- 
tests BART faced during the yeat. The renewal and expansion of 
EART’s physical properties and the enhanced commitment of our 
e.mployees have also been tested.

T hese are the tests - the ch allenges - that signi^' BART’; future. They 
pase a greater test of our resources and of our spirit than even the 
Loma Prieta ea.-thquake.

Let’s lookat the far limits cf those challenges. First, we are expanding 
the BART system in three directions: eastward in Alameda and 
Cort.-a Costa counties, and southward in San Mateo County. 
Second, we are revitalizing the original BART system, including 
passenger cars, stations, and control facilities.

Thi.-G, we are in the early stages of working to better channel our 
rr:ost valuable resource - the people of BART. We are calling for
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greater individual responsibiliry and focusing our employees’ efforts 
more sharply on the sine qua non of our professional existence: 
passenger service.

You will find derails of BART’s physical expansion program else
where in this Annual Report. Briefly, however, the bottom line is 
this: the basic programs are well underway and are solidly backed by 
the public. In June, the voters approved a trio of important trans
portation ballot measures that will provide a major portion of the 
funds we need to ;T; =et the commuting public’s increasingdemands.

But while we are expanding, we are also “rehabilitating” BART. My 
Webster’s defines “.rehabilitation” as “restoting to good health or 
good operation.” BART is not sick and it is far from being in poor 
form. But a thorough review of our equipment and facilities shows 
that the original system, parts of which are 20 or more years old, 
need to be restored or replaced. Breakdowns have increased one- 
third in the past cecade. Further deterioration will mean slowet, less 
reliable and more costly service — and disgruntled patrons.

We have targeted the original fleet of 439 passenger cars, power and 
mechanical facilities, tracks, structures and stations, train control 
and fare collection equipment, communication systems, destina
tion signs, shops, towers and shop ecuipment.

Meanwhile, we have also embarked on a wholesale revision of our 
internal organization. Our objectives are twofold: to improve the 
efficiency of top management’s decisions and the way they are 
followed through, and to encoutage greater personal initiative and 
responsibility among all BART emp.oyees in carrying out the 
District’s goals. A quintessential key to this revision is better 
internal communications — not just rrom the top down, but from 
the bottom up.

Part of this “organizational rehabilitation” is our new budgeting 
procedures. Budgets now link department spending to goals and 
projects. This reform alone gives managers at all levels increased 
responsibilities and added rewards.

But our priority is still our passengers. All of the changes underway

at BART are geared ro them.

Before the dawn ofthe millennium — less than a decade away — most 
of our presently planned extensions should be in place, or nearly so, 
our physical rehabilitation program should be complete, and our 
organizational rehabilitation will have produced the finest corps of 
dedicated, motivated, empowered public transit employees in the 
world.

Our heritage is secure. Our maturiry has been rested. Out challenge 
is clear: to h arness our human and physical resources to improve our 
existing ser/ice delivery, and to provide, across the breadth of out 
expanded system, the best possible service to our future passengers.

"When the earth moved, we met the challenge. We were ready... and 
then some. We face the challenges of the futute with the same vigor.

FrahkJ. Wilson
General Manager, BART
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e thought 1990 would be a tough act 
to follow. BART’S razor sharp 
performance after the Loma Prieta 
Earthquake was a singular source of 

pride for us. But Fiscal 1991 saw a different 
kind of heroics at BART, a story without the 
public drama of our post-earthquake 
performance, but dramatic in its own right. A 
story of exciting progress toward the ambitious 
goals we imposed upon ourselves for the year. 
And a story of the dawn of a new attitude, one 
whose rays were felt in every department at 
BART during the year and one that will 
continue to light our way as we navigate the 
challenges of the coming years.

Fiscal Year 1991 was the District’s first full year 
under our new performance budget: a detailed 
management strategy reflecting our shared 
values, plans, and priorities. A budget linking 
dollars to activities and measurable 
accomplishments. Because BART’s budget 
derives from the “contract” we make with 
ourselves, our riders and elected officials, it 
has at its heart active self-assessment- 
measuring our progress toward our eight 
District goals. The budget is a display of the 
District’s agenda, sparking a new attitude of 
open accountability at BART.

Thus, reviewing our performance during Fiscal 
Year 1991, I am, of course, struck by the stellar 
achievements, but I’m also heartened by the 
District's inculcation of this new attitude 
imbuing our efforts to meet our goals and to 
honor the six themes of the 1991 budget.

First, we called for management revitalization.
As the District attitude evolved toward 
openness and accountability, BART senior and 
department managers were trained in the 
principles of the new budget process, in 
communicating and promoting these principles 
to employees, in supervising more effectively, 
and in implementing the new employee 
empowerment program. As a result, every level 
of BART personnel became primed to 
participate in the myriad changes taking place.
We streamlined and flattened the management 
structure, placing authority and accountability 
closer the the point of service delivery.

For 1991, we insisted on service improve
ment. The District’s new Central Computer 
System, so vital to our future, was accepted 
into service in February. Since then, the CCS 
has experienced over 200 enhancements.
Using multiple computers operating 
concurrently, it keeps trains running on 
schedule more reliably, allows us to put more 
trains into service, and opens the doors for our 
expansion.

In April, BART took the lead in developing a 
Bay Area-wide, integrated regional 
transportation system by launching the 
BARTPIus ticket program. It allows patrons to 
transfer among nine participating transit 
systems with only one ticket.

Fiscal Year 1991 saw great strides in rider 
access to BART, most notably the completion 
of the 850-space El Cerrito del Norte parking 
structure. The groundbreaking for the Pleasant 
Flill parking structure and significant progress 
in the Brentwood Park & Ride Lot project, 
together with the new multi-year master plan 
for the elderly and handicapped, all promise 
enhanced access and “quality of life” for BART 
riders in the future.

We facilitated our rider’s experience by 
installing new information kiosks at stations, 
increasing the number of station agents and 
improving their training, and lowering the 
number of train delays. System security, a 
crucial factor in rider confidence, took some 
significant strides with upgraded police 
communications, new canine patrols, additional 
officers, three new crime prevention programs, 
and the increase of police presence on trains 
by 278% on weekdays and 363% on weekends.

Special marketing programs that increased off- 
peak ridership and two extra trains and an extra 
hour of service on weeknights and Sundays 
helped make 1991 a year marked by significant 
service growth. BART patronage reached a record 
71,900,906 in Fiscal Year 1991, our highest ever!

PERFORMANCE HIGHLIGHTS
ART patronage for the fiscal year 
1991 totaled 71,900,906, an 
increase of 1,351,359 over fiscal 

=J year 1990 and the highest annual 
patronage figure in the District’s history. 
This record total reflects, among other 
things, the number of passengers who 
began using BART after the 1989 
Loma Prieta earthquake and remained 
BART riders after the Bay Bridge 
reopened.

Weekday passenger trips averaged 
247,456 for FY1991, compared with 
241,525 for FY1990. Average weekday 
ridership for the fourth quarter of 
FY1991 was 249,747 trips, 2.3 percent 
above the same quarter of FY1990.
This reflects the District’s return to its 
long-term growth pattern after last 
year’s marked permanent increase in 
BART’S ridership.

Annual passenger mi|es amounted to 
897,786,507 for FY1991, an increase of 
6,557,564 over the previous year.

The District’s estimated share of peak 
period transbay traffic during FY1991 
(including cars, buses and trains) was 
39.2 percent based on surveys taken 
during the year by the Metropolitan 
Transportation Commission. BART’s 
estimated share of transbay commute 
traffic was 50 percent for FY1990.

Net passenger revenues reached 
$99,497,000, a decrease of $31,000 
from the FY1990 figure of $99,528,000. 
The 1990 amount included passenger 
revenue when the Bay Bridge was 
closed, and the average trip length 
and fares were higher. Total operat
ing revenues, including $8,211,000 
in interest income, advertising in 
trains and stations and other income, 
were $107,708,000, an increase of 
$1,060,000 from the previous 
fiscal year.

BART funded 48.2 percent of its 
FY1991 net operating expenses—which 
was $206,573,000 (excluding 
depreciation)—from net passenger 
revenues. BART’s farebox ratio last 
fiscal year was 51.6 percent.

BART’s operating ratio, which relates 
total operating revenues to total net 
operating expenses, was 52.1 percent 
in FY1991, compared with 55.3 percent 
for the previous year. The District’s 
objective is to fund no less than one- 
half of its net rail operating expenses 
from operating revenues.

FY 1991 FY 1990

Rail Ridership
Annual passenger trips 71,900,906 70,549,547
Average weekday trips 247,456 241,525
Average trip length 12.5 miles 12.6 miles
Annual passenger miles 897,786,507 891,228,943
Patron trip on-time performance (%) 96.0% 94.5%
System utilization ratio (passenger

miles to available seat miles) 32.7% 30.7%
End-of-period ratios:

Peak patronage 47.8% 47.6%
Off-peak patronage 52.2% 52.4%

BART’s estimated share of peak period
transbay trips - cars, trains & buses 39.2% 50.0%

Operations

Annual revenue car miles 39,193,009 40,327,962
Unscheduled train removals - average

per revenue day 1.5 2.2
Transit car availability to

revenue car fleet (a) 79.7% 82.5%
Passenger accidents reported per

million passenger trips 12.13 13.56
Patron-related crimes reported per

million passenger trips 43.73 41.18

Financial

Net passenger revenues $ 99,497,000 $ 99,528,000
Other operating revenues $ 8,211,000 $ 7,120,000
Total operating revenues $107,708,000 $106,648,000
Net operating expenses

(excluding depreciation) $206,573,000 $192,983,000
Farebox ratio (net passenger

revenues to net operating expenses) 48.2% 51.6%
Operating ratio (total operating

revenues to net operating expenses) 52.1% 55.3%
Net rail passenger revenue per

passenger mile 11.Od: 11.10
Rail operating cost per passenger mile 21.6d; 20.00
Net average rail passenger fare(b) $1.37 $1.40

NOTES
General note: Data represents annual averages unless otherwise noted. ■
(a) At 8 a.m. each each day. ■(b) Includes BART/MUNI Fast Pass.

————____ 1
Net rail passenger revenue per 
passenger mile for FY1991 was 11.0 
cents, compared to 11.1 cents for 
FY1990. Rail operating cost per 
passenger mile for FYI1991 was 21.6 
cents, compared with 20.0 cents for the 
previous year.

In addition to funds derived from 
passenger fares, interest income and 
advertising, BART received 
$108,960,000 in revenue from 75 
percent of the one-half-cent transit

sales tax in the three BART counties, 
$430,000 in local funds and 
$10,638,000 in property tax available 
for operations.

Of the $108,960,000 derived from the 
sales tax, $21,165,000 was allocated to 
debt service and capital allocations, 
and $87,795,000 was made available 
for operations.



A third budget theme for 1991, perhaps at once 
our greatest opportunity and our greatest 
challenge, is extension support. And nothing 
feels more profoundly exciting than our 
preliminary work this year on BART’s planned 
extension to Warm Springs, Pittsburg/Antioch, 
Dublin/Pleasanton, and Colma: a 33-mile, 10- 
station goal supported by an innovative joint 
powers agreement, as well as a number of other 
funding accomplishments, and a comprehensive 
community outreach program.

We received the last of our 150 C-Cars and 
achieved a contract with the manufacturer to 
provide BART with the technical data needed for 
future car procurements. Heading off costly 
litigation, the contract supports the District’s 
expansion with funding as well as service; the 
sale/leaseback agreement yielded approximately 
$7 million.

When we prepared the 1991 budget, we stressed 
system investment, recognizing that the other 
side of expanding our system to realize its 
potential is protecting the taxpayers’ investment in 
BART’S basic infrastructure. To that end, we 
launched an ambitious system and station reha
bilitation program that involves restoring our 440 
A- and B-Cars and refurbishing our existing 
stations. Station rehabilitation is substantially 
complete at Concord, Fruitvale, MacArthur, and 
North Beikeley, including the installation of state- 
of-the-art water conservation computer-controlled 
irrigation systems.

We instituted the captive fleet program, ensuring 
more reliable car maintenance by assigning each 
BART car to a specific yard where the mainten
ance crew knows its history and is directly 
responsible for its upkeep. The newly opened 
Daly City Yard is now responsible for maintaining 
142 cars in the captive fleet program.

Imperative to BART’s efforts to fulfill its mission is 
employee orientation: nurturing and maintaining 
our most valuable resource, the people of BART. 
With this theme, the District’s attitude ut open 
accountability translates to one of personal 
responsibility. We implemented an employee em
powerment program de,signed to iaspire inrtivirli lal 
performance through improved technical training 
programs and organizational and strategic 
decisions that enable employees to more closely 
identify with the work they perform, as well as 
employee recognition and reward programs.

We also introduced a progressive, comprehensive 
employee substance abuse program, one that 
deters as well as detects drug and alcohol abuse. 
In its first year, 19 employees participated in the 
voluntary treatment/rehabilitation program.

Fiscal Year 1991 was one of steady progress 
toward our affirmative action goals; most notably, 
we began our two-year pilot engineering intern 
program, hoping to hire three minority or female 
interns. We hired five.

BART’s sixth theme for the 1991 budget was 
operational efficiencies. More efficient use of our 
human resources and more efficient use of our 
financial resources. We streamlined our car 
cleaning process, using personnel more 
effectively. We streamlined our hiring process with 
a new position control system. And, by flattening 
and paring down BART’s organization, we 
reduced management headcount by 18 positions 
while removing redundant levels of supervision. 
The District’s new internal audit department 
assessed BART management and internal control. 
We took a long, hard look at our procurement and 
contract management policies and developed a 
new procurement manual. Finally, our new 
Management Information System technology 
program reduced systems redundancy, 
inconsistencies in standards and equipment, and 
staffing and equipment costs.

There’s nothing healthier for an organization than 
holding it up to the light, examining it from ail 
angles, for everyone’s view. What I see in Fiscal 
Year 1991 speaks well of BART’s proud and 
visionary past and of its present performance... 
and bodes well for its bright future. Fiscal year 
1991 was a year of renewing the public’s 
investment in our system and of striding con
fidently toward becoming what BART’s visionaries 
knew we could one day be. A year of renewing 
today.. .and realizing the vision.

Frank J. Wilson, General Manager 
Bay Area Rapid Transit

DISTRICT GOALS
1. Provide a safe, reliable, hifth quality and economical 

iranapoiiation service.

2. Deliver uaer-friendly services to all our customers.

3. Empower employees to function as owners of the BART organization.

4. Provide an environment free of impediments to 
opportunities for employees and disadvantaged business 
enterprises, and one which encourages cooperation and 
develops a team of highly motivated staff.

5. Expand district ma^ets and capture new revenue sources.

6. Operate &ART according to sound business practices.

7. Provide leadership in integratiiig regional transportation.

8. Build constituencies at all levels of government
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INDEPENDENT AUDITORS’ REPORT

The Board of Directors of San Francisco 
Bay Area Rapid Transit District:

responsibility of the District’s management. Our responsibility is to express an opinion on 
these financial statements based on our audits.

We conducted our audits in accordance with generally accepted auditing standards. Those 
standards require that we plan and perform the audit to obtain reasonable assurance about 
whether the financial statements are free of material misstatement. An audit includes 
examining, on a test basis, evidence supporting the amounts and disclosures in the financial 
statements. An audit also includes assessing the accounting principles used and significant 
estimates made by management, as well as evaluating the overall financial statement 
presentation. We believe that our audits provide a reasonable basis for our opinion.

In our opinion, such financial statements present fairly, in all material respects, the financial 
position of San Francisco Bay Area Rapid Transit District at June 30,1991 and 1990, and the 
results of its operations and cash flows for the years then ended in conformity with generally 
accepted accounting principles.

Our audits were conducted for the purpose of forming an opinion on the basic financial 
statements taken as a whole. The supplemental schedule of reconciliation of excess of 
operating revenues over (under) expenses is presented for the purpose of additional analysis 
and is not a required part of the basic financial statements. This schedule is the responsibility 
of the District’s management. Such schedule has been subjected to the auditing procedures 
applied in our audits of the basic financial statements and, in our opinion, is fairly stated in all 
material respects when considered in relation to the basic financial statements taken as a 
whole.

September 11,1991



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

BAIANCE SHEETS,
JUNE 30. 1991 AND 1990 fin thousands’)

ASSETS

CURRENT ASSETS:
Cash and cash equivalents (Notes 2 and 3) 
Investments (Note 3)
Deposits held by trustee (Note 3) 
Receivables
Materials and supplies - at average cost 
Total current assets

DEFERRED COMPENSATION PLAN 
INVESTMENTS (Notes 3 and 9)

INVESTMENTS RESTRICTED FOR 
BOARD DESIGNATED PURPOSES 
(Note 3)

FACILITIES, PROPERTY AND 
EQUIPMENT - At cost, less 
accumulated depreciation (Note 4)

TOTAL ASSETS

1991 1990 LIABILITIES AND CAPITAL 1991 1290

CURRENT LIABILITIES:
$ 17,388 $ 21,443 Current ponion of long-term debt

221,632 252,592 (Note 5) $ 35,515 $ 36,290
19,626 24,551 Payroll and other liabilities 58,028 51,912
34,410 23,925 Self-insurance liabilities 13,963 10,946
17.790 15.884 Unearned passenger revenue 1.914 2.070

310,846 338,395 Total current liabilities 109.420 101.218

DEFERRED COMPENSATION
66,986 55,558 (Note 9) 66.986 55.558

LONG-TERM DEBT
(Note 5) 439.500 460.775

20,714 20,586
CAPITAL:
Grants and contributions, net 799,860 775,555
Accumulated net revenues 788.210 763.003

1.805.430 1.741.570 Total capital 1.588.070 1.538.558

$2,203,976 $2,156,109 TOTAL LIABILITIES AND CAPITAL $2,203,976 $2,156,109

See notes to financial statements.
■fa
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT 

STATEMENTS OE OPERATIONS
FOR THE YEARS ENDED JUNE 30. 1991 AND 1990 Iln thousands'!

