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STATE OF THE PRACTICE 
REVIEW 

1.1 About Microtransit  
Microtransit in the United States has seen extraordinary growth in recent years as improvements to ride-matching 
and dynamic routing algorithms have improved to match riders and drivers with increased efficiency. The flexible 
nature of micro-transit services, when compared to traditional fixed-route transit services, has attracted the 
interest of public transit providers who are looking for ways to improve access to transportation services in 
communities where traditional fixed-route transit has underperformed, or where land uses have prevented 
otherwise transit-dependent communities from being considered for fixed-route bus service. 

This memorandum of state of the practice provides case examples of existing micro-transit services details how 
micro-transit services are designed to match the needs of the customer and the agency, and outlines different 
technologies available for micro-transit providers. It also explores the equitable distribution of micro-transit 
services, common challenges, and a summary of key takeaways about the state of the practice in micro-transit, 
with case examples used to illustrate the findings. 

1.1.1 WHAT IS MICRO-TRANSIT? 
Multiple definitions of micro-transit have emerged in recent years. SAE International’s1 definition is “A privately or 
publicly operated, technology-enabled transit service that typically uses multi-passenger/pooled shuttles or vans 
to provide on-demand or fixed-schedules services with either dynamic or fixed routing.”2 A key distinguishing 
feature of micro-transit from other demand response services is that it is technology-enabled. While forms of 
demand response services, such as a Dial-A-Ride or paratransit have been used for decades to provide access 
to transportation, in particular for specific groups of riders such as those with disabilities, these services have 
traditionally required advanced scheduling ranging from 24-hours to a week out from the anticipated trip, and 
sometimes have eligibility requirements. While SAE International’s definition mentions both dynamic and fixed 
routing, micro-transit is assumed to be a service that has the capability of offering dynamic routing to 
accommodate new trip requests. Micro-transit operations also typically utilize minibuses or vans because of these 
vehicles’ efficiency compared to larger (e.g., 40+-foot) buses, as well as their flexibility operating on smaller 
streets or residential neighborhoods. 

1.1.2 CURRENT STATE OF THE PRACTICE 
Micro-transit services are operated all around the country, in rural, urban, and suburban areas, and by agencies 
of different sizes. Over 50 services are currently operating; the American Public Transportation Association’s 
(APTA) 2021 review of mobility innovation highlighted 36 programs in 18 states, which make up only a portion of 

 
1 SAE International, formerly named the Society of Automotive Engineers, is a U.S.-based professional 
association that develops standards for engineering professionals in various industries. 
2 By comparison, “paratransit” refers specifically to “comparable transit service required by the Americans with 
Disabilities Act (ADA) for individuals with disabilities who are unable to use fixed route transportation systems.” 
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all micro-transit services.3 This memo focuses on a selection of services, but the number and geographic range of 
micro-transit services continues to grow.  

1.1.3 BENEFITS OF MICRO-TRANSIT 
Micro-transit services rolled out throughout the U.S. have varied significantly in their performance and reception, 
as well as how well they achieved the benefits they were intended to provide. Six key benefits of micro-transit 
study have been detailed below:  

Improved Customer Experience 
Fixed-route bus service requires riders to navigate from their 
starting location to the nearest bus stop, which may not have or 
be served by amenities such as sidewalks, lighting, or benches, 
while being unsure of when the bus will arrive. Some micro-
transit programs provide curb-to-curb or corner-to-corner 
service, which increases passenger comfort by not requiring 
riders to walk as far to access transit and taking them to their 
destination in a one-seat ride. Additionally, micro-transit’s use of 
technology allows riders more access to information regarding 
their trip, such as pick-up and drop-off times. 

Several agencies have said micro-transit has improved the 
customer experience, even with the added hurdle of 
incorporating apps as a booking and payment method. For 
example, Hall Area Transit in Gainesville, Georgia learned that 
WeGo riders enjoy using an app that is “easy and intuitive.” The 
agency also found that, over time, most people who previously 
called in began using the app. Baldwin County, Alabama’s 
BRATS On-Demand found that a majority of riders greatly 
appreciate the new service due to its flexibility compared to the 
service it replaced, which offered less flexibility and had strict 
scheduling requirements.  

Increased Ridership on and Connections to 
Higher Capacity Network 
In some cases, there is a nearby fixed-route bus or rail network 
whose ridership could increase if potential riders had a more 
convenient or affordable way to access it. Micro-transit can help 
solve the first/last mile problem by increasing the ways in which 
potential riders can reach high-capacity transit, leading to 
enhanced ridership on a nearby system. 

It is difficult to separate all the factors that influence ridership across services and how micro-transit may lead to 
increased fixed-route ridership. A University of Washington report analyzing the use and performance of the Via 
to Transit pilot project in the Puget Sound Region found that, despite some anomalies related to changes in 

 
3 American Public Transportation Association, Mobility Innovation: The Case for Federal Investment and Support, 
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-
releases-new-mobility-innovation-report/.  

Case Study:   
RideKC Micro 
Transit 
Kansas City, Kansas 

Began as a pilot in 2016 to provide 
curb-to-curb service in low-density 
communities. Launched as a full 
program in 2019 as partnership 
between KCATA and TransLoc. 

Program improved wait times 
compared to fixed-route (now 15-
minute wait), reduced travel times, 
and is more affordable than other ride-
hailing options ($1.50 per one-way trip).  

Case studies note the importance of 
federal funding in program’s success. 

 

 

https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
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nearby transit services at the time the Via to Transit service was 
implemented, the Via to Transit service likely caused more Link 
ridership.4 Another consideration is how micro-transit riders are 
using the service (e.g., door-to-door from their origin to 
destination, or as a connection to fixed-route services), and the 
potential of the latter to increase fixed-route ridership. For 
example, about 70 percent of trips on RTA Connect in Dayton, 
Ohio, which replaced some under-performing fixed routes, are 
first/last-mile connections.5 Feeder services like these connect 
riders directly to fixed-route transit, different from circulator-type 
services that facilitate short-distance trips within a zone. Micro-
transit service that functions more like feeder service (and less 
like a circulator) has higher ridership per hour because of 
increased spontaneous boarding at stops that attract higher 
numbers of riders, such as employment or transit centers.6 

Increased Productivity and/or Cost Savings 
It is often the case that the transition to micro-transit is done with 
the idea of improving productivity, particularly when micro-transit 
is replacing fixed route service. Those improvements are usually 
operational (e.g., passengers per revenue hour), financial (e.g., 
cost per passenger trip), or through overall cost savings (i.e., 
serving the same or a larger population at a lower total cost by 
using a smaller vehicle and non-CDL driver). BRATS On-
Demand noted more productive service (in terms of passengers 
per hour) with micro-transit compared to its previous demand 
response service. SacRT in Sacramento observed that 
productivity of service increased as the supply of micro-transit 
service increased, going from 2.5 passengers per revenue hour 
to 3.6 once service was expanded.7 

In some instances, micro-transit also had a positive financial impact. RTC’s FlexRide in Sparks, Nevada saved 
approximately $10,200 per month in operations spending by converting underperforming fixed-route to micro-
transit service. RTA Dayton cited the low operating cost of Connect On-Demand micro-transit service (relative to 
the cost of the fixed routes it replaced) as helping to balance the overall agency budget and enabling it to redirect 
$380,000 in annual operating funds to create a downtown circulator route, which now ranks in the top five in its 

 
4 Washington State Transportation Center (TRAC), Evaluation of the Use and Performance of Via to Transit in the 
Puget Sound Region, https://depts.washington.edu/trac/research-news/evaluation-of-the-use-and-performance-
of-via-to-transit-in-the-puget-sound-region/. (“ORCA card data suggested that the Via service either increased the 
number of transit customers or at least converted cash paying customers into ORCA card users. By combining 
multiple ridership measurements, the evaluation team concluded that the Via service did have a positive effect on 
Link ridership.”) 
5 American Public Transportation Association, Mobility Innovation: The Case for Federal Investment and Support, 
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-
releases-new-mobility-innovation-report/, p. 7. 
6 TCRP Synthesis 141: Microtransit or General Public Demand Response Transit Service: State of the Practice 
(2019), p. 37, http://www.trb.org/Main/Blurbs/178931.aspx. 
7 TCRP Synthesis 141: Microtransit or General Public Demand Response Transit Service: State of the Practice 
(2019), http://www.trb.org/Main/Blurbs/178931.aspx. 

Case Study:   
RTA Connect 
Dayton, Ohio 

Began as a pilot in June 2017 with six 
zones designed to serve areas with 
limited or no fixed-route service.  

Through 2019, 70 percent of trips 
were first-last-mile connections, 
complementing fixed-route ridership. 

Redirected $380,000 in annual 
operating funds service to launch a 
free-to-use downtown circulator route.  

Trips can be provided by TNCs, taxi, 
and ADA paratransit vehicles through 
one app or by phone. 

 

 

https://depts.washington.edu/trac/research-news/evaluation-of-the-use-and-performance-of-via-to-transit-in-the-puget-sound-region/
https://depts.washington.edu/trac/research-news/evaluation-of-the-use-and-performance-of-via-to-transit-in-the-puget-sound-region/
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
http://www.trb.org/Main/Blurbs/178931.aspx
http://www.trb.org/Main/Blurbs/178931.aspx
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system in terms of ridership.8 Hall Area Transit’s WeGo service noted the micro-transit service costs only half as 
much per passenger trip as its previous demand response service, and the operating cost per passenger trip 
(around $8) is close to the cost of the fixed-route service it replaced.  

Increased Coverage  
Micro-transit often expands the coverage of existing transit networks by serving areas outside of fixed-route 
networks or areas that have never had any type of transit service. A recent report from the Mineta Transportation 
Institute explores how to expand transit coverage for mobility disadvantaged citizens and concluded that pilot 
projects replacing fixed-route bus service with micro-transit are showing positive initial results.9 Micro-transit can 
expand network coverage, potentially more cost-effectively. For example, RTC’s FlexRide began as a 
replacement service for two underperforming fixed routes in Sparks. It has since expanded to provide service to a 
larger area at lower cost.  

