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STUDY INTRODUCTION
What began as a study of improving bus connections to employment areas quickly grew into a larger effort looking at how accessible the
Mid-South’s growing employment areas are to region’s population. Many employees (and potential employees) in the Mid-South Region do not
always have access to a private vehicle. The Bus Transit to Workplace Study includes an analysis of how employment is distributed regionally
and how well employment areas are served by transportation infrastructure, including bus routes, bike lanes, and walking paths. For further
detail, the study examines large employers at a site-specific level, collecting data on where employees live, how they travel to work and how
easily their buildings are to reach by walking, biking or riding the bus.
Access to employment is a critical factor in the well-being and potential health of the Mid-South Region and its citizens. Through an intense
survey and data analysis effort, the team found employment is continuing to decentralize throughout the Mid-South and the ability to access
these employment sites is increasingly challenging. Driving alone is expensive, particularly compared to area wages for entry level jobs.
Where these jobs are locating, most other transportation modes are simply not viable. A survey process included targeted interviews with
large employers and a widely distributed commuter survey, which also collected information such as shift times to help understand the
difficulties in coordinating transportation improvement efforts in the future.
Given the geographic distribution and type of jobs in the Mid-South, and the location of residential areas, it was quickly evident access to work
solutions in the region would have to move beyond transit service alone. A series of alternative strategies to improve access to work were
developed. These were consolidated into a Transportation Demand Management (TDM) Toolkit that identifies a series of strategies that help
to reduce strain on both transportation networks and travelers by providing alternative options to driving alone. The TDM Toolkit showcases
national best practices and demonstrates how to implement TDM strategies in the Mid-South.
One of the longer term goals of the Bus Transit to Workplace study is to identify specific strategies that will help improve the accessibility of
employment. To delve into specific solutions and applications, the Bus Transit to Workplace effort took a case study approach to look at the
current availability and utilization of multi-modal transportation networks at different clusters of job sites in the Mid-South. Case studies
include Southaven, MS, Collierville, TN, and the Aerotropolis, Medical District, and President’s Island areas of Memphis, TN. The case studies
looked at both the challenges of access given the current infrastructure, and how the TDM toolkit and infrastructure improvements could be
applied to select locations. The Case Studies are meant to show how these lessons could be applied to other Mid-South areas.

STATE OF EMPLOYMENT REPORT
The State of Employment report examines employment and population patterns at
a regional level. The analysis found:
• A slowing of growth in the city of Memphis itself while population grew in the
surrounding suburbs.
• In particular, East Memphis and Germantown have become important centers.
• In contrast, income and housing in these areas tends to be higher than that of
the urban core.
• Many low-wage, entry level job centers are located outside the downtown and
not well served by transit, making transportation a burden for those employees.

EMPLOYER AND COMMUTER SURVEYS
Two surveys targeting both employers and commuters were implemented to get
both sides of the story regarding work commutes in the Mid-South region. The team
surveyed 96 employers and almost 700 commuters. Key findings include:
• About 1 in 3 employers reported transportation challenges for its employees.
• The majority of employees reported driving to work.
• A few employers report offering alternative transportation support programs
such as a ride matching program, but most prioritized providing free parking
for their employees.
• Most employees reported traditional shift times (i.e., weekdays between
8:00 AM and 5:00 PM), but many employment centers have round the clock or
overnight shifts.

INTRO TO TRANSPORTATION DEMAND
MANAGEMENT
This set of overview slides explains Transportation Demand Management (TDM),
gives a brief overview of its importance in a region like Shelby County, and provides
a set of preliminary recommendations for TDM strategies. TDM strategies include
alternative programs, policies and incentives that provide options to driving alone.

TRANSPORTATION DEMAND
MANAGEMENT TOOLKIT
The Transportation Demand Management Toolkit (“TDM Toolkit”) is designed to help
explore and diversify regional travel options by introducing a series of strategies
to the region known as transportation demand management, or TDM. In the MidSouth Region, the main objective is to increase the accessibility of employment.
As many employees do not have access to, nor can they afford a vehicle, providing
the means for greater access helps both potential employees by opening up
economic opportunities and employers by enlarging their potential labor pool while
minimizing costs. In many cases, there are direct tax benefits or available funding
for the implementation of these strategies.
The TDM toolkit provides an overview of program structures, funding sources,
benefits and application to the Mid-South for:
Employer/Worksite Based TDM Strategies
• Employer shuttles
• Employer-Subsidized Transit Pass
• Commuter Bus Service
• Seasonal Bus Service
• Parking Cash-Out
• Commuter Bicycle Benefits
• On-site Bicycle Facilities
Regional TDM strategies
• Universal Pass Program (U-Pass)
• Vanpool Service
• Park-and-Ride Lots: Shared Lots and Pocket Parks
• Pedestrian Facilities / Safe Routes to Work
• Carpooling, Rideshare, and Ride Matching Services
• Transportation Management Association (TMA)
• Guaranteed Ride Home Program
• Regional Transit Funding Strategy

AEROTROPOLIS CASE STUDY
With 83,000 jobs at a variety of income levels, this area is an important generator
of the regional economy. However, the Aerotropolis Case study found that while
vehicular access to the Aerotropolis is good, transit access is concentrated in certain
areas and ridership is not high. Pedestrian and bicycle facilities are also disjointed
and sparse, although current planning efforts seek to change that. Shift times in the
area are close but not aligned, making group transportation difficult. However, basic
improvements such as pedestrian access to job sites, high frequency bus service and
the planned bicycle network can efficiently combat transportation issues thanks to
the areas high concentration of jobs and investment. In particular, a Transportation
Management Association (TMA) could quickly coordinate efforts and revolutionize
transportation by focusing efforts on issues that are largely ignored.

MEDICAL DISTRICT CASE STUDY
Another high-density job center, the Medical District is home to over 21,000 jobs
with a high level of transit service. Opportunities in this area include infrastructure
improvements such as pedestrian facilities as well as programmatic changes such
as subsidized transit passes and a vanpool program. The high density of large
employers make the area a good candidate for a TMA that could help coordinate
both the planning and funding of these efforts.

SOUTHAVEN CASE STUDY
Southaven has doubled its population since 1990 and become a job center
specializing in distribution, hospitality, and medicine. The focus area for this case
study contained residential, retail and industrial development – a key finding
was that barriers to access between these uses, leads to circuitous commutes.
Recommendations included creating a multimodal corridor along Goodman Road,
where underutilized parking lots could also serve as park-and-rides.

COLLIERVILLE CASE STUDY
Collierville is a growing suburb with a population over 40,000 and more than 16,000
jobs. However, the income level of these jobs does not match the higher cost of
living in Collierville, meaning that many commute from elsewhere to work there.
The Collierville area is well-served by arterial roads, but a disconnected secondary
road network makes travel routes in the area circuitous. Bicycle and pedestrian
facilities are generally not available. Recommendations include focusing pedestrian
infrastructure upgrades at intersections, which is a cost-efficient and effective way
to facilitate connections. Vanpools, transit and land use control are also discussed in
this plan, including previous planning efforts in town.

PRESIDENT’S ISLAND CASE STUDY
Located just west of Memphis, close to the Arkansas state line, President’s Island
is an almost exclusively industrial area with about 3,000 jobs. Its connection to
the mainland via Jack Carley Causeway means that all who travel to the island
must pass the same intersection. This therefore becomes an excellent location for
a mobility hub with shuttle stop and other “last mile” connections such as bike
share. Other recommendations include a TMA, particularly to help coordinate shift
schedules with MATA service to the island.
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1 INTRODUCTION
The Memphis and Shelby County Office of Sustainability, in coordination with a consortium of
municipalities, organizations, and stakeholders is in the process of developing a plan, known as the MidSouth Regional Greenprint and Sustainability plan. The study area includes a three-state, four county
region that is roughly consistent with the Memphis urbanized area. The region is centered on the City of
Memphis and includes Shelby County and Fayette County, Tennessee as well as parts of northern
Mississippi (DeSoto County) and eastern Arkansas (Crittenden County). The Greenprint is a wide
reaching effort that is designed to create a regional vision and strategic plan that will strengthen economic
growth opportunities and ensure growth is in sync with other regional goals and objectives, including
environmental stewardship and equity. A key part of the project is designed to ensure benefits generated
by regional growth are accessible to the broader community and distributed equitably across the region.
One of the sub-tasks associated with the Mid-South Regional Greenprint plan is the Bus Transit to
Workplace Study. This study is will examine regional employment markets and the corresponding
available transportation options to identify strategies for improving the accessibility of the regional job
market. The end product for the study will be recommendations for improving the regional multimodal
transportation network. Shelby County retained a team of consultants led by Nelson\Nygaard Consulting
Associates to conduct the “Bus Transit to Workplace Study”. This study began in July 2013 and is
scheduled to be completed by the end of 2013.
This report, a “State of Employment” is one of the first deliverables associated with the overall Bus Transit
to Workplace Study. The analysis examines how population and employment are distributed throughout
the region and the spatial relationship between the overall population and major employers and major
employment areas. The analysis also considers how employment has changed in the region and the extent
to which transportation services, especially alternative forms of transportation, such as bicycling, walking,
carpooling and vanpooling have adapted to meet the changing employment market. The State of
Employment report is designed to be a working document; all materials and findings presented in the
report are preliminary and designed to support discussion.
The report is organized into a series of chapters, immediately following this introductory section:
-

Chapter 2: Population and Regional Growth

-

Chapter 3: Employment

-

Chapter 4: Preliminary Case Study: FedEx Sorting Facility

-

Chapter 5: Findings and Opportunities
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2 REGIONAL GROWTH
Memphis, like cities around the United States originally developed in a fairly confined area centered on
the Mississippi River, with neighborhoods spreading to just north, south and east of downtown Memphis.
In the mid century, most of the development in Shelby County was located west of Highland Street several
blocks east of the Main Street in downtown Memphis. Overtime, however, development moved south and
east, as the population increased and people looked for available, developable land. As population moved
out of the old municipal boundaries, the City of Memphis likewise expanded its jurisdictional boundaries
by annexing much of unincorporated Shelby County. Several suburban cities also incorporated during the
latter half of the 20th Century but the City of Memphis jurisdictional area includes about 315 square miles.
Incorporations and annexations have largely ended, but the urbanized area continues to change. The
Memphis urbanized area continues to expand east and south as people and business continue to look for
low-cost undeveloped “greenfield” land for new housing, buildings and industrial sites. Reasons for
regional geographic expansion are complex and varied, ranging from lower cost development
opportunities, a historic lack of land use controls, incentives or other rewards for locating in certain areas
or districts, real and perceived challenges in local school districts and evolving preferences.

Population
As discussed, the Mid-South Regional Greenprint study area is based on the urbanized Memphis area.
The region includes parts of three states (Tennessee, Mississippi and Arkansas), four counties (Shelby and
Fayette in Tennessee, Crittenden, Arkansas and DeSoto, Mississippi), and numerous municipalities. The
region is defined in many ways by the transportation infrastructure. This historic center of the City of
Memphis was located on the bluffs adjacent to the east side of the Mississippi River. Two other important
transportation facilities that serve as regional markers are Poplar Avenue and I-240. Poplar Avenue has
long been the east-west main access road into downtown Memphis and it continues to be the main
commercial corridor in the region. I-240, a more recent construct, is the ring road encircling Memphis.
The intersection of Poplar Avenue and I-240 has developed a major hub of activity, most of which is
commercial.
While the region is large and encompasses many jurisdictions, historically the City of Memphis has been
and continues to be the community’s cultural and economic center. Memphis sits on a bluff next to the
Mississippi River, thus the location provides a strategic combination of elevation and proximity to the
river. The City of Memphis grew rapidly in the first half of the 20th Century and had a population of some
400,000 in 1950. A period of intense population growth followed, such that by 1970, there were some
625,000 people living in the city. Since the 1970s, however, growth in the city itself has been much more
moderate; in 2010, the population is only marginally larger with 650,0001.
While population growth in Memphis slowed, the urbanized area continued to add people, especially in
the suburban communities in Shelby County and DeSoto County. Between 1990 and 2000, the region

1
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added nearly 200,000 people, growing by 20% over the ten year period. The region grew by another 10%
between 2000 and 2010 to a population of 1.2 million (see Table 1). The vast majority of this growth
occurred in DeSoto County, which added just over 90,000 people between 1990 and 2010 and suburban
Shelby County, which added more than 70,000 people over the same period. This demonstrates a clear
trend of decentralization – the region overall is growing, but with population moving to DeSoto County in
northern Mississippi and the suburban communities outside of the Memphis city limits (see also Figure
1).
TABLE 1 | METROPOLITAN MEMPHIS DISTRIBUTION OF POPULATION BY JURISDICTION

1990
Population

2000
Population

2010
Population

Change (%)
1990 -2000

Change (%)
2000 -2010

City of Memphis, TN

618,652

650,100

646,889

5.1

-0.5

Shelby County, TN
(Not including Memphis)

207,678

247,372

280,755

19.1

13.5

Fayette County, TN

25,559

28,806

38,413

12.7

33.4

Crittenden County, AR

49,939

50,866

50,902

1.9

0.1

DeSoto County, MS

67,910

107,199

161,252

57.9

50.4

901,828

1,084,343

1,178,211

20.2

8.7

Region
Source: US Census

In addition to trends of population moving south and east regionally, within the City of Memphis and
Shelby County, the population is moving away from the older neighborhoods located inside the I-240 loop
to neighborhoods outside of the loop in the east, north and southeast (see Table 2). The sub-regions or
planning districts with the greatest increase in population include Raleigh-Bartlett, East Memphis, Shelby
Farms/Germantown, Collierville and East Shelby County. The sub-regions losing population include
Southwest Memphis, North Memphis, Airport, downtown Memphis and Midtown.
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TABLE 2 | CHANGE IN POPULATION BY SHELBY COUNTY PLANNING DISTRICTS

180,000
2009

16.4%

2000

5.6%

‐7.1%

100,000

0
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136.0%

25.1%
17.8%

10.0%

1.9%

1.3%
0.0%

20,000

‐6.5%

‐7.6%

40,000

‐19.0%

60,000

‐0.7%

80,000

‐10.5%

Population

120,000

4.9%

‐11.6%

140,000

‐5.2%

160,000

FIGURE 1 – MEMPHIS URBAN AREA:DRAFT
2010 POPULATION
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Travel Patterns
As discussed, Shelby County and the surrounding area originally developed around the City of Memphis.
Initially much of the economic activity centered around downtown Memphis and Poplar Avenue, thus
much of the travel patterns radiated to/from these locations. As the region decentralized and population,
jobs and economic activity decentralized, travel patterns likewise decentralized. The current travel
patterns for all trips in the region, as depicted by the Urbanized Memphis Metropolitan Planning
Organization’s 2010 Travel Demand Model, demonstrate the importance of East Memphis and
Germantown as places where people are traveling to and from (see Figure 22). This data also highlights
strong demand for transportation between several places, including to and from neighborhoods within
the City of Memphis (Midtown/Depot, Hickory Hill, Southwest Memphis, and East Memphis) and areas
just outside of the city boundaries, especially Germantown/Shelby Farms and Raleigh/Bartlett.
Travel flow data shows the importance of the Germantown/Shelby Farms area. Of particular interest is
the strong demand for travel to and from Germantown/Shelby Farms from neighborhoods within the City
of Memphis (Hickory Hill and East Memphis) as well as neighborhoods outside of the city boundaries
(Raleigh/Bartlett, Northeast Shelby County and Collierville). Some of these origin and destination travel
pairs have transit service, although with the exception of the Poplar Avenue corridor most travel pairs are
not well connected by existing transit service. In addition, even areas within the City of Memphis, some of
the cross-town travel demands, such as travel between Hickory Hill, Airport and Southwest Memphis are
not currently well connected by transit services.
Other important travel demands include travel within DeSoto County (West DeSoto County and East
DeSoto County) as well as travel from DeSoto County to Hickory Hill and Southwest Memphis. These
travel flows are also not currently served by public transportation.