OPERATING REVENUES:Fares
Other (including investment income) 
Total operating revenues
OPERATING EXPENSES: Transportation 
Maintenance 
Police services
Construction and engineering
General and administrativeDepreciation
Total operating expenses
Less capitalized costs
Net operating expenses
OPERATING LOSS

..................................... 1991.............................................................................. 1990....................................
DEBT COMBINED DEBT COMBINED

OPERATIONS CONSTRUCTION SERVICE TOTAL OPERATIONS CONSTRUCTION SERVICE TOTAL

$ 99,497 
.8.211 
107./OB

65,911
85,809
11,906
7,753

44,818
47,096

263,293
(9424)

253,669
(145,961)

.(Note 2).
$ 99,497 

8,211

65,911 
85,809 
11,906 
7,753 

44,818 
47,096 263:293 

_(9:i24) 
^53.66^

$ 99,528 
7,120 1061648

65,033
79,186
11,011
.6,322

40,075
44,634

.(Note 2).

246,261
(8,644)

237.617

$ 99,528

65,033
79,186
11,011
6,322

40,075
44,634246i261
(8,644)

257.617
(145,961) (130,969)

Transactions and use tax
Property tax
Local financial assistance
Sale of tax benefits .
Other investment income
Interest expense
Other - net

99,295
10,638

430
$ 9,827 14,223

$ 9,665 44,578

1,128
(23,148

(229

108,960
55,216

430
9,827

15,351

91,512
9,782

413
$14,244
20,176

$14,552
51,671

2,144
(27,926

(34

106,064
61,453

413
14,244
22,320

(27,926
(34

Total other revenues 110.363 24.050 31.994 166.407 101.707 34.420 40.407 176.534

EXCESS OF REVENUES OVER 
(UNDEiy EXPENSES BEFORE 
EXTRAORDINARY ITEM (35,598)

:

24,050 31,994 20,446 (29,262) 34,420 40,407 45,565

EXTRAORDINARY ITEM - Loss on 
defeasanceof debt (17.176) (17,176)

EXCESS OF REVENUES OVER 
(UNDER) EXPENSES $(35,598) $24,050 $14,818 $ 3.270 $(29,262) 134.420 $40,407 $ 45,565

See notes to Financial statements.
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

STATEMENTS OF CAPITAL
FOR THE YEARS ENDED JUNE 3a 1991 AND 1990 rin thousands^

BALANCES, JUNE 30, 1989

EXCESS OF REVENUES OVER 
EXPENSES

OTHER ADDITIONS 
(DEDUCTIONS):

Grants and contributions 
Depreciation and retirements 

of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1990

EXCESS OF REVENUES OVER 
EXPENSES

OTHER ADDITIONS 
(DEDUCTIONS):

Grants and contributions 
Depreciation and retirements 

of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1991 

See notes to financial statements.

GRANTS AND
CONTRIBUTIONS, ACCUMULATED TOTAL

NET NET REVENUES CAPITAL

$746,535 $695,061

45,565

51,397

(22.3771

775,555

22.377

763,003

3,270

46,242

(21.9371

$799,860
21.937

$1,441,596

45,565

51,397

1,538,558

3,270

46,242

$788.210 $1.588.070
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SAN FRANaSCO BAY AREA RAPID TRANSIT DISTRICT

STATEMENTS OF CASH FLOWS

CASH FLOWS FROM OPERATIONS:
Operating loss
Less investment income included in operating revenue 
Operating loss excluding investment income 
Adjustments to reconcile operating loss to net cash 

used by operations:
Depreciation
Net effect of changes in:

Deferred compensation plan liabilities 
Receivables 
Materials and supplies 
Payroll and other liabilities 
Self-insurance liabilities 
Unearned passenger revenue 

Net cash used by operations

CASH FLOWS FROM NONCAPITAL FINANCING 
AcnvrriES:Transactions and use tax received

Property tax received
Local financial assistance received
Net cash provided by noncapital flnancing activities

CASH FLOWS reOM CAPITAL AND RELATED 
FINANCING ACnVITIES:

Transaaions and use tax received
Property m received
Proceeds ffom sale of tax benefits
Interest paid on bonds
Bond sendee fees paid
Capital grants received
Principal paid on long-term debt
Proceeds from issuance of sales tax revenue bonds
Defeasance of sales tax revenue bonds
Bond issuance cost
Expenditures for facilities, property and equipment
Proceeds from sale of real estate
Net cash used for capital and related financing activities

CASH FLOWS FROM INVESTING ACTIVITIES:
Proceeds ft-om sale and maturity of investments
Purchases of investments
Interest on investments
Net cash provided by investing activities

NET DECREASE IN CASH AND CASH EQUIVALENTS

CASH AND CASH EQUIVALENTS, Beginning of year

CASH AND CASH EQUIVALENTS, End of year

See notes to financial statements.

1991 1990

$(145,961) $(130,969)
14.950) (4.313)

(150,911) (135,282)

47,096 44,634

11,428
(4.030)

7,702
70

(1.906) (1.262)
(1.613) (4.785)
3,017
fl56l

3,277
238

(97.075) (85.408)

99,295 91,512
10,638 9,782

430 413
110.363 101.707

9,665 14,552
44,854 ■ 51,213
9,827 14,244

(27,986)(23,665)
(18) (34)

40,197
(36,290)

45,343
(42,585)

158,478
(155.253)

(4.435)
(113,140) (127,527)

1.309 603
(68.471) (72.177)

353,947
(326,427)

461,147
(439,854)

23.608 27.675
51.128 48.968

(4.055) (6.910)

21.443 28.353

$ 17.388 $ 21.443
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

NOTES TO FINANCIAL STATEMENTS

1. ORGANIZATION AND BASIS OF PRESENTATION

Description of Reporting Entity - San Francisco Bay Area Rapid Transit District (the
islature of the State of California in 1957 and 
lapid Transit District Act, as amended, and 

bject to transit district law as codified in the California Public Utilities Code. The 
disbursement of all funds received by the District is controlled by statutes and by 
provisions of various grant contracts entered into with federal, state and local agencies.

For financial reporting purposes, the District’s financial statements include all financial 
activities that are controlled by or dependent upon actions taken by the District’s Board
of Directors.

Basis of Accounting - The accrual basis of accounting is used by the District. Under this 
method revenues are recorded when earned and expenses are recorded when the related 
liability is incurred.

SIGNIFICANT ACCOUNTING POLICIES

Investments are stated at cost or amortized cost, except for investments of the deferred 
compensation plan which are stated at current (market) value. As a matter of policy, the 
District holds investments until their maturity.

Deposits held by trustee, consisting of cash and investments, are held by trustee banks in 
accordance with the District’s various bond indentures and for general debt service 
requirements. Deposits are stated at cost.

Facilities, property and equipment are stated at cost and depreciated using the straight- 
line method over the estimated useful lives of the assets. Depreciation of assets acquired 
with District funds is distinguished from depreciation of assets acquired with grants and 
contributions by others.

The District capitalizes certain interest revenue and expenditures related to tax-free 
borrowings. The net effect of such interest capitalization was to decrease expenditures
for facilities, property and equipment by $3,992,000 and $2,040,000 during the years 
ended June 30,1991 and 1990, respectively, for excess interest revenue over interest
expenses from applicable borrowings.

Self-insurance Liabilities - The District is largely self-insured for workers’ compensation 
claims, general liability claims, and major property damage. The District accrues the 
estimated costs of the self-insured portion of claims.

Unearned passenger revenue is an estimate of passenger tickets purchased which have 
not yet been completely used.

-6-
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Grants and Contributions - The District periodically receives grants from the Urban Mass 
Transportation Administration (UMTA) and other agencies of the U.S, Department of 
Transportation, state, and local transportation funds for the acquisition of transit related 
equipment and improvements. Capital grant funds earned, less amortization equal to 
accumulated depreciation of the related assets, are included in grants and contributions.

Statements of operations include the financial activities of the general operations of the 
transit system, revenues restricted by the Board of Directors for construction activity, and 
revenues restricted by the District’s various bond indentures for debt service (including 
interest expense) on outstanding long-term debt.

Transactions and Use Tax fSales Tax') Revenue - A 1/2% transactions and use tax is 
collected within District boundaries and administered by the State Board of Equalization. 
Of amounts available for distribution, 75% is paid directly by the State Board of 
Equalization to the District’s trustee for the purpose of paying bond interest, principal 
and expenses. Monies not required for these purposes are transmitted to the District. 
The remaining 25% is allocated by the Metropolitan Transportation Commission (MTC) 
to the District, the City and County of San Francisco, and the Alameda-Contra Costa 
Transit District for transit services. The District records the total transactions and use 
taxes earned (including amounts paid to the trustee) as revenue.

Property Taxes. Collection and Maximum Rates - The State of California Constitution 
Article XIIIA provides that the general purpose maximum property tax rate on any given 
property may not exceed 1% of its assessed value unless an additional amount for general 
obligation debt has been approved by voters. Assessed value is calculated at 100% of 
market value as defined by Article XIII A and may be adjusted by no more than 2% per 
year unless the property is sold or transferred. The State Legislature has determined the 
method of distribution of receipts from a 1% tax levy among the counties, cities, school 
districts and other districts, such as the District.

The District receives property tax revenues to meet the debt service requirements of its 
General Obligation Bonds. The District also receives an allocation of property tax 
revenues for transit operations.

San Francisco, Alameda and Contra Costa Counties assess properties, bill for, collect, and 
distribute property taxes. Property taxes are recorded as revenue and receivables, net of 
estimated uncollectibles, in the fiscal year of levy.

Financial assistance grants are accrued as revenue in the period to which the grant 
applies.

Sale of Tax Benefits - The District has entered into agreements to sell tax benefits for 
certain District-owned transit equipment contracted for purchase prior to August 1986. 
The transactions have been structured in the form of leases for tax purposes. The District 
recognizes tax benefit sales proceeds in the period of sale of tax benefits.

Pension costs are expensed as incurred. Such costs equal the actuarially determined 
annual contribution amount. See Note 8.
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Statement of Cash Flows - During fiscal 1991, the District adopted Statement No, 9 of the 
Governmental Accounting Standards Board, "Reporting Cash Flows of Proprietary and
Nonexpendable Trust Funds and Governmental Entities That Use Proprietary Fund 
Accounting," which requires a statement of cash flows in place of a statement of changes 
in financial position. The 1990 statement of changes in financial position has been 
replaced with a statement of cash flows comparable with 1991. The District considers all 
highly lic^uid investments with a maturity of three months or less when purchased to be 
cash equivalents. Deposits held by trustee, deferred compensation plan investments and 
investments restricted for Board designated purposes are treated as investments.

3. CASH AND INVESTMENTS

The District maintains a cash and investment pool that includes cash and investments 
available for general use and restricted for Board designated purposes. Cash and 
investments of the District’s deferred compensation plan (see Note 9) are held separately 
by the plan’s administrator.

Deposits - At June 30, 1991 (and 1990), the District’s cash on hand was $1,779,000 (1990, 
'■‘,08 ■ ■ ..........................................................................................................................$2,082,000), and the carrying amount of the District’s time and demand deposits was 
$(4,289,000) (1990, $2,661,000) with the corresponding bank balance of $8,779,000 (1990, 
$9,826,000). Of the bank balance $329,000 (1990, $408,000) was insured by federal 
depository insurance or collateralized by securities held by the District’s agent in the
District’s name, and $8,450,000 (1990, $9,418,000) is required by Section 53652 of the 
California Government Code to be collateralized 110% by the pledging financial
institutions. Such collateral is not required to be in the District’s name.

Investments - State of California statutes and District policy authorize the District to 
invest in obligations of the U.S. Treasury, its agencies and instrumentalities, bankers’ 
acceptances, repurchase and reverse repurchase agreements, and the State Treasurer’s 
investment pool. The District did not enter into any reverse repurchase agreements 
during 1991 or 1990.

The District’s investments are categorized below to give an indication of the credit risk 
assumed by the District at June 30, 1991. Category 1 includes investments that are 
insured or registered or for which the securities are held by the District or its agent in the

8-
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District’s name. Category 2 includes uninsured and unregistered investments for which 
the securities are held by the broker’s or dealer’s trust department or agent in the 
District’s name.

.............1990..............
Carry!ng Market Carry!ng Market

1 2 Amount Value Amount Value

Money market $ 4,740 $ 4,740 $ 4,740
$ 25,155 $ 25,219U.S. Treasury notes $ 61,533 61,533 61,673

Federal agency obligations 178,813 178,813 179,055 257,245 257,185
Repurchase agreements 14.164 14.883 29.047 29.047 27.484 27.484

Total S254.510 $19.623 274,133 274,515 309,884 309,888

Cash on hand 1,779
(4,289)

1,779
(4,289)

2,082 2,082
Time and demand deposits
Mutual funds - deferred compensation

2,661 2,661

plan investments 66.986 66.986 55.558 55.558

Total $338,609 $338,991 $370,185 $370,189

Reported as:
$ 17,388 $ 21,443Cash and cash equivalents •

Short-term investments
Payroll and other liabilities

221,632 252,592

(representing cash overdraft) (7,737) (4,545)
Deposits held by trustee
Deferred compensation

19,626 24,551

plan inyi^tnients
Investmeiits restricted for

66,986 55,558

Board designated purposes 20.714 20.586

Toul $338,609 $370,185

Investments restricted for Board of Directors’ designated purposes are summarized as 
follows (in thousands):

Basic system completion 
System improvement 
Self-insurance 
Operating

Total

1991

$ 3,815 
3,499 
9,000 
4.400

1990

$ 4,070 
3,316 
9,000 
4.200

20.714 $20.586
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FACILITIES, PROPERTY AND EQUIPMENT

Facilities, property and equipment, asset lives, and accumulated depreciation and 
amortization at June 30,1991 and 1990 are summarized as follows (in thousands):

.1991. .1990.

Lives

Accumulated
Depreciation

and

Accumulated
Depreciation

and

Land

(Years) Cost

$ 208.995

Amortization Cost

$ 203,466

Amortization

Improvements
System-wide operation

80 1,222,314 $ 238,362 1,191,500 $223,488

and control 20 201,156 101,362 188,296 92,729
Revenue transit vehicles
Service and miscellaneous

30 419,239 115,786 375,563 100,440

equipment
Cap talized construction

3-20 29,375 17,124 26,179 15,497

and start-up costs 30 97,722 57,055 100,705 54,320
Repairable property items 
Construction-in-progress

30 14,010
146.036

3,728 12,087
133.627

3,379

Total $2,338,847 $ 533.417 $2,231,423 $489,853

The District has entered into contracts for the construction of various facilities and 
equipment totaling approximately $292 million at June 30,1991.

In June 1988, the District entered into Principles of Agreement (Agreement) with the San 
Mateo County Transit District (SamTrans) pertaining to extending the transit system to 
the vicinity of San Francisco International Airport (Airport). Under the terms of the 
Agreement, SamTrans will pay the District a $200 million capital contribution, to be used 
for East Bay expansion, payable in installments (adjusted for inflation) upon reaching 
certain Airport extension milestones. In addition, SamTrans will be responsible for 
funding 25% of the cost of extending the transit system to the Airport. District 
management’s most current estimate, updated in 1991, of the cost of such Airport 
extension is approximately $849 million. This project is contingent upon the District 
receiving adequate commitments for federal funding, and also upon expansion of the 
transit system in the East Bay.

5. LONG-TERM DEBT

Long-term debt at June 30,1991 and 1990 is summarized as follows (in thousands):

1962 General Obligation Bonds
1966 Special Service District Bonds
Total General Obligation Bonds
1985 Sales Tax Revenue Bonds
1990 Sales Tax Revenue Refunding Bonds
Total long-term debt
Less:

Unamortized 1990 bond discount and issuance costs 
Current portion

Net long-term portion

1991 1990

$315,400
4.330

319,730
159.509

$349,100
4.850

353,950
143,115

4/9*239 497,065

(4,224.
(35.515^ (36.290)

$439.500 $460,775
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1962 General Obligation Bonds - In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million of General Obligation Bonds. 
Payment of both principal and interest i^rovided by the levy of District-wide property 
taxes. Bond interest rates range from 1.5% to 6.0%.

1966 Special Service District Bonds - In 1966, City of Berkeley voters formed Special 
Service District No. 1 and authorized the issuance of $20.5 million of General Obligation 
Bonds, of which $12 million were issued, for construction of subway extensions within that 
city. Payment of both principal and interest is provided by taxes levied upon property 
within Special Service District No. 1. Bond interest rates range from 4.0% to 5.5%.

1990 Sales Tax Revenue Refunding Bonds (the 1990 Bondsl - The 1969 Legislature of the 
State of California authorized the District to impose a 1/2% transactions and use tax 
within District boundaries and issue Sales Tax Revenue Bonds. On September 30, 1977, 
the Governor signed legislation which extended the transactions and use tax indefinitely. 
The tax is collected and administered by the State Board of Equalization. Of amounts 
available for distribution, 75% is paid to the District’s trustee for the purpose of paying 
bond interest, principal and expenses. Monies not required for these purposes are 
transmitted to the District. The remaining 25% is allocated by the MTC to the District, 
the City and County of San Francisco, and the Alameda-Contra Costa Transit District for 
transit services on the basis of regional priorities established by MTC.

In July 1990, the District issued sales tax revenue refunding bonds totaling $158,478,430 
with an average interest rate of 6.6% to advance refund $141,045,000 of 1985 Sales Tax 
Revenue Bonds outstanding. The net proceeds of $154,038,800, after discount and 
payment of underwriting fees and insurance plus an additional $1,214,835 of cash held by 
trustee, were used to purchase U.S. government securities. Those securities were 
deposited in an irrevocable trust with a trustee to, provide for all future debt service 
payments on the 1985 bonds. As a result, the 1985 Sales Tax Revenue Bonds are 
considered to be defeased and the liability for the bonds removed from the balance sheet.

The advance refunding resulted in the recognition of an accounting loss of $17,176,560 for 
the year ended June 30,1991. However, the advance refunding has reduced the District’s 
aggregate debt service requirements by $9,454,000 over the next 21 years and has resulted 
in an economic gain (difference between the present values of the old and new debt 
service payments) of approximately $8,400,000.