Improved Agency Experience 
Agencies upgrade technology systems to facilitate micro-transit because these systems will provide them with 
better information and enable easier performance monitoring and analytics capabilities, which can support 
required performance reporting. TaaS and SaaS micro-transit services present the opportunity to design, operate, 
and monitor service through a single platform. Hall Area Transit’s WeGo, for example, has found Via’s SaaS 
interface easy to use for these purposes. The literature has not extensively documented agencies’ experiences 
with micro-transit platforms, this topic will be explored further during agency interviews in the Operational 
Challenges and Opportunities Technical Memorandum. 

Enhanced Safety 
Many riders do not feel safe accessing or riding a fixed-route bus at certain times of day or in certain locations – 
for example, some riders may not feel comfortable walking between their home and a bus stop in the dark. Micro-
transit can provide a needed service in a situation where fixed-route is not viable for a rider due to safety 
concerns. However, the research and case studies reviewed by the project team provide little evidence about 
micro-transit safety benefits relative to fixed-route transit. This topic will be explored further during agency 
interviews in the Operational Challenges and Opportunities Technical Memorandum. 

1.1.4 MOST COMMON CHALLENGES  
Although every micro-transit service is different, some challenges were common to several of the case examples. 
These include low micro-transit ridership and lower-than-expected productivity, slow adoption of new technology, 
accessibility and equity concerns, high wait times, and balancing convenience and productivity. 

Low Ridership and Lower-than-Expected Productivity 
Although some agencies experience rapid uptake of ridership on a new micro-transit service, others have seen 
lower ridership than expected. Houston METRO’s DRT Flex, for example, saw disappointing numbers of 
passenger trips per revenue hour of between 2.2 and 2.5.10 METRO’s original plan to replace low-ridership fixed-
route service with Flex service met political resistance, and Flex launched as a duplication of the existing fixed-
route service. The result was two inefficiently provided, low-ridership services, rather than a service change that 

 
8 American Public Transportation Association, Mobility Innovation: The Case for Federal Investment and Support, 
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-
releases-new-mobility-innovation-report/, p. 7. 
9 Mineta Transportation Institute, Steps to Supplement Park-and-Ride Public Transit Access with Ride-and-Ride 
Shuttles, https://transweb.sjsu.edu/research/1950-Park-and-Ride-Transit-Access.  
10 TCRP Synthesis 141: Microtransit or General Public Demand Response Transit Service: State of the Practice 
(2019), p. 55. http://www.trb.org/Main/Blurbs/178931.aspx. 

https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
https://transweb.sjsu.edu/research/1950-Park-and-Ride-Transit-Access
http://www.trb.org/Main/Blurbs/178931.aspx
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took advantage of micro-transit’s potential to provide flexible service in places where fixed-route service performs 
poorly.  

The Kansas City Area Transportation Authority (KCATA)’s partnership with Bridj also experienced lower than 
expected ridership, though for different reasons. Projected to have a daily ridership of roughly 200 riders, the 
service instead provided less than 600 total rides over its first six months.11 The pilot faced multiple challenges, 
including limited marketing within the service area, initial difficulties training fixed-route vehicle operators to serve 
as micro-transit drivers, and a routing algorithm and service design that prioritized peak period, commuter trips. 
Overall, riders had difficulty learning about the service and found its service area and span did not suit their 
needs. 

The experiences of Houston METRO and KCATA show there is a risk of disappointing micro-transit ridership. If a 
service directly competes with existing fixed route service, if a service is not effectively marketed to riders, and if a 
service is designed so that it meets the needs of only a small number of riders, then the service may have low 
ridership. 

There is the risk, as highlighted in the Houston METRO example, of micro-transit and fixed-route service 
competing, resulting in lower ridership on both services. A rider survey from King County Metro’s Via to Transit 
program showed a quarter of riders used the program as a replacement for fixed-route buses they had previously 
used to access Link light rail stations.12 Jersey City’s partnership with Via (Via Jersey City) produced a similar 
rider survey, which showed not quite half of riders used the program as a replacement for rail or fixed-route bus 
service (Figure 1). 

FIGURE 1: MODE SHIFT SURVEY RESULTS FROM VIA JERSEY CITY 

 

Depending on agency priorities and rider needs, a shift from fixed-route service may be an acceptable tradeoff. A 
significant portion of Via to Transit riders used the service as a substitute for fixed-route bus service, but that 

 
11 Eno Center for Transportation, UpRouted: Exploring Microtransit in the United States, 
https://www.enotrans.org/wp-content/uploads/2018/01/UpRouted-18.pdf?x43122.  
12 Stephen Fesler, Metro’s Via To Transit Service Expanding to More Hubs, Adding Renton and Skyway, 
https://www.theurbanist.org/2021/08/10/metros-via-to-transit-service-expanding-to-more-hubs-adding-renton-and-
skyway/.  
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may be acceptable if the agency’s main goal is to provide more direct connections to Link light rail. However, 
agencies should be aware of the potential for micro-transit to compete with fixed-route service, especially where 
fixed-route service is long-established and not underperforming. 

As illustrated by the Houston METRO DRT Flex and RideKC Micro Transit / Bridj examples, micro-transit 
services can also fail to improve the efficiency or productivity of service delivery. In addition to the low operational 
productivity, METRO’s Flex service demonstrated a higher than desired cost per passenger trip of $20 to $30. 
Even in cases in which productivity improves in terms of passenger trips per revenue hour, efficiency benefits in 
terms of cost per passenger trip or cost per revenue hour may be harder to realize. One example is Baldwin 
County, Alabama’s BRATS On-Demand, which has experienced ridership growth but only modest increases in 
operational productivity.  

Agencies have several options to improve the efficiency of a micro-transit service. If the service uses a TaaS or 
SaaS model, agencies can work with their contractor to improve trip pooling and increase the number of riders per 
vehicle. The structure of service zones also affects efficiency—areas that are especially difficult to serve can be 
classified as their own zone, making trip pooling more likely for rides to or from that zone. 

Slow Technology Adoption 
To deliver service most efficiently, many micro-transit services rely on the ability of most riders to use smartphone 
apps for booking rides. Cases like Kansas City’s Bridj pilot show that ineffective marketing can limit rider 
awareness of the new booking method. When an agency pursues micro-transit to supplement or replace existing 
dial-a-ride demand response service, some riders may have difficulty transitioning to app-based booking. Cases 
like these include Hall Area Transit’s WeGo and Baldwin County’s BRATS On-Demand. These cases are 
discussed in more detail in the equity section of this memo, and strategies for addressing slow technology 
adoption are addressed in both the equity and marketing sections (Sections 1.3.5 and 1.3.7). 

Accessibility and Equity Concerns 
Providing service equitably is important to the success of a micro-transit service, and agencies may encounter 
several challenges in trying to do so. To ensure that wheelchair users have equal use of a micro-transit service, 
agencies need adequate numbers of WAVs, and those vehicles need adequate space at stops (a stable surface 
of around five by eight feet, at a minimum) to deploy the ramp or lift that allows wheelchair users to board. Vehicle 
operators also need to be properly trained in operating boarding equipment. These requirements present 
challenges for some agencies. As mentioned above, Hall Area Transit’s WeGo revised its initial plan for its 
vehicle fleet and kept several cutaway vans to serve riders who use larger wheelchairs, as this was found to be 
more efficient and safer. Boarding times for wheelchair users may also be longer than boarding times for 
ambulatory riders. Agencies can work with their contractors to minimize wait times for riders who use wheelchairs 
while also providing adequate boarding time. 
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Agencies may also find that micro-transit riders do not reflect the demographic makeup of the micro-transit 
service area. King County Metro’s Via to Transit rider survey suggested the proportion of White riders ranged 
between 47 percent and 58 percent of riders, compared to a service area proportion for all residents of 32 
percent.13 Ridership by low-income individuals also did not increase, despite measures to increase access for 
riders with low incomes. Agencies can conduct rider surveys to determine whether they are facing challenges like 
these, which may suggest improvements to make the micro-transit service more attractive and accessible for all 
riders. For example, agencies should consider whether fares are appropriately priced for low-income riders and 
whether additional outreach to people of color is necessary to support proportionate ridership.  

High Wait Times  
Relatively low wait times is a common goal of new micro-transit services but achieving that goal can be a 
challenge and come with its own trade-offs. Sacramento’s SacRT, for example, measured wait times of roughly 
15 minutes on its SmaRT Ride micro-transit service due to high 
peak period demand.14 This was higher than desired, so the 
agency started advising riders to book during off-peak hours or to 
book peak period trips an hour in advance. Some services have 
seen increased wait times as demand increases, especially when 
agencies have difficulty meeting additional demand with their 
available drivers and vehicles. As the service has grown in 
popularity, Hall Area Transit’s WeGo has seen average wait times 
increase to between 20 and 30 minutes.  

It may be worth considering whether high wait times reflect a 
service’s attractiveness, and this is an acceptable outcome in 
exchange for serving more riders. Whether a particular average 
wait time is too high will depend on agency goals and the 
characteristics of a service. A short wait time for micro-transit that 
replaced rural dial-a-ride service may be a long wait time for micro-
transit that provides first-mile/last-mile connections in urban or 
suburban areas. Agencies can adopt a wait time goal to inform their 
approach to managing wait times. 

Balancing Convenience and Productivity 
Micro-transit service can be very convenient for riders. A service 
might be offered that allows riders to book rides to and from 
anywhere in a one very large zone. However, this can require a 
productivity tradeoff, since a small number of very long-distance 
trips can impact service quality on more frequent, shorter-distance 
trips.  