2

Data was not available for Crittenden County Arkansas
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FIGURE 2 – EXISTING ORIGIN DESTINATION TRAVEL PAIRS (2012)
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Decentralization and Income
Generally speaking, newer suburban communities tend to be wealthier as compared with the urban core.
This trend tends to be true nationally and reflects a wide variety of factors. As part of understanding the
accessibility of jobs in the Memphis urbanized area, therefore, we also broadly considered how per capita
incomes have changed over time for each of the sub areas for which data was available and compared
these with income growth overall in the United States as a whole (see Table 3). The study used per capita
income as a proxy for wealth and data shown is in current dollars, not adjusted for inflation. Thus the
analysis does not consider the purchasing power of the income, only the amount.
As compared with the rest of the United States, in 1990, individuals living in the Memphis urbanized area
had considerably less income as compared to the national average. While the gap varied by jurisdiction,
per capita income in each of the jurisdictions was below the national average. Over time, some
communities, namely DeSoto and Fayette Counties sufficiently increased per capita income to be more in
line with the national average.
In 1990, for example, per capita income in Fayette County was 33% below the national average; by 2010 it
was 1% higher. Likewise, per capita incomes in DeSoto County were 13% below in the national average in
1990 and in 2010 had narrowed the gap to 8%. Data for the other three areas – the City of Memphis,
Shelby County and Crittenden County show that per capita income has remained about 20%, 7% and 30%
below the national average respectively (see Table 4).
It is also worth nothing that Shelby County data includes the City of Memphis, thus the incomes of
individuals living in Shelby County but outside of the Memphis city limits are likely significantly higher
incomes that shown by the data. Thus the data shows that as population and employment moved out of
the City of Memphis, those communities generally became wealthier, both relative to the region overall
and as compared with the national average.
TABLE 3 | MEMPHIS URBANIZED AREA – PER CAPITA INCOME, 1990 - 2010

1990

2000

2010

Change (%)

Change (%)
2000 -2010
17.8%

City of Memphis, TN

$11,687

$17,838

$21,007

1990 -2000
52.6%

Shelby County, TN
(Including Memphis)

$13,330

$20,856

$25,002

56.5%

19.9%

Fayette County, TN

$9,627

$17,969

$26,898

86.7%

49.7%

Crittenden County, AR

$9,334

$14,424

$18,241

54.5%

26.5%

DeSoto County, MS

$12,509

$20,468

$24,531

63.6%

19.9%

National average

$14,387

$22,346

$26,558

55.3%

18.8%

Source: US Census

TABLE 4 | MEMPHIS REGION DIFFERENCE BETWEEN LOCAL AND NATIONAL PER CAPITA INCOME, 1990 – 2010

1990

2000

2010

City of Memphis, TN

(19%)

(20%)

(21%)

Shelby County, TN
(Including Memphis)

(7%)

(7%)

(6%)

Fayette County, TN

(33%)

(20%)

+1%

Crittenden County, AR

(35%)

(35%)

(31%)

DeSoto County, MS

(13%)

(8%)

(8%)

Source: US Census
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Transportation Investments
The movement of housing and jobs away from a central core to outlying and suburban communities
requires a parallel investment in a wide variety of infrastructure in services such as sewer, water, and
schools but also transportation. For people to be able to live and/or work in outlying areas, they need a
way to get to/from these locations. Generally speaking, in the Memphis urban area, nearly all of resources
invested in the transportation network were made to facilitate the movement of goods or travel by
automobile. Thus, as the region developed new roadways, or widened existing ones, investments were
nearly solely focused on building and expanding roads. As a result, some of the region’s primary
commercial corridors, including Germantown, Goodman, and Stage Roads, as well as the eastern end of
Poplar Corridor were developed without any, or only minimal pedestrian infrastructure.
Pedestrian infrastructure and transit service are closely related; nearly every transit rider, including
people traveling by bus or rail, walk to or from transit for at least one part of their trip. Another factor that
makes transit successful is density – large numbers of people and jobs concentrated around corridors
mean there is large market for people to walk to and from the transit line. For the most part, development
– including housing but also retail and industrial employment, were built with the assumption that people
would exclusively travel to them by automobile. As a result, new buildings were built with very large
parking lots and long setbacks from the road meaning that anyone walking from the road to the front door
of a business or job site would have to walk long distances. Consequently, the combination of
development patterns and minimal or no adequate pedestrian facilities, such as sidewalks and crosswalks,
makes is very difficult for transit to be successful.
Another challenging factor for the alternative transportation network is regional funding of transit
service. Currently, the region has only one transit operator, the Memphis Area Transportation Authority
(MATA). MATA is a local service that primarily operates within the boundaries of the City of Memphis.
While MATA is funded by a combination of passenger fares, federal and state funds, all of the funding
provided locally is allocated by the City of Memphis. This means that MATA is not funded, and
consequently not fully authorized, to provide service to the outlying areas, even as more jobs and
population move to these areas. While MATA has historically provided some limited transit services to
areas outside of the municipal boundaries with large amounts of employment or services, generally
speaking there is no transit service outside of the City of Memphis. Consequently, transit is not an option
for an increasingly large share of the region’s population or employment.

Economic Impacts
The impact of limited transportation choices creates a significant financial burden on travelers, especially
for low income workers, who may or may not have access to reliable private transportation or who may be
challenged to pay the cost of transportation. Currently, the AAA estimates the average cost of owning and
operating an automobile at roughly $9,000 per year based on a per mile cost of $0.596 per mile and an
individual driving 15,000 miles a year3. These costs are average and reflect a ‘basic sedan’ some vehicles
will be less expensive to operate while others will be more (see Table 5). Given per capita incomes ranging
between $20,000 and $27,000, this means that on average, individuals may spend 30% to 45% on vehicle
costs. While the cost of owning and operating a vehicle is high, it also clear that the cost of vehicle
ownership is increasing, thus the proportion of income all workers, but especially low income workers
spend on vehicle ownership is likewise increasing.

3

AAA Your Driving Costs Study, 2012
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Transportation costs are largely driven by the cost of owning a private vehicle, but the marginal cost of the
amount of travel (i.e. mileage) also affect costs. These costs include fuel as well as wear and tear on the
vehicle. Because these costs depend on how much a vehicle is driven, they vary by location. People living
in downtown Memphis, for example, have lower transportation costs as compared with people living in
the periphery of the study area (see Figure 3). For example, households and individuals living in the
outlying areas such as Millington, Fayette County and the southern portions of DeSoto County are, on
average, approximately $1,500 per month, which is nearly twice as expensive as the average monthly
transportation costs incurred by people living in Memphis (estimated at about $800 per month).
TABLE 5 | COST OF OWNING A VEHICLE (2010 – 2013) AS REPORTED BY AAA AND BASED ON “AVERAGE SEDAN)

$9,200.00
$9,000.00
$8,800.00
$8,600.00
$8,400.00
$8,200.00
$8,000.00
2010

2011
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2012

2013

FIGURE 3 – AVERAGE MONTHLY TRANSPORTATION
COSTS (2012)
DRAFT
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Housing and Transportation
Housing costs are also an important factor in access to employment. Housing is typically accounts for the
largest single expenditure for individuals and households; transportation is often the second or third
largest expenditure. The impact of combined transportation and housing costs underscores the financial
challenges facing low and medium income individuals and households. As discussed, the cost of owning a
single vehicle can be as high as $9,000 per year, or about $750 per month. Average apartment rental
prices in the City of Memphis for a two bedroom apartment are estimated to be between $600 and $700
per month4. This means, on average, individuals living in Memphis spend approximately $1,500 per
month on housing and transportation costs combined, or about $18,000 annually. Given per capita
income for Memphis and much of the study area, ranges between $18,000 and $24,000, many people
could spend nearly their entire incomes on housing and transportation. Unlike housing costs,
transportation costs could be reduced through the use of public transit or other shared ride programs,
such as carpools and vanpools.
Housing and transportation costs are intertwined with regional decentralization. In urban areas around
the country, including the Memphis area, people move to suburban areas for a variety of reasons,
including in search of lower housing costs. The profile of housing costs in Memphis is such that housing
costs are lowest in the center of the urbanized area, get higher in areas to the east of the City of Memphis,
and then start to decrease again in outer most areas (see Figure 4). While areas located further on the
fringe of the region have somewhat lower housing costs, when transportation costs are combined, these
areas are considerably less affordable (see Figure 5).
Housing and transportation costs shown in Figures 4 and 5 highlight two important findings – although
many people move to suburban locations in search of lower cost housing, when transportation costs are
taken into consideration, the increased transportation costs often outweigh savings associated with lower
housing costs. In addition, the combined costs of transportation and housing mean many people spend as
between more than half and as much as 70% of their incomes on these two expenditures. Furthermore,
because people living in the outlying areas must rely almost exclusively on travel by private vehicle, there
are few opportunities to reduce transportation costs by using alternative transportation modes.

4

Rentrange.com
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DRAFTCOSTS (2012)
FIGURE 4 – MEDIAN MONTHLY HOUSING
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DRAFT
FIGURE 5 – HOUSING AND TRANSPORTATION COSTS AS PROPORTION OF MEDIAN MONTHLY
INCOME (2012)
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3 EMPLOYMENT
The Memphis urbanized area has a diverse and dynamic economy that developed out of a strategic
location along the Mississippi River. Historically the Mississippi River was an essential arterial for moving
people and goods; it is still a major transportation facility and Memphis continues to be a major inland
hub and distribution center. More recently, the region has built on its historic role as a logistics and
distribution hub to become an intermodal hub with river, rail, road and air access. FedEx’s headquarters
and FedEx use of the Memphis International Airport (MIA) as its primary hub has made MIA the busiest
cargo airport in the U.S. The airport and area immediately surround the airport, branded as the
Aerotropolis, is largest economic driver in the State of Tennessee, responsible for nearly $30 billion in
economic impact annually.
In addition to the logistics and distribution, Memphis also has an emerging healthcare and medical
services industry. There are currently has over 19 hospitals including St. Jude’s Children’s Research
Hospital, which is renowned nationally for research and treatment of pediatric cancer and other
catastrophic childhood diseases. Other key industries in the Memphis area include education,
government and tourism. The education sector includes a wide range of tertiary institutions, some of the
most well known of which include the University of Memphis, the University of Tennessee Health Science
Center, Christian Brothers University, the LeMoyne-Owen College and Rhodes College. Tourism is part of
the local economy in Shelby County but also an important regional sector, especially in northern
Mississippi. The Tunica Resorts, located 30 miles south of the City of Memphis is the third largest gaming
area in the United States, after Las Vegas and Atlantic City. Tunica Resorts attracts over 12 million visitors
annually.
An important consideration for this effort is how employment is dispersed geographically throughout the
region. Like population, employment is following a pattern of decentralization and suburbanization. The
City of Memphis still has the largest number of jobs in the metropolitan area, and combined with Shelby
County accounts for 87% of all jobs in the region. This pattern is likely to continue, especially given that
the Memphis International Airport plays such a significant role in the regional economy. At the same
time, however, job growth is largely occurring outside of the I-240 loop, at locating at the fringe of the
region (see Table 6).
TABLE 6 | METROPOLITAN MEMPHIS DISTRIBUTION OF EMPLOYMENT BY JURISDICTION

2005
Employment

2010
Employment

Change
2005 - 2010

City of Memphis, TN

76.4 %

74.1 %

-2.3 %

Shelby County, TN
(Not including Memphis)

12.0 %

12.7 %

0.7 %

Fayette County, TN

1.2 %

1. 3 %

0.1 %

Crittenden County, AR

3.0 %

3.2 %

0.2 %

DeSoto County, MS

7.5 %

8.7 %

1.2 %

Source: US Census
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In addition to looking at the summarized distribution of employment, the study team also mapped
changes in employment by plotting green dots for each 20 jobs gained and red dots for 20 jobs lost, with
dots randomly assigned to census blocks (see Figure 6). The data shows downtown and Midtown
Memphis has both lost and gained jobs, while much of the area inside the 240 loop has lost jobs. There is
a clear pattern of job gains right along parts of the 240 loop as well as Germantown Road, Collierville and
in DeSoto County. Most job growth is clustered around major transportation facilities, largely I-240, but
also Poplar Avenue, Lamar Avenue/US-4, Germantown Road, and I-40.

16 | Nelson\Nygaard Consulting Associates Inc.

DRAFT

FIGURE 6 – MEMPHIS URBAN AREA: CHANGE IN EMPLOYMENT
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Employment Density
To illustrate the distribution of jobs throughout the study area, the study team compiled the U.S. Census
Longitudinal Employer-Household Dynamics (LEHD) program’s data of jobs by location within Census
blocks into a dot density map, shown in Figure 7. Though there are limitations of LEHD data such as
headquartering and the absence of some rare classes of employment, the Census Bureau has worked to
remedy these limitations and now the data typically
represents over 90% of all employees accurately.5
MATA fixed-route transit service (current to the Fall,
2013) is also shown on the map. MATA routes are all
shown as grey lines, but the number of weekday trips
is shown in varying levels of thickness to indicate the
level of service on the roadway (see inset that
illustrates how frequency of service on the MATA
transit routes is shown by varying the thickness of the
line). Overlaying the transit service level on top of the
distribution of employment shows the interaction
between jobs and transit service.
This data shows the largest clusters of employment are in and around:


The Memphis International Airport (the Aerotropolis)



Downtown and Midtown Memphis



The intersection of Poplar Avenue and I-240



Germantown Road



Bartlett and the intersection of Germantown and Stage Roads



The area south and east of the airport



Southaven/Horn Lake



There are also smaller clusters exist in West Memphis, Olive Branch, and Hernando.

Some of these employment clusters are well-served by a high level of transit service, primarily downtown
Memphis, midtown Memphis, along Poplar Road and Bartlett. Some areas have very low levels of transit
service, such as the Airport and southeast Memphis and several have no fixed-route service at all,
including Millington, Arlington, Collierville, and all of DeSoto County.

5

NCHRP 08-36, Task 098 Improving Employment Data for Transportation Planning, AASHTO. September 2011.
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FIGURE 7 – EMPLOYMENT IN MEMPHIS URBANIZED
AREA, 2010
DRAFT
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Major Employers
The size and distribution of major employers is a significant component of understanding the local
employment market. By definition, major employers employ large numbers of employees at singular
locations. In addition, major employers themselves tend to cluster together and create larger areas of
significant employment. Using data from the Greater Memphis Chamber, the region’s largest 100
employers was plotted with varying circle sizes to indicate employee counts (see Figure 8).6
Not surprising, the major employer data correlates closely with the employment density (see Figure 6)
with a few exceptions. Most major employers are located in Memphis, particularly downtown, around the
airport, with a handful scattered throughout southeast and eastern Memphis. None of the region’s largest
employers are located in northern Memphis, Arkansas or Mississippi.
The study area’s largest employer is FedEx, which employs 30,000 people. FedEx has multiple work sites
in the study area, including its world headquarters just south of Germantown, and its global SuperHub at
the airport, with approximately 11,000 of these employees work at the SuperHub.


Other major employers, include Methodist Le Bonheur Healthcare (8,700 employees), Wal-Mart
Stores (6,000 employees), and First Tennessee Bank (4,000 employees). Although shown as a
single location, in each of these cases, in actuality employees are located across multiple sites.



12 of the region’s 100 largest employers are located in the vicinity of the Poplar/I-240
intersection. Combined, these 12 employers employ approximately 20,000 workers.



There are a number of major employers in southeast Memphis, but they are widely dispersed and
not clustered in close proximity to each other.



Outside of downtown and Midtown Memphis, there are relatively few major employers located
inside the I-240 loop.