The 1990 Bonds are special obligations of the District payable from, and secured by, a 
pledge of the sales tax revenues. At June 30, 1991, the 1990 Bonds consist of 
$141,650,000 of current interest bonds due from 1993 to 2012 with interest rates rangin 
from 5.9% to 6.75% and $17,858,524 of capital appreciation serial bonds ($16,828,43 
ori^nal amount) with yields of 6.65% to 6.75% due from 2002 to 2005. Interest on the 
capital appreciation bonds is payable at maturity. For financial reporting purposes, 
accrued interest is added to the principal balance. The current interest bonds maturing 
on July 1, 2009 ($56,215,000) are redeemable after July 1, 2000 at the option of the 
District at prices ranging from 102% to 100%.

The discount is being amortized over the life of the related debt.
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The following is a schedule of long-term debt principal repayments required as of 
June 30,1991 (in thousands):

1962 1966
G.O. Special Service 

Bonds District Bonds

1990 Sales 
Tax Revenue 
Refunding 

Bonds Total

1992 $ 34,975 $ 540 $ 35,515
1993 36,275 570 $ 840 37,685
1994 37,525 590 5,400 43,515
1995 39,050 620 5,785 45,455
1996 40,625 640 6,205 47,470
Thereafter 126.950 1.370 141.279 269.599

Total $315,400 $4,330 $159,509 $479,239

FEDERAL GRANTS

The U.S. Department of Transportation provides financial assistance to the District for 
capital projects and planning and training. Grants which were active during the year 
ended June 30,1991 are summarized as follows (in thousands);

Total approved project costs

Total approved federal funds 
Less cumulative amounts received

Remaining amount available under federal grants

S419.219
$327,262
(276.7051
$ 50.557

7. LOCAL AND STATE FINANCIAL ASSISTANCE

The District receives local operating and capital assistance from Transportation 
Development Act Funds (TDA). For the year ended June 30, 1991, TDA assistance 
was $430,(X)0 (1990, $413,000), all of which was used for operating assistance. These 
funds are received from the counties of Alameda and Contra Costa to meet, in part, the 
District’s operating requirements based on annual claims filed by the District and 
approved by the MTC.

The District receives state operating and capital assistance from State Transit Assistance 
Funds (STA). For the year ended June 30, 1991, STA assistance was $528,000 (1990, 
$183,(K)0), of which $528,000 (1990, $164,(X)0) was used for capital purposes, and none 
(1990, $19,000) was used for flow-through projects. These funds are al ocated by MTC 
based on the ratio of the District’s transit operation revenue and local support to the 
revenue and local support of all state transit agencies.
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8. EMPLOYEES RETIREMENT PLAN

Plan Description - All permanent employees are eligible to participate in the Public 
Employees’ Retirement Fund (Fund) of the State of California’s Public Employees’ 
Retirement System. The Fund is an agent multiple-employer defined benefit retirement 
plan that acts as a common investment and administrative agent for various local and 
state governmental agencies within the State of California. The Fund provides 
retirement, disability, and death benefits based on the employee’s years of service, age 
and compensation. Employees vest after five years of service and may receive retirement 
benefits at age 50. These benefit provisions and all other requirements are established by 
state statute and District ordinance.

The District was not required to make a contribution to the Fund for public safety 
personnel or for miscellaneous covered employees for the years ended June 30,1991 and
1990 due to a surplus of the District’s portion of the Fundus net assets over the District’s 
pension benefit obligation caused by a change in 1988 in the actuarial valuation method 
and an actual rate of return on investment assets that exceeded the assumed rate. The 
District’s covered payroll for employees participating in the Fund for the years ended 
June 30, 1991 and 1990 was $105,614,000 and $95,372,000, respectively. The District’s
1991 and 1990 payroll for all employees was $117,564,000 and $109,991,000, respectively. 
The District, due to a Collective Bargaining Agreement, also has a legal obligation to 
contribute an additional 9% for public safety personnel and 7% for miscellaneous 
covered employees. Employees have no obligation to contribute to the Fund.

Funding Status and Progress - The "pension benefit obligation" is determined for each 
participating employer by the Fund’s actuary and is a standardized disclosure measure, 
that results from applying actuarial assumptions to estimate the present value of pension 
benefits, adjusted for the effects of projected salaiy increases and step rate benefits, to be 
payable in the future as a result of employee service to date. The measure is intended to 
help users assess the funding status of the District’s portion of the Fund to which 
contributions are made on a going-concern basis, assess progress made in accumulating 
sufficient assets to pay benefits when due, and make comparisons among employers. TTie 
measure is the actuarial present value of credited projected benefits and is independent 
of the funding method used.

The pension benefit obligation shown below was computed as part of an actuarial 
valuation performed as of June 30,1990, the latest availab e for the Fund. The significant 
actuarial assumptions used in the 1990 valuation to compute the pension benefit 
obligation were an assumed rate of return on investment assets of 8.5%, annual payroll 
increases of 5.5% attributable to inflation and 1.5% attributable to merit or seniority, and 
no postretirement benefit increases.
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The funding status applicable to the District’s employee group at June 30,1990 (the latest 
available for the Fund) follows (in thousands):

Net assets available for benefits, at cost 
(total market value, $314,165)

Pension benefit obligation:
Retirees and beneficiaries currently 

receiving benefits and terminated 
employees not yet receiving benefits 

Current employees:
Accumulated employee contributions 

and allocated investment earnings 
Employer-financed, vested 
Employer-financed, nonvested 

Total pension benefit obligation

$277.041

91,169

92,685
39,309
2.005

225.168
Net assets in excess of pension benefit 

obligation $ 51.873

Actuariallv Determined Contributions Required and Contributions Made - The funding 
)olicy of the Fund provides for actuarially determined periodic contributions by the 
district at rates such that sufficient assets will be available to pay benefits when due. The 
district was not required to make a contribution to the Fund for the years ended June 30,
1991 and 1990 in accordance with the actuarially determined requirements computed as 
of June 30, 1989 and 1988, respectively. The District’s surplus asset position is being
offset against the current year’s normal cost contribution. The actuarially determined 
normal cost contribution rate before reduction for the surplus asset amortization was 
16.256% (1990, 15.345%) for public safety employees and 7.980% (1990, 8.069%) for 
miscellaneous employees.

The District’s normal cost contribution rate is determined using the entry-age normal 
actuarial cost method, a projected benefit cost method. It takes into account those 
benefits that are expected to be earned in the future as well as those already accrued. 
The Fund would use the same method to amortize any unfunded liability.

Significant actuarial assumptions used in the June 30, 1990 valuation to compute the 
actuarially determined contribution requirement are the same as those used to compute 
the pension benefit obligation as described above.

Historical Trend Information - Trend information gives an indication of the progress 
made in accumulating sufficient assets to pay benefits when due. Ten-year trend 
information is not yet available.
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For the District’s portion of the Fund, trend information for the four years ended June 30,19^), follows (dollars in thousands):

Net assets available for benefits, at cost 
Pension benefit obligation 
Net assets available for benefits as a percentage 

of pension benefit obligation
Assets in excess of pension benefit obligation 
Annual covered payroll
Assets in excess of pension benefit obligation as a 

percentage of annual covered payroll 
Contributions made in accordance with actuarially 

determined requirements as a percentage of annual 
covered payrol

Trend information for 1991 is not yet available.

1990 1989 1988 1987

$277,041
$225,168

$245,582
$193,565

$214,290
$171,353

$189,801
$151,795

123% 127% 125% 125%

$51,873
$95,372

$52,017
$85,746

$ 42,937 
$ 83,178

$ 38,006 
$ 79,940

54.4% 60.7% 51.6% 47.5%

0% 0% 0% 0%

9. DEFERRED COMPENSATION PLAN

The District offers its employees a deferred compensation plan created in accordance 
with Internal Revenue Code Section 457. The deferred compensation plan, available to 
all officers and employees, permits them to defer a portion of their salary until future 
years. The deferred compensation is not available to employees until retirement, 
termination, or certain other covered events.

As required by IRC Section 457, all amounts of compensation deferred under the 
deferred compensation plan and all income attributable to those amounts remain the 
property of the District (until paid or made available to the participants), subject only to 
the claims of the District’s general creditors. Participants^ rights under the deferred 
compensation plan are equa to those of general creditors of the District in an amount 
equal to the fair market value of the deferred account for each participant. The plan 
administrator has invested the deferred amounts in numerous participant-directed, 
uninsured investments.

District Management believes that the District has no liability under the terms of the plan 
for any amounts other than the participants’ account balances.

10. MONEY PURCHASE PENSION PLAN

All District employees, except sworn police officers, participate in the Money Purchase 
Pension Plan, which is a supplemental retirement program. In Januaiy 1981, the District’s 
employees elected to withdraw from the Federal Social Security System (FICA) and 
established the Money Purchase Pension Plan. The District contributes an amount equal 
to 6.65% of covered employee’s annual compensation (up to $29,700 after deducting the 
first $133 paid during each month) up to a maximum annual contribution of $1,868. 
Additionally, the District contributes to each employee’s account approximately 1.63% of 
covered payroll for the savings realized when the District de-pooled its Public Employees 
Retirement Fund (Fund) account. This amount was formerly paid to the employee’s 
Fund account. Each employee’s account is available for distribution upon such 
employee’s termination.
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The District’s total expense and funded contribution for this plan for the years ended 
June 30, 1991 and 1990 was $6,025,000 and $5,927,000, respectively. Money Purchase 
Pension Plan assets at June 30,1991 and 1990 (excluded from the accompanying financial 
statements) were $89,484,000 and $76,878,000, respectively.

11. LITIGATION AND DISPUTES WITH CONTRACTORS

The District is involved in various lawsuits, claims and disputes, which for the most part 
are normal to the District’s operations. In the opinion of District Management, the costs 
that might be incurred, if any, would not materially affect the District’s financial position 
or operations.

-16-
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

SUPPLEMENTAL SCHEDULE OF RECONCILIATION OF EXCESS
OPERATING REVENUES OVER (UNDER) EXPENSES
FOR THE YEARS ENDED JUNE 30. 1991 AND 1990 Un thousands^

The following is a reconciliation of excess operating revenues over (under) expenses after 
capital designations and before depreciation;

EXCESS OF EXPENSES OVER REVENUES - 
Operations

CAPITAL DESIGNATIONS 

DEPRECIATION

EXCESS OF OPERATING REVENUES OVER 
(UNDER) EXPENSES AFTER CAPITAL 
DESIGNATIONS AND BEFORE DEPRECIATION

1991 1990

$(35,598) $(29,262) 

(11,500) (15,381)

47.096 44.634

$ (2) I___J£)

Capital designations are made by the District annually for capital purposes which represent the 
excess of revenue over expenses before depreciation generated by operations.

-17-



OPERATING FUNDS 1990/91

35 40

I I I I I I I

TOTAL
$227,697 100%
(In Thousands)
SOURCE OF FUNDS
(In Thousands)

I I Property Tax
$10,638 4.67%

I I Transactions &
Use Sales Tax
$99,295 43.61%

I I Fares
$99,497

Other $18,267 8.02%
• Investment Income

and Other Operating Revenues 
$8,211 3.60%

• Construction Funds
$9,624 4.22%

• Regional Financial Assistance
$430 0.19%

TOTAL
$227,697 100%
(In Thousands)
HOW FUNDS WERE APPLIED
(In Thousands)

I I General Administration
.$44,818 19.68% I

I I Maintenance
$85,809 37.69%

I I Police Services
$11,906 5.23%

I

43.70% Decrease in Working Capital 
$2 0.01%

I I Transportation
$65,911 28.95%

□ Other $19,253 8.45%
• Capital Designation 

$11,500 5.05%
Construction & Engineering 
$7,753 3.40%

CAPITAL FUNDS 199D/91

!

TOTAL
$125,612 100%
(In Thousands)

I I Federal
$21,446 17.07%

SOURCE OF FUNDS
(In Thousands)

I I state
$21,051

TOTAL
$125,612 100%
(In Thousands)EXPENDrrURES
(In Thousands)

Equipment
• Train Control 

$2,690 2.14%

I I Inventory Build Up

$1,918 1.53%

' Cornmunications 
$816 0.65%

16.76%

□ District
$79,369 63.19%

I I Local
$3,746 2.987o

Construction
• Une

$60,807 48.41%
f .^yqtemwirtn

$6,422 ■ 5.11%

■ Transit Vehicles 
$41,489 33.03%

• Automatic Fare Collection 
$749 ■ 0.60%

I I Extensions 
Development

$2,971 2.36%

■ Management Information SysieiMS

$504 0.40%
' Support Facilities 

$1,846 1.47%
• Support Vchidcs 

$653 0.52%

Studies & Other
$2,35? 1.87%

• Other Equipment 
$2,395 1.91%
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BART

San Francisco Bay Area 
Rapid Transit District (BART)

Headquarters in downtown Oakland, 
California
800 Madison Street, P.O. Box 12688 
Oakland, CA 94604-2688 (510) 464-6000

Established in 1957 by the California State 
Legislature.
Authorized to plan, finance, construct, and 
operate rapid transit system.

Governed by a Board of Directors elected 
for four-year terms by voters in nine 
election districts within the counties of 
Alameda, Contra Costa and San 
Francisco.
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MESSAGE FROM GENERAL MANAGER PERFORMANCE HIGHLIGHTS

YU ’

wm
f.i

e thought 1990 would be a tough act 
to follow. BART’S razor sharp 
performance after the Loma Prieta 
Earthquake was a singular source of 

pride for us. But Fiscal 1991 saw a different 
kind of heroics at BART, a story without the 
public drama of our post-earthquake 
performance, but dramatic in its own right. A 
story of exciting progress toward the ambitious 
goals we Imposed upon ourselves for the year. 
And a story of the dawn of a new attitude, one 
whose rays were felt in every department at 
BART during the year and one that will 
continue to light our way as we navigate the 
challenges of the coming years.

Fiscal Year 1991 was the District’s first full year 
under our new performance budget: a detailed 
managerrient strategy reflecting our shared 
values, plans, and priorities. A budget linking 
dollars to activities and measurable 
accomplishments. Because BART’s budget 
derives from the “contract" we make with 
ourselves, our riders and elected officials. It 
has at its heart active self-assessment- 
measuring our progress toward our eight 
District goals. The budget is a display of the 
District’s agenda, sparking a new attitude of 
open accountability at BART.

Thus, reviewing our performance during Fiscal 
Year 1991,1 am, of course, struck by the stellar 
achievements, but I’m also heartened by the 
District’s inculcation of this new attitude 
imbuing our efforts to meet our goals and to 
honor the six themes of the 1991 budget.

First, we called for management revitalization.
As the District attitude evolved toward 
openness and accountability, BART senior and 
department managers were trained in the 
principles of the new budget process, in 
communicating and promoting these principles 
to employees, in supervising more effectively, 
and in implementing the new employee 
empowerment program. As a result, every level 
of BART personnel became primed to 
participate in the myriad changes taking place.
We streamlined and flattened the management 
structure, placing authority and accountability 
closer the the point of service delivery.

For 1991, we insisted on service improve
ment. The District’s new Central Computer 
System, so vital to our tuture, was accepted 
into sen/ice in February. Since then, the CCS 
has experienced over 200 enhancements.
Using multiple computers operating 
concurrently, it keeps trains running on 
schedule more reliably, allows us to put more 
trains into service, and opens the doors for our 
expansion.

In April, BART took the lead in developing a 
Bay Area-wide, integrated regional 
transportation system by launching the 
BARTPIus ticket program. It allows patrons to 
transfer among nine participating transit 
systems with only one ticket.

Fiscal Year 1991 saw great strides in rider 
access to BART, most notably the completion 
of the 850-space El Cerrito del Norte parking 
structure. The groundbreaking for the Pleasant 
Hill parking structure and significant progress 
in the Brentwood Park & Ride Lot project, 
together with the new multi-year master plan 
for the elderly and handicapped, all promise 
enhanced access and "quality of life" for BART 
riders in the future.

We facilitated our rider’s experience by 
installing new information kiosks at stations, 
increasing the number of station agents and 
improving their training, and lowering the 
number of train delays. System security, a 
crucial factor in rider confidence, took some 
significant strides with upgraded police 
communications, new canine patrols, additional 
officers, three new crime prevention programs, 
and the increase of police presence on trains 
by 278% on weekdays and 363% on weekends.

Special marketing programs that increased off- 
peak ridership and two extra trains and an extra 
hour of service on weeknights and Sundays 
helped make 1991 a year marked by significant 
service growth. BART patronage reached a record 
71,900,906 in Fiscal Year 1991, our highest ever!

L

ART patronage for the fiscal year 
1991 totaled 71,900,906, an 
increase of 1,351,359 over fiscal 
year 1990 and the highest annual 

patronage figure in the District’s history. 
This record total reflects, among other 
things, the number of passengers who 
began using BART after the 1989 
Loma Prieta earthquake and remained 
BART riders after the Bay Bridge 
reopened.

Weekday passenger trips averaged 
247,456 for FY1991, compared with 
241,525 for FY1990. Average weekday 
ridership for the fourth quarter of 
FY1991 was 249,747 trips, 2.3 percent 
above the same quarter of FY1990.
This reflects the District’s return to its 
long-term growth pattern after last 
year’s marked permanent increase in 
BART’S ridership.

Annual passenger miles amounted to 
897,786,507 for FY1991, an increase of 
6,557,564 over the previous year.

The District’s estimated share of peak 
period transbay traffic during FY1991 
(including cars, buses and trains) was 
39.2 percent based on surveys taken 
during the year by the Metropolitan 
Transportation Commission. BART’s 
estimated share of transbay commute 
traffic was 50 percent for FY1990.

Net passenger revenues reached 
$99,497,000, a decrease of $31,000 
from the FY1990 figure of $99,528,000. 
The 1990 amount included passenger 
revenue when the Bay Bridge was 
closed, and the average trip length 
and fares were higher. Total operat
ing revenues, including $8,211,000 
in interest income, advertising in 
trains and stations and other income, 
were $107,708,000, an increase of 
$1,060,000 from the previous 
fiscal year.

BART funded 48.2 percent of its 
FY1991 net operating expenses—which 
was $206,573,000 (excluding 
depreciation)—from net passenger 
revenues. BART’s farebox ratio last 
fiscal year was 51.6 percent.

