MDOT MTA BUS MODE &
LOCALLY OPERATED TRANSIT SYSTEMS (LOTS)
US 1 CORRIDOR (HOWARD COUNTY, MD)
SMALL AREA PLAN

MDOT MTA BUS MODE & LOTS
SMALL AREA PLANS

TABLE OF CONTENTS
Executive Summary ................................................................................................................................ 1
Overview of Existing Conditions ............................................................................................................. 2
Assessment of Transit Market ................................................................................................................ 3
Transit Potential ............................................................................................................................ 3
Transit Need ................................................................................................................................. 4
Built Environment .......................................................................................................................... 6
Overview of Existing Services ................................................................................................................ 7
RTA Service .................................................................................................................................. 7
Key Findings and Recommendations ......................................................................................................... 13
Opportunities ........................................................................................................................................ 13
RTA Service ................................................................................................................................ 13
Microtransit Service .................................................................................................................... 15
Recommended Service Improvements ................................................................................................ 19
Route 409 Improvements ........................................................................................................... 19
Introduction of Microtransit Service ............................................................................................ 20

LIST OF FIGURES
Figure 1: US 1 Corridor Study Area .............................................................................................................. 2
Figure 2: US-1 Corridor Transit Potential ...................................................................................................... 3
Figure 3: US 1 Corridor Transit Need ........................................................................................................... 5
Figure 4: Example of Challenging Pedestrian Environment in US 1 Corridor .............................................. 6
Figure 5: RTA Route 409 Service Map ......................................................................................................... 7
Figure 6: RTA Route 409 Average Daily Boardings by Stop (Northbound) .................................................. 8
Figure 7: RTA Route 409 Average Daily Boardings by Stop (Southbound) ................................................. 9
Figure 8: RTA 501 Service Map .................................................................................................................. 10
Figure 9: RTA Route 501 Average Daily Boardings by Stop (Northbound) ................................................ 11
Figure 10: RTA Route 501 Average Daily Boardings by Stop (Southbound) ............................................. 12
Figure 11: New Development in U.S. 1 Corridor......................................................................................... 13
Figure 12: Route 409 Conceptual Alignment .............................................................................................. 15
Figure 13: DART Connect Mobile App ........................................................................................................ 16
Figure 14: FLEX Microtransit Service Area ................................................................................................. 17
Figure 15: WeGo Mobile App and Service Area ......................................................................................... 18
Figure 16: Combined US 1 and Fort Meade/Odenton Microtransit Zone ................................................... 22

LIST OF TABLES
Table 1: Route 409 Resource Estimates by Proposed Scenario................................................................ 20
Table 2: Microtransit Resource Estimates for US 1 Corridor Study Area Zone .......................................... 21
Table 4: Microtransit Resource Estimates for Combined RTA Zone .......................................................... 23

Table of Contents

ii

MDOT MTA BUS MODE & LOTS
SMALL AREA PLANS

Executive Summary
The US 1 Corridor Small Area Plan is one of five Small Area Plans meant to complement the Regional
Transit Plan for Central Maryland (RTP), completed in 2020. The RTP identified specific areas in the
Central Maryland region that have a demonstrated need for small, localized, or express transit network
improvements. In addition to the US 1 Corridor, the other Small Area Plan studies include the following
areas:
•
•
•
•

Fort Meade / Odenton (Anne Arundel County)
Northwest Bel Air / Forest Hill (Harford County)
Tradepoint Atlantic (Baltimore County)
Inner Harbor (Baltimore City)

The US 1 corridor study area is in the eastern portion of Howard County, proximal to both Baltimore
County and Anne Arundel County. While the area is diverse in its land-use, including office parks, lightindustrial areas, and multi-family housing, it is primarily automobile-oriented and challenging to serve
effectively with traditional fixed-route service only.
Current transit services operating in the study area include the Camden Line, a MARC commuter rail
service with two stations in the study area; MTA Route 320, a peak-period commuter service connecting
the study area with downtown Baltimore; and RTA Routes 409 and 501, providing hourly service six and
seven-day-a-week, respectively.
The current transit services in the US 1 corridor study area are either explicitly intended for commuters, or
effectively function as commuter services due to limited stops and limited service frequency. These
characteristics, along with an improving but still challenging pedestrian environment, are the main barriers
to broader transit adoption in the study area.
The US 1 Corridor Small Area Plan identifies opportunities to improve transit service in the study area.
Key recommendations detailed in this plan include the following:
•
•
•

An extension of Route 409 service from its current eastern terminus of Elkridge Corners to
Lansdowne Station in Baltimore County.
An expansion of service frequency on Route 409 to 30-minute peak-period service on weekdays
as ridership grows.
The introduction of app-based demand response service known as microtransit, to expand local
transit coverage and complement the regional transit network through first and last mile
connections.