There are many ways to strike this balance. Baldwin County, 
Alabama’s BRATS On-Demand is considering introducing 
additional zones covering particularly remote areas, which would 

 
13 Stephen Fesler, Metro’s Via To Transit Service Expanding to More Hubs, Adding Renton and Skyway, 
https://www.theurbanist.org/2021/08/10/metros-via-to-transit-service-expanding-to-more-hubs-adding-renton-and-
skyway/. 
14 TCRP Synthesis 141: Microtransit or General Public Demand Response Transit Service: State of the Practice 
(2019), p. 55. http://www.trb.org/Main/Blurbs/178931.aspx. 

Case Study: 
RTC FlexRide 
Washoe County, Nevada 

Launched in early 2019 as a six-
month pilot with the goal to replace 
two underperforming fixed bus 
routes in Sparks, NV that had 
consistently low ridership. 
 
Initially started as one service area 
with several microtransit 
pickup/drop-off locations in it, and 
later expanded to cover several 
more areas. 
 
The service has eliminated 
approximately 12,200 fixed-route 
service hours (saving ~$10,200 per 
month on operations). 
  

 

https://www.theurbanist.org/2021/08/10/metros-via-to-transit-service-expanding-to-more-hubs-adding-renton-and-skyway/
https://www.theurbanist.org/2021/08/10/metros-via-to-transit-service-expanding-to-more-hubs-adding-renton-and-skyway/
http://www.trb.org/Main/Blurbs/178931.aspx
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increase trip pooling and allow more productive service. This can also facilitate different booking requirements. 
For example, an agency might require trips to or from areas outside a zone to be scheduled days in advance, 
while allowing within-zone trips to be scheduled hours in advance or at will. This allows more efficient routing of 
trips that are harder to serve efficiently. Operators contracted under the Transportation as a Service (TaaS) or 
Software as a Service (SaaS) arrangements can also adjust routing algorithms to pool trips more aggressively. 

1.2 Use Cases of Micro-transit 
1.2.1 POTENTIAL MICRO-TRANSIT BENEFITS  
Agencies across the U.S. have considered implementing micro-transit to address weaknesses or gaps in their 
system that are not logically served with another type of service such as fixed-route bus. In deciding to pilot or 
implement micro-transit, agencies typically are seeking to achieve one or more of the following potential benefits 
of micro-transit, as described in detail in Section 1.1.3: 

● Improved customer experience  
● Increase ridership on or connection to a higher capacity network  
● Increased productivity and/or cost savings  
● Increased coverage 
● Improved agency experience 
● Enhanced safety  

1.2.2 USE CASES 
A feature of micro-transit services is that they can be designed for a variety of use cases, including integration into 
existing transit systems. Case studies throughout this report show examples of micro-transit programs planned 
and operated to replace underperforming fixed-route transit lines, provide important first-mile/last-mile 
connections, and/or help bring new transportation options to geographies previously lacking transit service. Each 
of these common use cases are described in this section. However, there are some cases in which services may 
have characteristics of multiple use cases. 

Underperforming Fixed-Route Replacement 
In this use case, a micro-transit zone is created in a location where fixed-
route transit already exists but is typically underperforming and the area 
may have high micro-transit suitability. The concept of micro-transit 
suitability refers to the identification of locations where there are relatively 
high levels of transit service need, but relatively lower levels of other 
characteristics such as density and walkability that would make fixed-
route service more viable. In this use case, micro-transit can either 
replace the route/service entirely or replace just a portion of it (e.g., an 
unproductive segment or time period such as only during late night 
hours).  

Case Examples:  

 RTC FlexRide (Sparks, NV) 
 TD Late Shift (FL) – Late 

Night Replacement 
 DART Connect (DE) 
 RTA Connect (OH) 
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First-/Last-Mile Connections 
Traditional fixed-route transit is highly efficient at moving passengers along arterials and other primary roads, but 
often requires residents to walk a distance to reach their destination. In 
places with low intersection density or poor sidewalk conditions, the lack 
of a first/last mile transit connection can place a significant burden on 
vulnerable populations and even act as a barrier to transit use entirely. A 
first/last mile-oriented micro-transit service is deployed to reduce barriers 
to transit use and to serve as a complement to existing transit services, 
especially high-frequency bus or rail. This service type would typically 
gather riders in residential parts of the zone, and shuttle them to nearby 
hubs for transit services. 

New Service Area 
Micro-transit can serve as a transportation solution for areas currently lacking transit service. In this use case, 
micro-transit creates new access opportunities. In some cases, it can be implemented as an extension of an 
existing service area, geographically or temporally, serving places where transit currently does not operate, or 
does not operate at all times needed throughout the day. New service area characteristics can vary significantly 
from one use case to the next – some micro-transit services cover entire counties while others, often much 
smaller in size, offer local circulation opportunities.   

In addition to these common use cases, agencies sometimes 
implement micro-transit to “replace” or supplement traditional 
demand response (e.g., dial-a-ride) service; in these cases, the 
primary change is not related to the type of service being offered (still 
demand response), but to the implementation of new technological 
capabilities that enable riders to book and pay via a mobile app, and 
have access to more real-time information about when their vehicle 
will pick them up and their estimated arrival time at their destination. 
In more rural areas, to ensure a higher level of productivity (i.e., 
serving multiple passengers simultaneously – resulting in a higher 
number of passengers per hour), it helps to have some kind of 
advance booking requirement for micro-transit (e.g., riders select a 
2-hour window for their pick-up or must book at least 3 hours in advance). Baldwin County, Alabama’s BRATS 
On-Demand is an example of micro-transit replacing demand response service. 

Table 1 shows micro-transit use cases and identifies the potential benefits associated with each. Benefits are 
classified as “primary” or “secondary”; primary benefits are those that represent the most common and generally 
strongest benefits an agency is pursuing in implementing the use case, while secondary benefits are those that 
may be achieved but are less likely to be driving influencing factors in the decision to implement micro-transit. 

TABLE 1: INTENDED PRIMARY AND SECONDARY BENEFITS OF MICRO-TRANSIT USE CASES 

●  

Underperforming 
Fixed-Route 
Replacement 

First/Last Mile 
Connections 

New Service 
Area 

Improved customer experience 🗸🗸 🗸🗸 🗸🗸 

Increase ridership on or connection to higher 🗸🗸 🗸🗸 🗸🗸 (if providing 
connection) 

Case Examples: 

 Greater Daytona RTA (FL) 
 Via to Transit (WA) 
 Pickup (TX) 
 Ride On Flex (MD) 

Case Examples: 

 DART Connect (DE) 
 RideKC 
 RTA Connect (OH) 
 Lone Tree Link On-Demand (CO) 
 CDTA Flex (NY) 
 SmaRT Ride (CA) 
 Ride Wilson (NC) 
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●  

Underperforming 
Fixed-Route 
Replacement 

First/Last Mile 
Connections 

New Service 
Area 

capacity network 

Increase productivity and/or cost savings 🗸🗸 🗸🗸  

Increased coverage 🗸🗸 🗸🗸 🗸🗸 
Improved agency experience 🗸🗸 🗸🗸 🗸🗸 
Enhanced safety 🗸🗸 (esp. late night) 🗸🗸 🗸🗸 

🗸🗸  – Primary intended benefit; 🗸🗸 – Secondary benefit (most commonly) 

1.3 Developing a Micro-transit Service: Components and 
Considerations 

1.3.1 UNDERSTANDING NEED 
Micro-transit can serve different types of transportation needs. 
Some needs such as serving people in need of public 
transportation from locations that have underperforming fixed-route 
service, may already be well known to an agency. Other needs, 
however, may emerge through ongoing conversations with 
communities throughout the transit agency’s service area. 
Identifying the need a service is intended to address has both 
quantitative aspects, involving the use of data to assess suitability, 
and qualitative aspects, which involve gathering information 
through public and stakeholder engagement. Assessing community 
needs through engagement can highlight issues which can be 
otherwise overlooked, such as unfulfilled late night service needs. 
Pinellas Suncoast Transit Authority in Florida, for example, 
designed its TD Late Shift service to supplement its daytime fixed-
route service with late night micro-transit service in response to 
feedback from the community about people’s need for service 
beyond the end of the fixed-route service span. Transit agencies 
can seek to better understand these needs through focus groups, 
public hearings, and workshops with the public and stakeholders 
such as non-profit organizations, major employers, schools, and 
other major trip generators. This engagement can also lead to the 
emergence of new partnerships with the transit agency, as was the 
case in Flint, Michigan with Flint MTA’s Rides2Wellness program, 
discussed later in the memo. 

1.3.2 SERVICE AREA IDENTIFICATION 
Micro-transit can be customized in its design in a variety of ways to 
meet the needs of a community and the resources available. 
Transit agencies, through their planning (including both data 
analysis and public and stakeholder engagement) and performance 
monitoring processes, tend to have a strong understanding of 

Case Study: 
TD Late Shift 
Pinellas County, Florida 

 

Launched as a pilot in August 
2016 to provide low-cost 
transportation to low-income 
commuters during times of day 
when fixed-route transit is 
unavailable. 

The program partners with local taxi, 
local ADA transportation, and 
rideshare companies and receives 
~$500,000/year from statewide 
grants. 