BART’s operating ratio, which relates 
total operating revenues to total net 
operating expenses, was 52.1 percent 
in FY1991, compared with 55.3 percent 
for the previous year. The District’s 
objective is to fund no less than one- 
half of its net rail operating expenses 
from operating revenues.

FY 1991 FY 1990

Rail Ridership
Annual passenger trips 71,900,906 70,549,547
Average weekday trips 247,456 241,525
Average trip length 12.5 miles 12.6 miles
Annual passenger miles 897,786,507 891,228,943
Patron trip on-time performance (%) 96.0% 94.5%
System utilization ratio (passenger

miles to available seat miles) 32.7% 30.7%
End-of-period ratios:

Peak patronage 47.8% 47.6%
Off-peak patronage 52.2% 52.4%

BART’s estimated share of peak period
transbay trips - cars, trains & buses 39.2% 50.0%

Operations

Annual revenue car miles 39,193,009 40,327,962
Unscheduled train removals - average

per revenue day 1.5 2.2
Transit car availability to

revenue car fleet (a) 79.7% 82.5%
Passenger accidents reported per

million passenger trips 12.13 13.56
Patron-related crimes reported per

million passenger trips 43.73 41.18

Financial

Net passenger revenues $ 99,497,000 $ 99,528,000
Other operating revenues $ 8,211,000 $ 7,120,000
Total operating revenues $107,708,000 $106,648,000
Net operating expenses

(excluding depreciation) $206,573,000 $192,983,000
Farebox ratio (net passenger

revenues to net operating expenses) 48.2% 51.6%
Operating ratio (total operating

revenues to net operating expenses) 52.1% 55.3%
Net rail passenger revenue per

passenger mile ii.Od; ll.ld:
Rail operating cost per passenger mile 21 m 20.0(t
Net average rail passenger fare(b) $1.37 $1.40

NOTES
General note: Data represents annual averages unless otherwise noted.
(a) At 8 a.m. each each day.
(b) Includes BART/MUNI Fast Pass.

Net rail passenger revenue per 
passenger mile for FY1991 was 11.0 
cents, compared to 11.1 cents for 
FY1990. Rail operating cost per 
passenger mile for FYI1991 was 21.6 
cents, compared with 20.0 cents for the 
previous year.

In addition to funds derived from 
passenger fares, interest income and 
advertising, BART received 
$108,960,000 in revenue from 75 
percent of the one-half-cent transit

sales tax in the three BART counties, 
$430,000 in local funds and 
$10,638,000 in property tax available 
for operations.

Of the $108,960,000 derived from the 
sales tax, $21,165,000 was allocated to 
debt service and capital allocations, 
and $87,795,000 was made available 
for operations.
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A third budget theme for 1991, perhaps at once 
our greatest opportunity and our greatest 
challenge, is extension support. And nothing 
feels more profoundly exciting than our 
preliminary work this year on BART’s planned 
extension to Warm Springs, Pittsburg/Antioch, 
Dublin/Pleasanton, and Colma: a 33-mile, 10- 
station goal supported by an Innovative joint 
powers agreement, as well as a number of other 
funding accomplishments, and a comprehensive 
community outreach program.

We received the last of our 150 C-Cars and 
achieved a contract with the manufacturer to 
provide BART with the technical data needed for 
future car procurements. Heading off costly 
litigation, the contract supports the District’s 
expansion with funding as well as service; the 
sale/leaseback agreement yielded approximately 
$7 million.

When we prepared the 1991 budget, we stressed 
system investment, recognizing that the other 
side of expanding our system to realize its 
potential is protecting the taxpayers’ investment in 
BART’s basic infrastructure. To that end, we 
launched an ambitious system and station reha
bilitation program that involves restoring our 440 
A- and B-Cars and refurbishing our existing 
stations. Station rehabilitation is substantially 
complete at Concord, Fruitvale, MacArthur, and 
North Berkeley, including the installation of state- 
of-the-art water conservation computer-controlled 
irrigation systems.

We instituted the captive fleet program, ensuring 
more reliable car maintenance by assigning each 
BART car to a specific yard where the mainten
ance crew knows its history and is directly 
responsible for its upkeep. The newly opened 
Daly City Yard is now responsible for maintaining 
142 cars in the captive fleet program.

Imperative to BART’s efforts to fulfill its mission is 
employee orientation: nurturing and maintaining 
our most valuable resource, the people of BART. 
With this theme, the District’s attitude of open 
accountability translates to one of personal 
responsibility. We implemented an employee em
powerment program designed to inspire individual 
performance through improved technical training 
programs and organizational and strategic 
decisions that enable employees to more closely 
identify with the work they perform, as well as 
employee recognition and reward programs.

We also introduced a progressive, comprehensive 
employee substance abuse program, one that 
deters as well as detects drug and alcohol abuse. 
In its first year, 19 employees participated in the 
voluntary treatment/rehabilitation program.

Fiscal Year 1991 was one of steady progress 
toward our affirmative action goals; most notably, 
we began our two-year pilot engineering intern 
program, hoping to hire three minority or female 
interns. We hired five.

BART’s sixth theme for the 1991 budget was 
operational efficiencies. More efficient use of our 
human resources and more efficient use of our 
financial resources. We streamlined our car 
cleaning process, using personnel more 
effectively. We streamlined our hiring process with 
a new position control system. And, by flattening 
and paring down BART’s organization, we 
reduced management headcount by 18 positions 
while removing redundant levels of supervision. 
The District’s new internal audit department 
assessed BART management and internal control. 
We took a long, hard look at our procurement and 
contract management policies and developed a 
new procurement manual. Finally, our new 
Management Information System technology 
program reduced systems redundancy, 
inconsistencies in standards and equipment, and 
staffing and equipment costs.

There’s nothing healthier for an organization than 
holding it up to the light, examining it from all 
angles, for everyone’s view. What I see in Fiscal 
Year 1991 speaks well of BART’s proud and 
visionary past and of its present performance... 
and bodes well for its bright future. Fiscal year 
1991 was a year of renewing the public’s 
investment in our system and of striding con
fidently toward becoming what BART’s visionaries 
knew we could one day be. A year of renewing 
today.. .and realizing the vision.

Frank J. Wilson, General Manager 
Bay Area Rapid Transit

DISTRICT GOALS
1. Provide a Bafe. reliable, high quality and ecoDODiica] 

transportatioa service.

2. Deliver user-friendly services to all our customers.

3. Empower employees to function as owners of the BART organization.

4. Provide an environment free of ii
opportunities for employees and disadvantaged business 
enterprises, and one which encourages cooperation and 
develops a team of highly motivated staff.

5. Elxpand district markets and capture e nue sources.

6. Operate BART according to sound business practices.

7. Provide leadership in integrating regional transportation.

6. Build constituencies at ail levels of govt

=m=



Deloitte&
Touche

GRANT SMITH
2101 Webster Street, 20th Floor 
Oakland, California 94612 
415/893-1111

505 • 14th Street, Suite 950 
Oakland, California 94612 
(415) 832-0257

P4DEPENDENT AUDITORS’ REPORT

The Board of Directors of Szin Francisco 
Bay Area Rapid Transit District:

We have audited the accompanying balance sheets of San Francisco Bay Area Rapid Transit 
District (the District as of June 30, 1991 and 1990, and the related statements of operations, 
capital, and cash flows for the years then ended. These financial statements are the 
responsibility of the District’s management. Our responsibility is to express an opinion on 
these financial statements based on our audits.

We conducted our audits in accordance with generally accepted auditing standards. Those 
standards require that we plan and perform the audit to obtain reasonable assurance about 
whether the financial statements are fi-ee of material misstatement. An audit includes 
examining, on a test basis, evidence supporting the amounts and disclosures in the financial 
statements. An audit also includes assessing the accounting principles used and significant 
estimates made by management, as well as evaluating the overall financial statement 
presentation. We believe that our audits provide a reasonable basis for our opinion.

In our opinion, such financial statements present fairly, in all material respects, the financial 
position of San Francisco Bay Area Rapid Transit District at June 30,1991 and 1990, and the 
results of its operations and cash flows for the years then ended in conformity with generally 
accepted accounting principles.

Our audits were conducted for the purpose of forming an opinion on the basic financial 
statements taken as a whole. The supplemental schedule of reconciliation of excess of 
operating revenues over (under) expenses is presented for the purpose of additional analysis 
and is not a required part of the basic financial statements. This schedule is the responsibility 
of the District’s management. Such schedule has been subjected to the auditing procedures 
applied in our audits of the basic financial statements and, in our opinion, is fairly stated in all 
material respects when considered in relation to the basic financial statements taken as a 
whole.

September 11,1991



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

BALANCE SHEETS,

ASSETS 1991 1990 LIABILITIES AND CAPITAL 1991 ISiO

CURRENT ASSETS: CURRENT LIABILITIES:
Cash and cash equivalents (Notes 2 and 3) $ 17,388 $ 21,443 Current portion of long-term debt
Investments (Note 3) 221,632 252,592 (Notes) $ 35,515 $ 36,290
Deposits held by trustee (Note 3) 19,626 24,551 Payroll and other liabilities 58,028 51,912
Receivables 34,410 23,925 Self-insurance liabilities 13,963 10,946
Materials and supplies - at average cost 17.790 15.884 Unearned passenger revenue 1.914 2.070
Total current assets 310,846 338,395 Total current liabilities 109.420 101.218

DEFERRED COMPENSATION PLAN DEFERRED COMPENSATION
INVESTMENTS (Notes 3 and 9) 66,986 55,558 (Note 9) 66.986 55.558

INVESTMENTS RESTRICTED FOR LONG-TERM DEBT
BOARD DESIGNATED PURPOSES (Note 5) 439.500 460.775
(Note 3) 20,714 20,586

CAPITAL:
FACILITIES, PROPERTi' AND Grants and contributions, net 799,860 775,555

EQUIPMENT - At cost, less Accumulated net revenues 788.210 763.003
accumulated depreciation (Note 4) 1.805.430 1.741.570 Total capital 1.588.070 1.538.558

TOTAL ASSETS $2,203,976 $2.156.109 TOTAL LIABILITIES AND CAPITAL $2,203,976 ^2-156.109

■' 'V,

X:

See notes to financial statements.

■■
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT 

STATEMENTS OF OPERATIONS
FOR THE YEARS ENDED JUNE 30. 1991 AND 1990 fin thousands’)

..................................... 1991.............................................................................. 1990....................................
DEBT COMBINED DEBT COMBINED

OPERATIONS CONSTRUCTION SERVICE TOTAL OPERATIONS CONSTRUCTION SERVICE TOTAL

OPERATING REVENUES:Fares
Other (including investment income) 
Total operating revenues
OPERATING EXPENSES: Transportation 
Maintenance 
Police services
Construction and engineering
General and administrativeDepreciation
Total operating expenses
Less capitalized costs
Net operating expenses
OPERATING LOSS-
OTHER REVENUES (EXPENSES): 
Transactions and use tax 
Property tax
Local financial assistance 
Sale of tax benefits 
Other investment income 
Interest expense.
Other- net 
Total other revenues
EXCESS OF REVENUES OVER 

CUNDEiy EXPENSES BEFORE 
EXTRAORDINARY ITEM

EXTRAORDINARY ITEM-Loss on 
defeasance of debt

EXCESS OF REVENUES OVER 
(UNDER)EXPENSES

See notes to financial statements.

$ 99,497 
B.211

65,911
85,809
11,906
7,753

44,818
47.096

.(Note 2).

263,293
(9,624)

253.669
(145.961)

$ 99,497 
8.211

65,911
85,809
11,906
7,753

44,818
47.096

263,293(9.624)
253.669

99,295
10,638

430
$ 9,827 
14.p3

$ 9,665 44,578

1,128
(23,1481

(229
110*363 24.060 31.994

(35.598) 24,050 31,994

(17.1761

$(35,598) $24,050 $14,818

$ 99,528 
7.120 

106.648

65,033
79,186
11,011
6,322

40,075
44.634

.(Note 2).

246,261

(145.961) (130.969)

108,960
55,216

430
9,827

15,351
(23,148)

(229)
166.40T

91,512
9,782

413
$14,244
20,176

34,420

$14,552
51,671

2,144 
(27,926, 

■■ (34) 
40.407

$ 99,528 
7.120 

106.648

65,033
79,186
11,011
6,322

40,075
44.634246j261
(8.644)

237,617
(130.969)

106,064
61,453

413
14,244
22,320

(27,926
(34

40,407 45,565
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

STATEMENTS OF CAPITAL
FOR THE YEARS ENDED JUNE 30, 1991 AND 1990 fin thousands')

BALANCES, JUNE 30, 1989

EXCESS OF REVENUES O'VER 
EXPENSES

OTHER ADDITIONS 
(DEDUCTIONS):

Grants and contributions 
Depreciation and retirements 

of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1990

EXCESS OF REVENUES OVER 
EXPENSES

OTHER ADDITIONS 
(DEDUCTIONS):

Grants and contributions 
Depreciation and retirements 

of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1991 

See notes to financial statements.

GRANTS AND
CONTRIBUTIONS, ACCUMULATED TOTAL

NET NET REVENUES CAPITAL
$746,535 $695,061

45,565

51,397

(22.377)

775,555

22.377

763,003

3,270

46,242

(21.937)

$799.860

2L937

$1,441,596

45,565

51,397

1,538.558

3,270

46,242

$788.210 $1.588.070

-4-
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

STATEMENTS OF CASH FLOWS

CASH FLOWS FROM OPERATIONS:
Operating loss
Less investment income included in operating revenue 
Operating loss excluding investment income 
Adjustments to reconcile operating loss to net cash 

used by operations:
Depreciation
Net effea of changes in:

Deferred compensation plan liabilities 
Receivables 
Materials and supplies 
Payroll and other liabilities 
Self-insurance liabilities 
Unearned passenger revenue 

Net cash used by operations

CASH FLOWS FROM NONCAPITAL FINANCING 
AcnvmES:Transactions and use tax received

Property tax received
Local finandal assistance received
Net cash provided by noncapital financing activities

CASH FLOWS FROM CAPITAL AND RELATED 
FINANCING ACnvrriES:Transaaions and use tax received

Property tax received
Proceeds from s^e of tax beneflts
Interest paid on bonds
Bond service fees paid
Capital grantsreceived
Principal paid on long-term debt
Proceeds from issuance of sales tax revenue bonds
Defeasance of sales tax revenue bonds
Bond issuance cost
Expenditures for facilities, property and equipment
Proceeds from sale of real estate
Net cash used for capital and related financing activities

CASH FLOWS FROM INVESTING ACTIVITIES:
Proceeds from sale, and maturity of investments
Purchases of investments
Interest on investments
Net cash provided by investing activities

NET DECREASE IN CASH AND CASH EQUIVALENTS

CASH AND CASH EQUIVALENTS, Beginning of year

CASH AND CASH EQUIVALENTS, End of year

See notes to financial statements.

1991 1990

$(145,961) $(130,969)
f4.950) (4.313)

(150,911) (135,282)

47,096 44,634

11,428
(4.030)

7,702
70

(1.906) (1.262)
(1.613) (4.785)
3,017
fl56l

3,277
238

(97.075) (85.408)

99,295 91,512
10,638 9,782

430 413
110.363 101.707

9,665 14,552
44,854 51,213
9,827

(23,665)
14,244

(27,986)
(18) (34)

40,197
(36,290)
158,478

(155,253)
(4.435)

45,343
(42,585)

(113,140) (127,527)
1.309 603

(68.471) (72.177)

353,947 461,147
(326,427) (439,854)

23.608 27.675
51.128 48.968

(4.055) (6.910)

21.443 28.353

$ 17.388
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

NOTES TO FINANCIAL STATEMENTS

ORGANIZATION AND BASIS OF PRESENTATION

Description of Reporting Entity - San Francisco Bay Area Rapid Transit District (the 
District) is a public agency created by the legislature of the State of California in 1957 and 
regulated by the San Francisco Bay Area Rapid Transit District Act, as amended, and 
subject to transit district law as codified in the California Public Utilities Code. The 
disbursement of all funds received by the District is controlled by statutes and by 
provisions of various grant contracts entered into with federal, state and local agencies.

For financial reporting purposes, the District’s financial statements include all financial 
activities that are controlled by or dependent upon actions taken by the District’s Board 
of Directors.

Basis of Accounting - The accrual basis of accounting is used by the District. Under this 
method revenues are recorded when earned and expenses are recorded when the related 
liability is incurred.

SIGNIFICANT ACCOUNTING POLICIES

Investments are stated at cost or amortized cost, except for investments of the deferred 
compensation plan which are stated at current (market) value. As a matter of policy, the 
District holds investments until their maturity.

Deposits held bv trustee, consisting of cash and investments, are held by trustee banks in 
accordance with the District’s various bond indentures and for general debt service 
requirements. Deposits are stated at cost.

Facilities, property and equipment are stated at cost and depreciated using the straight- 
line method over the estimated useful lives of the assets. Depreciation of assets acquired 
with District funds is distinguished from depreciation of assets acquired with grants and 
contributions by others.

The District capitalizes certain interest revenue and expenditures related to tax-free

expenses from applicable borrowings.

Self-insurance Liabilities - The District is largely self-insured for workers’ compensation 
claims, general liability claims, and major property damage. The District accrues the 
estimated costs of the self-insured portion of claims.

Unearned passenger revenue is an estimate of passenger tickets purchased which have 
not yet been completely used.

-6-
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Grants and Contributions - The District periodically receives grants from the Urban Mass 
Transportation Administration (UMTA) and other agencies of the U.S. Department of 
Transportation, state, and local transportation funds for the acquisition of transit related 
equipment and improvements. Capital grant funds earned, less amortization equal to 
accumulated depreciation of the related assets, are included in grants and contributions.

Statements of operations include the financial activities of the general operations of the 
transit system, revenues restricted by the Board of Directors for construction activity, and 
revenues restricted by the District’s various bond indentures for debt service (including 
interest expense) on outstanding long-term debt.

Transactions and Use Tax CSales Tax^ Revenue - A 1/2% transactions and use tax is 
collected within District boundaries and administered by the State Board of Equalization. 
Of amounts available for distribution, 75% is paid directly by the State Board of 
Equalization to the District’s trustee for the purpose of paying bond interest, principal 
and expenses. Monies not required for these purposes are transmitted to the District. 
The remaining 25% is allocated by the Metropolitan Transportation Commission (MTC) 
to the District, the City and County of San Francisco, and the Alameda-Contra Costa 
Transit District for transit services. The District records the total transactions and use 
taxes earned (including amounts paid to the trustee) as revenue.