Overall, the recommendations described in this plan are aimed at making transit service more accessible
and appealing to area residents and visitors alike. The plan is not cost-constrained, but is rather intended
to serve as a blueprint for service improvement as funding becomes available.
This document is organized into two main sections (following this Executive Summary), corresponding to
the two main phases of the study. The Overview of Existing Conditions section includes a market and
service analysis, and is focused on identifying the strengths and weaknesses of the existing transit
network, in the context of the market for transit service in the study area. The Key Findings and
Recommendations section presents a series of fixed-route and microtransit opportunities aimed at more
effectively serving the study area. A set of case studies is also presented in this section to illustrate how
other communities are utilizing microtransit service in similar environments to increase ridership and
service productivity. These case studies, along with the findings of the market and service analyses help
inform the final set of service improvement recommendations included at the end of the Key Findings and
Recommendations section.
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Overview of Existing Conditions
The focus of the US 1 Corridor Small Area Plan is the US 1 (Washington Boulevard) corridor in eastern
Howard County, MD, between Baltimore and Washington DC. The boundaries of the study area, shown
in Figure 1 below, include the Patapsco River to the northeast; Deep Run Creek and the MARC Camden
Line to the south and east; freight railroad tracks to the west; and Snowden River Parkway and I-95 to the
northwest.
Figure 1: US 1 Corridor Study Area

Source: Google Earth, 2021

The US 1 corridor study area is suburban in nature and includes a variety of primarily automobile-oriented
land-uses. These include large office parks like Columbia Gateway; light-industrial areas such as the
Maryland Wholesale Food Center, Baltimore Washington Industrial Park, Meadowridge Business Park,
Howard Business Park, and Tech 100 Business Park. Additionally, it is home to garden-style multi-family
housing communities including Montgomery Woods, established mobile home parks, and single-family
neighborhoods . However, the area is also seeing new, more residential mixed-use developments like
Howard Square near Waterloo Road on Washington Boulevard, Bramptom House at Blue Stream Drive,,
Mission Place Apartments near Mission Road, and Oxford Square near Coca-Cola Drive. Key civic
institutions in the study area include Elkridge Library, the DIY Education Center, and the 50+ Center for
seniors.

Overview of Existing Conditions
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Assessment of Transit Market
Transit service can be provided in a number of ways, and each approach has its own ideal operating
environment. For local fixed-route service, density is key. The more people and/or jobs there are per acre,
the greater the ridership potential for local fixed-route service. Areas that lack the density to support fixedroute service may be more effectively served by other types of transit service, as on on-call or demand
response service.
Transit Potential
The market reach of local fixed-route transit line is generally limited to within one-quarter mile to one-half
mile of the route, or a 10-minute walk. For this reason, the ridership potential of a fixed route is directly
related to the population and/or employment density of the corridor it serves. Typically, a density greater
than five people and/or jobs per acre is needed to support hourly fixed-route transit service. Figure 2
shows the combined population and employment density of the study area. Yellow areas indicate places
with at least the minimum density of support fixed-route service. Areas that are orange or red have the
potential to support more frequent service.
Figure 2: US-1 Corridor Transit Potential

Source: American Community Survey, 5-Year Estimates, 2014-2019
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Every part of the study area that currently has fixed-route transit service has the minimum density to
support that service. The highest transit potential in the study area is found in the Elkridge Corners area,
where there is a high concentration of multi-family housing. The emerging higher densities of new
developments such as Howard Square and Oxford Square may not be reflected in the figure above for
two reasons: First, the population and employment density reflected in the map depicts 2019 estimates,
which predate the full build-out of these projects. Secondly, the combined population and employment
density in Figure 2 is calculated at the block group level which is a geographic unit consisting of several
census blocks. A bloc group is the smallest geographic unit for which non-census-year demographic
estimates are available from the US Census Bureau. However, since a census block group consists of
several census blocks, high density in one census block may be diluted in a block group if adjacent
blocks have low density.
Transit Need
Above all, public transportation is a mobility tool. Certain population subgroups have a relatively higher
propensity to use transit as their primary means of local and regional transportation. These groups
include:
•
•
•
•
•

People without access to an automobile, whether by choice or due to financial or legal reasons,
often have no other transportation options besides using transit.
Persons with disabilities, many of whom cannot drive and/or have difficulty driving.
Low-income individuals, typically because transit is less expensive than owning and operating a
car.
Youth and Young adults is defined as persons from age 15 to 24. This group has in recent years
shown a greater interest in transit, walking, and biking than in driving.
Older adults, who as they age, often become less comfortable or less able to operate a vehicle.