Users receive 25 free trips per 
month (>$300 in savings). 
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where gaps in their service areas exist in terms of times, places, 
and populations. This helps them identify potential micro-transit use 
cases that could be considered for addressing gaps. Ultimately, 
service design is an iterative process, bringing together data on 
service gaps, market analyses, and public and stakeholder 
feedback – as well as, subsequently, data on existing transit 
service performance to inform potential adjustments. Agencies can 
design and adjust their service according to a variety of 
components or aspects, including the following: 

● Geography served – Agencies’ planning processes, 
including micro-transit suitability analyses, enable 
identification of the locations where micro-transit is most 
needed and/or most likely to be successful. Micro-transit 
may make sense in the following situations: 

o In low-density neighborhoods, providing either 
general circulation or only providing trips to or from 
transit access points. 

o Between two key towns or hubs of activity (e.g., 
DART Connect in Delaware). 

o Customized zones with exceptions for key out-of-
zone destinations such as a school or an airport 
(e.g., CDTA’s Flex in Albany, New York). 

o Zones that serve a geography or population 
associated with a specific funding partner (e.g., 
universities, hospitals, etc.).  

o After an initial review of geographies in need of 
service and/or reviewing an entire service area to 
identify potential micro-transit zones, agencies may 
find an overabundance of potential zones. To 
prioritize areas for micro-transit service, agencies 
can look at additional characteristics to assess suitability and identify geographies to serve or 
even prioritize: 

 Intersection Density and Roadway Network: Lower intersection densities 
(intersections per square mile) are often indicative of longer roads with fewer pick-up 
points, and fewer direct paths between points for fixed-route transit to serve. Less direct 
routing can lead to longer travel times and less efficient fixed-route operations. In these 
physical environments, pedestrian infrastructure may not be as abundant either, meaning 
residents may not have safe or accessible ways to access other types of transit. Micro-
transit can be a more suitable transit solution in areas with lower intersection density due 
to their smaller vehicles and ability to pick-up/drop-off riders closer to their actual origins 
and destinations. 

 Land Use – Areas that have higher ratios of residential uses to other land uses tend to 
generate ridership in micro-transit zones, while areas with higher job densities are often 
key attractors. Albany CDTA’s Flex, service has zones designed to serve areas with high 
proportions of residential land uses, offering drop-off and pick-up points exclusively at key 
attractors outside of the zones. 

 Activity Generators – Typical activity generators include grocery stores, retail shops, 

Case Study: 
DART Connect 
Sussex County, Delaware 

Launched in April 2021 as a pilot 
microtransit program providing 
DART transit to improve rural 
transit service between the towns 
of Georgetown and Millsboro. 
 
DART Connect replaced two low-
performing deviated fixed-routes 
and saw modest ridership growth 
within one month. 
 
DART Connect is funded in part by 
a one-time FTA Accelerating Mobility 
grant ($317,692). 
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offices, and larger housing complexes. It is important to consider how people plan to use 
the service and whether it will enable them to access key activity generators. A zone 
intended to be used for circulation purposes should include key generators like grocery 
stores to enable people to use transit to meet their basic needs. 

 Service Area Demographics – As lower-income and minority residents typically have a 
higher propensity to use traditional transit services and given that serving them well is 
particularly important from an equity standpoint, services should be deigned to capture 
these populations at rates at least comparable to the overall service area demographics. 
Other demographic-related factors that can be considered in evaluating locations for 
micro-transit suitability include employment and commuting patterns and times in a 
particular area. 

● Time of day or specific days – Micro-transit can be provided as an all-day transit solution to replace 
fixed route, perhaps operating during the same span of service as other services already provided by an 
agency. Alternatively, micro-transit can be offered at specific times of day when there are known public 
transportation needs that do not make sense to serve with fixed-route buses. Late nights and early 
mornings are times when people who work second and third shifts are likely to need service but when the 
total level of demand does not warrant fixed-route service (Figure 2). Similarly, micro-transit can also be 
used to provide mid-
day or weekend 
service to replace 
fixed-routes (e.g., local 
bus or commuter bus) 
that only operate in 
peaks or see low-
ridership during these 
times. Agencies with 
large geographies to 
cover but relatively few 
resources can also 
consider offering 
micro-transit services 
in different areas on 
different days of the week to cater to populations such as seniors who need to make weekly errand or 
shopping trips.    

● Population served – While micro-transit is commonly available to the public, it can be offered only to 
specific individuals as well (with such decisions sometimes influenced by the entities providing funding for 
the service). In some cases, micro-transit can exclusively serve particular groups of people such as 
people with disabilities, people with healthcare-, social services-, or job training-related transportation 
needs, students, or seniors. 

1.3.3 SERVICE MODELS  
There are two common service delivery models for micro-transit services. The Transportation as a Service 
(TaaS) model, also known as the “turn-key model,” involves the acquisition, through an operational services 
contract, of a micro-transit platform, including the technology in the form of ride-matching software, and vehicles 
and personnel needed to operate the service (including maintenance staff, for example) – in some cases, TaaS 
could involve a contractor using their own facilities as well. The Software as a Service (SaaS) model involves the 
acquisition of ride-matching technology (and potentially customer support functions) but does not involve using a 
contractor’s own vehicles or contracting of operating personnel through the operator. In reality, there may be 

FIGURE 2: EXAMPLE ANALYSIS SHOWING EVENING BOARDING DECLINE 
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variations in the specifics of these two models, with the specific functions/personnel, facilities, etc. contracted out 
versus being “in-house” varying. In some cases, transit agencies or contracted operators can serve as “brokers” 
and allocate trip requests between multiple providers. TCRP Synthesis 135: ADA Paratransit Service Models 
describes and provides examples of a variety of service models for demand response service.  

The case for adopting one service model over the other depends on the needs of an agency. If the agency does 
not have adequate facilities, staff for maintenance, or appropriately sized vehicles available for use, a TaaS model 
may be faster to implement and/or more cost-effective to operate. The TaaS model may offer additional flexibility 
as well, such as the ability to add vehicles to be in service for relatively short (e.g., two- or three-hour) shifts to 
adjust service to accommodate peak demand. Likewise, if space and vehicle availability are not issues for the 
agency, a SaaS model may be preferrable. Several agencies who have implemented the SaaS model note that it 
gives them more oversight of driver qualifications, experience, training, and adherence to performance standards. 
Because labor is the largest cost associated with operating transit service, pay rates for operators and other staff, 
which depend on a variety of factors including level of experience, training requirements, and presence or 
absence of collective bargaining agreements, have the largest impact on the overall operating cost for providing 
service. At present, in most cases, vendors who offer the TaaS service model can offer their service at an hourly 
rate that is below that of a public agency.   

1.3.4 TECHNOLOGY USED  
A key factor distinguishing micro-transit from any type of demand-response service is that it is a “technology-
enabled” service, with the most innovative platforms utilizing the latest innovations in app-based mobility 
technology. Demand-response services historically used pen-and-paper scheduling systems or legacy software 
platforms that did not offer as wide a range of capabilities as some of the platforms available today. 
Advancements in smartphone technology, mobile GPS, real-time mapping, and ride-matching and routing 
algorithms have enabled modern micro-transit to operate as a more dynamic service, with the advantage being 
that travelers have more flexibility to schedule rides as their needs change. 

More recently developed micro-transit platforms have features to improve the experiences of customers and 
agencies using the platform alike. The software platform is built around familiar mobile-device applications that 
automate the processes of receiving and processing customer orders and dispatching vehicles. Typically, a 
micro-transit platform hosts one mobile device application for the driver to receive orders, and one application for 
customers to place orders, each with additional advanced features. 

Modern micro-transit applications provide many 
of the following features: 

● App-based booking – Riders can 
download an app to their smartphones 
and create a profile, then enter trip 
details and request trip through the app; 
this process can be done without any 
person-to-person-based interaction. 

● Electronic fare payment – The app 
enables in-app fare payments for micro-
transit rides; integrated systems may 
offer purchase of transit passes as well. 

● Vehicle location tracking – Riders can 
track the location of their driver on a real-time map. 

FIGURE 3: SPARE LABS MOBILE APPLICATION DIAGRAM 

http://www.trb.org/Publications/Blurbs/177487.aspx
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● Dynamic estimated arrival times – The app provides constantly-updating arrival time estimates based 
on time of day, traffic levels, and roadway accessibility.  

● Automated customer notification – The app issues trip and service updates as push notifications. 
● Integrated trip planning across modes – An emerging feature of integrated apps are that they can 

provide information on other nearby multimodal transportation services. 

While micro-transit platforms require high-speed data connections on mobile phones to access the applications, 
the services also provide an option to book rides by phone for customers without smartphones. One case study 
agency, Hall Area Transit, reported that this method of scheduling is not ideal for the ride-matching algorithm (i.e., 
manually booked trips were not as seamlessly matched with trips already in progress or those booked by app).  

A separate set of features exist for driver applications, including:  

● Dynamic routing – Provides GPS-enabled turn-by-turn directions that constantly update based on traffic 
levels and/or road closures. 

● Voice-response capabilities – A safety feature for hands-free handling of reservations and cancelations. 
● Rider profile information – Drivers are able to see relevant information about the rider they are picking 

up, such as whether the individual is using a wheelchair or has a disability such as hearing impairment. 
● Safety Features – Limiting the ability of drivers to interact with features outside of the application while 

the vehicle is in motion.  

From the driver perspective, use of the app offers benefits such as precluding the need to engage in fare 
collection for riders who pay electronically via the app. 

Micro-transit software platforms offer capabilities to the transit agency that enables them to customize and 
manage their service in a more automated fashion, such as: 

● Automated scheduling – This 
eliminates need for a staff 
person to receive trip requests 
and schedule drivers by letting 
the software platform handle 
scheduling for trips booked 
through the app. 

● Automated customer 
notification channels – 
Agencies can push 
notifications out to riders and 
drivers, such as with service 
information or marketing 
updates. 

● Automated data collection 
and analytics – Easier 
visualization of rider origins 
and destinations and 
constantly updated analytics related to indicators such as average trip length, wait time, etc.  

● Real-time vehicle tracking – Allows the agency to check in on the location of their drivers and vehicles 
in real-time. 