Property Taxes. Collection and Maximum Rates - The State of California Constitution

igation debt has been approved by voters. Assessed value is calculated at 100% t 
market value as defined by Article XIII A and may be adjusted by no more than 2% per 
year unless the property is sold or transferred. The State Legislature has determined the 
method of distribution of receipts from a 1% tax levy among the counties, cities, school 
districts and other districts, such as the District.

The District receives property tax revenues to meet the debt service requirements of its 
General Obligation Bonds. The District also receives an allocation of property tax 
revenues for transit operations.

San Francisco, Alameda and Contra Costa Counties assess properties, bill for, collect, and 
distribute property taxes. Property taxes are recorded as revenue and receivables, net of 
estimated uncollectibles, in the fiscal year of levy.

Financial assistance grants are accrued as revenue in the period to which the grant 
applies.

Sale of Tax Benefits - The District has entered into agreements to sell tax benefits for 
certain District-owned transit equipment contracted for purchase prior to August 1986. 
The transactions have been structured in the form of leases for tax purposes. The District 
recognizes tax benefit sales proceeds in the period of sale of tax benefits.

Pension costs are expensed as incurred. Such costs equal the actuarially determined 
aimual contribution amount. See Note 8.
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Statement of Cash Flows - During fiscal 1991, the District adopted Statement No. 9 of the 
Governmental Accounting Standards Board, "Reporting Cash Flows of Proprietary and 
Nonexpendable TrusCFuhds~and Governmental Entities That Use" Proprietary Fund 
Accounting," which requires a statement of cash flows in place of a statement of changes 
in financial position. The 1990 statement of changes in financial position has been 
replaced with a statement of cash flows comparable with 1991. The District considers all 
highly liquid investments with a maturity of three months or less when purchased to be 
cash equivalents. Deposits held by trustee, deferred compensation plan investments and 
investments restricted for Board designated purposes are treated as investments.

CASH AND INVESTMENTS ;

The District maintains a cash and investment pool that includes cash and investments 
available for general use and restricted for Board designated .purposes. Cash and 
investments of the District’s deferred compensation plan (see Note 9) are held separately 
by the plan’s administrator.

Deposits - At June 30, 1991 (and 1990), the District’s cash on hand was $1,779,000 (1990, 
$2,082,000), and the carrying amount of the District’s time and demand deposits was 
$(4,289,000) (1990, $2,661,000) with the corresponding bank balance of $8,779,000 (1990, 
$9,826,000). Of the bank balance $329,000 (1990, $408,000) was insured by federal 
depository insurance or collateralized by securities held by the District’s agent in the 
District’s name, and $8,450,000 (1990, $9,418,000) is required by Section 53652 of the 
California Government Code to be collateralized 110% by the pledging financial 
institutions. Such collateral is not required to be in the District’s name.

Investments - State of California statutes and District policy authorize the District to 
invest in obligations of the U.S. Treasury, its agencies and instrumentalities, bankers’ 
acceptances, repurchase and reverse repurchase agreements, and the State Treasurer’s 
investment pool. The District did not enter into any reverse repurchase agreements 
during 1991 or 1990. . . - ^ ...... .. _

The District’s investments are categorized below to give an indication of the credit risk 
assumed by the District at June 30, 1991. Category 1 includes investments that are 
insured or registered or for which the securities are held by the District or its agent in the
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District’s name. Category 2 includes uninsured and unregistered investments for which 
the securities are held by the broker’s or dealer’s trust department or agent in the 
District’s name.

.............1990..............
Carrying Market Carrying Market

1 2 Amount Va1 ue Amount Value

Money market $ 4,740 $ 4,740 $ 4,740
$ 25,219U.S. iVeasuiy notes $ 61,533 61,533 61,673 $ 25,155

Federal agency obligations 178,813 178,813 179,055 257,245 257,185
Repurchase agreements 14.164 14.883 29.047 29.047 27.484 27.484

Total $254,510 $19.623 274,133 274,515 309,884 309,888

pish on hand 1,779
(4,289)

1,779
(4,289)

2,082 2,082
Time aiid demand deposits
Mutual funds - deferred compensation

2,661 2,661

plan investments 66.986 66.986 55.558 55.558

Total $338.609 $338.991 $370.185 $370.189

Reported as:
Cash and cash equivalents $ 17,388 $ 21,443
Short-term investments
Payroll and other liabilities

221,632 252,592

(representing cash overdraft) (7,737) (4.545)
Eteposits held by trustee
Deferred compensation

19,626 24,551

plan investments
Investments restricted for

66,986 55,558

Board designated purposes 20.714 20.586

Total $338,609 $370,185

Investments restricted for Board of Directors’ designated purposes are summarized as 
follows (in thousands):

Basic system completion 
System improvement 
Self-insurance 
Operating

Total

1991

$ 3,815 
3,499 
9,000 
4.400

1990

$ 4,070 
3,316 
9,000 
4,200

$20.714 $20.586
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FACILITIES, PROPERTY AND EQUIPMENT

Facilities, property and equipment, asset lives, and accumulated depreciation and 
amortization at June 30,1991 and 1990 are summarized as follows (in thousands):

.1991. .1990.

Lives

Accumulated
Depreciation

and

Accumulated
Depreciation

and

Land

(Years) Cost

$ 208.995

Amortization Cost

$ 203,466

Amortization

Improvements
System-wide operation

80 1,222,314 $ 238,362 1,191,500 $223,488

and control 20 201,156 101,362 188,296 92,729
Revenue transit vehicles
Service and miscellaneous

30 419,239 115.786 375,563 100,440

equipment
Cap talized construction

3-20 29,375 17,124 26,179 15,497

and start-up costs 30 97,722 57,055 100,705 54,320
Repairable property items 
Construction-in-progress

30 14,010
146.036

3,728 12,087
133.627

3,379

Total $2,338,847 $ 533.417 $2,231,423 $489,853

The District has entered into contracts for the construction of various facilities and 
equipment totaling approximately $292 million at June 30,1991,

In June 1988, the District entered into Principles of Agreement (Agreement) with the San 
Mateo County Transit District (SamTrans) pertaining to extending the transit system to 
the vicinity of San Francisco International Airport (^rport). Under the terms of the 
Agreement, SamTrans will pay the District a $200 million capital contribution, to be used 
for East Bay expansion, payable in installments (adjusted for inflation) upon reaching 
certain Airnort extension milestones. In addition, SamTrans will be responsible for 
funding 25% of the cost of extending the transit system to the Airport. District 
management’s most current estimate, updated in 1991, of the cost of such Airport 
extension is approximately $849 million. This project is contingent upon the District 
receiving adequate commitments for federal funding, and also upon expansion of the 
transit system in the East Bay.

5. LONG-TERM DEBT

Long-term debt at June 30,1991 and 1990 is summarized as follows (in thousands):

1962 General Obligation Bonds
1966 Special Service District Bonds
Total General Obligation Bonds
1985 Sales Tax Revenue Bonds
1990 Sales Tax Revenue Refunding Bonds
Total long-term debt
Less:

Unamortized 1990 bond discount and issuance costs
Current portion

Net long-term portion

1991 1990

$315,400
4.330

$349,100
4.850

319,730

159.509
353,950
143,115

4/9,239 497,065

(4,224,
(35.515'

$439,500 $460,775
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1962 General Obligation Bonds - In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million of General Obligation Bonds. 
Payment of both principal and interest i^rovided by the levy of District-wide property 
taxes. Bond interest rates range from 1.5% to 6.0%.

1966 Special Service District Bonds - In 1966, City of Berkeley voters formed Special 
Service District No. 1 and authorized the issuance of $20.5 million of General Obligation 
Bonds, of which $12 million were issued, for construction of subway extensions within that 
city. Payment of both principal and interest is provided by taxes levied upon property 
within Special Service District No. 1. Bond interest rates range from 4.0% to 5.5%.

1990 Sales Tax Revenue Refunding Bonds fthe 1990 Bondsl - The 1969 legislature of the 
State of California authorized the District to impose a 1/2% transactions and use tax 
within District boundaries and issue Sales Tax Revenue Bonds. On September 30, 1977, 
the Governor signed legislation which extended the transactions and use tax indefinitely. 
The tax is collected and administered by the State Board of Equalization. Of amounts 
available for distribution, 75% is paid to the District’s trustee for the purpose of paying 
bond interest, principal and expenses. Monies not required for these purposes are 
transmitted to the District. The remaining 25% is allocated by the MTC to the District, 
the City and County of San Francisco, and the Alameda-Contra Costa Transit District for 
transit services on the basis of regional priorities established by MTC.

In July 1990, the District issued sales tax revenue refunding bonds totaling $158,478,430 
with an average interest rate of 6.6% to advance refund $141,045,000 of 1985 Sales Tax 
Revenue Bonds outstanding. The net proceeds of $154,038,800, after discount and 
payment of underwriting fees and insurance plus an additional $1,214,835 of cash held by 
trustee, were used to purchase U.S. government securities. Those securities were 
deposited in an irrevocable trust with a trustee to provide for all future debt service 
payments on the 1985 bonds. As a result, the 1985 Sales Tax Revenue Bonds are 
considered to be defeased and the liability for the bonds removed from the balance sheet.

The advance refunding resulted in the recognition of an accounting loss of $17,176,560 for 
the year ended June 30,1991. However, the advance refunding has reduced the District’s 
aggregate debt service requirements by $9,454,000 over the next 21 years and has resulted 
in an economic gain (difference between the present values of the old and new debt 
service payments) of approximately $8,400,000.

The 1990 Bonds are special obligations of the District payable from, and secured by, a 
pledge of the sales tax revenues. At June 30, 1991, the 1990 Bonds consist of 
$141,650,000 of current interest bonds due from 1993 to 2012 with interest rates ranging 
from 5.9% to 6.75% and $17,858,524 of capital appreciation serial bonds ($16,828,430 
original amount) with yields of 6.65% to 6.75% due from 2002 to 2005. Interest on the 
capital appreciation bonds is payable at maturity. For financial reporting purposes, 
accrued interest is added to the principal balance. The current interest bonds maturing 
on July 1, 2009 ($56,215,000) are redeemable after July 1, 2000 at the option of the 
District at prices ranging from 102% to 100%.

The discount is being amortized over the life of the related debt.
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The following is a schedule of long-term debt principal repayments required as of 
June 30,1991 (in thousands):

1962
G.O.

Bonds

1966
Special Service 
District Bonds

1990 Sales 
Tax Revenue 
Refunding 

Bonds Total

Year ending June 30:
1992
1993
1994
1995
1996
Thereafter

$ 34,975 
36,275 
37,525 
39,050 
40,625 

126.950

$ 540
570
590
620
640

1.370

$ 840 
5,400 
5,785 
6,205 

141.279

$ 35,515 
37,685 
43,515 
45,455 
47,470 

269.599
Total $315.400 $4.330 $159.509 $479.239

FEDERAL GRANTS

The U.S. Department of Transportation provides financial assistance to the District for 
capital projects and planning and training. Grants which were active during the year 
ended June 30,1991 are summarized as follows (in thousands):

Total approved project costs

Total approved federal funds 
Less cumulative amounts received

$419.219

$327,262

Remaining amount available under federal grants $ 50.557

7. LOCAL AND STATE FINANCIAL ASSISTANCE

The District receives local operating and capital assistance from Transportation 
Development Act Funds (TDA> For the year ended June 30, 1991, TDA assistance 
was $430,000 (1990, $413,000), all of which was used for operating assistance. These 
funds are received from the counties of Alameda and Contra Costa to meet, in part, the 
District’s operating requirements based on annual claims filed by the District and 
approved by the MTC.

(199(), $19,000) was used for flow-through projects. These funds are allocated by MTC 
based on the ratio of the District’s transit operation revenue and local support to the 
revenue and local support of all state transit agencies.
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8. EMPLOYEES RETIREMENT PLAN

Plan Description - All permanent employees are eligible to participate in the Public 
Employees’ Retirement Fund (Fund) of the State of California’s Public Employees’ 
Retirement System. The Fund is an agent multiple-employer defined benefit retirement 
plan that acts as a common investment and administrative agent for various local and 
state governmental agencies within the State of California. The Fund provides 
retirement, disability, and death benefits based on the employee’s years of service, age 
and compensation. Employees vest after five years of service and may receive retirement 
benefits at age 50. These benefit provisions and all other requirements are established by 
state statute and District ordinance.

The District was not required to make a contribution to the Fund for public safety 
personnel or for miscellaneous covered employees for the years ended June 30,1991 and
1990 due to a surplus of the District’s portion of the Fund’s net assets over the District’s 
pension benefit obligation caused by a change in 1988 in the actuarial valuation method 
and an actual rate of return on investment assets that exceeded the assumed rate. The 
District’s covered payroll for employees participating in the Fund for the years ended 
June 30, 1991 and 1990 was $105,614,000 and $95,372,000, respectively. The District’s
1991 and 1990 payroll for all employees was $117,564,000 and $109,991,000, respectively. 
The District, due to a Collective Bargaining Agreement, also has a legal obligation to 
contribute an additional 9% for public safety personnel and 7% for miscellaneous 
covered employees. Employees have no obligation to contribute to the Fund.

Funding Status and Progress - The "pension benefit obligation" is determined for each 
participating employer by the Fund’s actuary and is a standardized disclosure measure 
that results from applying actuarial assumptions to estimate the present value of pension 
benefits, adjusted for the effects of projected salaty increases and step rate benefits, to be 
payable in the future as a result of employee service to date. The measure is intended to 
help users assess, the funding status of the District’s portion of the Fund to which 
contributions are made on a going-concern basis, assess progress made in accumulating 
sufficient assets to pay benefits when due, and make comparisons among employers. The 
measure is the actuarial present value of credited projected benefits and is independent 
of the funding method used.

The pension benefit obligation shown below was computed as part of an actuarial 
valuation performed as of June 30,1990, the latest availab e for the Fund. The significant 
actuarial assumptions used in the 1990 valuation to compute the pension benefit 
obligation were an assumed rate of return on investment assets of 8.5%, annual payroll 
increases of 5.5% attributable to inflation and 1.5% attributable to merit or seniority, and 
no postretirement benefit increases.
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The funding status applicable to the District’s employee group at June 30,1990 (the latest 
available for the Fund; follows (in thousands);

Net assets available for benefits, at cost 
(total market value, $314,165)

Pension benefit obligation:
Retirees and beneficiaries currently 

receiving benefits and terminated 
employees not yet receiving benefits 

Current employees:
Accumulated employee contributions 

and allocated investment earnings 
Employer-financed, vested 
Employer-financed, nonvested 

Total pension benefit obligation

$277,041

91,169

92,685
39,309
2.005

225.168
Net assets in excess of pension benefit 

obligation $ 51.873

Actuariallv Determined Contributions Required and Contributions Made - The funding 
jolicy of the Fund provides for actuarially determined periodic contributions by the 
District at rates such that sufficient assets will be available to pay benefits when due. The 
District was not required to make a contribution to the Fund for the years ended June 30,
1991 and 1990 in accordance with the actuarially determined requirements computed as 
of June 30, 1989 and 1988, respectively. The District’s surplus asset position is being
offset against the current year’s normal cost contribution. The actuarially determined 
normal cost contribution rate before reduction for the surplus asset amortization was 
16.256% (1990, 15.345%) for public safety employees and 7.980% (19%, 8.069%) for 
miscellaneous employees.

The District’s normal cost contribution rate is determined using the entry-age normal 
actuarial cost method, a projected benefit cost method. It takes into account those 
benefits that are expected to be earned in the future as well as those already accrued. 
The Fund would use the same method to amortize any unfunded liability.

Significant actuarial assumptions used in the June 30, 1990 valuation to compute the 
actuarially determined contribution requirement are the same as those used to compute 
the pension benefit obligation as described above.

Historical Trend Information - Trend information gives an indication of the progress 
made in accumulating sufficient assets to pay benefits when due. Ten-year trend 
information is not yet available.
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For the District’s portion of the Fund, trend information for the four years ended 
June 30,1990, follows (dollars in thousands):

Net assets available for benefits, at cost 
Pension benefit obligation 
Net assets available for benefits as a percentage 

of pension benefit obligation
Assets in excess of pension benefit obligation 
Annual covered payroll
Assets in excess of pension benefit obligation as a 

percentage of annual covered payroll 
Contributions made in accordance with actuarially 

determined requirements as a percentage of annual 
covered payrol

Trend information for 1991 is not yet available.

1990 1989 1988 1987

$277,041
$225,168

$245,582
$193,565

$214,290
$171,353.

$189,801
$151,795

123% 127% 125% 125%

$51,873
$95,372

$52,017
$85,746

$ 42,937 
$ 83,178

$ 38,006 
$ 79,940

54.4% 60.7% 51.6% 47.5%

0% 0% 0% 0%

9. DEFERRED COMPENSATION PLAN

The District offers its employees a deferred compensation plan created in accordance 
with Internal Revenue Code Section 457. The deferred compensation plan, available to 
all officers and employees, permits them to defer a portion of their salary until future 
years. The deferred compensation is not available to employees until retirement, 
termination, or certain other covered events.

As required by IRC Section 457, all amounts of compensation deferred under the 
deferred compensation plan and all income attributable to those amounts remain the 
property of the District (until paid or made available to the participants), subject only to 
the claims of the District’s general creditors. Participants^ rights under the deferred 
compensation plan are equa to those of general creditors of the District in an amount 
equal to the fair market value of the deferred account for each participant. The plan 
administrator has invested the deferred amounts in numerous participant-directed, 
uninsured investments.

District Management believes that the District has no liability under the terms of the plan 
for any amounts other than the participants’ account balances.