6 Note the employee count may indicate the count of employees also at other firm locations, an acknowledged drawback of the
data known as “headquartering.” This includes FedEx, which is shown as a single location at the airport, even though employees
are assigned to multiple locations.
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DRAFTAREA, 2010
FIGURE 8 – 100 LARGEST REGIONAL EMPLOYERS IN MEMPHIS URBANIZED

Nelson\Nygaard Consulting Associates Inc. | 21

Jobs by Type and Pay
Of key interest to this effort is not only the location of employment, but the spatial distribution of both
different types of jobs and the pay range associated with these jobs. The distribution and location of
different job types was analyzed by using employment data reported by the U.S. Census uses the North
American Industry Classification System (NAICS), system to classify employment. The study team
compiled the major employment classifications in the Memphis Urbanized area for the 20 largest
employment classifications and compiled together with the number of employees by sector and average
annual wage (see Table 7)7.
The largest employment sector in the Memphis urbanized area is health care and social assistance, which
employees some 75,800 people in the region. This sector has an average annual wage of approximately
$43,000, which is considerably higher than the average per capita income. The next two largest sectors,
on the other hand, retail and accommodation and food services employ a lot of people (58,900 in retail
and 55,700 in accommodation and food services) but offer considerably lower average wages of
approximately $24,600 and $16,300, respectively. The highest wage sectors, management of companies
and enterprises and finance and insurance, have relatively jobs, with 29,300 and 20,900 employees
respectively.
TABLE 7 | EMPLOYMENT BY TYPE WITHIN THE MEMPHIS METROPOLITAN STATISTICAL AREA
Firm Class (sorted by employee count)
Health care and social assistance
Retail trade
Accommodation and food services
Transportation and warehousing
Administrative, support, waste management, remediation services
Wholesale trade
Manufacturing
Management of companies and enterprises
Other services (except public administration)
Finance and insurance
Construction
Professional, scientific, and technical services
Educational services
Real estate and rental and leasing
Information
Arts, entertainment, and recreation
Utilities
Industries not classified
Agriculture, forestry, fishing and hunting
Mining, quarrying, and oil and gas extraction

Employees

Avg Annual Wage

75,844
58,872
55,676
54,619
47,165
35,710
35,420
29,310
24,890
20,912
19,669
18,817
11,293
7,085
6,535
6,438
398
70
0
0

$43,081
$24,656
$16,269
$38,640
$25,839
$55,361
$49,307
$98,692
$25,706
$87,502
$41,971
$52,112
$31,208
$38,794
$47,791
$29,613
$58,186
$10,429
–
–

General Class for Map
Healthcare
Retail & Hospitality
Retail & Hospitality
Industrial
Other Services
Industrial
Industrial
FIRE (finance, insurance, real est.)
Other Services
FIRE (finance, insurance, real est.)
Industrial
Professional/Educational Services
Professional/Educational Services
FIRE (finance, insurance, real est.)
Professional/Educational Services
Professional/Educational Services
Industrial
----

Source: U.S. Census, LEHD 2011. Note public sector employment is omitted because it was not available in the LEHD dataset.

The 20 classes of employment were also combined into six broader classifications of employment and
mapped in Figure 9. This data shows that healthcare jobs, as expected, cluster around the medical centers
in Memphis and high paying jobs in finance, insurance and real estate are clustered in downtown
Memphis, at the Poplar/ I-240 intersection, along Germantown Road, and along Sam Cooper Boulevard
and I-40. Lower paying jobs in retail trades are found along Germantown Road, Poplar Avenue and in
Collierville and DeSoto County.

7

Data does not include public sector employment.
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FIGURE 9 – JOBS IN MEMEMPHIS URBANIZED AREA BYDRAFT
CLASSIFICATION
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Jobs by Pay Range
Taking a closer look at the location of jobs with lower pay ranges, jobs with annual income less than
$15,000, between $15,000 and $40,000, and greater than $40,000 were plotted in Figure 6. Overall, low
income jobs track well with the distribution of all jobs (see Figure 10), but several trends are apparent:


While there are numerous clusters of low income jobs throughout the study area such as at the
airport, southeast Memphis, downtown Memphis, and Bartlett, these clusters are home to large
numbers of jobs of all income ranges. Thus, there aren’t obvious areas where low income jobs are
overrepresented.



There are areas where low income jobs appear to be underrepresented. There are few low income
jobs shown in Arlington and President’s Island. These areas are home to small clusters of jobs as
indicated in Figure 1, so these jobs must be higher income jobs.



Some significant clusters of low income jobs are well-served by fixed route transit service. These
include the airport, Poplar Avenue in the vicinity of I-240, downtown Memphis, and Midtown
Memphis. While these jobs themselves may be served by a relatively high level of transit service,
the workers’ homes may not be well served or directly connected to these jobs.



Some significant clusters of low income jobs are not well-served by fixed route transit service.
These include Germantown Road, Stage Road, West Memphis, and Southeast Memphis. These
clusters have very limited transit service, so transit is typically an unrealistic option for travel to
work.



Some significant clusters of low income jobs are not served by fixed route transit service at all.
These clusters include Olive Branch, Southaven, Hernando, and Collierville. These employees’
only option of getting to work is driving.
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FIGURE 10 – JOBS IN MEMPHIS URBANIZED AREA BYDRAFT
INCOME RANGE
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4 PRELIMINARY CASE STUDY – FEDEX
One of the longer term goals of the Bus Transit to Workplace (“Bus Transit”) study is to identify specific
strategies that will help improve the accessibility of employment. In particular, the Bus Transit study will
look at where employees live relative to their job site. Although the information is static, representing only
a single point in time, generally speaking patterns are expected to remain constant. By looking at the
residential data in conjunction with employment locations, we are able to see exactly where people need
to go. While still preliminary, a case study is included here as an illustration of both the challenges and
opportunities associated with retrofitting an automobile oriented development pattern and create
multimodal transportation choices.
The study team received a set of employee addresses for individuals working at the FedEx sorting facility
on Democrat Road. These addresses were randomized within Census blocks to preserve privacy but still
show enough detail to understand transportation demand (Figure 11). Employee addresses were also
color-coded for the sorting center’s two main shifts: the day shift from 8 AM to 5 PM (colored as orange)
and the night shift from 11 PM to 4 AM (colored purple).
As shown, relatively large number of the people working at the sorting facility live close by, especially in
the areas to the east/southeast, west/southwest and north of the FedEx sorting facility. There is also no
apparent difference between the residences of employees working during the day and those working at
night. As a result, transportation options that work for the daytime employees should also work for people
working the night shift.
In terms of available transportation, Democrat Road is large roadway with two lanes of traffic in each
direction, no sidewalks and no crosswalks or pedestrian signals to help people cross the street. There are a
large number of parking lots along the roadway, especially due to the recent relocation of the rental car
facilities from Democrat Road to the airport. The main entrance to the FedEx facility, however, is located
close to Democrat Road and easily accessible from the street for people traveling east. People traveling
from the west and potentially being dropped off on the west side of the road, would need to cross the
street without a crosswalk or way to stop traffic.
There are a handful of MATA bus routes that operate along Democrat Road and some of which have a
stop directly in front FedEx’s main Democrat Road facility, including:


Route 2 Madison operates between downtown Memphis and the airport via East Parkway and
Airways and includes service to small portion of Democrat Road en route to the Airways Terminal
and the Memphis International Airport. A rider would need to walk roughly 1.6 miles to the
entrance of the FedEx sorting facility on a road with no sidewalks or crosswalks and fairly
substantial truck traffic.
Route 2 offers service roughly every 30 minutes during the morning and afternoon commute
times and 45 minutes during the middle of the day and evening. The route operates roughly
between 5:45 AM and 11:15 PM.



Route 30 Brooks operates between the intersection of Third Avenue and Brooks to the Oak
Court Mall via Democrat Avenue, the American Way Terminal and Perkins Road. The bus stops
directly in front of the FedEx facility. There are a total of 15 trips a day, most of which are
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clustered around the morning and afternoon commute times. The route operates roughly between
5:45 AM and 6:00 PM.


Route 4 Walker offers nighttime service between downtown Memphis, operating along
Democrat Road and to the Airport. There are five trips between 7:15 PM and 11:15 PM that depart
hourly from the North End Terminal and downtown Memphis. The bus stops in front of the
FedEx sorting facility.



Route 32 provides a north-south connection through central Memphis along Hollywood Road
and Airways Boulevard to the Airways Terminal. The route departs nearly every 30 minutes
throughout the day (between 5:45 AM and 10:30 PM). There are also five trips on the schedule
that travel off the main route to stop in front of the FedEx sorting facility (7:23 AM, 9:01 AM,
10:39 AM, 12:17 PM, 1:55 PM, 3:33 PM and 5:11 PM).

To illustrate how effective the existing bus service may be for workers, the study team identified three
hypothetical employees placed in various locations and examined their travel options for travel to and
from work were assessed:
Employee A lives on Graves Road, just south of Brooks Road, about 5 miles from work. Transit would be a realistic option
for day shifts, as Route 30 directly connects the work site and the home. Route 30’s frequency of service is relatively low, so
the employee would have to allow about an hour of travel time on both ends of the trip. Driving would still be a more attractive
option, however, as the employee would only have to allow about 15 minutes to drive to or from work. Transit would not be a
realistic option for night shifts, however, as Route 30’s service (6 AM – 6 PM) span isn’t adequate and travel by transit would
require significant walking, multiple transfers on alternative routes, and upwards of 2 hours travel time each way.
Employee B lives on Cottonwood Road at Castleman Street, also about 5 miles from work. Transit would be a realistic,
though not ideal, option for day shifts, as the employee would have to take two routes (36 and 30) and transfer at the
American Way Transit Center. Because of the service levels on both routes and the need to transfer, the employee would have
to allow just under an hour of travel time on both ends of the trip. Driving would be a more attractive option, as the employee
would only have to allow about 15 minutes to drive to or from work. Transit would not be a realistic option for night shifts,
however, as Route 30 and 36’s service span aren’t adequate and travel by transit would require travelling downtown on
alternate routes to make a transfer at the North End Terminal and 2 to 3 hours of travel time each way.
Employee C lives on Raleigh Lagrange Road at Battle Creek Drive, about 17 miles from work. Transit would not be a realistic
option for day shifts or night shifts. Day shifts would require about 1.5 hours of travel time to work and 3 hours travel time
from work, including multiple transfers and significant walking on the home end. Night shifts would require 3–4 hours of travel
time to and from work, with multiple transfers and connections at the North End Terminal (NET), in addition to significant walking
on the home end. Driving is a much more attractive option, requiring just 20 minutes of travel time on both ends.

This example illustrates the mismatch between employees, employers and the alternative transportation
network:


One of the largest regional employers, Fed Ex has a large number of jobs at a single location 3131
Democrat Road.



Democrat Road is a low density corridor, with no sidewalks, no crosswalks and has fairly heavy
truck traffic. It is not a comfortable environment for people who may wish to walk along the
roadway or wait for a bus and there is no clear way to cross the street.



Other than the FedEx facility, Democrat Road is very sparsely populated. There are large parking
lots on one hand and an enclosed FedEx facility on the other hand. Unless the bus service is
serving the FedEx facility or using Democrat Road as the most direct path to another destination,
there is little demand for bus service along Democrat Road.

To serve workers traveling to/from the night shift special service would need to be designed. Other
potential opportunities include:
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Designate bike routes between adjacent neighborhoods and the airport. The travel distances are
relatively short making cycling a reasonable option for people traveling to the day shift, if a safe
route can be designated. Bike routes may also be supported with bike facilities, such as lockers for
people to store their bikes while at work.



Install a crosswalk in front of the FedEx facility with a pedestrian activated signal so people can
cross the street.



Build a bus pull-out location and shelter near the entrance of the FedEx facility, on both sides of
the road. The bus pull-outs will allow MATA vehicles to pull out of traffic when they are pickingup and dropping-off passengers. Shelters will make it clear where people should go to get the bus
and provide shelter while people wait. If the stops are going to be used for night shift workers,
they should also offer lighting.



Orient existing bus service around specific FedEx shift time, 8 AM to 5 PM (day shift) and 11 PM
to 4 AM (night shift). The day shift is well timed with the MATA network overall; bus service is
most frequent at the start and end times, thus transfers with other services should be more
convenient and support access for most parts of the city to FedEx. There are few other MATA bus
services operating at 11 PM and no service available at 4 AM.



Operate community shuttles from neighborhoods east and west of the airport could be designed
to bring workers from the neighborhoods directly to the FedEx facility. Most of the workers live in
fairly close proximity to Democrat Road, thus shuttles could provide fairly fast and direct service.



Operate shuttles from MATA bus hubs at Airways and American Way. Significantly more bus
service connects riders to the MATA hubs at Airways and American Way. These hubs are located
close but not within walking distance to FedEx/Democrat Road. Shuttle service could connect
these facilities at key times to connect the broader MATA network with this employer.
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FIGURE 11 – DISTRIBUTION OF EMPLOYEES WORKING AT FEDEX SORTING FACILITY
DRAFT BY SHIFT
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5 FINDINGS
The Memphis urbanized area is following a development pattern of decentralization and suburbanization,
such that in 2010, about half of the regional population and about 25% of the regional employment are
located outside of the major regional city, the City of Memphis. This pattern is particularly remarkable
because the City of Memphis covers a large area, thus as compared with other urbanized areas in the
United States, Memphis is more sprawled and less centralized. The pattern of decentralization and
suburbanization means many people must travel longer distances to get to/from employment. In the case
of the Memphis urbanized area, MATA is the region’s only public transportation operator and MATA is
funded locally, thus operates largely only provides service within the City of Memphis. Consequently,
much of the region’s population and a considerable number of jobs are only accessible by automobile.
The challenge facing the Memphis area and the Mid-South Regional Greenprint plan is how to ensure
regional growth is accessible to the broadest portion of the population possible. The purpose of the Bus
Transit to Workplace Study, as discussed, is to identify strategies to increase the accessibility to more
employment markets for more people.
The challenge is considerable. Decentralization has not only dispersed people and jobs over a large area, it
has also reduced the level of densification. The lack of density has real implications for public
infrastructure, including transportation because lower density automobile oriented communities very
difficult to access without a vehicle. It is difficult for transit to serve these areas because there are no
enough jobs or population located along key corridors so that transit service can operate with sufficiently
frequent service so that the service is considered convenient, or in some cases, a realistic option. At the
same time, the cost of travel to/from these locations is significant and in many cases, can be prohibitively
expensive for people with lower incomes.
Despite challenges, there are several findings that suggest there are opportunities to diversify
transportation options and strengthen existing ones:


Most large employers are located in Memphis, with varying degrees of access to
transit. The City of Memphis is home to the overwhelming majority of the area’s top employers,
with several large employers located in downtown and Midtown Memphis. These areas are well
served by transit.



Healthcare jobs are the largest type of job and are highly clustered in select areas,
many with good transit service. The healthcare sector is the largest sector of employment in
the study area, and these jobs tend to cluster around medical centers and medical office parks.
Some of the most significant clusters of healthcare employment in Midtown Memphis and around
St. Jude’s Hospital, are located in urban areas that are well-served with transit service. Other
clusters, such as Baptist East and in West Memphis, are located in suburban areas that do not
support or have good transit service.



The region’s largest economic engine, the Aerotropolis, is also located inside the
City of Memphis. The airport area is home to the largest cluster of jobs in the area. The
surrounding area, especially areas to the east and west of the Airport also have a large amount of
population, including people who work at the airport. Although the airport does not currently
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have good transit access and the area is not especially transit oriented, there may be opportunities
to make relatively minor changes to transit service to better serve employment, or offer slightly
different types of transit services, such as community shuttles or flex service to increase access
between areas. Given the short distances there may also be opportunities to create safe bicycle
routes between adjacent neighborhoods and airport employers.


Another large cluster of jobs and major employers is located at the intersection of
Poplar and I-240. Poplar Avenue has excellent transit service, but there are challenges with
the land form (no sidewalks or crosswalks, large parking lots, etc.) around the office parks just
east of I-240. However, there may be opportunities to extend transit service slightly and/or offer
transit demand management strategies to provide “last mile” connections between the end of the
transit line and the front door of the employers.



Accessing jobs in the Germantown Road and Wolfchase Mall have some transit
service but face similar challenges as the Poplar/240 area. There may be opportunities
to make minor adjustments to transit service and/or look to carpools and vanpools to offer
transportation alternatives.



There are several significant travel demands to/from areas on the eastern edges of
Shelby, especially the Germantown/Shelby Farms area that are no served by transit.
Despite being among the most important travel destinations in the entire study area, the
Germantown/Shelby Farms area is not well served by transit. While there are some services, most
existing MATA service to Germantown is at very low frequencies. Developing transit service in
this market is challenged by the fact that Germantown it is outside of the City of Memphis and
therefore does not provide funds to support transit service; and by the lack of pedestrian
infrastructure and land use patterns that are not supportive of transit service.