● Geofencing – Ability to customize service parameters by specifying locations from which trips can 

FIGURE 4: TRANSLOC DRIVER APPLICATION INTERFACE 



Richmond Region Micro-transit Study 

 

Document Prepared by Michael Baker International, Inc. and Foursquare ITP 15 

originate and conclude.   
● Simulations and resource estimates – Before launching a pilot zone or new program, many micro-

transit software providers offer simulations to estimate average operating costs, vehicles needed, and 
average wait time per zone.   

● Customized fares – Micro-transit platforms can simplify the process of offering reduced fares to specific 
populations such as seniors or low-income riders by assigning fares based on the information in a rider’s 
profile. 

Micro-transit technology platforms continue to evolve, with 
more sophisticated capabilities such as integration between 
services continuing to be rolled out. For example, platforms 
can now preclude provision of trips that could be made on a 
fixed-route system. In that case, the app would redirect 
riders who attempt to book a trip that could be served by a 
fixed-route system to another website or app with 
information about the fixed-route service. 

1.3.5 EQUITY IN MICRO-TRANSIT 
SERVICE PROVISION AND ACCESS  
Equity is a critical component of any transit service, 
including micro-transit. Equity can be particularly important 
to consider for micro-transit, given the service’s reliance on 
smartphones, access to data service, and electronic 
payment. There are many ways that equity can be 
considered in the process of designing and operating micro-
transit, including: the provision of service in terms of where it 
operates and who it serves; providing service to unbanked 
populations; serving people without smartphones; and 
setting fare levels with affordability in mind. Each of these 
components is discussed in more detail below. 

Service Provision: Where Micro-transit 
Operates and Who Micro-transit Serves 
By providing a flexible transit option in areas with infrequent 
or nonexistent fixed-route service, micro-transit increases 
mobility options. In fixed-route replacement case, service 
areas should be designed so that transit-dependent and 
disadvantaged populations receive a level of service that is 
similar to or greater than the service they previously 
received, in terms of frequency and service quality. In 
providing new service, it is important to identify service 
zones based on consistent criteria that can be applied across geographies, and the criteria should include 
measures of transit need in addition to measures like employment or population density. As discussed above, in 
evaluating micro-transit suitability, agencies should (and in some cases, must) consider the presence of low-
income and non-white residents and how the quality of the service they receive will change or improve. 

Case Study: 
Rides to Wellness 
(R2W) 
Genesee County, Michigan 

R2W was launched in 2016 as a program 
providing non-emergency medical 
transportation to seniors, people with 
disabilities, and transportation-
disadvantaged populations for grocery, 
pharmacy, and medical trips. 
 
Trips are free for eligible customers 
through partnerships with state and local 
agencies including: 
1. County Department of Veteran 

Services 
2. State Department of Health and 

Human Services 
3. Residents on County Public Health 

Plan 
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In some cases, micro-transit services are designed to serve specific populations such people with disabilities or 
seniors. In these cases, equity and need for transit have typically been heavily considered in designing the 
service.  

In Michigan, the Flint MTA received federal and state funding to start a Rides 2 Wellness (R2W) service, which 
initially provided rides to and from medical services that were free for qualifying Flint residents (with fares in some 
cases charged to a public agency or healthcare provider).15 The MTA has expanded access to the service over 
time, so that seniors, veterans, clients of partner social service agencies, and the general public can also use 
R2W to access medical services (in some cases, it functions as a premium service with a cost of $10-15 per trip 
for self-paying passengers16). Pinellas Suncoast Transit Authority’s TD Late Shift program has focused on 
providing work trips for transportation disadvantaged riders.17  

In all cases, micro-transit services must be equally accessible to ambulatory and non-ambulatory riders. 
Wheelchair users or other riders with limited mobility require Wheelchair Accessible Vehicles (WAVs), and fleets 
and booking systems must be able to accommodate their need for those vehicles. Many agencies, such as 
BRATS On-Demand, report that wheelchair users make up a significant portion of their riders, so ensuring a 
service will be easily accessible to wheelchair users is important. Hall Area Transit reported that it began using 
older cutaway vehicles for its WeGo micro-transit service once it became clear that this resulted in a quicker and 
less laborious boarding process, benefitting not only the driver and wheelchair-using rider, but also the other 
riders who are sharing the vehicle. 

Serving Unbanked Populations 
Electronic fare payment brings several benefits to agencies and riders, including reduced delay due to fare 
collection and reduces chances for conflict between riders and vehicle operators. However, electronic fare 
payment is easiest for those with a debit card and/or credit card, which not all riders have. Micro-transit services 
should be designed so that these riders can still access the service.  

Agencies have adopted different strategies to ensure that access is maintained for unbanked riders. Baldwin 
County’s BRATS On-Demand encourages riders to use prepaid debit cards available from retail stores to pay for 
rides. Other options include allowing riders to mail in cash to be added to their accounts, purchase vouchers in 
cash in person at an agency office or pay their fares in exact cash upon pick-up. About 20 percent of riders take 
advantage of the option to purchase vouchers in person, using cash, to ride Hall Area Transit’s WeGo micro-
transit service. In addition to making electronic payment as easy as possible, offering and communicating 
alternative payment methods is an important step in making micro-transit service equitable. 

Making Service Accessible to People without Smartphones 
A large majority of American adults now own a smartphone. As of 2021, more than three quarters of adults in 
households earning less than $30,000 own smartphones, and 97 percent of those adults own either a cell phone 
or smartphone.18 However, not all smartphone owners may be able to afford to consistently maintain the data 
services needed to use micro-transit apps. These people, as well as the 25 percent of lower-income adults who 

 
15 American Public Transportation Association, Mobility Innovation: The Case for Federal Investment and Support, 
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-
releases-new-mobility-innovation-report/, p. 3. 
16 NADTC, MTA Flint Rides to Wellness Presentation, http://www.nadtc.org/wp-content/uploads/MTAFlint-
RidesToWellness-Module-3.pdf. 
17 American Public Transportation Association, Mobility Innovation: The Case for Federal Investment and Support, 
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-
releases-new-mobility-innovation-report/, p. 5. 
18 Pew Research Center, Mobile Fact Sheet, https://www.pewresearch.org/internet/fact-sheet/mobile/.  

https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
http://www.nadtc.org/wp-content/uploads/MTAFlint-RidesToWellness-Module-3.pdf
http://www.nadtc.org/wp-content/uploads/MTAFlint-RidesToWellness-Module-3.pdf
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
https://www.apta.com/news-publications/press-releases/releases/american-public-transportation-association-releases-new-mobility-innovation-report/
https://www.pewresearch.org/internet/fact-sheet/mobile/
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do not own a smartphone, need equal access to micro-transit services. In addition, many people, particularly the 
elderly, are not familiar with using smartphones and may not have the capacity to book their own trips via app. 

One way to provide this access is to maintain the option to schedule a micro-transit trip by calling in. When this 
option is provided, the prevalence of app-based booking varies by program, from as little as a third of trips to 
more than 80 percent of trips. BRATS On-Demand micro-transit service, for example, has seen as few as 35 
percent of trips booked by app, while Hall Area Transit’s WeGo has seen more than 80 percent of trips booked by 
app. Both services allow riders to schedule trips by phone. Hall Area Transit is currently seeking to work with a 
vendor to provide smartphones to riders who might be willing and able to book by app but lack a smartphone. 
Agencies have a variety of options to make the transition to app-based booking easy for as many riders as 
possible, while still accommodating riders for whom call-in booking is necessary. Training in how to book by app, 
particularly if paired with an incentive such as reduced fares for participating, can help to facilitate more app 
usage in cases when ability to use technology is a greater barrier than smartphone access. 

Setting Fares 
Affordability of micro-transit service is another important equity issue. Many, if not most, public transit riders are 
price-sensitive and may respond to fare increases by reducing or ending their use of a micro-transit service, even 
when fares are lower than the price of comparable transportation options. A report on Kansas City’s unsuccessful 
Bridj micro-transit pilot found that almost 25 percent of riders stated they would not ride the service if fares 
increased by $1, from $2 to $3.19 Fares generally make up a small portion of operating revenues for public micro-
transit service, so decreasing fares can have a significant benefit for riders without dramatically changing total 
revenues. 

In the case of fixed-route replacement micro-transit service, for riders who are losing access to fixed-route service 
they had previously, it may make sense to charge an equivalent fare. Similarly, if a micro-transit service is 
intended to connect people to a nearby fixed-route network, it may make sense to price the transfer in fare the 
same way a connecting bus trip would be. 

Like with fixed-route service, agencies can charge different fares to different passengers based on need or trip 
characteristics. For example, discounted senior fares are common, and trips to or from medical services or 
grocery stores may have discounted or free fares. In some cases, these are facilitated by partnerships, as with 
Flint’s R2W program in Michigan. Partnerships with several state agencies allowed trips to medical services to be 
free for those agencies’ clients, making the program simpler and more attractive for many riders. R2W also shows 
how fare levels can be adjusted as a micro-transit service evolves—as the service has become more popular, 
R2W now offers rides to the general public at a fare of $15.20 Fares for trips between partner medical offices and 
Flint’s downtown transfer center are cheaper, at $0.85 per person.21  

A review of 27 existing micro-transit services showed that micro-transit services charge flat fares of between 
$1.50 and $3 per trip on average. However, there is significant variation by payment method, time of day, and 
whether a rider connects to fixed-route transit. Especially when implementing new service, agencies have 
flexibility in deciding fare levels and structure. During that process, agencies can decide on measures to increase 
access to the service among riders who may be especially burdened by fares.  