10. MONEY PURCHASE PENSION PLAN

All District employees, except sworn police officers, participate in the Money Purchase 
Pension Plan, which is a supplemental retirement program. In Januaiy 1981, the District’s 
employees elected to withdraw from the Federal Social Security System (FICA) and 
established the Money Purchase Pension Plan. The District contributes an amount equal 
to 6.65% of covered employee’s annual compensation (up to $29,700 after deducting the 
first $133 paid during each month) up to a maximum annual contribution of $1,868. 
Additionally, the District contributes to each employee’s account approximately 1.63% of 
covered payroll for the savings realized when the District de-pooled its Public Employees 
Retirement Fund (Fund) account. This amount was formerly paid to the employee’s 
Fund account. Each employee’s account is available for distribution upon such 
employee’s termination.
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The District’s total expense and funded contribution for this plan for the years ended 
June 30, 1991 and 1990 was $6,025,000 and $5,927,000, respectively. Money Purchase 
Pension Plan assets at June 30,1991 and 1990 (excluded from the accompanying hnancial 
statements) were $89,484,000 and $76,878,000, respectively.

11. LITIGATION AND DISPUTES WITH CONTRACTORS

The District is involved in various lawsuits, claims and disputes, which for the most part 
are normal to the District’s operations. In the opinion of District Management, the costs 
that might be incurred, if any, would not materially affect the District’s financial position 
or operations.

-16-

^ -I



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

SUPPLEMENTAL SCHEDULE OF RECONCILIATION OF EXCESS
OPERATING REVENUES OVER (UNDER) EXPENSES
FOR THE YEARS ENDED JUNE 30. 1991 AND 1990 Tin thousands^

The following is a reconciliation of excess operating revenues over (under) expenses after 
capital designations and before depreciation:

1991 1990

EXCESS OF EXPENSES OVER REVENUES - 
Operations

CAPITAL DESIGNATIONS 

DEPRECIATION

EXCESS OF OPERATING REVENUES OVER 
(UNDER) EXPENSES AFTER CAPITAL 
DESIGNATIONS AND BEFORE DEPRECIATION

$(35,598) $(29,262) 

(11,500) (15,381)

47.096 44.634

$ i2) 1

Capital designations are made by the District annually for capital purposes which represent the 
excess of revenue oyer expenses before depreciation generated by operations.
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OPERATING FUNDS 1990/91

TOTAL
$227,697 100%
(In Thousands)
SOURCE OF FUNDS
(In Thousands)

I I Transactions &
Use Sales Tax
$99,295 43.61%

I I Fares
$99,497 43.70%

I I Property Tax
$10,638 4.67%

□ Other $18,267 8.02%
• Investment Income

and Other Operating Revenues 
$8,211 3.60%

• Construction Funds
$9,624 4.22%

• Regional Financial Assistance
$430 0.19%

• Decrease in Worthing Capital 
$2 0.01%

I J__________________

0 5 10 15
TOTAL
$227,697 100%
(In Thousands)
HOW FUNDS WERE APPLIED
(In Thousands)

1 I Maintenance
$85,809 37.69%

I I Transportation
$65,911 28.95%

Q] General Adminisliation
$44,818 19.68%

I I Police Services
$11,906 5.23%

□ Other $19,253 8.45%
• Capital Designation

$11,500 5.05%
• Constnjction & Engineering

$7,753 3.40%

CAPITAL FUNDS 1990/91

TOTAL
$125,612 100%
(In Thousands)

SOURCE OF FUNDS
(In Thousands)

□ District
$79,369 63.19%

□ Federal
$21,446

□ State
$21,051

I I Local
$3,746

50 60

17.07%

16 76%

2.98%

!

TOTAL
$125,612 100%
(In Thousands)EXPENDITURES
(In Thousands)

Construction
• Une

$60,807 48.41%

□

□
Systemwide 
$6,422 5.11%
Support Fadlilies 
$1,846 1.47%

Equipment
• Train Control

$2,690 2.14%
• Communications

$816 0.65%
■ Transit Vehicles 

$41,489 33.03%
• Airtnmalif: Fare Collection

$/4S u.60%
• Management Information Systems

$504 0.40%
• Support Vehicles

$653 0.52%
• Other Equipment

$2,395 1.91%

I I Inventory Build Up
$1,918 1.53%

I I Extensions 
Development

$2,971 2.36%

Studies & Other
$2,352 1.87%
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Message from General Manager

o

~y Frank J. Wilson. 
General Manager 
Bay Area Rapid Transit

ART entered its third decade of 
service to the people of the Bay Area 

propelled by challenge, fulfilling its tradition of 
growth and triumph through adversity.

The pressures faced by BART over concerns 
about energy consumption, the environment, a 
faltering economy, public safety and increasing 
demand on constricting resources tapped the 
District’s deepest veins of strength.
______ Yet, BART scored many of its

greatest victories in these very areas.
As Abigail Adams wrote,"Great 
necessities call out great virtues,” and 
we witnessed that phenomenon at 
BART in FY1992.

As a transit service provider, the 
District set significant records in the past 
year. We carried more than 73 million 
passengers nearly a billion miles. Our 
weekday average rose to nearly 250,000 
passenger trips, and we set a record in 
weekend patronage. In FY1992, we 
achieved 96 percent daily on-time 
performance—three percentage points 
higher than just five years ago and 
leagues ahead of the less than 90 

percent rate of a decade ago. In reliability—crucial to 
today's transportation market—we posted a rating of 
835 hours between system failures, 52 percent better 
than just two years ago.

As encouraged as we are by these records, 
they represent only one way of looking at BART's 
Fiscal Year 1992.

Extensions
While the cry for alternatives to automobile 

transportation resounded more loudly than ever in 
the Bay Area, and every individual and business 
enterprize felt the drag of the recession, BART made 
historic strides to expand, ground breaking for 
long-awaiting system extension resulting in the 
creation of much-needed jobs for Bay Area citizens.

We began construction on extensions into 
burgeoning East Contra Costa County, the Livermore 
Valley, and Colma, the first leg of our journey to San 
Francisco International Airport. On each extension 
route, we were months ahead of schedule and under

budget, by taking advantage of an excellent bidding 
climate in the construction industry.

In FY1992, BART awarded more than a $500 
million dollars in construction contracts that will 
mean at least 28,000 jobs for the people of the Bay 
Area; jobs that can help pull the region out of an 
economic slump.

We also signed agreements in FY1992 that 
will bring $616 million in construction funds to 
BART: $151 million from Contra Costa Transit 
Authority; $90 million from San Mateo County; 
$107 million from bridge tolls; $168 million from 
the State; and, $100 million from the federal 
government for the airport extension.

Finally, we have embarked on a project, where 
In, we are working with private companies and the 
federal government to review state of the art 
"suspended guideway” and light rail "people 
mover” technology with a view to building a new 
system which could someday whisk passengers 
from BART to the Oakland International Airport.

Rehabilitation
We made progress on all fronts to extend and 

improve BART service. We have at the same time 
launched a comprehensive and critical rehabilita
tion program by re-investing in our ageing 
facilities, which have served the requirements of the 
people of the Bay Area for 20 years. As the FY1992 
came to a close we have rehabilitated four of our 
most heavily trafficked stations; MacArthur, 
Concord, Fruitvale and North Berkeley. The State 
recently awarded BART $4 million and the Federal ' 
Transportation Administration awarded an $8 
million grant to begin rehabilitating our ageing 
fleet of original cars.

New Cars
Meanwhile, we signed a contract with 

Morrison Knudsen Corp. to assemble 80 new BART 
cars at Its plant in Contra Costa County—sowing 
the wages and taxes generated by that work back 
into the Bay Area economy. It was particularly 
gratifying to bring the original bid price down by 
$51 million through a "negotiated bid” process 
which involved three bidders for the contract. The 
first of the new BART cars, which will be C-cars, is 
scheduled for delivery in early 1995.

BART



“the compelling need

for alternatives

to car commuting.

we responded

with important

strides in service

and accessibility”

Service
While population growth in the Bay 

Area and concern for tiie eiiviionnient 
continued to fuel the compelling need for 
alfernatives to car commuting, we. 
responded with important strides in 
service and accessibility. BART completed parking 
garages in FY1992 that will accommodate some 
2,000 additional cars. More recently we broke ground 
for more garages to park another 2,800 cars—all in 
all, a 16 percent increase in parking capacity. In order 
to enhance bus access to BART, we increased the 
number of bus loading bays, allowing more buses to 
interface with BART at one time. This program ot 
providing more bus loading facilities at BART stations 
should permit the bus companies to increase the 
number of routes, thus providing more options for 
passengers to connect with BART,

We also introduced a new, faster, mnre 
efficient schedule—the most radical change in 
BART timetables in 12 years—and worked 
diligently to shake the bugs from it. Among the 
advantages of the new schedule are guaranteed 
late-evening "timed transfers,” which means during 
"X" service when only two lines of service are in 
operation, Richmond/Fremont and Concord/Daly 
City, and a transfer from one line to the other at 12th 
Street/Oakland City Center or at MacArthur BART 
Stations, is required the trains will meet so that the 
transfer may be made with minimal waiting time.

We expanded our BARTPIus program to 
Premium BARTPIus, enabling people from yet more 
di.stanf communities to use BART, The District 
helped introduce TransLink as a pilot program in

.

conjunction with County Connection in Contra 
Costa County. The TransLink ticket is one which 
has stored fare for both County Connection buses 
and BART fares, thus eliminating the need to carry 
two different tickets. In addition to the normal 
discounts applied there is an added value to 
patrons by using the TransLink ticket with the last 
ride bonus no matter how little is left on the ticket. 
The Translink pilot program was a prelude to a full 
scale demonstration scheduled to be introduced in 
early 1993 and a possible first step toward a single 
transit ticket for all systems in the Bay Area.

BART addressed the economic squeeze by 
hosting the first two Jobs Expos in our history. We 
were joined by 18 other companies to offer more than 
500 jobs to people throughoutthe Bay Area. And we 
introduced MetroVision, a new information system 
that provides passengers with BART-system 
information and news, weather and sports. Not only 
does it enhance service without cost to our patrons, 
it also earns revenue for fhe District.

Amidst mounting concern over crime in the 
Bay Area and across the country, BART launched 
two programs to reduce crime throughout the 
system: BART Against Auto Theft (BAAT), and the 
Truancy Reduction Intervention Program ( I'RIP). 
Auto thefts from our .sfafions have already dropped 
by 23 percenf, and truanf youth found on the 
system are being returned to school.

An architectural rendering 
of the Castro Valley BART 
Station on the Dublin/Pleasanton 
line. Work on the extension 
is ahead of schedule and 
coming under budget.

7/"
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Shown here are the platforms 
at Walnut Creek Station, 
which is one of the tour 
stations rehabilitated in FY92. 
Even the weather cooperated 
for this picture with a rainbow.

The BART Vehicles will 
be stripped down to the 
outer shell and will be rebuilt 
from the tracks up. This vehicle 
rehabilitation program, 
an absolute necessity, 
carries a price lag 
of nearly $400 million.

o BART

Research & Development
Propelled by world energy/environmental 

peril, BART laid the technological groundwork, 
during the year, for significant solutions. We 
became the first transit system in the nation to 
establish an in-house Research & Development 
department. Funded with $1 million in grants, the 
Research & Development staff will help develop 
21st century systems for train control, efficient 
energy use, and passenger telephone trip planning.

We began working with Pacific Gas & Electric 
to install a charging station for consumer electric 
vehicles that can transport patrons from homes and 
shopping centers to BART stations. The project 
places BART in the forefront of helping Californians 
to comply the State's tough auto emission 
standards. By the year 1998, California requires 
that 2 percent (40,000) of all vehicles sold, 5 
percent (100,000) of those sold by 2001 and 10 
percent (200,000) of those sold by 2003, be zero 
engine emissions..this means electric power.

BART and PG&E are on the Board of Directors 
of CALSTART, a California consortium of more fhan 
40 public and private organizations that have been 
mobilized to develop an advanced transportation 
industry in the State. BART became a co-founder of 
the National Station Car Consortium. This consortium 
will also develop the market for electric vehicles, a 
potential linchpin in future transportation systems, 
where several forms of transportation will come 
together to serve the public’s need for better, more 
environmentally responsible transportation. The

electric car industry is beginning to 
achieve a broader public acceptance 
than ever before. CALSTART will serve 
as the prime promotional link in the 
creation of a market for the electric car.

Budget/Financial
Under extremely tight financial 

constraints, the District closed out the 
fiscal year with a $900,000 budget surplus 
after negotiating “win-win” contracts with 
its unions that provides for a fair package 
of wages and work rules while ensuring 
uninterrupted BART service, growth 
and development.

Best of all, we are entering 
" ^ FY1993 with a balanced budget that 

calls for no cuts in service, no layoffs, 
and no fare hikes—an incredible accomplishment 
in this economic climate. Moreover, it is a balanced 
budget that will simultaneously allow us to respond to 
the demands of a transportation-needy era and a 
precarious economy by expanding BART in new 
directions, enhancing our core system, and 
developing our employees' skills. Our FY1993 
budget, with its sales tax revenue, represents 
a 6.5 percent reduction in spending power of the 
previous fiscal year.

BART and its employees are comfortable with 
difficult times...comfortable, not complacent. We do 
more than.weather such times; we harness the 
energy they generate and convert it to achievement. 
And while this past year, like the past 20 years, 
have been challenging and exciting, we face 
formidable challenges in the future.

So, in BART tradition, the best is yet is come. 
To evaluate the District on its progress in its most 
challenging areas is to savor what Shakespeare 
called “Adversity’s sweet milk.” For BART, adversity 
is the test of a strong organization, a strong system,
and a strong vision......Looking forward to the
next twenty years.

Frank J. Wilson, General Manager 
Bay Area Rapid Transit



Deloitte & 

Touche GRAM' ac SMITH
2101 Webster Street, 20th Floor 
Oakland, California 94612 
(510)287-2700

505 - 14th Street, Suite 950 
Oakland, California 94612 
(510) 832-0257

INDEPENDENT AUDITORS’ REPORT

The Board of Directors of San Francisco 
Bay Area Rapid Transit District:

We have audited the accompanying balance sheets of the San Francisco Bay Area Rapid 
Transit District (the District) as of June 30, 1992 and 1991, and the related statements of 
operations, capital, and cash flows for the years then ended. These financial statements are 
the responsibility of the District’s management. Our responsibility is to express an opinion 
on these financial statements based on our audits.

We conducted our audits in accordance with generally accepted auditing standards. Those 
standards require that we plan and perform the audit to obtain reasonable assurance about 
whether the financial statements are free of material misstatement. An audit includes 
examining, on a test basis, evidence supporting the amounts and disclosures in the financial 
statements. An audit also includes assessing the accounting principles used and significant 
estimates made by management, as well as evaluating the overall financial statement 
presentation. We believe that our audits provide a reasonable basis for our opinion.

In our opinion, such financial statements present fairly, in all material respects, the financial 
position of San Francisco Bay Area Rapid Transit District at June 30,1992 and 1991, and the 
results of its operations and cash flows for the years then ended in conformity with generally 
accepted accounting principles.

August 28,1992
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■SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

BALANCE SHEETS,
JUNE 30. 1992 AND 1991 rin thousands')

ASSETS

CURRENT ASSETS:
Cash and cash equivalents 
Investments
Deposits held by trustee 
Receivables
Materials and supplies - at average cost 
Total cuirent assets

INVESTMENTS

DEFERRED COMPENSATION PLAN 
INVESTMENTS

INVESTMENTS RESTRICTED FOR 
BOARD DESIGNATED PURPOSES

FACILITIES, PROPERTY AND 
EQUIPMENT - Net

TOTAL ASSETS

See notes to Financial statements.

1992 1991 LIABILITIES AND CAPITAL 1992 1991

$ 56,040 $ 17,388 CURRENT LIABILITIES:
$ 35,515224,817 221,632 Current portion of long-term debt $ 37,685

7,295 19,626 Payroll and other liabilities 74,935 58,028
37,328 34,410 Self-insurance liabilities 15,158 13,963
22.841 17.790 Unearned passenger revenue 2.285 1.914

348,321 310,846 Total current liabilities • 130,063 109,420

76,624 DEFERRED COMPENSATION PLAN 81,472 66,986

LONG-TERM DEBT 457.423 439.500
81,472 66,986

TOTAL LIABILITIES 668.958 615.906

19,943 20,714 CAPITAL:
Grants and contributions, net 930,693 799,860
Accumulated net revenues 606.993 788.210

1.880.284 1.805.430 Total capital 1.737.686 1.588.070

$2,406,644 $2,203,976 TOTAL LIABILITIES AND CAPITAL $2,406,644 $2,203,976

o BART



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT 

STATEMENTS OF OPERAFIONS
FOR THE YEARS ENDED JUNE 30. 1992 AND 1991 Hn thmisanH.;)

.1992.

OPERATING REVENUES:Fares
Other (including investment income) 
Total operating revenues
OPERATING EXPENSES: Transportation 
Maintenance 
Police services
Construction and engineering 
General and administrative Depreciation 
Total operating expenses 
Less capitalized costs 
Net operating expenses
OPERATING LOSS
OTHER REVENUES (EXPENSES): 
Transactions and use tax 
Property tax
State financial assistance 
Local financial assistance 
Sale of tax benefits 
Other investment income 
Interest expense 
Other - net 
Total other revenues

See notes to financial statements.

DEBT
OPERATIONS CONSTRUCTION SERVICE

$ 99,530 
9,741 

169,271

68,580
87,786
12,641
7,906

48,371
48,613

273,897

*1’
(153.078)

92,256
11,146
1,600

487
$10,815

6

$13,236
45,411

785 11,600
(25,865 (25,865

(287 (281'
33.280 149.590

COMBINED
TOTAL OPERATIONS

$ 99,530 $ 99,497
9.741 8.211

109.2/1 107.708

68,580 65,911
87,786 85,809
12,641 11,906
7,906 7,753

48,371 44,818
48.613 47.096

273,897 263,293
(11.548) (9.624)
262.349 253.669

(153.078) (145.961)

105,492 99,295
56.557 10.638

1.600
487 430

.1991.