Suburban employment markets in Collierville and Southaven are not accessible by
transit and generally speaking have poor environments for pedestrians or
bicyclists. Workers may get these to these areas with specialized services, such as vanpools,
carpools or commuter buses. There are also opportunities for employers to reward and encourage
these forms of transportation with incentives and support programs.
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PROJECT OVERVIEW
The Memphis and Shelby County Office of Sustainability, in coordination with a consortium of
municipalities, organizations, and stakeholders, is in the process of developing the Mid-South Regional
Greenprint and Sustainability Plan. The study area includes a three-state, four-county region that is
roughly consistent with the Memphis urbanized area. The region is centered on the City of Memphis and
includes Shelby County and Fayette County, Tennessee, as well as parts of northern Mississippi (DeSoto
County) and eastern Arkansas (Crittenden County). The Greenprint is a wide reaching effort designed to
create a regional vision and strategic plan that will strengthen economic opportunities and ensure growth
is in sync with other regional goals and objectives, including environmental stewardship and equity. A key
part of the project is designed to ensure that the benefits generated by regional growth are accessible to
the broader community and distributed equitably across the region.
One of the sub-tasks associated with the Mid-South Regional Greenprint Plan is the Bus Transit to
Workplace Study. This study examines regional employment markets and the corresponding available
transportation options to identify strategies for improving the accessibility of the regional job market. The
end product for the study will be recommendations for improving access to employment and the regional
multimodal transportation network. Shelby County retained a team of consultants led by Nelson\Nygaard
Consulting Associates to conduct the Bus Transit to Workplace Study.

SUMMARY OF KEY FINDINGS
The over-riding goal of both the employer and employee survey was to understand transportation
challenges associated with getting to and from work and to identify programs that might help address
these challenges. The key findings from the surveys related to this issue are:


Employers were reluctant to participate in the survey and generally speaking were not especially
concerned with employee commutes, which is consistent with findings from the commuter survey
in which 84% of commuters said transportation has not prevented them from taking a job.



Nevertheless, roughly a third (31%) of employers said employees do have challenges with
transportation and this can affect their ability to hire and retain employees. These employers said
employees can be challenged by commute costs, lack of access to a private vehicle, and the need
for more public transportation.



Consistent with this finding, 16% of commuters said they have not taken or changed jobs because
of a difficult commute. The reasons cited as making work difficult include costs, long travel times,
lack of public transportation and traffic.



A portion of employers (roughly identified in this survey as about 30%) said their staffing levels
change over the course of the year. Employers who hire seasonal employees, mostly hire them
during the traditional holiday season (Thanksgiving, Christmas and New Year).



Most employers provide employees with “free” parking and few reported having parking
challenges, such as a shortage of parking space; however, most employers also said they are
located within a mile of a MATA bus stop.



Although 88% of commuters have access to a vehicle that they are able to use every day, only 78%
drive their vehicle to work. This means that 22% of commuters are taking alternative
transportation methods to work and 10% have the option to drive but choose to take alternative
transportation.
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From an employer perspective, employees do not have a lot of flexibility with regards to their
work start and end times. Commuters, however, tended to say they do have some flexibility.



Most of the employees who filled out a survey, reported having work schedules that are aligned
with “traditional” work shifts, starting between 7:00 am and 9:00 am and ending between 3:00
pm and 6:00 pm during weekdays. Weekend shifts only varied slightly from the “traditional”
work shift periods.

METHODOLOGY
As part of the Bus Transit to Workplace Study, Nelson\Nygaard Consulting Associates conducted
separate, but related surveys with employers and employees to understand the transportation challenges
associated with getting to work in the Mid-South region. These surveys include:


Regional employers aimed at gaining the employer’s perspective



Commuters aimed at gaining the employees’ perspective

Surveying these two groups was intended to get “both sides” of the story regarding work commutes in the
Mid-South region and ultimately to help the study team identify strategies that will offer more options
and flexibility for both employers and commuters. It is also worth noting that the surveys are closely
related because many of the employers interviewed for the survey distributed the commuter survey to
their employees.

Employer Survey
The Mid-South Regional Employer Survey was administered through phone interviews between August
2013 and October 2013 by staff from Nelson\Nygaard Consulting Associates and Trust Marketing, Inc. A
list of employers was compiled from two sources: Doing Business in Memphis, a directory and database of
Memphis and Shelby County business and industry, and the Greater Memphis Chamber of Commerce.
From this larger list, a smaller list was created for “major employers” (100 employees or more) which
were initially targeted for participation in the survey, Once all of the major employers were contacted,
staff contacted other employers on the larger list.
While the survey was publicized, most employers contacted by surveyors were “cold called” meaning they
had no advance warning of the survey. In total, approximately 375 employers were called at least once for
a yield of 96 completed interviews, which includes 17 employer interviews that were completed with a
similar, but more detailed list of questions.1
The response rate to the employer survey was quite low, with about 25% of the contacted employers
participating in the survey. This response rate may be interpreted to mean that many employers do not
identify transportation as a major concern. There were, however, several efforts to increase awareness of
the survey; staff from Trust Marketing attended the Memphis Minority Businesses Expo and handed out
business cards with information about the survey and scheduled calls with employers for several weeks in
September. Additionally, staff from the consultant team attended the Society of Human Resource
Management (SHRM) October meeting to tell people about the survey and give them an opportunity to
schedule a time for the survey. SHRM also advertised the survey in their September 2013 newsletter.

Questions on the Employer Survey focused on the following information:
1 For the full analysis of the 17 more detailed employer interviews completed as part of this project, see the Mid-South Regional
Greenprint Bus Transit to Workplace Stakeholder Report, November 2013.
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Employer profile: location and number of employees at each company/organization location



Employee work shifts: shift times, pay grades, and travel behaviors



Whether transportation is an issue for employees



Transportation resources available onsite

Commuter Survey
The Mid-South Regional Commuter Survey was administered between August 2013 and November 2013
via the online surveying platform Survey Monkey. A handful of surveys were also distributed as paper
surveys by the Memphis Bus Riders Union. As mentioned, the survey was primarily distributed by the
employers who participated in the employer survey. This approach was intentional; however, it should be
noted that there is a bias in the survey towards office workers. In total, 669 commuters responded to the
survey, which includes 245 employees of St. Jude Hospital. The Commuter Survey was publicized through
a few different efforts:


Online on the Mid-South Regional Greenprint website.



Through the Employer Survey itself. Nelson\Nygaard and Trust Marketing Staff asked each
employer during the survey if they would also send out the commuter survey to their employees.
St. Jude Hospital made the largest effort to get the survey out to their employees by sending out
an email request for all employees to complete the survey.



Presentations and staff available at the Memphis Minority Businesses Expo and SHRM October
meeting.



SHRM also advertised the Commuter Survey in their September 2013 newsletter at the same time
as the Employer Survey.

The Commuter Survey asked questions to determine the following:


General information about the commuter: age, home and work zip code



Employment: employment status, length of employment, and hourly pay rate



Work shift: shift start and end times and degree of flexibility



Commuting habits: mode of travel to work, access to a vehicle, length of commute, and regular
stops along daily commute



Commuting challenges: effect commute has on taking a job, reasons for making commute
difficult, and ideas to help with commute
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MID-SOUTH REGIONAL EMPLOYER SURVEY
As discussed, the employer survey focused on collecting information about the employers, understanding
work schedules, commute needs and the availability of programs to support commuting (see Appendix A).

Employer Profiles
Industry Sector
As mentioned, the employer survey focused on the largest employers (in terms of number of employees)
and the sample included a range of different industry sectors with 17 different sectors participating (see
Figure 1). The sectors with the most participants are transportation/distribution with 17 participants
(16%), manufacturing with 16 participants (15%), retail with 11 participants (11%), and healthcare with 11
participants (11%).
FIGURE 1

SURVEYED EMPLOYERS BY INDUSTRY SECTOR
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Number and Type of Employees
A mix of both small and large employers participated in the Employer Survey; the smallest employer has
46 employees and the largest has 9,947 employees. The healthcare, education, and manufacturing sectors
have the highest number of employees and finance, automotive, and security sectors have the lowest
number of employees (see Figure 2).
In addition to asking about industry sector, employers were also asked about the percentage of hourly
workers as compared to managers/supervisors. The finance, education, and healthcare sectors are the
only sectors that have a greater number of supervisors compared to hourly employees. The other sectors
have a greater percentage of hourly workers than supervisors (see Figure 3).
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FIGURE 2

NUMBER AND TYPE OF EMPLOYEES BY SECTOR
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FIGURE 3
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Additional Hiring
Another key question was the extent to which employers hire additional employees during certain times of
the year. Data from the survey suggests that the majority of the employers (70%) who participated in the
survey do not hire seasonally and thus do not add employees during certain times of the year.
For the 30% of total employers who do hire additional employees during certain times of the year, 20
employers hire during the holiday season-- roughly between Thanksgiving and early January (see Figure
4). Only one employer hires employees for on-call work sporadically throughout the year. Two employers
are closed during the summer months.
FIGURE 4

TYPE OF ADDITIONAL HIRING

Closed for
Summer
2
On Call
1

Holidays
20

Available Transportation Options and Incentives
Parking
Although employers were not specifically asked their employee’s primary mode of travel to work, they
were asked about the availability of parking. For most employers participating in the survey, having ample
employee parking is a priority. Indeed, only two employers do not have parking available onsite for their
employees. As shown in Figure 5, participating employers have a wide range of parking spaces available
for their employees:


Twenty employers have between 1 and 50 surface parking spaces



Fourteen employers have between 251 and 1,000 surface parking spaces



Three employers have 1-50 spaces available in a covered garage



Two employers have 250-1,000 spaces available in a covered garage

Overall, participating employers with a concrete number of spaces have 15,728 surface spaces and 3,292
spaces in garages. Several employers responded that they “have enough” parking or were unsure of the
exact number of spaces, but these employers noted that there is “plenty of parking” for their employees.
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FIGURE 5

NUMBER OF PARKING SPACES
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Proximity to MATA Bus Stop
The majority of the employers (76%) participating in the study said that their company is located near a
MATA bus stop (see Figure 6). Most employers (65%) said that the MATA bus stop is located less than a
quarter of a mile away from their location. Overall, 88% of employers have a MATA bus stop located
within a mile of their location, as shown in Figure 7.
FIGURE 6

IS THERE A MATA BUS STOP
NEARBY?

I don't
know
8%

FIGURE 7

DISTANCE TO MATA BUS STOP?

More than
1 Mile
12%

No
16%

.6 to 1
mile
14%
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76%

.25 to .5
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9%

Less than
.25 miles
65%
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Alternative Transportation Incentives
The federal government provides up to $245 per month in tax
incentives for employees who commute to work via transit and
vanpool, and a $20 monthly bonus for employees who commute by
bicycling. This program has been available since the year 2000, but
the majority (85%) of participating employers surveyed had not
even heard of these programs (see Figure 8)

FIGURE 8

HAVE EMPLOYERS HEARD
OF TRANSPORTATION
INCENTIVES?

Yes
15%

Additionally, as shown in Figure 9, only 18 employers currently
offer any sort of alternative transportation incentives to their
employees. The incentive most commonly offered by employers is
carpools or ride-matching programs; eighteen employers said that
they offer these programs to their employees. Three employers said
that they offer alternative commute information programs, such as
No
85%
bike to work day, transit information, etc. to their employees.
Additionally, three employers offer a shuttle system for employees
and one employer offers pre-tax commuter incentives such as transit passes. An additional three
employers had “other” types of transportation programs they offered to employees.

Number of Employers

FIGURE 9

INCENTIVES CURRENTLY OFFERED
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Employee Work Shifts and Pay Ranges
Work Shifts
Employers were asked to describe their employees work shifts in
order to understand the commuting demand profile. Most
employers (78%) have more than one work shift for their
employees. Of those with more than one shift, 35% have two
shifts, 46% have three shifts, and 19% have four shifts (see
Figure 10). Work shifts vary by the hour, but generally morning
and early morning shifts account for 67% of shifts, as shown in
Figure 11. Afternoon shifts (15%) and late night shifts (11%) were
more prevalent than evening shifts (7%). Most work shifts last
between 8.5 to 10 hours (71%) (see Figure 12).

FIGURE 10

NUMBER OF SHIFTS

Four
19%

Two
35%

Three
46%

In summary, the data identifies the predominant work shift that
begins in the morning and lasts between 8.5 and 10 hours.
FIGURE 11
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FIGURE 12
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Afternoon
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Evening
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Late Night
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Work Shifts by Location
By examining the areas with the highest number of employers who participated in the survey, certain
work shift by location trends become evident. The predominate work shift of employers located near the
airport is the shift beginning in the early morning (3am to 7am), while the predominant work shift of the
employers in downtown Memphis is the shift that begins at the regular morning start time (8am-11am).
The predominate work shift for employers who work near Germantown is also during the regular morning
period, as shown in Figure 13.
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FIGURE 13

WORK SHIFTS BY LOCATION
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Work Shift Flexibility
Employers were asked whether their
FIGURE 14
EMPLOYEE WORK SHIFT FLEXIBILITY
employees needed to start and end work at an
exact time or if they had some flexibility as to
Flexible
Somewhat
17%
when their shift began and ended. The
Flexible
20%
majority of employers (63%) said that their
employees start and end times are not flexible.
Not
In these cases, employees have to get to work
Flexible
before their shift starts and this often means
63%
they must arrive at work a few minutes before
they begin working. Only 17% of employers
have flexible work shifts that allow employees
to have some leeway in their work start and
end times, as shown in Figure 14. This is important to know when planning transportation options
because it means that any new options have to allow time before the start and after the end of each shift to
allow employees to prepare.

Hourly Pay Rates
Employers were asked to provide the average pay rates for their hourly employees, which will help
identify how changes in the cost of transportation impact an employee’s income. As shown in Figure 15,
the majority of employers (70%) pay their hourly employees more than $12 per hour – 42% of employers
pay $12-$15 per hour and 28% pay more than $15 per hour – and only 4% pay less than $8 per hour (the
minimum wage in Tennessee is $7.25 per hour).
To put this hourly rate in perspective, employees who have to travel about 15-20 miles each way to work
(such as those commuting from Downtown Memphis to Ingram Micro in Millington) could spend as much
as $22 per day on transportation, which is about 1.5 hours of paid work.
FIGURE 15

SALARY BY EMPLOYER FOR HOURLY WORKERS

More than
$15
28%
$12-$15
42%
Less than $8
4%
$8-$12
26%
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Perception of Need
Generally, employers do not perceive transportation to be a challenge for them in hiring and retaining
employees. The majority of employers (69%) said that transportation is not a challenge, noting how the
vast majority of employees drive their own vehicle and park in free parking at the employer’s location
(Figure 16). Employers who said that transportation is an issue for their employees (31%) stated that these
challenges stem from a variety of reasons:


Some employees depend on limited bus service
to get to work

FIGURE 16



Employees who live in downtown Memphis do
not have cars so it is difficult for them to get to
a job that is not accessible by public transit

Yes
31%



When gas prices increase, driving becomes
prohibitively expensive for some employees



Some employees have to get rides from other
employees because they do not own a car



Employees take the bus to work, but then their work shift will change and they will need to go
home but the bus only runs during certain times of the day



For those employees who get paid the lowest salaries, the cost of driving a personal vehicle is too
costly



Parking fees on college and hospital campuses are a problem



Most people drive to work, but if more reliable public transportation was available, many
employees would take it

IS TRANSPORTATION A
CHALLENGE?

No
69%

Employers who Perceive Transportation as a Challenge
For the 31% of participating employers who do perceive transportation to be a challenge for them in hiring
and retaining employees, the following analysis was completed to obtain further information.
There were a higher number of employers who perceive transportation to be a problem for employees in
five different areas: near the airport, Germantown, Bartlett, downtown Memphis, and Millington (as
shown in Figure 17
Location of Employers – Figure 17.
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FIGURE 17

LOCATION OF EMPLOYERS – TRANSPORTATION IS A CHALLENGE
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As shown in Figure 18, employers who perceive transportation as a challenge are largely in healthcare,
transportation/distribution, staffing - and to a lesser extent, manufacturing - sectors.
EMPLOYERS BY INDUSTRY / SECTOR – TRANSPORTATION IS A CHALLENGE
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5
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3
2
1
0
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FIGURE 18

Industry/Sector
Surprisingly, the hourly amount that employers pay their employees does not have an impact on whether
employers perceive that their employees find transportation a challenge, as shown in Figure 19. It is not
surprising; however, that the majority of these employers have work shifts that begin in the early morning
(between 3am-7am), as shown in Figure 20.
EMPLOYER PAY RANGE –
TRANSPORTATION IS A CHALLEGE
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FIGURE 20
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FIGURE 19

EMPLOYERS BY WORK SHIFT – TRANSPORTATION IS
A CHALLENGE
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Proximity of an employer’s location to a MATA bus stop does not seem to affect whether that employer
perceives transportation to be a challenge for their employees, as shown in Figure 21. Nine of these
employers located are within 1/10th of a mile walking distance from a MATA bus stop. Only four of these
employers are not within walking distance of any MATA bus stops.