Assessment of Transit Market
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Figure 3 shows a composite Transit Need index reflecting the combined concentration of these five hightransit-propensity population subgroups by census block group in the study area. This index indicates
where the need for transit service is greatest.
Figure 3: US 1 Corridor Transit Need

Source: American Community Survey, 5-Year Estimates, 2014-2019

While the Transit Potential analysis highlights areas of the study area with actual densities to support
fixed-route service, Transit Need is a relative measure (low to high) that estimates the need for transit
compared to other block groups. There is not, however, a specific Transit Need index score or value that
represents a threshold for supporting fixed-route service. Instead, Transit Need should be considered
alongside Transit Potential. If two areas have similar and sufficient Transit Potential, the area with higher
Transit Need should be prioritized for service. Conversely, in some locations, while the density of transitdependent population groups may be relatively high, if the total population and/or employment density are
still quite low, the potential to generate substantial fixed-route transit ridership will also remain low.
The highest need for transit service in the study area is in the Elkridge Corners area, which also has the
highest potential to support fixed-route transit service. Other areas with relatively high Transit Need
scores include the Columbia Gateway Business Park and an area north of Washington Boulevard
between Old Waterloo Road and Meadow Ridge Road that includes Howard Square, Blue Stream,
Elkridge Lorien Nursing and Rehabilitation Center, and Washington Boulevard Marketplace.

Assessment of Transit Market
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Built Environment
While density and demographics help predict where there may be a high demand for transit service,
actual transit use is also influenced by the built environment. If a prospective rider can easily walk to a
bus stop or train station, they are far more likely to use these fixed-route services than a resident of a
neighborhood with few sidewalks and difficult-to-cross streets.
While projects like Howard Square, guided by Howard County’s land use planning efforts on the corridor,
are improving the pedestrian environment in a pocket of the study area, much of the US 1 corridor is still
heavily automobile-oriented with high travel speeds, limited sidewalks, few crosswalks, and large block
sizes (Figure 4). These factors combine to limit the appeal of fixed-route transit service, even where it is
available in the study area. In 2016, in response to the increasing number of fatal pedestrian crashes on
the corridor, the county partnered with MDOT-SHA to design pedestrian safety projects which will be
implemented beginning in early 2022. Continued focus on additional improvements will further benefit
transit ridership in the corridor.
Figure 4: Example of Challenging Pedestrian Environment in US 1 Corridor

Source: Google Earth, 2021
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Overview of Existing Services
The US 1 corridor study area includes a variety of local and regional transit services, including two
commuter rail stations (Jessup and Dorsey) on the MARC Camden Line. The study area also includes
MTA Route 320, a peak-period commuter route operating from Howard County to downtown Baltimore in
the mornings, and back in the afternoons. However, neither this commuter route nor the MARC service
were the focus on this study; rather they were treated as regional connection opportunities for the Howard
County-focused routes provided by RTA.
RTA Service
RTA serves the study area with two routes providing hourly service to area residents, workers, and
visitors. Route 409 operates between Towne Center Laurel and Elkridge Corners, via Washington
Boulevard. Route 501 provides service between Arundel Mills Mall and the Mall in Columbia, with six
stops within the study area.
Route 409
RTA Route 409 (Figure 5) operates on weekdays
and Saturdays. On weekdays, service is available
from approximately 6:00 am to 8:00 pm. Saturday
service begins at 8:00 am and operates until
approximately 7:00 pm. Route 409 does not
currently operate on Sundays.

Figure 5: RTA Route 409 Service Map

While Route 409 operates primarily along
Washington Boulevard, the route deviates off the
corridor to serve key destinations including the
Savage MARC station, Maryland Wholesale Food
Center, and Elkridge Corners. In addition, Route
409 provides regional connections to MTA Route
320 at several shared stops along Washington
Boulevard.
Within the US 1 corridor study area, ridership on
Route 409 is primarily concentrated at the
Wholesale Food Center. In October 2019, this stop
generated an average of 18 boardings per day in
each direction. No other stops within the study area
averaged more than four boardings per day (Figure
6 - Figure 7).