 
19 TCRP Synthesis 141: Microtransit or General Public Demand Response Transit Service: State of the Practice 
(2019, p. 12. http://www.trb.org/Main/Blurbs/178931.aspx. 
20 NADTC, MTA Flint Rides to Wellness Presentation, http://www.nadtc.org/wp-content/uploads/MTAFlint-
RidesToWellness-Module-3.pdf. 
21 MTA Flint, Rides to Wellness, https://www.mtaflint.org/rides-to-wellness/.  

http://www.trb.org/Main/Blurbs/178931.aspx
http://www.nadtc.org/wp-content/uploads/MTAFlint-RidesToWellness-Module-3.pdf
http://www.nadtc.org/wp-content/uploads/MTAFlint-RidesToWellness-Module-3.pdf
https://www.mtaflint.org/rides-to-wellness/
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1.3.6 FUNDING  
Agencies have used several discretionary federal funding programs to fund micro-transit services in recent years, 
and pandemic-related funding sources have also emerged. As with other types of transit, agencies must 
supplement federal funds with funding from state, local, or other sources. Sources of funding for micro-transit 
could also include competitive grants.  

FTA Formula Funding Sources 
Federal formula funds are a familiar source of funds for transit agencies and can be used to fund micro-transit 
service in similar ways as demand response and fixed-route service. These include grants for urbanized and rural 
areas (Section 5307 and Section 5311), grants for services that benefit seniors and people with disabilities 
(Section 5310), and “New Freedom” grants for services developed as part of a human services transportation 
plan (Section 5317). Agencies, both on their own and in partnership with human services organizations, have 
used funds from all of these programs to support micro-transit services. Examples include Central Florida’s 
ACCESS LYNX, which received 5310 and 5317 funding for its micro-transit program serving people with 
disabilities, and California’s San Joaquin RTD’s Van Go!, which received 5311 funding for its program serving a 
large, rural area.22 FTA’s Capital Cost of Contracting policy allows federal funds to pay for a large portion of 
contracts with micro-transit service providers who are responsible for providing capital assets (as in the TaaS 
model); in some cases, agencies could qualify for an 80 percent FTA match.23 

Other Federal Funding Sources 
Other federal programs are also potential sources for micro-transit services. The federal Congestion Mitigation 
and Air Quality (CMAQ) grant program has been used to fund at least one pilot program in Lynnwood, 
Washington.24 FHWA’s Advanced Transportation and Congestion Management Technologies Deployment 
(ATCMTD) program represents another potential source. It is not clear whether ATCMTD has been successfully 
used to fund any micro-transit services, but the cities of Bellevue and Kirkland, Washington provide one example 
of an attempt to do so.25  

Other federal agencies have also set aside funding that could be used for micro-transit services. The Department 
of Energy, for example, accepted applications in 2021 for up to $17.5 million to be used for new mobility 
systems.26 The Chattanooga Area Regional Transportation Authority (CARTA) benefited from a similar DOE grant 
program, which provided $1.7 million for a project to improve CARTA’s micro-transit routing and scheduling 
platform.27 

 
22 TCRP Synthesis 141: Microtransit or General Public Demand Response Transit Service: State of the Practice 
(2019, p. 38. http://www.trb.org/Main/Blurbs/178931.aspx.  
23 FTA, Capital Cost of Contracting, https://www.transit.dot.gov/funding/procurement/third-party-
procurement/capital-cost-contracting.  
24 Stephen Fesler, Lynnwood Prepares Microtransit Pilot Program, 
https://www.theurbanist.org/2021/06/04/lynnwood-microtransit/.  
25 Dan Ryan, Belleveue prepares for autonomous vehicle transit, 
https://seattletransitblog.com/2018/06/27/bellevue-commutepool/.  
26 DOE Office of Energy and & Renewable Energy, DOE Announces $60 Million to Accelerate Advanced Vehicle 
Technologies Research, https://www.energy.gov/eere/articles/doe-announces-60-million-accelerate-advanced-
vehicle-technologies-
research#:~:text=Today%2C%20the%20U.S.%20Department%20of,efficient%2C%20and%20secure%20transpor
tation%20energy.  
27 DOE Office of Energy Efficiency & Renewable Energy, The Departments of Energy and Transportation 
Collaborate to Improve Public Transportation Efficiency and Effectiveness Using Data and Technology, 
https://www.energy.gov/eere/articles/departments-energy-and-transportation-collaborate-improve-public-
transportation.  

http://www.trb.org/Main/Blurbs/178931.aspx
https://www.transit.dot.gov/funding/procurement/third-party-procurement/capital-cost-contracting
https://www.transit.dot.gov/funding/procurement/third-party-procurement/capital-cost-contracting
https://www.theurbanist.org/2021/06/04/lynnwood-microtransit/
https://seattletransitblog.com/2018/06/27/bellevue-commutepool/
https://www.energy.gov/eere/articles/doe-announces-60-million-accelerate-advanced-vehicle-technologies-research#:%7E:text=Today%2C%20the%20U.S.%20Department%20of,efficient%2C%20and%20secure%20transportation%20energy
https://www.energy.gov/eere/articles/doe-announces-60-million-accelerate-advanced-vehicle-technologies-research#:%7E:text=Today%2C%20the%20U.S.%20Department%20of,efficient%2C%20and%20secure%20transportation%20energy
https://www.energy.gov/eere/articles/doe-announces-60-million-accelerate-advanced-vehicle-technologies-research#:%7E:text=Today%2C%20the%20U.S.%20Department%20of,efficient%2C%20and%20secure%20transportation%20energy
https://www.energy.gov/eere/articles/doe-announces-60-million-accelerate-advanced-vehicle-technologies-research#:%7E:text=Today%2C%20the%20U.S.%20Department%20of,efficient%2C%20and%20secure%20transportation%20energy
https://www.energy.gov/eere/articles/departments-energy-and-transportation-collaborate-improve-public-transportation
https://www.energy.gov/eere/articles/departments-energy-and-transportation-collaborate-improve-public-transportation
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Since the passage of the CARES Act in 2020 and subsequent federal pandemic relief acts, multiple agencies and 
municipalities have used CARES funding to create or expand micro-transit services. RTC in southern Nevada,28 
Prescott Valley in Arizona,29 Hall Area Transit,30 and Citibus in Lubbock, Texas31 have all created or expanded 
micro-transit services using federal recovery funds.  

Competitive Federal and State Grants  
Competitive, innovation-oriented grants are another common 
source of funding for micro-transit services. The FTA has overseen 
several rounds of funding under Section 5312. In 2019, the FTA 
awarded Integrated Mobility Innovation (IMI) grants to a number of 
agencies for expanding or creating micro-transit services. Several 
agencies funded micro-transit services using 2020’s Accelerating 
Innovative Mobility (AIM) grants. These include the Pinellas 
Suncoast Transit Authority’s Direct Connect program, the 
Delaware Transit Corporation’s SaaS contract with Via, and Wilson, 
North Carolina’s fixed route replacement micro-transit service.32  

Like the Virginia Department of Rail and Public Transportation 
(DRPT), whose MERIT Demonstration Project Assistance grants33 
can fund a variety of new projects including new micro-transit 
service, other states including California, Massachusetts, and 
Florida also operate competitive grant programs to support new 
micro-transit services. Massachusetts, for example, awarded 
roughly $500,000 to support the Worcester Regional Transit 
Authority’s SaaS micro-transit service, and Florida’s Service 
Development Program helped launch pilot programs developed by 
the Hillsborough Area Regional Transit Authority (HART) and the 
Central Florida Regional Transportation Authority (LYNX).34 

Agency and Private Sector Partnerships 
Partnerships between transit agencies, state and local 
governments, and private sector organizations have also provided 
funding for micro-transit services. Municipalities have generated 
funding through transit-related ballot initiatives like Austin, Texas’ 

 
28 April Corbin Girnus, RTC expands service area, launches microtransit program for locals, 
https://www.nevadacurrent.com/blog/rtc-expands-service-area-launches-microtransit-program-for-locals/.  
29 Signals AZ, Startup Transit System Approved by PV Town Council Approves Implementation Using CARES 
Funds, https://www.signalsaz.com/articles/pv-town-council-approves-implementation-of-startup-transit-system-
with-cares-funds/. 
30 Matt Eggers, Gainesville to use federal funding to usher in change to public transit, 
https://accesswdun.com/article/2020/7/921061/gainesville-to-use-federal-funding-to-usher-in-change-to-public-
transit-service. 
31 Matt Dotray, Citibus launching microtransit service on Wednesday, 
https://www.lubbockonline.com/news/20200518/citibus-launching-microtransit-service-on-wednesday. 
32 FTA, FY20 Accelerating Innovative Mobility (AIM) Project Selections, https://www.transit.dot.gov/research-
innovation/fy20-accelerating-innovative-mobility-aim-project-selections.  
33 DRPT, MERIT – Statewide Transit Grants Program, http://www.drpt.virginia.gov/transit/merit/special-projects/.  
34 Cyrus Moulton, WRTA to receive grant toward shuttle service in Westborough, 
https://westborough.wickedlocal.com/news/20200104/wrta-to-receive-grant-toward-shuttle-service-in-
westborough.  

Case Study: 
WeGo 
Hall County, Georgia 

Launched a microtransit service in 
December 2020. Eventually 
replaced fixed-route service when 
microtransit service area expanded 
to the entire county. 
 
Contracted with Via using Software-
as-a-Service model using app-based 
reservations and distance-based 
fares. 
 
Agency saw increased ridership, 
reduction in wait times, and cost-per-
trip savings. 
 