Number of employers

FIGURE 21

DISTANCE FROM BUS STOP – TRANSPORTATION IS A CHALLENGE
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MID-SOUTH REGIONAL COMMUTER SURVEY
The commuter survey was designed to collect the experiences and perceptions of people commuting to
and from work in the Mid-South Region. The survey was primarily distributed on-line and via the
employers who also participated in the employer survey; however, the survey was also advertised in a
number of venues and in some cases was available as a paper survey. A copy of the commuter survey is
available in Appendix A.

Commuter Profile
Commuter Age
The majority of commuters who responded to the MidSouth Regional Commuter Survey are between the ages
of 25 and 54 (67%) (see Figure 22).

FIGURE 22

AGE OF COMMUTERS
65+
6%

54 to 64
22%

Employee Home and Work Zip Codes
The survey asked commuters to provide their home and
work zip code, which was used to develop a map (see
Figure 23) showing the most common travel to work
patterns.

18 to 24
5%
25 to 34
24%

35 to 54
43%

The most common travel to work patterns are as follows:


Midtown Memphis (38104) to Downtown Memphis (38103)



Midtown Memphis (38104) to Midtown Memphis (38104)



Memphis near I-240/Airport (38111) to Downtown Memphis (38103)



Midtown Memphis (38112) to Midtown Memphis (38112)



Downtown Memphis (38103) to Downtown Memphis (38103)



Midtown Memphis (38112) to Downtown Memphis (38103)



North Memphis (38107) to Downtown Memphis (38103)



West Memphis (72301) to West Memphis (72301)



Midtown Memphis (38112) to Midtown Memphis (38104)



Midtown Memphis (38104) to Memphis (near I-240 38111)



Midtown Memphis (38104) to Midtown Memphis (38112)



Midtown Memphis (38104) to Memphis below Poplar Avenue near U of M (38152)



Collierville (38017) to Memphis near Germantown (38197)



Memphis New Pathways (38126) to Memphis New Pathways (38126) commuters

Nelson\Nygaard Consulting Associates Inc. | 15

FIGURE 23

COMMON TRAVEL TO WORK PATTERNS
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Employment Profile
Employment Status
As shown in Figure 24, most of the survey respondents are employed full-time (79%). Only 8% are
employed part-time, plus another 3% said they are unemployed but looking for employment and 2%
identified themselves as not working. Additionally, about 5% identified themselves as students.
FIGURE 24

EMPLOYMENT STATUS
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Length of Employment and Hourly Pay Rate
In general, respondents to the survey reported working for their current employer for multiple years (see
Figure 25). More than 50% of commuters have been working for their current employer for more than five
years and 32% have been working for their current employer for more than ten years. Only 18% of
employers have been working for their current employer for one year or less.
Commuters also reported their hourly pay rates by identifying a range. Overall, hourly pay per hour is
relatively high; the minimum wage in Tennessee is $7.25 per hour. 75% of respondents are paid $15 or
more per hour, 11% are paid $12-15 per hour, 11% are paid $8-$12 per hour, and only 3% reported being
paid less than $8 per hour.
FIGURE 25
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Work Shifts
Generally speaking, commuters reported that they arrive and depart from work during the standard
business hours, roughly 8:00 am to 5: 00 pm. This schedule is constant regardless of the work day,
including Saturday and Sunday.

Work Days
As shown in Figure 27, commuters who participated in the survey generally work Monday to Friday
(about 500 commuters per day). Friday has almost 50 less commuters than on Monday, most likely
because some commuters are allowed to work from home on Friday. Saturday and Sunday each have
about 1/5 the number of weekday commuters. Only 120 people commute to work on Saturday and only
100 on Sunday.
FIGURE 27
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Weekday Work Shifts
Slightly less than 50% of commuters begin work on weekdays at 8:00 am and about 40% of them arrive
either at 7:00 am or 9:00 am, which means that more than 85% of commuters arrive at work between
7:00 am and 9:00 am (see Figure 28). There is a small group of commuters (about 5%) who arrive at work
at either 6:00 am or 10:00 am, plus another cluster of commuters who arrive at work between 3:00pm
and 9:00 pm.
More than 40% of commuters depart work at 5:00pm, and almost 40% depart at either 4:00 pm or 6:00
pm, which means that almost 80% depart work between 4:00 pm and 6:00 pm Monday through Friday.
This finding is also consistent with the employer data which suggests most employers have shift lengths of
between 8.5 and 1o hours.
FIGURE 28
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Weekend Work Shifts
Similar to weekdays, commuters generally stick to the 8:00 am start time and 5:00 pm end time on
Saturday and Sunday. As shown in Figure 29, about 50% of commuters arrive at work on the weekend at
8:00 am and a little more than 30% of them arrive either at 7:00 am or 9:00 am, which means that more
than 80% of commuters arrive at work between 7:00am and 9:00 am, even on the weekend.
Unlike the weekday schedule, however, there is a larger group of commuters who arrive at work later in
the morning between 9:30 and 10:00 am (almost 10%) than 6:00 am (only 2%). The outliers to the
traditional “8 to 5” commuters tend to arrive at work between 12:00pm and 3:00pm to start an afternoon
work shift.
About 40% of commuters depart work at 5:00pm on the weekend (Sunday has a higher percentage than
Saturday), and more than 20% depart at either 4:00 pm or 6:00 pm, which means that about 60% depart
work between 4:00 pm and 6:00 pm. There are also a handful of commuters (about 10%) who depart
work at either 3:00 pm or 7:00 pm and about 10% of commuters leave work at 7:00 or 8:00 am (and
likely started at 7:00 or 8:00 pm the day before). Another 5% of commuters leave at 11:00 pm (and likely
started between 12:00 and 3:00 pm that same day).
FIGURE 29
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Flexibility of Work Shift
Employers and commuters were both asked about flexibility in work start and end times. The majority of
employers (73%) said that there is no flexibility; however, the majority of commuters (83%) said that they
have at least some flexibility in their work start and end times. The difference between the two questions
is that the employers were given an open ended response and commuters had to choose from levels of
flexibility. But they are essentially the same question.
46% of commuters have flexible schedules meaning that their employer allows them to begin and end
work at slightly different times than their official start time (allowing them additional time to prepare).
The next largest group of commuters (25%) has somewhat flexible work schedules meaning that they are
allowed to arrive and leave a few minutes early or late for work. A small percentage of commuters (17%)
have no flexibility and need to arrive and leave work at the exact same time. An even smaller percentage
(12%) of commuters said that their work schedule is very flexible allowing them to set their own work
hours, as shown in Figure 30.

Nelson\Nygaard Consulting Associates Inc. | 19

FIGURE 30
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Travel to Work
Mode of Travel
As discussed in the Employer Survey, the Commuter Survey asked participants to pick the mode of
transportation they most frequently take to work. The majority of commuters who participated in the
survey (78%) drive their own vehicle alone to and from work (see Figure 31). The next most common
modes of travel are public transportation (7%), and carpooling/sharing a ride with family or friends (7%).
Only 4% of commuters ride their bicycle to work and another 2% walk to work.
Interestingly, even though 88% of commuters have access to a vehicle that they are able to use every day
(see Figure 32), only 78% drive their vehicle to work. This means that 10% have the option to drive but
choose to take alternative transportation.
FIGURE 31

TRAVEL MODE TO AND FROM WORK

FIGURE 32
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Commute Time and Regular Stops
The majority of commuters (88%) reported spending 45 minutes or less getting to or from work (see
Figure 33). The most common commute time is 16-30 minutes (37%), followed by 0-15 minutes (29%0
and 31-45 minutes (22%). Only 5% of commuters spent more than an hour and 7% spend between 46
minutes and an hour commuting to work.
Commuters were also asked how often they make the regular stops along their commute to work. As
shown in Figure 34, the majority of commuters (65%) do not make regular stops on their way into work.
The 45% of commuters who do make regular stops are primarily dropping off/picking up children (17%)
or run personal errands (12%).
FIGURE 33
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Travel to Work Obstacles
A regional concern is that people have to turn down or change jobs
due to the lack of affordable transportation options in the region.
The survey asked commuters if they ever had to turn down or
change jobs because transportation to and from work is too
difficult. The majority of commuters (84%) said they have not had
to turn down or change jobs because of a difficult commute, but
16% of commuters have experienced a commute that was enough of
an obstacle to warrant leaving a job or turning one down (see
Figure 35).

FIGURE 35

When asked about the factors that make their commute to work
challenging, the most common response (30%) is that the cost of
gas, car ownership and car maintenance is very high (see Figure
36). Other common responses are as follows:

IS TRANSPORTATION
AN OBSTACLE TO
WORK?

Yes
16%

No
84%



The commute time or distance is too long (18%)



The MATA bus does not come often enough or at the right time (16%)



Traffic along the way is a problem (14%)
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Very few commuters think that issues with their carpool, the walk to or from the bus station, or the cost of
the bus are factors in making their commute difficult.
FIGURE 36
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Ideas for Improvement
Commuters were asked to chose among six listed ideas that interested them the most and, potentially,
could encourage them use a different way to get to and/or from work (see Figure 37). Commuters were
interested in the following:


Improvements to sidewalks and/or walking paths (50%, 223 responses)



More bus service (46%, 219 responses)



More bicycle lanes, paths or routes to/from work (43%, 197 responses)



Buses at different times (39%, 173 responses)



A program that helps pay for bus passes (24%, 107 responses)



Help arranging a carpool or vanpool (15.6%, 70 responses)
FIGURE 37
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Commuters were also given the option to add a written comment at the end of the survey of other ideas or
suggestions that would make getting to work easier for them. 143 commuters provided suggestions that
were useful for this study. These were then grouped into categories, as detailed below (see Figure 38):


Improve and/or add non-bus mode options, e.g. biking/walking/carpool lane/light rail (35%, 50
responses)



More bus routes/more frequent bus schedules (34%, 48 responses)



More commuter service, e.g. bus/rail/park and ride options (13%, 19 responses)



Bus amenities and/or comfort issues, e.g. bus shelters, real time info, more seats on buses, unsafe,
etc. (8%, 12 responses)



Later and/or earlier service (5%, 7 responses)



On time performance issues (3%, 5 responses)



Cost of service and/or funding issues (1%, 2 responses)
FIGURE 38
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Introduction to
Transportation Demand Management (TDM)

What is Transportation Demand
Management (TDM)?

Set of actions that
manage the
number of people
who commute by
driving alone

Mitigates this
demand without
large infrastructure
investments.

Implementation at
the employer or
local area level

Why Employer TDM?
Cost effective solution to overall transportation challenges
For Employees:

Equity
• decrease
transportation burden
and increase access to
jobs for more people

Stronger
workforce
• More employees
can access more
jobs

Sustainability
• pollution and
congestion
reduction

• Improved
Accessibility
• Quality of life
• Cost savings
• Provides travel
options

For Employers:
• Help recruit and
retain employees
• Road and
parking facility
cost savings
• More efficient
land use

Best TDM Approaches
 Working together
– coordinating and integrating operations and TDM programs between multiple
employers/institutions, and with municipality and transit

 Measuring up
– strong leadership to coordinate TDM, set mode split targets, and report progress

 Being entrepreneurial
– induce by providing capacity (transit, bike facilities, pedestrian connections) and
price where demand (parking)

 Taking the very long view
– adopt policies that imbed multimodal facilities and TDM into the land development
process

 Making it easy
– using technology and media to improve awareness AND assist with travel planning

4

Employment in the Greenprint Area
 Employment and population centers are often far apart.
 TDM can provide a variety of opportunities to help people get where they
need to go.

Population Density

Employment Density

Employment in the Greenprint Area
 Employment and population centers are often far apart.
 TDM can provide a variety of opportunities to help people get where they
need to go.

Population Density

Key Employment
Centers

Employment Density

TDM and Transit
 Transit is an efficient
form of transportation

 …but it is not the only or
most appropriate answer
Other programs can
support/supplement transit by:
• Increasing bicycling/walking
• Aligning shift times so that more
people travel simultaneously
• Subsidizing transit passes
• Helping with trip planning

60 people commuting in private vehicles
use more resources than 60 people in
one bus.

TDM and the Greenprint
Greenprint includes policies and plans for:
•
•
•
•

Greenways
Bike trails
Walking paths
More “multi-modal” routes with facilities for bicycles
and pedestrians such as bicycle lanes and sidewalks
• Land use, including the location of affordable housing

Not only will these improvements encourage bicycling
and walking, they can support transit use by making
the “last mile” connections between home/work and
transit shorter and/or more appealing.

What Can Be Done Soon
 Coordination
–
–
–
–

Work with adjacent/similar employers
Advocate for specific improvements
Jointly provide TDM programs/services
Create a formal Transportation Management
Association (TMA)

 Transit
–
–
–

Payroll deducted transit passes (with tax credit)
Collaborate on/Advocate for service improvements
Provide (shuttles) or subsidize (MATA) service

 Improve Last Mile Connections
– Sidewalks/Pedestrian Access
– Connections to transit/bike paths/roadways

 Provide Bicycle Facilities
– Bicycle storage/Lockers
– Showers/Changing facilities

 Other Programs
–
–
–

Carpool/Vanpool & Rideshare Matching
Incentives
Guaranteed Ride Home

MID-SOUTH REGIONAL GREENPRINT
AND SUSTAINABILITY PLAN

TRANSPORTATION
DEMAND
MANAGEMENT
STRATEGIES
1. INTRODUCTION
2. OVERVIEW OF TDM STRATEGIES
3. FUNDING
4. EMPLOYER- / WORKSITE-BASED TDM STRATEGIES
5. REGIONAL TDM STRATEGIES