RTA, 2021

Overview of Existing Services
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Figure 6: RTA Route 409 Average Daily Boardings by Stop (Northbound)

Source: RTA, October 2019
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Figure 7: RTA Route 409 Average Daily Boardings by Stop (Southbound)

Source: RTA, October 2019
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Route 501
RTA Route 501 (Figure 8) operates seven days a
week. As of July 25, 2021, weekday service is
available from approximately 6:00 am until
approximately 9:30 pm. On weekends, Route 501
operates between approximately 7:00 am and 9:30
pm on Saturdays, and between approximately 9:00
am and 7:45 pm on Sunday.

Figure 8: RTA 501 Service Map

Within the study area, Route 501 serves four stops
along Washington Boulevard, as well as the
Snowden Square retail center, Dorsey MARC
Station, and the Maryland Wholesale Food Center,
where connections are available to Route 409 and
MTA Route 320. However, service to the Maryland
Wholesale Food Center is only available until 7:30
pm on weekdays and 6:30 pm on Saturdays. Buses
do not serve this location on Sundays.
Route 501 ridership is concentrated at a handful of
key destinations including Snowden Square and the
Maryland Wholesale Food Center, which both
average more than 20 boardings per day in each
direction. Outside of the US-1 corridor, Route 501
ridership is concentrated at its anchors, Arundel
Mills Mall, which averages more than 30 total
boardings per day, and the Mall in Columbia, which
averages more than 50 total boardings per day.
RTA, 2021
Several long segments of the route operate with no
stops due to buses traveling along non-stop, limited
access highways like Waterloo Road / Rouse Parkway and Paul T. Pitcher Memorial Highway (Figure 9 Figure 10).

Overview of Existing Services
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Figure 9: RTA Route 501 Average Daily Boardings by Stop (Northbound)

Source: RTA, October 2019
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Figure 10: RTA Route 501 Average Daily Boardings by Stop (Southbound)

Source: RTA, October 2019
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KEY FINDINGS AND RECOMMENDATIONS
The US 1 corridor study area, including Washington Boulevard and adjacent areas of eastern Howard
County, is very much an automobile-oriented environment. While much of the study area has the density
to support fixed-route transit service, the pedestrian environment still poses a challenge for current and
prospective transit riders. An incomplete sidewalk network and large block sizes create barriers for
convenient transit access.
An additional barrier for broader transit adoption in the study area is limited service frequency. RTA
routes 409 and 501 both operate with hourly headways. While hourly service makes schedules easy to
remember, it limits the appeal of the service, especially for non-commuter trips. However, even
commuters who use transit just twice a day to get to and from work may depend on the reliability of a
more frequent bus service (e.g. if work runs a few minutes later than usual).