 

https://www.nevadacurrent.com/blog/rtc-expands-service-area-launches-microtransit-program-for-locals/
https://www.signalsaz.com/articles/pv-town-council-approves-implementation-of-startup-transit-system-with-cares-funds/
https://www.signalsaz.com/articles/pv-town-council-approves-implementation-of-startup-transit-system-with-cares-funds/
https://accesswdun.com/article/2020/7/921061/gainesville-to-use-federal-funding-to-usher-in-change-to-public-transit-service
https://accesswdun.com/article/2020/7/921061/gainesville-to-use-federal-funding-to-usher-in-change-to-public-transit-service
https://www.lubbockonline.com/news/20200518/citibus-launching-microtransit-service-on-wednesday
https://www.transit.dot.gov/research-innovation/fy20-accelerating-innovative-mobility-aim-project-selections
https://www.transit.dot.gov/research-innovation/fy20-accelerating-innovative-mobility-aim-project-selections
http://www.drpt.virginia.gov/transit/merit/special-projects/
https://westborough.wickedlocal.com/news/20200104/wrta-to-receive-grant-toward-shuttle-service-in-westborough
https://westborough.wickedlocal.com/news/20200104/wrta-to-receive-grant-toward-shuttle-service-in-westborough
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Proposition A and Sacramento County’s Measure A. Austin Capital Metro’s Pickup service will receive several 
million dollars in support from the multi-billion-dollar initiative,35 and Sacramento’s SmaRT Ride service was 
created with a $12 million grant of Measure A funds.36 Colorado’s Lone Tree Link On-Demand was launched as 
a partnership between several medical centers and local business districts. Similarly, Flint’s R2W program 
originated as a service to connect medical service providers with transportation-disadvantaged riders in Flint with 
funding from those providers.  

Micro-transit services have a wide variety of potential funding sources, and the same program may draw on 
different sources and partners over time. The R2W program, for example, has expanded to serve veterans and 
their families by partnering with human services agencies in the region. Sources like innovation grants may 
provide funding for only a few years, eventually requiring an agency to seek longer-term formula funding or state 
grants. Creative use of different funding sources can maximize the impact of a new or growing micro-transit 
service. 

1.3.7 MARKETING / PUBLIC EDUCATION  
Successfully launching a new micro-transit service can be challenging if riders are unaware that the service 
exists, or if they are reluctant to adopt a new and potentially confusing technology. Some aspects of successful 
micro-transit adoption are attributed to thoughtful service design (i.e., placing micro-transit operations in high-
need communities, charging the correct price for the market, or providing the necessary accessibility features) but 
it is also important that the public is well-informed and comfortable using the service, including adopting the new 
technology. One of the leading micro-transit transportation network companies, Via, cites some of the following as 
key practices for a successful micro-transit marketing campaign:37 

● Lifecycle-based marketing: Understanding that different marketing techniques and approaches will be 
more or less effective at different stages of platform deployment.  

● Customer segmentation: Identifying core use cases for the service, as well as commuter behaviors, 
then tailoring the marketing approach to be visible and attractive to these customers. 

● Multichannel presence: Use a multitude of marketing approaches, including digital advertising, signage, 
informational flyers, and paid/earned media, to reinforce key messaging while driving conversion. 

● Real-time data: Understanding who the early adopters of micro-transit are, who is not adopting the 
service as may have been expected or hoped, and also adjusting marketing strategies to continue 
encouraging new ridership. 

● Virality: Make use of referral programs and incentive structures that allow the community to become 
ambassadors of the new service. 

 
35 Capital Metro, Initial Investment, https://www.capmetro.org/project-connect/initial-investment.  
36 Sacramento Regional Transit District, SacRT SmaRT Ride – Shuttle Service that Comes to You, 
https://www.sacrt.com/apps/smart-ride/.  
37 Via, How to Successfully Launch and Grow an On-Demand Transportation Service, 
https://ridewithvia.com/resources/articles/how-to-successfully-launch-and-grow-an-on-demand-transportation-
service/.  

https://www.capmetro.org/project-connect/initial-investment
https://www.sacrt.com/apps/smart-ride/
https://ridewithvia.com/resources/articles/how-to-successfully-launch-and-grow-an-on-demand-transportation-service/
https://ridewithvia.com/resources/articles/how-to-successfully-launch-and-grow-an-on-demand-transportation-service/
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Marketing 
A number of approaches can be undertaken to market a 
new micro-transit program or service area. Building 
awareness of a new service can be challenging, 
especially for micro-transit service because micro-
transit vehicles are often more discreet in their 
appearance than traditional fixed-route bus vehicles. A 
multi-channel approach to enhancing visibility and 
awareness is recommended for attracting new riders. 
Such channels include: 

● Placing collateral including signs and flyers in 
micro-transit service areas and around existing 
transit stops.  

● Utilizing digital channels such as social 
media and paid advertisements to raise 
awareness of a new service (Figure 5). 

● Branding vehicles used for micro-
transit operations to create more 
visibility of the micro-transit service in 
operation (Figure 6).  

● Holding pop-up events with branded 
merchandise and informational material, 
providing opportunities to discuss the 
new service with prospective riders (as 
well as serving an education function). 

Engagement with community-based 
organizations and local politicians can help raise awareness of marketing events. When developing a plan for 
marketing its new micro-transit service, Denver Regional Transportation District (RTD) identified people most 
likely to use the service (workplace commuters and students) and focused its marketing efforts on these groups. 
Ultimately, RTD found that marketing micro-transit service was more difficult than marketing more-familiar fixed-
route services, noting that the marketing effort required substantial coordination with communities, considerable 
outreach, and direct promotions.38 

 
38 TCRP Synthesis 141: Microtransit or General Public Demand Response Transit Service: State of the Practice 
(2019, p. 47. http://www.trb.org/Main/Blurbs/178931.aspx. 

FIGURE 5: FACEBOOK POST ON LAUNCH OF NEW 
METRO MICRO SERVICE 

FIGURE 6: KING COUNTY METRO MICROTRANSIT VEHICLE 
BRANDED WITH SEATTLE SKYLINE 

http://www.trb.org/Main/Blurbs/178931.aspx
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Public Education  
As using micro-transit can be complex for those unfamiliar with 
modern ride-hailing services and other mobile apps, it is 
important to offer opportunities to educate the public and answer 
questions they may have about the new service. Some questions 
can be answered with short, highly visual documents that explain 
how to find, install, and set up micro-transit apps, such as the 
instructions for SacRT’s SmaRT Ride in Sacramento, California 
(Figure 7).39  

Aside from the technology aspect of using a new service, current 
riders of demand response transit as well as prospective riders 
may have questions about where they can be picked-up and 
dropped off, and when, how fares are collected, vehicle 
accessibility, wait times to plan for, and the available alternatives 
to using an app. 

Setting up public education events offers 
opportunities for prospective riders to ask 
questions and learn more about the service, 
while also helping the agency to understand 
what concerns riders may have with adopting 
micro-transit. Partnering with economic 
development agencies, Business Improvement 
Districts (BIDs), community-based organizations 
(CBOs), and major employers can create 
opportunities for travel trainings, in which a 
transit agency representative can train people 
on how to use the service and even help them 
take their first ride. Aside from in-person 
education events, some transit agencies have developed videos to quickly introduce riders to micro-transit. Ride 
On, in Montgomery County, Maryland, features a how-to video for its Flex on demand service,40 and a post on 
Los Angeles Metro’s Facebook page shared a similar, instructional video and its Metro Micro micro-transit 
service.41 Using micro-transit can involve several steps riders may be unfamiliar with, from using an app to book 
their trip to connecting to fixed-route transit in a shared vehicle (Figure 8). In-person and online rider education 
can help make those steps more understandable. 

1.4 Lessons Learned and Key Take-Aways  
Across the various case examples reviewed for development of this memo, a few lessons learned for successfully 
deploying micro-transit service emerged. Many of the findings described in this section come from TCRP 
Synthesis 141. 

 
39 Sacramento Regional Transit District, How to Use the App, https://www.sacrt.com/apps/wp-
content/uploads/How-to-Use-the-SmaRT-Ride-App-Flyer.pdf.  
40 Montgomery County Department of Transportation, Ride On Flex, https://www.montgomerycountymd.gov/dot-
transit/flex/.  
41 Los Angeles Metro, Facebook post, https://www.facebook.com/watch/?v=344278797088539.  

FIGURE 7: SMART RIDE INSTRUCTION FLYER 

FIGURE 8: STEPS IN A MICROTRANSIT BOOKING 

https://www.sacrt.com/apps/wp-content/uploads/How-to-Use-the-SmaRT-Ride-App-Flyer.pdf
https://www.sacrt.com/apps/wp-content/uploads/How-to-Use-the-SmaRT-Ride-App-Flyer.pdf
https://www.montgomerycountymd.gov/dot-transit/flex/
https://www.montgomerycountymd.gov/dot-transit/flex/
https://www.facebook.com/watch/?v=344278797088539
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Plan, Plan, Plan – and Monitor 
Agencies such as RTD in Denver said that thoughtful and effective planning and implementation of the service 
was extremely important. Specific elements of effective planning that staff from RTD, LYNX, Houston METRO, 
and other agencies cited include: 

● Establishing clear and measurable goals and service standards. 
● Ensuring the service is oriented to the market it is serving (i.e., people – demographic and socioeconomic 

characteristics, travel patterns, etc.) and the benefits it is intended to provide. 
● Preparing and implementing a marketing and public education plan to ensure a diverse array of potential 

riders know about the service and understand how to use it, as it can be more difficult to enhance public 
awareness of a micro-transit service compared to fixed-route bus service. 

● Considering in advance how the agency will adapt if the service over- or under-performs. 

Other considerations micro-transit service should anticipate and consider in advance include relevant provisions 
of applicable collective bargaining agreements; ensuring the right contract management and performance 
assessment mechanisms are in place to ensure the service meets agency standards (particularly under a TaaS 
model); and conducting an assessment of the technology to ensure all of the capabilities are functioning properly. 
Once the service has been implemented, monitoring its performance actively and regularly can lead to quick 
identification of whether the service is meeting the previously established goals and standards. By identifying 
these issues quickly, an agency is better prepared to adjust the service design and parameters, or take other 
actions such as additional marketing, to ensure that it does meet the standards that have been set. 