introduction
The Memphis and Shelby County Office of Sustainability, in coordination with a consortium of municipalities, organizations, and stakeholders, is developing a plan to enhance regional livability
and sustainability while helping guide regional growth and development. The plan, known as the
Mid-South Regional Greenprint and Sustainability Plan, includes a three-state, four-county region
that is roughly consistent with the Memphis urbanized area. The region is centered on the City of
Memphis and includes Shelby County and Fayette County, Tennessee, as well as parts of northern
Mississippi (DeSoto County) and eastern Arkansas (Crittenden County).
The Greenprint is a wide-reaching effort designed to create a regional vision and strategic plan that
will strengthen economic opportunities and, at the same time, ensure that growth is concurrent with
other regional goals and objectives, including environmental stewardship and economic equity. A
key part of the project is to ensure that benefits generated by regional growth are accessible to the
broader community and distributed equitably across the region.
An equitable distribution involves ensuring that as many people as possible have access to regional
benefits- especially employment. Identifying strategies to help diversify and expand travel options
in the Mid-South Region is the focus of the Bus Transit to Workplace Study, one of the sub-tasks to the
overall Regional Greenprint and Sustainability Plan.
The mobility needs in the Mid-South Region are well beyond expanded bus transit. Congruent with
the work being completed through the Regional Greenprint Plan, a broader definition of and strategies for overall Access to Work was needed. Employment in the Mid-South area is diverse, with key
employment nodes in industrial or suburban areas, removed from easy transit access. This geographic, and even temporal, distribution of employment demands a more targeted and far-reaching
set of solutions to meet the transportation needs of the greater Memphis region. A series of potential
transportation solutions has thus been created to help guide Access to Work improvements, which
may be employed at an employer, local or regional level.
The Transportation Demand Management Toolkit (“TDM Toolkit”), is designed to help diversify
regional travel options by introducing a series of strategies to the region known as transportation
demand management, or TDM. Across the United States, communities, regions and employers have
used TDM as part of other strategies to help manage growth, alleviate congestion, and encourage
economic development. In the Mid-South Region, the main objective is to increase the accessibility of employment, much of which is located in suburban areas and is inaccessible due to a lack of
regional transit service. Providing greater access helps both potential employees by opening up
economic opportunities and employers by enlarging their potential labor pool and minimizing costs.
In many cases, there are direct tax benefits or available funding for the implementation of these
Access to Work strategies.
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TDM strategies are based on the premise that current travel patterns are designed to favor driving
alone. Employers around the Mid-South region have located in areas where they are assured access
to large parking lots and are able to provide “free” parking to employees. As a rule of thumb, however,
a surface parking space costs about $3,000 to build, plus annual maintenance, tax and opportunity
costs. A space in a covered parking structure costs a minimum of $20,000 per space to build and
another $150/year to maintain. In addition, people who can’t or don’t drive often pay high costs
to get to work – either in terms of time-consuming transit trips, high transit fares and/or long or
uncomfortable bike or walk trips. TDM strategies work to level this playing field by creating options
that make it less expensive for people to ride the bus, safer for people to walk or ride their bikes, and
easier to create carpools.
The TDM Toolkit provides an overview of the most common and widely used transportation demand
management (TDM) strategies in the United States. TDM strategies are designed to work together,
with the most significant impact on creating options and changing travel behaviors arising from
implementing different combinations of strategies. Individual employers, sub-regions and communities can tailor strategic packages that work best with their unique conditions and circumstances.
The goal of the Toolkit is to educate employers and policy makers about the program and opportunities available through TDM and to encourage development of the strategies.
Most of the strategies are designed to be implemented by employers but can be established or
assisted on an area, municipal or regional level. Employers around the country, recognizing that
difficult or costly commutes is one of the primary reasons employee leave their jobs, have demonstrated an interest and willingness to develop these strategies because they have proven effective at
helping employers attract and retain a quality workforce.
The public sector is an important participant in this conversation for two reasons. First, government
is a major regional employer with a large municipal and county workforce concentrated in downtown
Memphis and along Poplar Avenue. As in the private sector, attracting and retaining workers is
important to successful operations, and being able to reach a larger pool of employees will strengthen operations. Second, experience suggests that the private sector often – but not always – looks
to the public sector for initiative and inspiration on TDM strategies. As a result, in many cases, the
public sector should be at the forefront of TDM policy development and implementation, including
bringing likely partners together, brokering arrangements for service provision, or even as a funding
applicant.
Policy makers are also critical to the development of a successful regional TDM program. Implementation requires a change in the status quo as well as an investment of time and money. Support from
policy makers, to either be the first to implement new programs or to dedicate staff resources to
developing the program, are an essential part of making it work. A key objective of the TDM Toolkit,
therefore, is to educate policy makers about the potential of TDM and the potential benefits for the
Mid-South Region.
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overview of TDM strategies
The TDM Toolkit developed for the Access to Work component of the Mid-South Regional Greenprint
Plan consists of 15 strategies that are roughly categorized as either employer-based strategies or
regional strategies.
 Employer- or worksite-based strategies are programs and incentives to help diversity of commute
options and create lower-cost options for how people get to and from work. These strategies are
designed to be implemented by employers; however, experience around the country suggests
that employers will need support, encouragement and technical advice to be easily initiated by
employers.
 Regional TDM strategies are programs and services that are best implemented on a larger scale,
such as a neighborhood (i.e., the medical district) or a large employment center (i.e., President’s
Island). In some cases, regional strategies may be implemented on a much broader scale, such
as throughout the Mid-South Region. Some regional TDM strategies require policy initiatives and
coordination across multiple government entities, while others may be initiated or managed at a
regional level but implemented locally.

Employer- or Worksite-Based Strategies

Regional Strategies

1. Employer Shuttles

1. Universal Pass Programs (U-Pass)

2. Employer-Subsidized Transit/Vanpool Passes

2. Vanpools

3. Commuter Bus Service

3. Park-and-Ride Lot Development

4. Seasonal Bus Service

4. Pedestrian Facilities/ Safe Routes to Work

5. Parking Cash-Out

5. Carpooling, Rideshare, and Ride Matching Services

6. Commuter Bike Benefits

6. Transportation Management Associations (TMAs)

7. On-site Bicycle Facilities

7. Guaranteed Ride Home Programs
8. Transit Funding Strategy
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funding
A critical question in moving forward with TDM strategies is potential funding. TDM strategies, by
design, are intended to encourage and reward alternative forms of transportation, including ridesharing, transit, biking and walking. In most cases, TDM expenditures equal or can reduce the
investments employers are already making in parking. However, implementation still requires an
investment in time, resources and money.
About half of the strategies included the TDM Toolkit are employer-based strategies. These strategies could be initiated and led by employers, and in most cases, employers may also be required
to invest in these programs. There are some strategies, such as transit and vanpool fare subsidies
and bike benefits, where investments made by employers are tax deductable, helping to reduce or
minimize the financial impacts. Actual costs will vary based on employment size and the number
of employees who participate in the program. National experience suggests, however, that the
long-term benefits outweigh costs.
There are other strategies, such as development of park-and-ride lots and improvements to pedestrian and bicycle facilities, that are typically funded by the public sector. Moreover, other strategies,
such as ridesharing or vanpool programs or a guaranteed ride home program, are of a scale on which
the public sector can typically take the lead in developing and managing supporting infrastructure or
systems. The public sector may also take responsibility for marketing and encouraging participation
in any implemented programs. These programs are eligible for funding under some of the traditional
federal transportation programs, including those administered by the Federal Transit Administration
(FTA) and the Federal Highways Administration (FHWA). Because TDM strategies typically reduce
drive-alone commuting, many regions fund their programs with Congestion Mitigation Air Quality
(CMAQ) funds.
Under the new federal transportation legislation, Moving Ahead for Progress in the 21st Century
(MAP-21), CMAQ funds continue to be eligible for projects that increase vehicle occupancy rates or
otherwise reduce demand for peak period travel, some expanded use for transit operations and
workforce development, training, and education activities. TDM programs also tend to be very
low-cost as compared to other transportation projects and programs and offer relatively cost-effective solutions to regional transportation issues.
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employer- / worksite-based TDM strategies
»»
»»
»»
»»
»»
»»
»»

Employer Shuttles
Employer-Subsidized Transit Pass
Commuter Bus Service
Seasonal Bus Service
Parking Cash-Out
Commuter Bicycle Benefits
On-site Bicycle Facilities

employer shuttles
Employer-, or site-specific, shuttles connect employment sites with the closest or most convenient
transit stations or centers. Shuttles can provide service for employees that meets the “last mile”
challenge of getting from a transit station or stop that may be near but not within walking distance
to their job. Employer shuttles usually operate at work shift times and can be operated by a single
employer or a combination of employers. Shuttles may be operated as a partnership between a
transit agency and a major employer.
Shuttle services typically serve riders in a well-defined area or along a specific route and provide convenient and direct service to desired destinations. They function as an important first-mile/last-mile
connection and often connect to a major transit service. If the service receives public funding, then
it must be open to the general public, but routes and schedules can be customized to the needs of
the employer.

How it works
If a shuttle serves a single employer, then it would typically be managed and operated by that
employer. If a shuttle serves employment centers or corridors, Transportation Management Association (TMA) can organize group of employers to operate the bus. TMA’s can be an effective third
party to design the service, allocate costs and balance needs among multiple stakeholders. TMA’s, in
turn, could operate the service themselves or contract with a public or private service provider. Most
employer shuttles operate “fare-free” as most riders are associated with the employer or institution
paying for the route.
Employer shuttles are simple when they are designed to serve one site, but this approach can be
more expensive than a single entity would like to pay. If shuttles serve multiple employers, operations and management are more complicated, but the cost to each organization is lower, and could
serve more riders.
Developing an employer- or site specific shuttle service involves the following steps:
 Develop a shuttle service plan including operating hours, alignment/operating path, any special
vehicle requirements and the frequency of service.
 Develop a management plan for implementation, including roles and responsibilities for overseeing and managing the service.
 Finalize running times for the development of accurate route schedules.
 Establish marketing, outreach and staff orientation plans.

Best Practice
The Dallas Area Rapid Transit in DFW region, Texas, participates in
several site-specific shuttle partnerships, in partnership with universities,
major employers, and retail destinations. Serving the dozens of employers
scattered around DFW Airport with traditional fixed-route bus service is
impractical for several reasons. The airport covers an area of more than
18,000 acres, with numerous office parks, warehouses, and industrial
zones lining Airfield Drive, which forms an almost complete loop around
the airport. Developments are spaced miles apart in some cases, and many are set back quite
a distance from Airfield Drive. Most importantly, unlike the central terminal area where air
travelers and employees combine to create a constant flow of shuttle passengers, potential
ridership along airfield drive is limited to a handful of shift change times. DART’s policy allows
the agency to provide up to 50% operating funding for services operated by employers or
third-party private entities when the service reduces DART’s requirements for regular bus
service or expands coverage to areas within the DART service area, but not served by existing
routes.
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Application to Mid-South
Aerotropolis
The area around the Memphis International Airport, known as the Aerotropolis, is the largest
concentration of jobs in the Mid-South Region. There is transit service to the Aerotropolis
area, with service density and frequency concentrated at the two MATA service hubs
(“terminals”) at Airways and American Way. The challenge for many workers, however,
is the last mile connection from the MATA terminals to the employment site. In some cases,
there is additional service that could bring workers closer to their worksite, but service
is less frequent or not well timed to shift start or end times. Even where a MATA bus can
get workers close to employment sites, the connecting environment often lacks sidewalks,
crosswalks and bike paths. Designed for moving traffic and freight, many of the Aetropolis
corridors operate at high vehicular speeds. To connect the many Aerotropolis employees
to density of existing service, an employer shuttle could be operated from Airways and/
or American Way to specific worksites.
As an order of magnitude estimate, operating a shuttle service for seven hours a day (e.g.,
6:00 a.m. to 9:30 a.m. and 2:30 p.m. to 6:00 p.m.) and 250 days per year, inclusive of
marketing and administrative, would be approximately $120,000 annually1. (Depending
on the number of employers participating in shuttle operations, the cost per employer may
range from $12,000 to $20,000 per year.)
There are several large employers at the Aerotropolis, thus a potential shuttle service could
likely serve multiple organizations and employers. To get a program started, therefore,
would require an entity to broker the deal and assume responsibility for finding partners,
developing a cost-sharing agreement and crafting an effective service plan. The process
of developing a shuttle may also catalyze a TMA and other employer transportation
programs.
1

Assumes one vehicle and an hourly operating cost of $60 per hour. Estimate does not include capital costs.

Best Practice
Emery Go-Round - Emeryville, California, is a small community located in the San Francisco Bay area, on the east
bay between the cities of Oakland and Berkeley. It is located near the Bay Area Regional Transit (BART) service area
but is too far to walk for most people. As key part of Emeryville economic development strategy, therefore, involved
ensuring that the community was accessible to as many people as possible.
A key part of this economic development strategy was the Emery Go-Round shuttle. The shuttle was established in
1995 and continues to operate today with three services all free. These private transportation services are open to
all Emeryville residents, shoppers, visitors and employees of Emeryville businesses. The vast majority of funding for
the Emery Go-Round shuttle is provided by commercial property owners in the citywide transportation business
improvement district. Last year, the shuttle carried 1.5 million riders.
Service is operated by the Emeryville Transportation Management Association, a non-profit organization whose primary purpose is to increase
access and mobility to, from and within Emeryville while alleviating
congestion through operation of the shuttle program. The TMA Board
of Directors, which also serves as the official representative of property
owners for the business improvement district, sets the service parameters for the Emery Go-Round, provides fiscal oversight, approves the
annual operating budget and sets organizational policy.
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employer-subsidized transit pass
Employer Transit Fare Programs are typically organized as a partnership between the transit agency
and local employers, and provide free or discounted bus passes to employees. This is a relatively
simple program that, while easily administered, can have a significant impact on commute patterns
and is appreciated by employees.
Transit commuter benefits, including subsidized or free bus passes and/or
vanpool passes, are unlike flexible spending accounts in that they are not
subject to complex disclosures and reporting requirements. Tax-free transit
commuter benefits are used by employers throughout the U.S. to subsidize
the cost of employee commutes. The benefit is also tax-free to the employee
and tax-deductible for employers under the federal government. This strategy
has been shown to increase transit ridership in both the short and long term.
Typically, transit passes are provided as part of a larger transportation
demand management (TDM) program that includes parking cash-out, bike/
walk commute benefits or other incentives to encourage employees to use
different transportation modes.

How it works
The federal tax code allows employers to offer tax-free benefits for the purposes
of taking transit, vanpooling, and paying for parking. These “Qualified Transportation Fringe Benefits” are deducted from corporate gross income for taxes
paid by the employer. Both employers and employees save on taxes because
neither pays federal income or payroll taxes on these benefits.
Benefits include:
 Up to $230 is excludable from gross income per month for vanpooling and
transit
 Up to $230 is excludable for parking
Employers may also offer employees $20 per month for reasonable expenses
associated with bicycling to work (see commuter bicycle benefits for complementary strategy).
The program can have contributions paid in one of three ways:
1. Employer Paid : the employer pays the full benefit and gets the payroll tax
reduction and business expense.

Step-by-step instructions for an employer
1. Determine how you want the benefit to work
 Will you pay for all of the bus pass or subsidize
part of it?
 Do you want to sell tickets or monthly passes
or both?
2. Set up payroll deduction for the transit benefit.
 As of January 1, 2014, $130 per month of
commuting costs are exempt from federal
income and payroll taxes
3. Create marketing materials to tell employees you
are going to offer the benefit.
4. Work with MATA to buy and distribute fare media
 Can be monthly passes or tickets?
 Can also be used for vanpool fares?
5. Record employees purchase of the bus pass or
tickets and the amount paid
See also the IRS publication, “Employer’s Tax Guide
to Fringe Benefits” (http://www.irs.gov/pub/irs-pdf/
p15b.pdf)

2. Employee Paid : the employer sets up the program and allows employees
to put away pre-tax income for the vanpool or transit expense, saving them
taxes.
3. Employer/Employee Cost-Sharing : the employee receives a tax-free subsidy for part of his/her
commuting expense and the employer’s federal payroll taxes are reduced on the amount of the
subsidy.

Some employers have had success using third-party vendors to help manage the program, but many
employers are able to manage the program internally. The Internal Revenue Service (IRS) recommends employers maintain the following records as part of the program:
 Documentation on purchase of vouchers
 List of program participants
 Enrollment/registration forms filled out by
employees showing willingness to participate

 Authorization forms that allow employers to
set aside wages for “qualified fringe transportation benefits”
 Record of cash reimbursements

There are no further substantiation requirements if employer distributes vouchers and no written
plan or IRS permission is necessary to implement a program.
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Application to Memphis
Employers located in downtown (such as the City of Memphis and Shelby County) and
midtown Memphis (Le Bonheur Children’s Hospital, University of Tennessee) are excellent
candidates for an employer transit pass program, as are employers that already have a
high number of people commuting by transit, such as FedEx.
The City of Memphis and Shelby County, for example, provide employees with free
parking but do not offer a transit benefit. As such, they are rewarding people who drive
to work and effectively discouraging people who use transit, even though the City of
Memphis is a primary contributor to MATA and the City must provide overflow parking to
accommodate all employees. Providing a subsidized (or free) transit pass to employees
incentivizes employees for using transit and supporting a city-funded program. The transit
benefit program would also encourage the county’s vanpool program.
FedEx has some 30,000 employees at its facility on Democrat Road, many of whom use
MATA to get to/from work. Subsidizing transit passes would be greatly appreciated by
employees already using the bus as it would increase their incomes; it is also likely that
the benefit would encourage more people to commute by transit. An increase in ridership
would also encourage MATA to increase service to Democrat Road, which would make the
service more attractive for more employees. Offering subsidized passes also encourages
transit use for non-work trips, increasing MATA’s effectiveness and providing other benefits
for employees

Other potential locations
Methodist Hospital (Bellevue Blvd) | Veterans Affairs Medical Center (Poplar Ave) | IRS (Shelby Dr)

Best Practices
Barnes Jewish and St. Louis Children’s Hospital, Missouri, has provided transit pass subsidies for employees
since 2006. The passes offer unlimited travel for employees commuting to the hospital by MetroBus or MetroLink
during the month of purchase. The hospital offers a $20 subsidy and employees who purchase the pass through
payroll deduction are eligible to receive a discount. Over 50% of hospital employees participate, including many
who travel from rural areas outside of St. Louis.
The hospital also offers a shuttle to/from transit stations, a Guaranteed Ride Home program, ridematch services
for carpoolers, secure bicycle parking and showers. The hospital also has an on-campus transit hub, which they
say showcases the campus as an attractive place to work.
Duke Energy employs nearly 2,500 people in downtown Charlotte, NC, in an area known as Uptown that is well
served by transit. Initially about 100 employees commuted by transit. In 2006, Duke Energy began offering a
$50 monthly subsidy towards the purchase of a Charlotte Area Transit (CATS) transit services, either in a form of
monthly bus pass or a vanpool pass. By the end of 2006, the number of people participating in the program and
commuting by transit more than doubled to 225 people. In 2007, Duke Energy increased the subsidy to cover the
full cost of either a bus pass or vanpool program and participation. At the end of 2007, CATS opened its light rail
line, and program participation increased to nearly 385 employees, or roughly 16% of the employees eligible for
the program.
Employee feedback has been incredibly positive, such that Duke Energy expanded the program to employees
based in Cincinnati, Ohio, and Houston, Texas. In addition, Duke Energy expanded the program so that people
purchasing monthly transit passes also receive two free parking passes each month. The employee commute
program also includes free parking for carpools and vanpools, new bike parking facilities, showers and lockers for
bike commuters and an internal Transit Subsidy Program webpage where employees can learn more about the
program.
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commuter bus service
Commuter bus services are bus services designed to serve a very specific need such as transporting
to/from a specific work site or work shift. The term commuter buses can also be used to reference
express bus service from park and ride lots into a downtown destination, but for purposes of this
TDM Toolkit, the term has been defined to mean a bus that is designed specifically to bring people
to and from a particular work site. Commuter buses are often a direct replacement of, rather than an
additive service to, existing public transportation.