Opportunities
With the exception of a few key stop, local transit ridership in the study area is fairly low. Opportunities to
increase ridership include improvements to existing routes and potential new service.
RTA Service
Route 409 is the most locally-focused service in the study area. Unlike Route 501, which operates along
several limited-access highway segments, Route 409 has dozens of stops within the study area. The
route has the potential to attract more riders from areas with relatively high-density housing, including
Elkridge Corners and Howard Square (Figure 11).
More Frequent Service
Increasing service frequency on Route 409 would make the route more appealing for local residents and
for passengers making last-mile connections from other regional services. Greater frequency reduces the
likelihood of an excessively long wait for passengers transferring between routes or services.
Figure 11: New Development in U.S. 1 Corridor
Currently, the route
operates hourly on
weekdays and
Saturdays. Providing
service every 30
minutes during
weekday peak periods,
would help compliment
other transit-supportive
improvements occurring
in the corridor such as
new passenger shelters
and signalized
crosswalks in the
vicinity of the Howard
Square development.
Prospective transit
users are generally
Google Earth, 2021
willing to walk a bit
further to reach service
that is perceived as higher quality than service that is perceived as very basic or low-quality. Thus, the
combination of passenger amenities such as shelters, and higher service frequency, could effectively
increase the potential ridership pool for Route 409 by drawing passengers from further away.
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More Streamlined Service
Transit services often face a difficult balancing act between proving streamlined service and providing
direct access to key destinations. Streamlined service helps attract time-sensitive riders, who are hesitant
to use a service that is circuitous and requires out-of-direction travel. Thus, any deviations from the most
direct path of travel should be justified by providing service to a major ridership generator.
Route 501 is the more circuitous of the two RTA routes serving the study area, but all of its deviations
appear to be serving regionally significant destinations such as transit hubs, large retail centers, or major
employment destinations. Route 409 operates almost exclusively along Washington Boulevard within the
study area, but does make one significant deviation along Waterloo Road and Assateague Drive to serve
a light industrial area including the Maryland Wholesale Food Center. This deviation does result in
substantial ridership at the Maryland Wholesale Food Center, but other stops further from Washington
Boulevard generate very little ridership. Thus, a smaller deviation, following the same alignment as Route
501 through the area, would help streamline Route 409 and make it more attractive to prospective riders.
Service Extension
A transit network is strongest when each individual route includes strong anchors and serves a mix of
origins and destinations. This approach allows riders to complete many typical trips, such as grocery
shopping, without the need to transfer. When put together, strong stand-alone routes make for an even
stronger network.
Route 501 is anchored on one end at the Mall in Columbia, and on the other at Arundel Mills Mall. These
are both important regional activity centers and make for strong anchors. Route 409 is anchored at
Towne Center Laurel on one end, but lacks a strong anchor on the other end. In addition, while Route
409 connects higher-density residential areas like Elkridge Corners and Howard Square to grocery and
retail destinations in Laurel, these destinations may be seen as too far away to be convenient shopping
destinations by residents east of Waterloo Road.
An extension of Route 409 to Lansdowne Station in Baltimore County (Figure 12) could provide a second
strong anchor for the route. The five-mile extension would give Route 409 passengers a ride to a Walmart
Supercenter without requiring a transfer while additionally providing regional connection opportunities to
three MTA routes

Opportunities
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Figure 12: Route 409 Conceptual Alignment

Microtransit Service
Historically, transit providers like RTA have had two service models at their disposal: fixed-route service
operating with set schedules along designated routes; and dial-a-ride services providing curb-to-curb
demand-response service in low density environments and/or to population groups requiring additional
assistance than what can be provided with fixed-route service. However, in recent years, a new approach
to demand-response service, called microtransit, has emerged.
Microtransit is a technology-driven demand-response service model that allows riders to directly dispatch
vehicles through a smartphone app (call-in options are available as well, for users without smartphones).
The technology and user-interface used in microtransit is similar to services like Uber and Lyft that many
study area residents are likely already familiar with. However, unlike Uber and Lyft, microtransit service
relies on a set fleet of vehicles with a consistent set of drivers and is governed by a public entity. These
small but significant differences allow communities that have implemented microtransit services to brand
the service and to set their own standards for driver vetting and training.
Microtransit service can provide more coverage than fixed-route service, as vehicles are not tied to
specific routes or corridors. Microtransit service is also more flexible than traditional dial-a-ride services as
trips can be scheduled on very short notice. However, to attract choice riders, microtransit service must
offer reasonable pick-up times (i.e., the time between a trip request and a trip pick-up) and trip times (the
amount of time spent on the vehicle). These metrics are a function of several variables including the
following:

Opportunities
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•
•
•

Service area – the larger the service area, the higher the likelihood of long trips that can make a
vehicle unavailable to other user for extended periods of time.
The number of vehicles in operation – the more vehicles available for service, the shorter the
typical wait time for a pick up.
Pick-up requirements – microtransit service can be provided curb-to-curb or corner-to-corner.
Corner-to-corner service means that a passenger could be asked to walk to the nearest street
corner to meet an approaching vehicle. This allows vehicles to serve more passenger per hour by
reducing timely deviations onto small streets and driveways.

Microtransit is a particularly effective approach for lower density and/or automobile-oriented
environments, like those found throughout the US 1 corridor study area. The strength of the microtransit
service model lies not only in its ability to provide effective local coverage, but also in its potential as a
feeder system that can provide first and last mile connections to other regional services.
The introduction of microtransit service would not only expand the reach of transit service in the study
area, but would also help facilitate the fixed-route improvements discussed earlier. For example, if
microtransit coverage existed throughout the study area, the impact of streamlining Route 409 would be
less on any riders affected by the elimination of some fixed-route bus stops.
Case Studies
Microtransit has a number of use cases, ranging from coverage for areas that lack the density to support
fixed-route service, to areas with moderate to high Transit Potential that are either unserved or poorly
served by fixed-route service. The case studies below illustrate how microtransit service has been used to
improve mobility in areas with similar market and/or service characteristics to the US 1 corridor study
area.
DART Connect – Sussex County, DE
The Delaware Transit Corporation (DART
First State) operates public transportation
service throughout the state of Delaware.
Most DART First State routes serve
Wilmington and its surrounding suburbs, but
the agency also serves smaller communities
such as Dover and Georgetown.