$ 9,827 
14,223

24.650

DEBT COMBINED
TOTAL

$ 99,497

65,911
85,809
11,906
7,753

44,818
47,096

263,293
(9.624)

253.669
(145.961)

$ 9,665 
44,578

1,128
(23,148

s

108,960
55,216

430
9,827

15,351
(23,148'(229
166.407

EXCESS OF REVENUES OVER 
(UNDE^ EXPENSES BEFORE 
EXTRAORDINARY ITEM (47,589) 10,821 33,280 (3,488) (35,598) 24,050 31,994 20,446

EXTRAORDINARY ITEM - Loss on 
defeasance of debt (17.176) (17.176)

EXCESS OF REVENUES OVER 
(UNDER) EXPENSES $(47,589) $10,821 $33,280 $(3,488) $(35,598) $24.050 $14,818 $ 3.270

BART



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

STATEMENTS OF CAPITAL
FOR THE YEARS ENDED JUNE 30. 1992 AND 1991 rin thousands^

GRANTS AND 
CONTRIBUTIONS, ACCUMULATED

BALANCES, JUNE 30, 1990

EXCESS OF REVENUES 
OVER EXPENSES

OTHER ADDITIONS 
(DEDUCTIONS):

Grants and contributions
Depreciation and retirements 

of assets acquired with 
grants and contributions

BALANCES, JUNE 30, 1991

EXCESS OF EXPENSES 
OVER REVENUES

OTHER ADDITIONS 
(DEDUCTIONS):

Grants and contributions
Depreciation and retirements 

of assets acquired vvath 
grants and contributions

BALANCES, JUNE 30, 1992

NET
$775,555

46,242

(21.937)

799,860

153,104

(22.271)

$930.693

NET REVENUES 

$763,003

3,270

21.937

788.210

(3,488)

22.271

$806,993

TOTAL
CAPITAL

$1,538,558

3,270

46,242

1,588,070

(3,488)

153,104

$1,737,686

See notes to financial statements.
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SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT 

STATEMENTS OF CASH FLOWS
FOR THE YEARS ENDED JUNE 30, 1992 AND 1991 rin thousands^

CASH FLOWS FROM OPERATIONS:
Operating loss
L«s investment income included in operating revenue 
Operating loss excluding investment income
Adjustments to reconcile operating loss to net cash used by operations: 

Depreciation 
Net effect of changes in:

Deferred compensation plan liabilities 
Receivables 
Materials and supplies 
Payroll and other liabilities 
Self-insurance liabilities 
Unearned passenger revenue 

Net cash used for operations

CASH FLOWS FROM NONCAPITAL FINANCING ACTIVITIES:
Transactions and use tax received
Property tax received
State financial assistance received
Local financial assistance received
Net cash provided by noncapital financing activities

CASH FLOWS FROM CAPITAL AND RELATED 
FINANCING ACTIVITIES:

Transactions and use tax received
Property tax received
Proceeds from sale of tax benefits
Interest paid on bonds
Bond service fees paid
Capital grants received
Principal paid on long-term debt
Proceeds from issuance of sales tax revenue bonds
Defeasance of sales tax revenue bonds
Bond issuance cost
Expenditures for facilities, property and equipment 
Proceeds from sale of real estate 
Other revenues received
Net cash provided by (used for) capital and related financing activities

CASH FLOWS FROM INVESTING ACTIVITIES:
Proceeds from sale and maturity of investments 
Purchases of investments 
Interest on investments
Net cash provided by (used for) investing activities

NET INCREASE (DECREASE) IN CASH AND CASH EQUIVALENTS 

CASH AND CASH EQUIVALENTS, Beginning of year 

CASH AND CASH EQUIVALENTS, End of year 

See notes to financial statements.

1992 1991

$(153,078) $(145,961) 
(6.4761 (4.950)

(159,554)

48,613

14,486
(3,048)
(5,051)
1,272
1,195

371

92,256
11,146
1,600

487
105.489

13,236
45,293

(22,867)
(76)

150,310
(35,515)
56,010

(1.923)
(112,412)

1,921
6

(150,911)

47,096

11,428 
(4,030) 
(1.906) 
(1.613) 
3,017 

(1561
(101.7161 (97.0751

99,295
10,638

430
110.363

9,665
44,854

9,827
(23,665)

(18)
40,197

(36,290)
158,478

(155,253)
(4,435)

(113,140)
1,309

93.983 (68.471)

313,505
(394,311)

21.702
(59.1041

353,947
(326,427)

23.608
51.128

38,652 (4,055)

17.388 21.443

$ 56.040 $ 17.388

BART e



SAN FRANCISCO BAY AREA RAPID TRANSIT DISTRICT

NOTES TO FINANCIAL STATEMENTS

ORGANIZATION AND BASIS OF PRESENTATION

Description of Reporting Entity - San Francisco Bay Area Rapid Transit District (the 
District) is a public agency created by the legislature of the State of California in 1957 and 
regulated by the San Francisco Bay Area Rapid Transit District Act, as amended, and 
subject to transit district law as codified in the California Public Utilities Code. The 
disbursement of funds received by the District is controlled by statutes and by provisions 
of various grant contracts entered into with federal, state and local agencies.

For financial reporting purposes, the District’s financial statements include all financial 
activities that are controlled by or dependent upon actions taken by the District’s Board 
of Directors.

Basis of Accounting - The accrual basis of accounting is used by the District. Under this 
method revenues are recorded when earned and expenses are recorded when the related 
liability is incurred.

SIGNIFICANT ACCOUNTING POLICIES

Cash and Cash Equivalents - The District considers all highly liquid investments with a 
maturity of three months or less when purchased to be cash equivalents. Deposits held by 
trustee, deferred compensation plan investments and investments restricted for Board 
designated purposes are treated as investments.

Investments are stated at cost or amortized cost, except for investments of the deferred 
compensation plan which are stated at market value. As a matter of policy, the District 
holds investments until their maturity.

Deposits held bv trustee, consisting of cash and investments, are held by trustee banks in 
accordance with the District’s various bond indentures and for general debt service 
requirements. Deposits are stated at cost.

Facilities, property and equipment are stated at cost and depreciated using the straight- 
line method over the estimated useful lives of the assets. Depreciation of assets acquired 
with District funds is distinguished from depreciation of assets acquired with grants and 
contributions by others.

The District capitalizes certain interest revenue and expenditures related to tax-free 
borrowings. The net effect of such interest capitalization was to decrease expenditures 
for facilities, property and equipment by $584,000 and $3,992,000 during the years ended 
June 30,1992 and 1991, respectively, for excess interest revenue over interest expenses 
from applicable borrowings.

Self-insurance Liabilities - The District is largely self-insured for workers’ compensation 
claims, general liability claims, and major property damage. The District accrues the 
estimated costs of the self-insured portion of claims.

0 BART



Unearned passenger revenue is an estimate of passenger tickets purchased which have 
not yet been used.

Grants and Contributions - The District receives grants from the Federal Transportation 
Administration (FTA) and other agencies of the U.S. Department of Transportation, 
state, and local transportation funds for the acquisition of transit related equipment and 
improvements. Capital grant funds earned, less amortization equal to accumulated 
depreciation of the related assets, are included in grants and contributions.

Statements of operations include the financial activities of the general operations of the 
transit system, revenues restricted by the Board of Directors for construction activity, and 
revenues restricted by the District’s various bond indentures for debt service (including 
interest expense) on outstanding long-term debt.

Transactions and Use Tax (Sales Tax^ Revenue - State of California legislation authorizes 
the District to impose a 1/2% transactions and use tax within District boundaries which is 
collected and administered by the State Board of Equalization. Of amounts available for 
distribution, 75% is paid directly to the District’s trustee for the purpose of paying bond 
interest, principal and expenses. Monies not required for these purposes are transmitted 
to the District. The remaining 25% is allocated by the Metropolitan Transportation 
Commission (MTC) to the District, the City and County of San Francisco, and the 
Alameda-Contra Costa Transit District for transit services. The District records the total 
transactions and use taxes earned (including amounts paid to the trustee) as revenue.

Property Taxes. Collection and Maximum Rates - The State of California Constitution 
Article XIIIA provides that the general purpose maximum property tax rate on any given 
property may not exceed 1 % of its assessed value unless an additional amount for general 
obligation debt has been approved by voters. Assessed value is calculated at 100% of 
market value as defined by Article XIII A and may be adjusted by no more than 2% per 
year unless the property is sold or transferred. The State Legislature has determined the 
method of distribution of receipts from a 1% tax levy among the counties, cities, school 
districts and other districts, such as the District.

The District receives property tax revenues to meet the debt service requirements of its 
General Obligation Bonds. The District also receives an allocation of property tax 
revenues for transit operations. San Francisco, Alameda and Contra Costa Counties 
assess properties, bill for, collect, and distribute property taxes. Property taxes are 
recorded as revenue and receivables, net of estimated uncollectibles, in the fiscal year of 
levy.

Financial assistance grants are accrued as revenue in the period to which the grant 
applies.

Sale of Tax Benefits - The District has entered into agreements to sell tax benefits for 
certain District-owned transit equipment contracted for purchase prior to August 1986. 
The transactions have been structured in the form of leases for tax puiqjoses. The District 
recognizes tax benefit sales proceeds in the period of sale of tax benefits.

Pension costs are expensed as incurred. Such costs equal the actuarially determined 
annual contribution amount. See Note 8.

BART



CASH AND INVESTMENTS

The District maintains a cash and investment pool that includes cash and investments 
available for general use and restricted for Board designated purposes. Cash and 
investments of the District’s deferred compensation plan (see Note 9) are held separately 
by the plan’s administrator.
Deposits - At June 30, 1992 (and 1991), the District’s cash on hand was $1,127,000 (1991, 
$1,779,000), and the carrying amount of the District’s time and demand deposits was 
$(4,634,000) (1991, $(4,289,000)) with the corresponding bank balance of $3,814,000 
(1991, $8,779,000). Of the bank balance $200,000 (1991, $329,000) was insured by federal 
depository insurance or collateralized by securities held by the District’s agent in the 
District’s name, and $3,614,000 (1991, $8,450,000) is required by Section 53652 of the 
California Government Code to be collateralized 110% hy the pledging financial 
institutions. Such collateral is not required to be in the District’s name.

Investments - State of California statutes and District policy authorize the District to 
invest in obligations of the U.S. Treasury, its agencies and instrumentalities, bankers’ 
acceptances, repurchase and reverse repurchase agreements, and the State Treasurer’s 
investment pool. The District did not enter into any reverse repurchase agreements 
during 1992 or 1991.
The District’s investments are categorized below to give an indication of the credit risk 
assumed by the District at June 30, 1992. Category 1 includes investments that are 
insured or registered or for which the securities are held by the District or its agent in the 
District’s name. Category 2 includes uninsured and unregistered investments for which 
the securities are held by the broker’s or dealer’s trust department or ageiit in the 
District’s name.

(Continued on next page.)
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Money market 
U.S. Treasury bills 
U.S. Treasury notes 
Federal agency obligations 
Repurchase agreements

Total

Cash on hand 
Time and demand deposits 
Investment in California local 

agency investment fund 
Mutual funds - deferred 

compensation plan investments

Total

Reported as:
Cash and cash equivalents 
Short-term investments 
Payroll and other liabilities 

(representing cash overdraft) 
Deposits held by trustee 
Long-term investments 
Deferred compensation 

plan investments 
Investments restricted for 

Board designated purposes

Total

...................................... (In Thousands).,

............................ 1992.............................

....Category.... Carrying
1

$ 29,462 
88,824 

203,098 
36.424

2

$7,295

Amount

$ 7,295 
29,462 
88,824 

203,098 
36.424

Market
Value

$ 7,295 
29,354 
89,385 

206,748 
36.424

.......... 1991...........
Carrying Market

Amount Value

$ 4,740 $ 4,740

61,533 61,673
178,813 179,055
29.047 29.047

365,103 369,206 274,133 274,515

1,127
(4,634)

1,127
(4,634)

1,779
(4,289)

1,779
(4.289)

15,000 15,000

81.472 81.472 66.986 66.986

$458,068 $462,171 $338,609 $338,991

$ 56,040 
224,817

$ 17,388 
221,632

(8.123)
7,295

76,624

(7.737)
19,626

81,472 66,986

19.943 20.714

$458,068 $338,609

Investments restricted for Board of Directors’ designated purposes are summarized as 
follows (in thousands):

1992 1991

Basic system completion 
System improvement 
Self-insurance 
Operating

Total

$ 3,052 $ 3,815
3,491 3,499
9,000 9,000
4.400 4.400

$19.943 $20.714
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4. FACILITIES, PROPERTY AND EQUIPMENT

Facilities, property and equipment, asset lives, and accumulated depreciation and 
amortization at June 30,1992 and 1991 are summarized as follows (in thousands):

5.

.1992. .1991.

Lives

Accumulated
Depreciation

and

Accumulated
Depreciation

and

Land

(Years) Cost

$ 215,272

Amortization Cost

$ 208,995

Amortization

Improvements
System-wide operation

80 1,255,837 $254,146 1,222,314 $238,362

and control 20 217,473 111,706 201,156 101,362
Revenue transit vehicles
Service and miscellaneous

30 434,179 131,522 419,239 115,786

equipment
Capita ized construction

3-20 30,611 18,642 29,375 17,124

and start-up costs 30 97,814 60,412 97,722 57,055
Repairable property items 
Construction-in-progress

30 13,979
195.705

4,158 14,010
146.036

3,728

Total $2,460,870 $580,586 $2,338,847 $533,417

The District has entered into contracts for the construction of various facilities and 
equipment totaling approximately $573 million at June 30,1992.

The District has begun Phase 1 of an extension project that will add 33 miles of track and 
8 new stations to the system at a total cost of approximately $2.5 billion. The District 
anticipates completing Phase 1 by the year 2002. The District anticipates funding for 
Phase 1 will come from the federal government ($741 million!. State of California 
($523 million), San Mateo County ($428 million), Alameda and Contra Costa Counties 
(^442 million), bridge tolls ($134 million) and the District ($107 million), v^th the 
remaining source of funding to be identified.

LONG-TERM DEBT

Longrterm debt at June 30,1992 and 1991 is summarized as follows (in thousands):

1992 1991
1962 General Obligation Bonds $280,425 $315,400
1966 Special Service District Bonds 3,790 4,330
1990 Sales Tax Revenue Refunding Bonds
1991 Sales Tax Revenue Bonds

160,727
56.010

159,509

Total long-term debt
Less:

500,952 479,239

Unamortized bond discount and issuance costs (5,844) (4,224
Current portion (37.685) (35.515'

Net long-term portion $457,423 $439,500

1962 General Obligation Bonds - In 1962, voters of the member counties of the District 
authorized a bonded indebtedness totaling $792 million of General Obligation Bonds.
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Payment of both principal and interest is provided by the levy of District-vvade property 
taxes. Bond interest rates range from 1.5% to 6.0%.

1966 Special Service District Bonds - In 1966, City of Berkeley voters formed Special 
Service District No. 1 and authorized the issuance of $20.5 million of General Obligation 
Bonds, of which $12 million were issued, for construction of subway extensions within that 
city. Payment of both principal and interest is provided by taxes levied upon property 
within Special Service District No. 1. Bond interest rates range from 4.0% to 5.5%.

1990 Sales Tax Revenue Refunding Bonds (the 1990 Bond^ - In July 1990, the District 
issued sales tax refunding bonds totaling $158,478,000. Tne 1990 Bonds are special 
obligations of the District payable from, and secured by, a pledge of the sales tax 
revenues. At June 30, 1992, the 1990 Bonds consist of $141,650,000 of current interest 
bonds due from 1993 to 2012 with interest rates ranging from 5.9% to 6.75% and 
$19,077,000 of capital appreciation serial bonds ($16,828,000 original amount) with yields 
of 6.65% to 6.75% due from 2002 to 2005. Interest on the capital appreciation bonds is 
payable at maturity. For financial reporting purposes, accrued interest is added to the 
principal balance. The current interest bonds maturing on July 1, 2009 ($56,215,000) are 
redeemable after July 1, 2000 at the option of the District at prices ranging from 102% 
to 100%. The 1990 Bonds were issued to advance refund 1985 Sales Tax Revenue Bonds 
outstanding. The advance refunding resulted in the recognition of an accounting loss of 
$17,176,000 for the year ended June 30, 1991. However, the advance refunding reduced 
the District’s aggregate debt service requirements by $9,454,000 over the next 21 years 
and resulted in an economic gain (difference between the present values of the old and 
new debt service payments) of approximately $8,400,000.

1991 Sales Tax Revenue Bonds fthe 1991 Bondsl - The 1991 Bonds were issued in August 
199Tin the amount pf $56,010,000 and are special obligations of the District, payable 
from and secured by a pledge of sales tax revenues. At June 30, 1992, the 199l Bonds 
consist of $16,135,000 serial bonds due from 1994 to 2002 with interest rates ranging from 
5.15% to 6.30% and $39,875,000 of term bonds due from 2005 to 2012 >vith interest rates 
ranging from 6.40% to 6.60%. The District is required to make sinking fund payments on 
the term bonds beginning on July 1, 2003. Additionally, the 1991 Bonds maturing after 
June 30, 2001 are redeemable, at the option of the District at prices ranging from 102% to 
100%.

In prior years, the District defeased sales tax revenue bonds by placing the proceeds of 
new Sales Tax Revenue Refunding Bonds in an irrevocable trust to provide for all future 
debt service payments on the old bonds. Accordingly, the trust account assets and the 
liability for the defeased bonds are not included in the District’s financial statements. At 
June 30, 1992, approximately $200 million of sales tax revenue bonds outstanding are 
considered defeased.