Be Flexible and Consider Starting with a Pilot 
Implementing micro-transit service always comes with a variety of unknowns. Even the most data-driven and 
thoughtful planning processes do not anticipate all of the potential patterns that may emerge in micro-transit 
usage. For example, it is very hard to project ridership for a micro-transit service before it goes into service; this is 
particularly true for a service covering a large geographic area. By branding a new micro-transit service as a 
“pilot,” agencies allow themselves some flexibility to make changes on a rolling basis as they become needed. 
Houston METRO, for example, found that piloting its service initially was very valuable, as it provided an 
opportunity for potential skeptics and critics to examine micro-transit in the field. Many other agencies profiled in 
this memo rolled out their service initially as a pilot, and then adapted or expanded the service based on their 
experience as well as lessons learned.  
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APPENDIX: CASE EXAMPLE SUMMARY 
Agency and 
Service Title 

Use Case and Service Design (Area size 
and characteristics) 

Service Model and Technology Outcomes/Findings/Lessons Learned 

BRATS On-
Demand, 
BRATS Public 
Transport., 
Baldwin County, 
AL 

• Replacement for service that had been 
fixed route with some on-demand 
deviations 

• Large (>1500 sq. mi.), mostly rural service 
area covering the county 

• Zone-based service replaced with 
countywide service due to impact of 
Hurricane Sally 

SaaS (Via) • Cost per passenger is trending down as pooling improves 

• Riders respond very positively to the service’s flexibility 

• Most riders still book by phone, but app booking is 
increasing over time 

• It can be hard to draw zones without making arbitrary 
boundaries that sometimes force long trips 

DART Connect, 
Delaware 
Transit Corp. 

• Replacement of two fixed routes serving 
low-density, rural communities 

• Service provided to a 9 sq. mi. zone 
covering those communities 

• $2 flat fare per trip 

• Launched in April, 2021 

SaaS (Via) • More ridership at launch than both replaced routes (from 
25 riders per day to 87); current daily ridership of 107 

• Wait times of less than 10 minutes  

• App available in Spanish 

• Funded through an FTA Accelerating Innovative Mobility 
grant for $317,692 

RTC FlexRide, 
Regional 
Transportation 
Commission of 
Washoe County 

• Pilot replacement of underperforming 
fixed route service in Sparks, NV with 
micro-transit service 

• Flat fare of $2 per trip, with reduced fares 
of $1 

• After the pilot, service has expanded to 
multiple zones beyond Sparks 

Unknown • 2019 revenues almost covered operating costs of $2 
million 

• Saved $10,200 per month in operations costs  

• Micro-transit can be used to expand the geographic 
coverage of service for lower costs 

Rides to 
Wellness, Flint 
Mass 
Transportation 
Authority 

• Partnership with 14 local human services 
agencies and medical service providers 

• Clients and patients in Flint can use R2W 
to access services 

• Free to eligible riders (via partnerships) 

Call-in reservations (“ride-hailing-
like” model with dynamic routing 
and short response times) 

• Partnerships key to program success 

• Success allowed expansion beyond original scope—now 
serves veterans and general public 

TD Late Shift, 
Pinellas 
Suncoast 

• Partnership with mobility services—e.g., 
taxi services and wheelchair transport 
providers 

Call-in reservations (with dynamic 
routing and shot response times) 

• $613,000 savings in monthly operating costs, compared 
with new fixed route service 

• Program made possible by partnerships with local taxi 
operators and rideshare companies 
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Agency and 
Service Title 

Use Case and Service Design (Area size 
and characteristics) 

Service Model and Technology Outcomes/Findings/Lessons Learned 

Transit 
Authority 

• Eligible Transportation Disadvantaged 
clients can add Nigh Shift service for 
$9/month, for a total monthly cost to riders 
of $20/month 

• State grants important to success 

WeGo, Hall 
Area Transit 

• Replaced all fixed route and demand 
response service 

• Large (400 sq. mi.) service area covering 
both urban and rural areas 

• $2 fare for trips less than 5 miles, plus 
$0.50 per mile after 5 miles, with a 
maximum fare of $18 

SaaS (Via) • Costs have declined to be almost on par with fixed route 
service (from $25-30 per trip to $8-12 per trip) 

• Ridership quickly exceeded previous fixed route and 
demand response service 

• Driver shortage affecting wait times 

• Riders have adapted well to app-based booking, with app 
tutorials planned for call-in riders 

• CARES Act funding can pay for new micro-transit services 

CDTA Flex, 
Capital District 
Transportation 
Authority 

• New, 16 sq. mi. service in one zone 
covering central Albany 

• $3 per trip 

• Target wait time of 15 - 20 minutes 

• Span of 6 a.m. – 9 p.m. weekdays, and 10 
a.m. – 6 p.m. weekends 

SaaS (TransLoc) • Balances convenience and productivity with a single zone 
that allows trips to specific destinations outside the zone 

• Ridership of 3 riders in the service’s first week, which grew 
to 80 per day after two and a half months 

• Funded through agency operating funds, and the agency is 
pursuing FTA grants for expansion 

RTD Van Go!, 
San Joaquin 
Regional 
Transit District 

• Re-launched in 2021 as a single, 
countywide zone in response to feedback  

• $4 for trips of up to 5 miles, and $0.50 for 
each additional mile 

Unknown (potentially SaaS but 
unconfirmed) 

• Takes advantage of Section 5311 funding for rural transit 
providers 

ACCESS LYNX • Provides service to eligible riders using a 
variety of services including taxi and TNC 
companies (“mobility management” 
model)  

• Fares depend on distance and riders are 
informed of their fare on booking 

TaaS with call-in reservations • Takes advantage of federal Section 5310 and 5317 
funding, as well as state-level funds for transportation 
disadvantaged individuals 

SmaRT Ride 
Flyer, 
Sacramento 
Regional 
Transit District 

• Multiple zones across Sacramento County 

• $2.50 basic fare, with discounted fares for 
eligible riders and the option to purchase 
daily passes 

SaaS (Via) • One of the largest micro-transit systems in the U.S. 

• Funded at the county level by ordinance (Measure A) 

• More than 10,000 monthly rides, with a smaller than typical 
pandemic-related drop 

ReadiRide, 
Jacksonville 

• Multiple zones around the Jacksonville 
area 

Call-in reservations • Steady expansion by adding multiple zones over several 
years 
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Agency and 
Service Title 

Use Case and Service Design (Area size 
and characteristics) 

Service Model and Technology Outcomes/Findings/Lessons Learned 

Transportation 
Authority 

• $2 per ride 

RideKC Metro 
Micro Transit, 
Kansas City 
Area 
Transportation 
Authority 

• Successor to Bridj pilot 

• Curb-to-curb service in low-density areas 
of Kansas City 

SaaS (Transloc) • Unlike Bridj pilot, takes advantage of federal funding 

• Wait times improved relative to fixed route transit 

Via Jersey City, 
City of Jersey 
City 

• One central and one outer zone 

• $2 fare for trips between zones 

• $2 fare plus $0.50 per mile for trips 
entirely within the outer zone 

TaaS (Via) • Rider survey shows about half of riders use the service as 
a replacement for transit 

• More than 1,600 daily riders, with steady growth and wait 
times of roughly 15 minutes 

• Service initially provided for free, with fares introduced 
several months after launch 

Via WRTA, 
Worcester 
Regional 
Transit 
Authority 

• First-mile/last-mile connections to/from 
MBTA rail stations, with coverage of 
central Worcester 

• $2 fare per ride, and discounted fares of 
$1 for rides to or from MBTA stations 

TaaS (Via) • Launched with state funding from innovation grant 

• First-mile/last-mile use is encouraged with discounted fares 

GATRA Go, 
Greater 
Attleboro-
Taunton 
Regional 
Transit 
Authority 

• Replacement of fixed route service in 
response to the pandemic 

• 4 zones with limited overlap and some 
connections to remaining fixed route 
service 

• $2 fare per ride 

SaaS (Spare and NEXT) • Service initially provided for free, with fares introduced 
several months after launch 

STARNow, 
STAR Transit 

• Planned replacement of fixed route 
service expanded due to pandemic 

• Several zones across service area, with 
travel allowed between zones 

• $2 fare per ride, with discounted fares of 
$1 

SaaS (Spare) • Allows both call-in reservations and app booking 

• About half of riders book using the app 

• About 30 percent of trips are on-demand and 70 percent 
scheduled in advance 

Stop Hopper, 
Central 
Pennsylvania 
Transportation 
Authority 

• 3 zones connecting commercial and 
residential areas east of York, PA 

• $2 fare per ride, with free service for 
seniors 

Unknown • Allows both call-in reservations and app booking 
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Agency and 
Service Title 

Use Case and Service Design (Area size 
and characteristics) 

Service Model and Technology Outcomes/Findings/Lessons Learned 

Pickup, Capital 
Metropolitan 
Transportation 
Authority 

• Multiple small/medium-sized zones 
around Austin, TX 

• $1.25 fare per ride (identical to bus fares) 

SaaS • Funded by local transit funding ordinance 

• Allows both call-in reservations and app booking 

• Zones have a variety of purposes: one replaced a fixed 
route service, one is a partnership with a nearby 
municipality, and others are new service offerings 

• Significant pandemic-related ridership decline in some 
zones (>50%) 

Via to Transit, 
King County 
Metro 

• Aims to provide first-mile/last-mile access 
to Link light rail 

• Four zones centered on light rail stations 

• Fares identical to bus fares ($2.75 for 
adults, with $1.00-1.50 reduced fares and 
free transfers to other transit) 

Unknown • Rider survey shows about a quarter of riders used the 
program as a replacement for fixed route bus service 

• But overall likely a ridership increase on Link 

Ride On Flex, 
Montgomery 
County, 
Maryland 

• 2 zones providing first-mile/last-mile 
service to rail transit 

• $2 fare per ride (fares remain free through 
the end of 2021) 

SaaS  • Uses how-to videos to explain new service type to riders 
(for example at this link)  

 

https://www.youtube.com/watch?v=TrotEqZQe78
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