Figure 13: DART Connect Mobile App

Prior to April, 2021, the Georgetown area
was served by two “flex” routes that
provided deviated fixed-route service with
60-minute headways. In April, the flex
routes were replaced with a microtransit
pilot program known as DART Connect
(Figure 13). The pilot program is funded
through the FTA’s Accelerating Innovative
Mobility grant program and allows residents
of Georgetown and near-by Millsboro to
request a ride anywhere within or between
the two communities for a fare of $2. Trips
WRDE Coast TV, 2021
are booked through a smart phone app or
by calling a toll-free number, and service is typically provided within 15 minutes of booking.
DART Connect currently operates with three dedicated vehicles in a service zone of approximately nine
square miles. This service zone covers twice as many residents as the flex routes that the service
replaced. Within one month of launching DART Connect, ridership grew from an average of 25

Opportunities

16

MDOT MTA BUS MODE & LOTS
SMALL AREA PLANS

passengers per day on the two flex routes to more than 87 passengers per day on the new microtransit
service.
FLEX by CDTA – Albany, NY
The Capital District Transportation Authority (CDTA) serves Albany and three additional counties in the
New York Capital region. As is often the case with transit service providers, the CDTA service area
includes portions that are well-served and others that are not very well-served. In January 2020, CDTA
launched a six-month pilot program called FLEX to determine if microtransit could be effective in a poorly
served area between US-20 and State Route 5, two strong transit corridors (Figure 14).
FLEX service uses two vans
owned and operated by
CDTA. Passengers can
request a trip using a mobile
app, or by calling a local
reservation number.
The FLEX service zone is
approximately 16 square
miles and includes
residential, retail, and
commercial land-uses. The
service also includes several
out-of-zone “pins.” These are
key regional destinations
such as the University of
Albany and Albany
International Airport that are
outside of the service zone
but still eligible for trip
requests. The targeted wait
time for pick-ups is 15-20 minutes.

Figure 14: FLEX Microtransit Service Area

CDTA, 2021

The FLEX pilot program is funded using CDTA’s general operating funds. However, the agency is
exploring FTA grant funding to expand microtransit service. FLEX service was fare free from its launch in
January 2020 until November 2020 when fares were set at $3 per trip or $25 for a 10-trip pass.
Ridership on the FLEX service grew from 3 riders per week to 80 riders per day in the first 2.5 months of
the pilot program. Trip types have included a combination of internal trips within the zone and first/last
mile connections to fixed route services, which have continued to serve the zone during the pilot phase.
Based on the preliminary success of FLEX, CDTA was considering adding an additional vehicle to the
service. However, those plans were put on hold due to the COVID-19 pandemic.
WeGo – Hall County, GA
Hall Area Transit has provided fixed-route transit service in the City of Gainsville, GA since 1983. In
addition, the agency has provided a rural dial-a-ride service throughout Hall County. While these services
provided a lifeline for the most transit-dependent population, ridership was stagnant despite various
attempts to improve service and marketing.
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In December 2020, fixed-route service in the City
of Gainsville was replaced by a microtransit service
called WeGo (Figure 15). The service was
provided with five vehicles covering a 35-square
mile zone. Within two months, the microtransit
service was carrying more riders than the previous
fixed-route and dial-a-ride services combined. In
July 2021, WeGo was expanded county-wide and
the previous dial-a-ride service was eliminated.
With the expansion, the WeGo service area
increased to 495 square miles. While 17 vehicles
are available for service, driver shortages have
kept the fleet limited to ten vehicles on most days.
Still, average wait times are below 20 minutes, and
no trip requests have been denied since the
transition to microtransit service.