Bond discount and issuance costs are amortized over the life of the related debt.
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The following is a schedule of long-term debt principal repayments required as of 
June 30,1992 (in thousands):

1966 
Special 1990 Sales

1962 Service Tax Revenue 1991 Sales
G.O. District Refunding Tax Revenue
Bonds Bonds Bonds Bonds Total

Year ending June 30:
$ 36,275 $ 570 $ 840 $ 37,6851993

1994 37,525 590 5,400 43,515
1995 39,050 620 5,785 $ 1,205 46,660
1996 40,625 640 6,205 1,325 48,795
1997 42,150 670 6,655 1,465 50,940
Thereafter 84.800 700 135.842 52.015 273.357

Total $280.425 $3,790 $160,727 $56,010 $500.952

FEDERAL GRANTS

The U.S. Department of Transportation provides financial assistance to the District for 
capital projects and planning and training. Grants which were active during the year 
ended June 30,1992 are summarized as follows (in thousands):

Total approved project costs

Total approved federal funds 
Less cumulative amounts received

Remaining amount available under federal grants

$515.885

$399,041
282.266

$116,775

7. LOCAL AND STATE FINANCIAL ASSISTANCE

The District receives local operating and capital assistance from Transportation 
Development Act Funds (TDA). For the year ended June 30, 1992, TDA assistance was 
$487,000 (1991, $430,000), all of which was used for operating assistance. These funds are 
received from the counties of Alameda and Contra Costa to meet, in part, the District’s 
operating requirements based on annual claims filed by the District and approved by the

The District receives state operating and capital assistance from State Transit Assistance 
Funds (STA). For the year ended June 30, 1992, STA assistance was $1,838,000 (1991, 
$528,000), of which $157,000 (1991, $528,000) was used for capital purposes, $1,600,000 
(1991, none) was used for operating assistance and $81,000 (1991, none) was used for 
flow-through projects. These funds are allocated by MTC based on the ratio of the 
District’s transit operation revenue and local support to the revenue and local support of 
all state transit agencies.
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8. EMPLOYEES RETIREMENT PLAN

Plan Description - All permanent employees are eligible to participate in the Public 
Employees’ Retirement Fund (Fund) of the State of California’s Public Employees’ 
Retirement System. The Fund is an agent multiple-employer defined benefit retirement 
plan that acts as a common investment and administrative agent for various local and 
state governmental agencies within the State of California. The Fund provides 
retirement, disability, and death benefits based on the employee’s years of service, age 
and compensation. Employees vest after five years of service and may receive retirement 
benefits at age 50. These benefit provisions and all other requirements are established by 
state statute and District ordinance.

The District was not required to make a contribution to the Fund for covered employees
'jn 1 nn^ ioni +/-» n +V»o "oortion Of thc

lange in 1988
___ ________ ______ ______________________ ________ investment assets that
exceeded the assumed rate. The District’s covered payroll for employees participating in 
the Fund for the years ended June 30,1992 and 1991 was $114,057,000 and $105,614,000, 
respectively. The District’s 1992 and 1991 payroll for all employees was $123,518,000 and 
$117,564,000, respectively. The District, due to a Collective Bargaining Agreement, also 
has a legal obligation to contribute an additional 9% for public safety personnel and 7% 
for miscellaneous covered employees. Employees have no obligation to contribute to the 
Fund.

Funding Status and Progress - The "pension benefit obligation" is determined for each 
participating employer by the Fund’s actual and is a standardized disclosure measure 
that results from applying actuarial assumptions to estimate the present value of pension 
benefits, adjusted for the effects of projected salaty increases and step rate benefits, to be 
payable in the future as a result of employee service to date. The measure is intended to 
help users assess the funding status of the District’s portion of the Fund to which 
contributions are made on a going-concern basis, assess progress made in accumulating 
sufficient assets to pay benefits when due, and make comparisons among employers. The 
measure is the actuarial present value of credited projected benefits and is independent 
of the funding method used.

The pension benefit obligation was computed as part of an actuarial valuation performed 
as of June 30, 1991, the latest available for the Fund. The significant actuarial 
assumptions used in the 1991 valuation to compute the pension benefit obligation were an 
assumed rate of return on investment assets of 8.75%, annual payroll increases of 4.5% 
attributable to inflation, .75% attributable to real salary increases, and 2.0% attributable 
to merit for safety employees and 1.75% attributable to merit for other employees, and no 
postretirement benefit increases.
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The funding status applicable to the District’s employee group at June 30,1991 (the latest 
available for the Fund) follows (in thousands):

Net assets available for benefits, at cost 
(total market value, $338,235)

Pension benefit obligation:
Retirees and beneficiaries currently 

receiving benefits and terminated 
employees not yet receiving benefits 

Current employees:
Accumulated employee contributions 

and allocated investment earnings 
Employer-financed, vested 
Employer-rfinanced, nonvested 

Total pension benefit obligation

Net assets in excess of pension benefit 
obligation

$304,991

95,250

104,914
41,382
2.586

244.132

$ 60.859
The pension benefit obligation decreased by $8,502,000 during 1991 due to changes in 
noneconomic actuarial assumptions.

Actuariallv Determined Contributions Required and Contributions Made - The funding 
)olicy of the Fund provides for actuarially determined periodic contributions by the 
district at rates such that sufficient assets will be available to pay benefits when due. The 
District was not required to make a contribution to the Fund for the years ended June 30, 
1992 and 1991 in accordance with the actuarially determined requirements computed as 
of June 30, 1991 and 1990, respectively. The District’s surplus asset position is being 
offset against the current year’s normal cost contribution. The actuarially determined 
normal cost contribution rate before reduction for the surplus asset amortization was 
16.244% (1991, 16.256%). for safety employees and 8.237% (1991, 7.980%) for 
miscellaneous employees.

The District’s normal cost contribution rate is determined using the entry-age normal 
actuarial cost method, a projected benefit cost method. It takes into account those 
benefits that are expected to be earned in the future as well as those already accrued. 
The Fund also uses the level percentage of payroll method to amortize the unfunded 
actuarial liability through the year 2000.

Significant actuarial assumptions used in the June 30, 1991 valuation to compute the 
actuarially determined contribution requirement are the same as those used to compute 
the penrion benefit obligation as described above.

Historical Trend Information - Trend information gives an indication of the progress 
made in accumulating sufficient assets to pay benefits when due. Ten-year trend 
information is not yet available.
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For the District’s portion of the Fund, trend information for the five years ended 
June 30,1991, follows (dollars in thousands):

Net assets available for benefits, at cost 
Pension benefit obligation 
Net assets available for benefits as a 

percentage of pension benefit obligation
Assets in excess of pension benefit obligation 
Annual covered payroll 
Assets in excess of pension benefit obligation 

as a percentage of annual covered payroll 
Contributions made in accordance with 

actuarially determined requirements as 
a percentage of annual covered payroll

Trend information for 1992 is not yet available.

9. DEFERRED COMPENSATION PLAN

1991 1990 1989 1988 1987
$304,991
$244,132

$277,041
$225,168

$245,582
$193,565

$214,290
$171,353

$189,801
$151,795

125% 123% 127% 125% 125%

$ 60,859 
$105,614

$51,873
$95,372

$52,017
$85,746

$ 42,937 
$ 83,178

$ 38,006 
$ 79,940

57.6% 54.4% 60.7% 51.6% 47.5%

0% 0% 0% 0% 0%

The District offers its employees a deferred compensation plan created in accordance 
with Internal Revenue Code Section 457. The deferred compensation plan, available to 
all officers and employees, permits them to defer a portion of their salary until future 
years. The deferred compensation is not available to employees until retirement, 
termination, or certain other covered events.

As required by IRC Section 457, all amounts of compensation deferred under the 
deferred compensation plan and all income attributable to those amounts remain the 
property of the District (until paid or made available to the participants), subject only to 
the claims of the District’s general creditors. Participants^ rights under the deferred 
compensation plan are equal to those of general creditors of the District in an amount 
equal to the fair market value of the deferred account for each participant. The plan 
administrator has invested the deferred amounts in numerous participant-directed, 
uninsured investments.

District Management believes that the District has no liability under the terms of the plan 
for any amounts other than the participants’ account balances.

10. MONEY PURCHASE PENSION PLAN

All District employees, except sworn police officers, participate in the Money Purchase 
Pension Plan, which is a supplemental retirement program. In Januai^ 1981, the District’s 
employees elected to withdraw from the Federal Social Security System (FICA) and 
established the Money Purchase Pension Plan. The District contributes an amount equal 
to 6.65% of covered employee’s aimual compensation (up to $29,700 after deducting the 
first $133 paid during each month) up to a maximum annual contribution of $1,868.
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Additionally, the District contributes to each employee’s account approximately 1.63% of 
covered payroll for the savings realized when the District de-pooled its Public Employees 
Retirement Fund (Fund) account. However, effective July 1, 1991, the District 
discontinued its 1.63% contribution on behalf of members of United Public Employees 
Union and Amalgamated Transit Union employees in accordance with union contractual 
agreements. This amount was formerly paid to the employee’s Fund account. Each 
employee’s account is available for distribution upon such employee’s termination.

The District’s total expense and funded contribution for this plan for the years ended 
June 30, 1992 and 1991 was $5,394,000 and $6,025,000, respectively. Money Purchase 
Pension Plan assets at June 30,1992 and 1991 (excluded from the accompanying financial 
statements) were $103,841,000 and $89,484,000, respectively.

11. LITIGATION AND DISPUTES WITH CONTRACTORS

The District is involved in various lawsuits, claims and disputes, which for the most part 
are normal to the District’s operations. In the opinion of District Management, the costs 
that might be incurred, if any, would not materially affect the District’s financial position 
or operations.
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OPERATING FUNDS 1991-92
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HOW FUNDS WERE APPLIED
(in thousands) I

Use Sales Tax $92,256 40.77% $11,548 5 10%
• State Financial Assistance o Maintenance $87,786 38.79%

o Fares $99,530 43.98% • $1,600 0.71%
• Regional Financial Assistance 

$487 0.22% o Transportation $68,580 30.30%

o Property Tax $11,146 4.92%

o General
Administration $48,371 21.37%

Other
$8,930 3.95%

•Capital Designation 
$1,024 0.45%

•Construction & Engineering 
$7,906 3.50%
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TOTAL $130,028 100% (in thousands) # state TOTAL $130,028 100% (in thousands)

SOURCE OF FUNDS (in thousands)
$32,543 25.03%

EXPENDITURES (in thousands)

O District
$66,924 m Local o Construction $110,922 85.30%

51.47% $12,516 9.62% • Line
$108,586 83.51%

® Federal •Systemwide 
$1,124 0.86%$18,045 13.88% •Support Facilities

0 10 20 30 40 50 60 70 80 90 100
Equipment $12,311 9.48%

•Train Control 
$5,038 3.87%

•Communications 
$1,438 1.11%

•Transit Vehicles 
$931 0.72%

•Automatic Fare Collection 
$1,166 0.90%

• Management Info. Systems
$2,011 1.55%

•Support Vehicles 
$787 0.60%

• Other Equipment
$940 0.73%
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$1,212 0.93%
o Inventory Build Up $5,051 3.88%
A Studies & Other $1,744 1.34%



DAILY •N-TIME PERFORMANCE [%] 71

95 96 97 98 99 95 96 97 98 99

J UL ^
^96.7

J.97.0

AUG f
^ 96.4

J" 95.7

SEPT ?

OCT 93.7*

J 95.8
J 96.8

J'95.8

NOV § 

DEC ^

396.5 
^ 96.8

3 97.0
3 96.5

JAN

FEB

MAR

APR

MAY

JUNE

3 96.6
3 96.3

3 95.5
3 97.1

396.7
3 98.1

3 97.8
3 95.7

3 97.9
3 96.7

3 97.2
'96.9

Fiscal Year 92 o Fiscal Year 91

AVERAGE WEEKDAY TRIPS

JUL ^

200 225 250 275

- ^ - --- - -V 243.0
' -?4^.2

241^ 2

^4,
454.4 

44 44'.

200

JAN

250

! 245.1
^■244.4

:4:,_444.o
2A&.C

‘44

4H

NOV

. : V ;'4’4 4 

-4 244 4

4 239 
234.3

4' 248.4
*V

*This lower than average on-time performance was the result of delays caused by the impact of the Oakland hills fire storm, the manual turn-back operation at 
Daly City due to construction and an inordinate number of system failures, resulting in this substantially lower percentage of on-time performance. Most of the 
problems were resolved by the next month. However, this poor on-time performance is another example of the need tor rehabilitating our ageing system.
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Performance Highlights

D
ART patronage for fiscal year 1992 

-^Motaled 72,987,888, an increase of

I, 086,982 over fiscal year 1991 and the highest 
annual patronage figure in the District’s history. 
While the percentage rate of increase in rider- 
ship in fiscal year 1992 was lower than in fiscal 
year 1991, the total ridership, as noted previ
ously, was the largest for any of the previous 
years of operation.

Weekday passenger trips averaged 249,548 
for FY1992, compared with 247,456 for FY1991. 
Annual passenger miles for FY1992 amounted 
to 911,843,425, an increase of 14,056,918 over 
the previous year.

BART funded, in fiscal year 1992, 46.6 
percent of its $213,736,000 FY1992 net operat 
ing expenses (excluding depreciation) from net 
passenger revenues.

BART’S recovery of operating costs from 
the farebox ratio for FY1991 was 48.2 percent. 
While there was a 1.5 per cent increase in 
patronage during FY1992, the consumer price 
index,.the indicator of what goods and services 
costs, was up by about twice that peiceiilage or 
3 percent, which is reflected in the lower recov
ery of operating costs from the farebox in FY1992 
of 46.6 percent.

In FY1992, net passenger revenues reached 
$99,530,000, an increase of $33,000 over the 
FY1991 figure of $99,497,000. Total operating 
revenues, including $9,741,000 in interest in
come, advertising in trains and stations, and 
other income, were $109,271,000, an increase 
of $1,563,000 from the previous fiscal year.

BART’S operating ratio, which relates total 
operating revenues to total net operating expenses, 
was 51.1 percent in fiscal year 1992, compared 
with 52.1 percent for the previous year. The 
District’s objective is to fund no less than one-half 
of its net rail expenses from operating revenues.

For FY1992, net rail passenger revenue per 
passenger mile was 10.8 cents, compared to
II. 0 cents for FY1991. Rail operating cost per 
passenger mile for FY1992 was 22.1 cents, 
compared with 21.6 cents for the previous year.

Although these figures are very close to the 
District’s objectives, they do reflect the inevi
table decline attributable to inflation, wherein 
costs have risen faster than ridership and tares 
have not changed.

In addition to funds derived from passen- 
gerfares, interest income, and advertising, BART 
received $105,492,000 in revenue from 75 per-

Rail Ridership
Annual passenger trips 
Average weekday trips 
Average trip length 
Annual passenger miles 
Daily on-time train performance (%) 
System utilization ratio (passenger 

miles to available seat miles) 
End-of-period ratios:

Peak patronage 
Off-peak patronage

BART'S estimated share of peak period 
transbay trips—cars, trains & buses

Operations
Annual revenue car miles 
Unscheduled train removals- average 

per revenue day 
Transit car availability to 

revenue car fleet.
Passenger accidents reported per 
million passengers trips 

Patron-related crimes reported per 
million passenger trips

Financiai
Net passenger revenues 
Other operating revenues 
Total operating revenues 
Net operating expenses 

(excluding depreciation)
Farebox ratio (net passenger 

revenues to net operating expenses) 
Operating ratio (total operating 

revenues to net operating expenses) 
Net rail passenger revenue per 
passenger mile

Rail operating cost per passenger mile 
Net average rail passenger fare(b)

FY 1992

72,987,888 
249,548 

12.5 miles 
911,843,425 

96.3%

31.9%

47.7%
52.3%

44.1 %(c)

40,874,394

1.5

83.0%(a)

11.56

53.01

$ 99,530,000 
$ 9,741,UUU 

$109,271,000

$213,736,000

46.6%

51.1%

10.8(S
22.10
$1.35

NOTES
General note: Data represents annual averages unless otherwise noted
(a) At4 a.m. each day.
(b) Includes BART/MUNI Fast Pass.
(c) Based on MTC transbay survey, 7-9 a.m. 4-6 p.m.

FY 1991

71,900,906 
247,456 

12.5 miles 
897,786,507 

96.0%

32.7%

47.8%
52.2%

39.2%(c)

39,193,009

1.5

81.0%(a) 

12.13 

43.73

$ 99,497,000 
$ 8,211,000 

$107,708,000

$206,573,000

48.2%

52.1%

11.00
21.60
$1.37

cent of the one-half-cent transit sales tax in the 
three BART counties, $2,087,000 in local and 
state funds and $11,146,000 in property tax 
available for operations. Of the $105,492,000 
derived from the sales tax, $13,236,000 was 
allocated to debt service and $92,256,000 was 
made available for operations.

A review of BART fiscal year 1992 fiscal 
status, reflects the results of a 3 percent inflation

resulting in higher costs for materialsand equip
ment, to increased labor costs and a depressed 
economy resuiting in increasing unemployment.

BART faces severe fiscal pressures over the 
next five years. Rehabilitation of the system, in
cluding cars, all of the communication and power 
generating and distribution system, will place a 
heavy fiscal demand on BART’s assets - both 
monetary and personnel.
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BART

San Francisco Bay Area 
Rapid Transit District (BART)

Headquarters in Oakland, Calitornia 
800 Madison Street, P.O. Box 12688 
Oakland, CA 94604-2688 (510)464-6000

Established in 1957 by the California State Legislature.
Authorized to plan, finance, construct, and operate 
rapid.transit system.

Governed by a Board of Directors elected for four-year 
terms by voters in nine election districts within the 
counties of Alameda, Contra Costa and San Francisco.

BOARD OF DIRECTORS—Fiscal Year July/1991-June/1992

PRESIDENT
Wilfred T. Ussery, San Francisco

VICE PRESIDENT
Nello Bianco, El Sobrante

Members of the Board
District #1 - Joe Fitzpatrick, Crinda 
District #2 - Nello Bianco, El Sobrante 
District #3 - Sue Hone, Berkeley 
District #4 - Margaret K. Pryor, Dakland 
District #5 - Erlene DeMarcus, Pleasanton 
District #6 - John Glenn, Fremont 
District #7 - Wilfred T. Ussery, San Francisco 
District #8 - James Fang, San Francisco 
District #9 - Michael Bernick, San Francisco

Board-Appointed Officers
Frank J. Wilson, General Manager 
Sherwood Wakeman, General Counsel 
Alvan Teragawachi, Controller/Treasurer 
Phillip 0. Ormsbee, District Secretary

Executive Managers Reporting 
to the General Manager
Richard A. White, Deputy General Manager 
James T. Gallagher, Assistant General 
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Thomas E. Margro, Assistant General 

Manager, Development 
Larry T, Williams, Assistant General 
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Dorothy W. Dugger, Executive Manager,
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Ralph W. Weule, Executive Manager,

Safety and Investigations
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