How it works
Commuter buses are typically an employer or Transportation Management Association (TMA) initiative and designed by the sponsor(s) to meet a very specific need, such as getting workers from one or
more neighborhoods to work. In most cases, services are fully paid for by the sponsoring entity. To
date, most commuter buses have not been able to access federal or state funds to help operate the
service. Most examples of employer-sponsored commuter buses have grown out of a need to attract
and retain employees in areas with high commuting costs due to long or expensive travel and/or
high time costs associated with congested travel conditions. It is also true that many commuter bus
programs evolved out of other TDM programs, including employer-provided/subsidized bus passes,
expansive vanpool programs and other support programs such as ride-matching, guaranteed ride
home, etc.
Commuter buses have become increasingly
popular in and around communities with a
signification proportion of people employed
are high-tech industries, such as the San
Francisco Bay Area in California and Seattle,
Washington. In most cases, employers developing private commuter bus services
already work closely with regional and
local transit providers so the commuter
bus service is incorporated into the service
network and supports other regional transit
efforts.

Application to the Mid-South Region
Commuter bus services in the Mid-South Region may make sense for commuters traveling
to one or more of the major regional employers, such as the Tunica Resorts, FedEx (especially late night shifts), or possibly some of the regional hospitals located on the outskirts
of the urbanized area. However, given there are only limited transit services outside of
the City of Memphis and the region has not yet developed a culture of ride-sharing, such
as carpooling or vanpool, commuter bus service may not be appropriate except in cases
where such service would have compelling financial appeal. Thus, prior to developing
commuter bus service, employers should begin with more “entry level” TDM strategies
such as carpooling and vanpooling.
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Best Practice
Microsoft Connector Shuttles - In 2007, Microsoft introduced “the Connector,” a shuttle service for employees
living in the Seattle area and traveling to the Microsoft
campus in Redmond, a suburban community about 20
miles east of Seattle. The shortest path between Seattle
and Redmond involves traveling the State Route 520
bridge over Lake Washington. The 520 bridge is tolled,
with higher rates applied during typical commute times;
the charge for a one-way crossing can be as high as
$5.25. Employee complaints about the length and cost
of the commute made offering alternative transportation
options a key strategy to attract and retain employees.
These reasons plus a commitment to environmental
stewardship led Microsoft to develop the employee shuttle.
The Connector service grew from 13 to 22 bus routes and now carries about 700,000 people
a year. Individual routes are developed to reflect neighborhoods with high concentrations
of employees and are designed to serve as many people as possible with direct and fast
service. Most Connector routes offer about four or five trips per day, so employees have
schedule options but the service is still efficient. Each of Microsoft’s Connector buses are
equipped with Wi-Fi, power ports and bike racks.
The Microsoft Connector does not compete with the local transit provider, King County
Metro. Instead, the service tries to fill gaps and provide a more cohesive network. Some
employees may, for example, use the Connector to get to work but ride a Metro bus home.
Microsoft’s Connector may use a bay at Metro’s bus transit center but cannot use on-street
transit stops. As a result, Microsoft works with local churches and business to establish
stops in white curb zones and parking lots. With an average daily ridership of 3,400, the
service equates to about one percent of Metro’s daily ridership1. It is also worth noting
that in addition to the commuter bus, Microsoft also offers employee free bus passes and
a full suite of TDM programs.

1

Private Commuter Buses: Rogue Operations or New Model?,University of California, Berkeley, CA 2013
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seasonal bus service
Seasonal buses are slightly different than commuter buses, but offer a similar concept in that the
service is highly tailored to a specific need. Seasonal bus services generally refer to services that are
available for only part of the year and are associated with a specific demand and often in response to
a specific infrastructure need, such as not enough parking or excessive traffic congestion. As a result,
many seasonal services are associated with vacation or resort communities, such as beach and
national park communities in the summer or ski resorts in the winter. In other examples, seasonal
service may be affiliated with an academic calendar.

How it works
The concept behind seasonal services is that demand from a place exceeds
either the roadway capacity or parking resources. For instance, employers
associated with the hospitality trade need employees to get to work reliably,
but typically also want to save their parking spots for visitors. As a result,
they thus have a strong incentive to encourage employees to commute by
alternative modes. Employees are also attracted to alternative commute
options to save money.
Seasonal services can be challenging to implement because transit agencies must add short-term
drivers who are qualified and willing to work and provide vehicles that may not be in service at other
times of the year. In some cases, agencies have been able to work within the constraints because
demand is so acute that they are compelled to meet it. In other cases, seasonal services align with
each other (i.e., summer services and public school bus schedules) to create a full year of service. In
addition, sometimes, agencies are able to accommodate shorter seasonal demands through creative
strategies, such as re-assigning vehicles and hiring temporary workers. Agencies may be motivated
to pursue these types of services because of the potential for additional contract revenue that can
be used as a local match.

Best Practice
The Milwaukee County Transit Authority offers as series of summertime services, including
service to Milwaukee Brewers Games, Lakefront Festival, the Wisconsin State Fair, and other
summer time special events. While many of these events are focused on getting participants
to and from the events, at least two of the services – the Milwaukee Brewers Game service
and the Lakefront Festivals - are also designed with employees in mind. Events are frequent
enough so that combined, they represent a fairly significant increase in service needs.
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Application to the Mid-South Region
Seasonal service, especially as
it relates to specific employer
needs, on the other hand, may
have a more immediate application. The need for seasonal
service reflects the fact that the
Mid-South economy has a strong
logistics sector, which typically
has a strong seasonal fluctuation
around the holiday period (i.e.
Thanksgiving to early January).
As a result, many employers
add staff during the holidays,
including employers such FedEx, who rely on a large evening shift of employees to sort
and pack mail and packages. Seasonal hiring during the holiday period is also evident
at the shopping malls. Demand for people to get to and from worksites is stronger
during the holiday period at some major employment locations, such as FedEx, Ingram
Micro, the Wolfchase Mall, and retail activity along Germantown Road. In addition,
because many people may not work at these locations regularly, the current transportation and parking challenges (i.e., low service frequency, no evening service bus) may
be more acute and people may be more willing to explore new and different options.
Providing added parking for seasonal peaks can carry additional costs also.
MATA may work with some of the major employers to develop specific bus routes to
meet a need for seasonal commuter runs at peak times. Discussions should also include
strategies to help support tailored transit services, either through direct funding or cost
-sharing strategies such as purchasing bus passes in bulk. These types of bus routes
would not meet all employee needs but four or five routes could be designed to bring
employees from key neighborhoods with high concentrations of workers to the work
site. Seasonal services could be designed similar to school bus service, so they make a
handful of stops to pick up employees and then bring these workers to the front door
of their job site. This type of direct service avoids challenges associated with walking to
and from a bus stop at night or when the weather is bad.
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parking cash-out
The cost of providing parking is often hidden from the user. Parking is free, for the most part, to
employees, customers, patients and visitors in Shelby County. In a Parking Cash-Out program, an
employer would pay an employee for not using their parking space. Offering a monetary incentive
to an employee not to drive can be the most effective means of changing behavior and reducing
parking demand. Parking cash-out has even been shown to work in the absence of other seemingly
viable transportation options and has saved employers money. Parking Cash-Out has been shown
to reduce auto commuting and parking demand by 10-30%

Benefits
Employers continue to offer parking, but offer the cash value (full or partial) of the parking subsidy to
any employee who does not use it. The parking cash-out program can benefit employers by:
 Reducing the need for employee parking and costs associated with leasing parking space
 Reducing the maintenance costs of parking areas
 Allowing businesses to convert employee parking spaces to operational space, customer parking
spots or revenue-producing activities
 Eliminating the need for new parking construction
 Reducing parking crunches associated with daily or seasonal peak demands
Employees benefit from a parking cash-out program because it gives them the option of receiving
extra money instead of driving to work or gives them the value of the parking space if they cannot use
it. Because there is no detrimental effect on employees who continue to drive to work, the program
is perceived as fair to both employees who opt in and those who opt out.

How it works
The cash value of the parking subsidy can be offered in these forms:
 Employees can be given a general “transportation fringe benefit” for not parking. This can be as
little as $20/month or priced less than or equal to the market value of an employee parking space.
 A transit/vanpool subsidy equal to the value of the parking subsidy (of which up to $120/month is
tax-free for both employer and employee).
 A taxable carpool/walk/bike subsidy equal to the value of the parking subsidy.

Best Practice
CALIBRE in Alexandria, Virginia, provides taxable cash incentives to
employees who commute to work via carpools and vanpools that are
not eligible for the company’s transit subsidy program. Employees
who carpool with other employees to one of the company’s facilities
will each receive $32.50 per month in taxable income and must agree
to accept a shared company-provided parking benefit in lieu of an individual company-provided parking benefit. Employees who work at
CALIBRE facility and who do not require any parking will receive $65
per month in taxable income and must agree to waive their right to a
company-provided parking benefit1.
1

http://www.bestworkplaces.org/pdf/ParkingCashout_07.pdf
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Application to Mid-South
Parking cash-out programs can work anywhere, even in places where few options for
alternative transportation seem to exist. Cash-out may be the most regionally applicable strategy, as it does not rely on the presence of other infrastructure or programs
for its success, though those other mechanisms amplify the benefits of a parking cash-out
program. Nevertheless, parking cash-out can work best in the following types of situations:
 When employers are providing free parking in an area of high parking demand
and limited land availability. This is especially true where an employer maintains, has
built or is considering parking garages, or pays monthly parking fees in established
garages for its employees. (Note that parking garages can cost $20,000 space/
minimum + an annual maintenance cost of $150/space). Most of these locations are
likely in downtown Memphis or the Medical District.
Potential Locations : Methodist Hospital, University District, Baptist Hospital
 The business is located in an area with multiple transportation options (transit, bicycle
facilities) or where employees live close to work
Potential Locations : Aerotropolis, Downtown, Medical District
 Where a business has seasonal peak needs, and leases added space just for parking
Potential Locations : Olive Branch, FedEx
 Cash-out can work even in situations where non-peak shifts make other TDM options
infeasible, by encouraging informal car-sharing
Potential Locations : Germantown Road Shopping Mall Areas, President’s Island

Methodost Hospital, Memphis
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commuter bicycle benefits
A commuter bicycle benefit is an incentive to encourage employees to bike to work. The federal government has a tax provision that allows any employer to provide a reimbursement of up to $20 per
month for expenses incurred by the employee in conjunction with their commute to work by bike.
The reimbursement is a fringe benefit paid by the employer and is tax-deductible to the employer.
There are some critical differences between federal bicycle commuter benefits and other transportation fringe benefits including:
 Employees cannot reimburse themselves with pre-tax income; the reimbursement must be paid
by the employer.
 Employees cannot receive both a transit and a bicycle fringe benefit in the same month.
 The benefit is not indexed to inflation, so the amount remains fixed until changed at the federal
level.
The intent of the commuter bike benefit is to help defray some of those fixed
costs associated with biking such as the purchase of a bicycle, bike lock and/or
helmet, use of bike parking facilities and shower facilities, and general bicycle
maintenance. Bicycling advocates suggest that the benefit is another step in the
right direction to build morale.

How it works
An employer may provide up to $20 per month for expenses incurred by an
employee in conjunction with his/her commute to work by bike.
Employers must initiate the program. They typically provide it as part of other
transportation fringe benefits such as public transit passes or vanpool fares.
Employers who provide the benefit are eligible for a tax deduction.
The federal law defines bicycle commuting as any month in which an employee
regularly uses a bicycle for a substantial portion of the travel between home and
work and does not receive any other qualified transportation benefit such as
transit or parking. Some companies require employees to keep logs or record the
number of times they bike to work, while others rely on the “honor” system.
Some employers administer the program through a third party, which assumes
responsibility for keeping track of who is eligible for the benefit and sending out
the benefit checks.

Best Practice
The National Institutes of Health in Bethesda, Maryland, has been providing
its employees with incentives to encourage the use of transportation alternatives. Approximately 12,500 of its 23,000 employees participate in the
Institute’s commuting alternatives program.
NIH offers on-site facilities for
bicyclists and walkers and was
one of the first federal agencies
to offer a Bicycle Subsidy
Program as an incentive. NIH
is a champion for Commuter
Connections’ Bike to Work
Day, with 590 employees participating in this year’s event.

Step-by-step instructions for an employer
1. Determine how you want the benefit to work
 To date, most employers administer the
bicycle benefit program through a vendor,
such Accor (see also http://www.commutercheck.com/employers)
2. Set up payroll deduction for the bicycle
benefit.
 As of January 1, 2014, $20 per month of
commuting costs are exempt from federal
income and payroll taxes
3. Create marketing materials to tell employees
you are going to offer the benefit.
4. Record which employees purchase the bus
pass or tickets and the amount paid
See also the IRS publication, “Employer’s Tax
Guide to Fringe Benefits” http://www.
irs.gov/pub/irs-pdf/p15b.pdf
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Application to Mid-South
St. Jude Children’s Research Hospital
St. Jude Children’s Research Hospital is one of the largest employers in the Mid-South
Region, with over 4,000 employees in downtown Memphis, just north of the Memphis
Medical District. While St. Jude Children’s Research Hospital is located downtown, it has
a campus-style layout with several buildings spread out on an single parcel of land. In
part, because it is a hospital, St. Jude has a focus on employee health, and the campus
includes a one-mile walking trail and a fitness center with shower facilities.
St. Jude is a large employer, and the commute challenges are varied. The hospital
has a large amount of parking that it provides at considerable cost. In addition, some
employees (in a survey) said that they are challenged to get to work quickly, safely and
economically. About 65% of St. Jude employees live within a 30-minute travel time of
the hospital, and 25% of them live within 15 minutes of work. Some of these workers
could potentially be encouraged to bike to work if an incentive were available. St. Jude
is also located along and close to several existing and proposed bike lanes.
Offering an employee bike
benefit would both help
address employee commute
needs as well as fit in with
the hospital culture. St. Jude
already has bike racks on
campus, several of which
are full on days when the
weather is nice. In addition,
because St. Jude already
has shower facilities, it is
easier for people to ride
their bikes to work.

Other Potential Bike Commuter Benefit Sites :

Southwest Tennessee Community College | City of Memphis | Shelby County | Methodist Hospital

Best Practice
City Market, an independent grocery store in Burlington, Vermont, gives employees extra
cash for biking to work.
City Market was the first Vermont company to provide this
benefit to staff, although it has since been adopted by other
large employers in the state, including the University of
Vermont.
"We have limited parking," acknowledges HR Director
Meredith O'Neill. "Every space we can keep open for
customers is a win-win for everyone. Employees think the
bike commuting benefit is great!"
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on-site bicycle facilities
Bicycling is growing in popularity around the country and in the greater Memphis area. Bicycling
to work is becoming more popular as a cost-effective, environmentally friendly and healthy way to
commute. New facilities in the region, such as the Shelby Farms Green Line have been highly successful, and the Mid-South Greenprint Plan has developed a series of recommendations for bicycle
trails, on-street bicycle lanes, and other infrastructure to provide connections throughout the region.
This expansion of bicycle infrastructure opens up bicycling to many more potential
commuters. However, this regional infrastructure is only one part of encouraging
bicycling. Prospective bicyclists also need to be supported once they reach their destination. In many places, employers are providing on-site bicycle amenities for use by
employees and visitors. Bicycle facilities are included as part of new constructions,
but can also easily be retrofitted into existing buildings and employer campuses.
On-site bicycle parking facilities can reduce parking and traffic demand by up to
15% for minimal one-time capital investment.