Figure 15: WeGo Mobile App and Service Area

Passengers using the WeGo service may request
a ride via a mobile app or by calling a toll-free
number. Phone bookings have declined over time
and now account for approximately five percent of
all trip requests. Passengers are encouraged to
WeGo, 2021
switch to app-booking and are offered both training
and information about subsidized smart-phone options to encourage the transition.
WeGo fares are $5 for the first five miles and $.50 per mile after that. This fare structure helps incentivize
shorter trips to improved service productivity. The current cost per passenger trip is $12.76, compared to
$25.27 per passenger trip for the previous fixed-route service. The start-up costs for WeGo service,
including the procurement of vehicles and software, were fully covered by CARES Act funding.

Opportunities

18

MDOT MTA BUS MODE & LOTS
SMALL AREA PLANS

Recommended Service Improvements
The expansion of RTA Route 409 service, coupled with the introduction of microtransit service, would
significantly improve the effectiveness of transit service in meeting the mobility needs of local residents
and visitors of the US 1 corridor study area.
Route 409 Improvements
The expansion of Route 409 service has two components: 1) the extension of the route from its current
terminus at Elkridge Corners to Lansdowne Station in Baltimore County; and 2) increasing service
frequency to every 30 minutes during weekday peak periods.
Extending Route 409 to Lansdowne Station would result in a 21-mile route, or 42 miles round-trip.
Assuming an average operating speed of 17 mph, service could be provided hourly with three vehicles, or
every 30 minutes with six vehicles.
Table 1 compares the estimated operating cost and vehicle requirements of three Route 409 scenarios.
Each scenario assumes weekday and Saturday service only, with 257 weekdays and 51 Saturdays in the
year (although these numbers may differ from year to year):
•
•
•

Status quo – no service extension; hourly service on weekdays and Saturdays.
Extension to Lansdowne Station; hourly service on weekdays and Saturdays.
Extension to Lansdowne Station; 30-minute service during weekday peak periods; hourly service
off-peak and on Saturdays.

Recommended Service Improvements
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Table 1: Route 409 Resource Estimates by Proposed Scenario

Scenario

Existing Service

Proposed Extension

Proposed Extension with
Peak Frequency Increase

Service Day

Weekday

Saturday

Weekday

Saturday

Weekday

Saturday

Round-Trip
Cycle Time

2:00

2:00

3:00

3:00

3:00

3:00

Peak-Period
Frequency

1:00

--

1:00

--

0:30

--

Peak-Period
Service Hours

7.0

--

7.0

--

7.0

--

Peak Vehicles

2.0

--

3.0

--

6.0

--

Off-Peak
Frequency

1:00

1:00

1:00

1:00

1:00

1:00

Off-Peak
Service Hours

9.0

14.0

9.0

14.0

9.0

14.0

Off-Peak
Vehicles

2.0

2.0

3.0

3.0

3.0

3.0

Daily Hours of
Service

16.0

14.0

16.0

14.0

16.0

14.0

Daily Revenue
Hours

32.0

28.0

48.0

42.0

69.0

42.0

Operating
Cost
(per Revenue
Hour)

$87.00

$87.00

$87.00

$87.00

$87.00

$87.00

Daily Cost*

$2,780

$2,400

$4,180

$3,650

$6,000

$3,650

$715,500

$124,200

$1,073,200

$186,400

$1,542,800

$186,400

Annual Cost
by Service
Day*
Total Annual
Cost*

$839,700

$1,259,600

$1,720,100

*Daily and annual costs have been rounded to the nearest $10 and $100, respectively

Extending Route 409 to Walmart at Lansdowne Station would likely have a greater immediate impact on
ridership than increasing the route’s weekday frequency. Thus, it is recommended to prioritize the
extension of the route into Baltimore County, which would also necessitate improved Saturday frequency,
and then focus on increasing weekday frequency as ridership grows.
Introduction of Microtransit Service
Microtransit service is particularly well-suited for the type of automobile-oriented environment found
throughout much of the US 1 corridor study area. In addition, as there is no stop-level infrastructure
required, the service can be implemented fairly quickly. Operationally, there are two primary service
models for microtransit service:
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•
•

Turn-key service model, also known as Transportation as a Service (TaaS) – this is a service
model in which a contracted provider is responsible for providing and maintaining all elements of
the service, including ADA-accessible vehicles, drivers, and supporting technology.
Technology deployment model, also known as Software as a Service (SaaS) – this is a service
model where a vendor provides just the technology platform to support app-based direct
dispatching, but not the service vehicles or drivers.

Regardless of service model, it is estimated that three microtransit vehicles serving the study area could
carry approximately 135 passengers over a 13-hour service day. With four vehicles, ridership could
increase to at least 170 daily passengers. The expected wait time between booking and pick-up would be
between 15 and 20 minutes. The annual cost of operating this service would depend on the service
model. Table 2 shows the estimated operating costs for one year of microtransit service in the US 1
corridor study area. The table includes both TaaS and SaaS scenarios with three and four vehicles. All
scenarios assume a one-time set-up fee, which would not apply in subsequent years. The SaaS
scenarios do not account for any costs associated with vehicle procurement and on-going maintenance,
or the costs associated with driver salaries or benefits, while these costs are included in the TaaS
scenarios.
Table 2: Microtransit Resource Estimates for US 1 Corridor Study Area Zone

US 1 Corridor Study Area Zone

3 Vehicles

4 Vehicles

Installation Cost (SaaS) *

$30,000

$30,000

Annual Operating Cost (SaaS)

$21,600

$28,800

First-Year Operating Cost (SaaS)

$51,600

$58,000

Installation Cost (TaaS)*

$17,000

$18,000

Annual Operating Cost (TaaS)

$793,000

$952,000

First-Year Operating Cost (TaaS)

$810,000

$970,000

*Installation costs are one-time set-up fees

Funding Opportunities
Nearly every microtransit service currently operating in the United States began as a pilot program, or is
still in the pilot phase. Launching a new service as a pilot program can allow for faster implementation, as
pilot programs often have fewer procurement requirements. In addition, pilot programs are often eligible
to compete for grant funding that is earmarked for innovative approaches to transportation. For example,
the DART Connect microtransit service discussed previously in this document was funded through the
FTA’s Accelerating Innovative Mobility (AIM) grant, along with 24 other innovative projects throughout the
country. In 2021 the FTA awarded eleven Mobility on Demand (MOD) grants to pilot projects meant to
demonstrate the impacts of mobility on demand on travelers and transportation systems.
A number of microtransit services, including the WeGo service in Hall County, GA (described previously
in this document), used funding provided by the Coronavirus Aid, Relief, and Economic Security (CARES)
Act to purchase vehicles and pay for software platforms for their microtransit pilot projects. Additional
Federal funding opportunities, including both formula funding and competitive grants, are expected to
become available in the near-future with the anticipated passage of at least one large infrastructure bill
into law.
State grants are also a possible source of funding for a microtransit pilot project. The Maryland
Department of Transportation Maryland Transit Administration (MDOT MTA) Statewide Transit Innovation
Grant is “a competitive grant program with the goal of supporting local efforts to improve transit reliability,
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improving access and connections to activity centers, and improving transit mobility options.” The
Statewide Transit Innovation grant seeks to fund cost-effective public transportation projects that improve
connectivity between population centers and regional economic activity center.
Both FTA and MDOT MTA grants often encourage and reward regional coordination, especially for grants
that are awarded through a competitive process. While the US 1 corridor study area would make for a
good microtransit demonstration project, it is not the only area of Howard County or the surrounding
region that is well-suited for microtransit service. The Odenton-Fort Meade area in neighboring Ann
Arundel County has also been identified as a strong candidate for a microtransit pilot with three or four
vehicles. However, combining the two areas into one larger microtransit zone would allow for increased
travel opportunities for area residents and economies of scale in terms of vehicle needs and operating
costs (Figure 16).
Figure 16: Combined US 1 and Fort Meade/Odenton Microtransit Zone

Figure 16 shows a potential zone encompassing both the US 1 corridor study area and the Odenton-Fort
Meade study area. The zone also includes the regional retail and employment hubs of Arundel Mills Mall
and Crofton Centre. While both study areas could be served with three or four microtransit vehicles each,
the combined larger zone would require a total of five or six vehicles to provide a similar level of service
(15 to 20-minute wait times), resulting in a reduction in both capital and operating costs. Table 3 shows
the estimated operating costs for one year of microtransit service in the US 1 corridor study area.
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Table 3: Microtransit Resource Estimates for Combined RTA Zone

Combined RTA Zone

5 Vehicles

6 Vehicles

Installation Cost (SaaS)*

$30,000

$30,000

Annual Operating Cost (SaaS)

$36,000

$43,200

First-Year Operating Cost (SaaS)

$66,000

$73,200

Installation Cost (TaaS)*

$17,000

$18,000

Annual Operating Cost (TaaS)

$1,123,000

$1,282,000

First-Year Operating Cost (TaaS)

$1,140,000

$1,300,000

*Installation costs are one-time set-up fees
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