Benefits of Bicycle Commuting
 Reduced parking demand
 Environmentally Sustainable
 Improved Health
 Flexibility
 Low Cost

Types of Facilities
Bicycle Parking
Bicycles can cost anywhere from a hundred to several
thousand dollars, but all bicyclists seek safe, secure,
weather-protected bicycle parking for their bicycles.
Parking could be located inside the building, in a parking
garage, or in a weather-protected facility in a parking lot.
Bicycle parking should be located near the employee
entry.

Shower and Changing Facilities
End-of-trip and support facilities are key parts of a
complete bicycle trip. Shower, changing, and locker
facilities promote bicycle commuting by providing a
convenient place for bicyclists to deal with the effects
of active transportation and weather elements, and/
or a secure place to store clothing and other necessities. Existing locker rooms can serve this purpose, or
simple, secure facilities can be an easy addition to many
buildings.

Bicycle Repair Facilities
A simple, do-it-yourself bicycle stand is an inexpensive
investment that provides essential support for cyclists,
especially when tire gauges, air pumps, and wrenches
and other tools for minor repairs are also provided. A
bicycle stand can fit in a small space in the building or
co-located with bicycle parking.

Additional Bicycle Amenities
For larger employers, or in areas with multiple bicycle
facilities, a full-service, staffed bicycle repair shop could
provide professional repair services as well as bike
rentals, valet bike parking, and bike share registration.

The City of Urbana, IL, has installed six bicycle
repair stands around the city for public use.
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Application to Mid-South / Implementation
As bicycling grows in popularity in the Mid-South Region, the provision of on-site bicycle facilities by employers
can grow concurrently wherever possible. The larger the employer, the more cost-effective it becomes to
provide on-site facilities that support existing bicycle commuters and attract new one. Facilities in remote industrial areas (like President’s Island) are the least conducive to attracting bicyclists, but even in these areas,
providing minimal on-site facilities can remove barriers for potential bicycle commuters

Areas near Bicycle Infrastructure
Employment locations near regional bicycle paths or major
on-road facilities are the easiest to access and the most likely
to attract bicycle commuters in significant numbers. The map
shows the areas of the Mid-South Region that are within a mile
of existing and proposed bicycle routes.

Areas near MATA service
All MATA buses are equipped with on-board bicycle racks,
which can significantly extend the potential reach of bicycle
commuters. Employment areas that are within easy bicycling
distance of a MATA stop are also good candidates for on-site
bicycle facilities.

Developing Guidelines for New Construction
The Mid-South Greenprint Plan could develop general guidelines for the provision of on-site bicycle facilities, including
proposed ratios and siting guidelines. These could be adopted
or encouraged as part of ongoing development permitting or incorporated into building codes.

Provide Audits for Existing Sites
The Office of Sustainability, individual municipalities, or a Transportation Management Association could work
with individual employers to provide audits and apply bicycle facility guidelines to current sites.

Additional Considerations
Developing on-site bicycle facilities are all about understanding the needs of bicyclists and removing barriers to
bicycle use. Additional considerations to be reviewed/applied on a site-specific basis should include:
 Bicycle Signage – Prominently placed, easily readable signs directing bicyclists from the worksite entry
point to the bicycle parking facility. These should be included inside the building if parking is located there.
 Short-term bicycle parking – Simple, easily accessible racks located near building entries for customers,
visitors, or employees who make several bicycle trips during the day
 Lighting – Bicycle parking areas and the paths to reach them should be well lit to provide added visibility
and protection.
 Bicycle entries – Many Greater Memphis employers are located in gated facilities that are only accessible by
motorized vehicles. Whether staffed or card-controlled, special accommodations should be made to allow
bicyclists to use these or even more convenient entries if possible.
 On-site Connections – Once past the entry gate, facilities should have paved, accessible roadways or paths
to building entries and/or bicycle parking.
 Off-site Connections to Regional Facilties/MATA stops – The “last mile” connection between an employer’s front door and the regional facility can be the most difficult for bicyclists and should be reviewed and
improved on an individual basis by adding bicycle lanes, sharrows and/or signage.
20

regional TDM strategies
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Universal Pass Program (U-Pass)
Vanpool Service
Park-and-Ride Lots: Shared Lots and Pocket Parks
Pedestrian Facilities / Safe Routes to Work
Carpooling, Rideshare, and Ride Matching Services
Transportation Management Association (TMA)
Guaranteed Ride Home Program
Regional Transit Funding Strategy

universal pass program (u-pass)
University and college transit passes - often referred to as “U-Passes,” “Eco-Passes,” or “Universal
transit passes” – are created through partnerships between public transit authorities and universities or large institutions. These programs are a mutually beneficial way to increase transit ridership
and offer greater mobility to students, faculty, and staff. Many universities are also motivated to
develop U-Pass programs as part of environmental stewardship programs.

How it works
The cost of a U-Pass program typically is based on the number of trips taken by
pass holders and the pre-determined cost per trip.
Transit and universities/colleges work together to create a U-Pass agreement.
This agreement is typically formalized with a contract to ensure that transit
agencies are adequately reimbursed for ridership and universities are
confident that they benefit from the relationships through improved service
and discounted rates.

Negotiations
 Discounted per trip rates : U-Pass programs almost always offer the university a discounted trip
rate. The amount of the discount must balance the benefit of a large, bulk purchase with the
actual cost of providing the service.
 Actual trips taken by U-Pass holders : The number of trips taken together with the fare determines the cost of the program, thus agreement on how the number of trips taken is measured is
critical. Depending on the type of fare collection system used by a transit agency, pass usage may
be easily measured at the farebox. In other cases, the U-Pass program can measure trip levels
through surveys.
 Escalation rates : U-Pass programs are nearly always effective in increasing transit ridership.
Consequently, program costs can increase substantially after the first year. Transit agencies and
universities often negotiate escalation rates to ensure program cost increases are manageable for
end users, especially in the early years of the program.

Funding
Most U-Pass programs involve some funding from users. U-Pass programs are usually funded by the
university, either out of general or parking revenues and/or from the student body through student
fees. Engaging students in program development and negotiations, therefore, is critical. Key to
success is to spread the costs of the trips over the entire university population so that the cost per
person remains quite low. The reasoning behind the shared cost is that additional transit riders
benefit drivers by reducing traffic and parking congestion. Universities also typically benefit financially through reduced or deferred demand for campus parking.

Other Considerations
 Fraud : Fraud prevention methods are an essential element of all U-Pass agreements, especially
programs that allow riders to show or “flash” their student ID to the driver. Many programs tie the
U-Pass to the student ID card and require students to affix brightly colored stickers each semester
to show that they are still enrolled in school. Other programs distribute passes each semester.
 Complementary Strategies : While U-Pass programs tend to be affiliated with bus service, in most
cases they are part of a broader multi-modal transportation strategy that includes improved bike
programs, carshare programs, carpooling/vanpooling strategies, and often, increased parking
rates.
 Marketing : For U-Pass programs to be successful, they must be successfully marketed. Marketing
should capitalize on the cost benefits to riders and the environmental benefits associated with
the program and should include information about how to use transit and/or other transportation programs.
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Application to Mid-South
University of Memphis
University of Memphis is one of the
flagship institutions in Tennessee’s university system. There are over 23,000
students and 5,500 faculty and staff on
campus during the academic year. The
campus also has a large commuting population with nearly 86% of the student
body living off campus. The University of
Memphis currently charges for parking,
and charges vary depending on location
and lot type. The University also sponsors
a shuttle, The Blue Line, to support
on-campus circulation.

The University of Memphis operates an on-campus
shuttle to move people around campus and
between major destinations. This new service
operates from 7:00 a.m. to 11:00 p.m.
A U-Pass program could complement this program by providing
access from off-campus areas
to campus, allowing students,
faculty, and staff to get where
they need to go without traveling
by car.
See also federal employer subsidy for complementary strategy.

The University of Memphis is located near the intersection of Highland and Southern
Avenues- about one block from Poplar Avenue, one of the strongest transit corridors in
the region. Direct transit service to the U of M campus is available on the Route 5 Central
from downtown and the Route 9 Highland, which travels along Highland Street. Routes 5
and 9 have relatively low levels of service. Negotiating service increases is often part of
a U-Pass program.

Other potential U-Pass partners:

Southwest Tennessee Community College | University of Tennessee Health Science Center | Christian
Brothers University | Rhodes College

Best Practice
The University of Washington (UW), like the University of Memphis, is an urban campus located just outside of
downtown Seattle. The UW U-Pass is one of the first and most successful examples in the U.S. The program began
in the early 1990s and offers students, faculty and staff unlimited, free-fare access to most public transportation
services in the Puget Sound region. When the program was initially implemented, the largest regional operator,
Seattle King County Metro (KCM) added transit service to the main UW campus in Seattle. UW also increased parking
fees substantially and offered a series of other transportation demand management programs, such as vanpool fare
credits, discounted carpool parking, guaranteed ride home, etc. Students, faculty and staff accessed bus service by
using their university ID cards. Revenues to support the program were raised through a transportation fee charged
to students, faculty, and staff, with a contribution from parking fees. The UW UPass program resulted in a significant
increase in demand for transit services, and over time, as ridership has
increased, so has transit service to the campus.
Students are required to participate in the UPass program and pay a
$76 fee per quarter. Participation is optional for faculty and staff, who
pay $136/quarter for the program. Studies of UW's UPass program
demonstrate that since the program began, drive-alone commuting has
decreased by some 38%1. The program also generates approximately $7.5
million annually for King County Metro (which is among several transit
providers participating in the program).
1

Letter from UW President Michael Young to King County Council, 2011
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vanpool service
Vanpools are a type of ride-sharing, similar to carpooling, but typically involving more people and a
shared, provided vehicle. In most cases, vans are owned or leased by a sponsoring organization and
riders share the cost of operating the vehicle to and from work. Vanpools have had the most success
where employees travel longer distances along corridors with limited or no existing transit service.
Vanpool services can reduce traffic and parking demand by up to 5%1.

How it works
Vanpools typically consist of a group of 5 to 15 commuters who
rideshare to and from work in vans either leased from an outside
operator or self-supported by participants. If the van is leased,
the operator owns the vehicle and is responsible for maintenance
and insurance. If the van is self-supported, the van is owned by an
individual and costs are divided among individual riders.

Drivers
In most cases, one of the vanpool participants serves as the
primary driver and another as a backup driver. Vanpool drivers
usually ride free in exchange for their driving and coordination
responsibilities. The driver may also receive a certain number of
personal travel miles in the ommuter van.

Expenses
Vanpool expenses (fuel, insurance, maintenance and repairs)
are typically covered by the fares paid by vanpool members. In
some cases, a separate entity and/or sponsoring agency may
help cover eligible low-income vanpool members’ fares. The cost
for participants depends on the size of the van, the length of the
commute trip, the number of participants, and the availability of
employer or government subsidies.

Best Practice
Utah Transit Authority (UTA) in Salt Lake City manages a vanpool program with a program
manager and support specialists as well as marketing, accounting and maintenance support
staff. UTA does not subsidize individual vanpools; however, the majority (80-90%) of the riders
have access to the federal transit subsidy. In 2010, UTA managed 525 vanpool programs.
UTA’s vanpool fleet includes a combination of minivans and vans
(12-15 passengers). To sign up for a vanpool, individuals call UTA and
tell them about their needs. UTA then will either place them in an
existing vanpool or, if no vanpool is operating and there is a sufficient
number of riders, a new vanpool will be formed.
The average mileage for a vanpool is 1,700 miles per month, or about
40 miles per one-way trip.
Each vanpool has two drivers plus a bookkeeper. Drivers are allowed
50 personal travel miles per month. Fares cover fuel, maintenance,
and insurance. They are based on mileage, not passengers, so fares
may fluctuate as membership changes.
1

http://www3.cutr.usf.edu/tdm/pdf/Vanpool_values.pdf
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Application to Mid-South
Millington
Ingram Micro is a major employer in Millington, located north of Memphis. The company
employs approximately 150 workers, about 110 of which are paid an hourly wage
of between $8 and $12 per hour. Hourly employees work in one of two shifts: 4:00
a.m.-1:00 p.m. (strict start and end times) or 10 a.m.- up to 10 p.m. (flexible and changes
with demand).
Ingram Micro is located 15 miles north of downtown Memphis, or about 29 miles from
Southaven and 26 miles from West Memphis. There is no transit service in the area, and
given that the location is outside of the MATA service area, no service is planned at
this time. Workers traveling from these locations can spend as much as $25 per day on
transportation. Including gasoline alone, a 50-mile round trip would require two gallons
of gasoline or about $7, which is roughly one hour of paid work time.
Memphis has an active vanpool provider, vRide, with one active vanpool
bringing people from Southaven, Mississippi, to the Veteran’s Administration Hospital in Memphis. Contact Michael Devry at Michael.devry@vride.
com for more information on vRide’s services.
See also federal employer subsidy for complementary strategy.

Other Potential Vanpool Service Sites :

Tunica County Casinos | Brother International | Wal-Mart Stores, Bartlett | Carrier Corporation | Target,
Collierville | Southland Park Gaming and Racing| Family Dollar | Hino Motors
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pedestrian facilities / safe routes to work
A walkable environment gives people more transportation choices and improves the overall quality
of life. A well-designed network of streets and sidewalk systems are essential to make people feel
safe. It also allows people to make connections between transportation modes as well as between
neighborhoods. Investments in the pedestrian environment have positive impacts on all road users
and can encourage economic vibrancy, physical activity and overall area health. In many places in
Memphis, basic pedestrian infrastructure is lacking, yet pedestrian activity persists. Pedestrian infrastructure improvements can reduce parking and traffic by 5-15% at minimal cost1.

Why it’s important
Walking is the cheapest, easiest and most convenient way to travel. Everyone - whether they
drive, ride transit, carpool, bicycle or take a taxi – is a pedestrian at some point in their trip.
Yet, in many of the areas of densest employment in the Mid-South region, getting to the front
door of a building is difficult. Large employment sites are set back from roadways, with no
pedestrian path to the building entry. Parking lots are oceans of asphalt. Many sites are also
fenced, with a gate that is only accessible by motorized vehicle, even where bus stops are right
nearby. Roadways lack sidewalks, lighting or any form of pedestrian refuge. Traffic signals and
major roadways are practically impossible to cross as a pedestrian. Pedestrian connections
to adjacent neighborhoods or nearby shops or restaurants do not exist. Improving pedestrian
access makes all other travel options more feasible and makes it easier to get to work.

How it works

Typical Pedestrian
Improvement Costs
Sidewalks
$5-$10 per square foot
Handicap-accessible curb ramp
$800-$1,000
Crosswalk
$100-$400 (one leg)
Curb Extensions
$3,000-7,000
Planting Trees
$150-$300

A Safe Routes to Work program contains the same five key components as the Safe Routes to
Schools program but modified for employees:
 Education : Teach employees the skills necessary to navigate through
busy streets and show them how to be active participants in the
program. This can be provided through a simple pamphlet or brochure.
 Engineering : A licensed traffic engineer can assist businesses in developing a plan to provide a safer environment for employees to walk and
bike to work.
 Encouragement : Events, contests and promotional materials are incentives that encourage employees to try walking and biking.
 Enforcement : Police officers, crossing guards and other law enforcement officials can participate throughout the Safe Routes process by
monitoring traffic speeds and intersections. Police can also help pedestrians feel safer.
 Evaluation : Program participation should regularly be monitored to determine the growth in
employee participation. Typically, “before and after” surveys are taken to ascertain any change in
travel mode to work over the course of the year.

Funding
The Tennessee DOT Multimodal Access Fund is available for projects such as bicycle lanes, sidewalk
and pedestrian crossing improvements, bus shelters, and park and ride facilities, among others.
TDOT set aside $30 million in its Three-Year Work Plan for the fund (or an average of $10 million per
year, though yearly amounts could vary depending on interest). Multimodal Access projects, TDOT
says, will be funded 95 percent by the department with a 5 percent match from local funds. Projects
with a total cost of $1 million or less are eligible2.
1
2

http://www.vtpi.org/nmt-tdm.pdf
http://www.aashtojournal.org/Pages/110113TDOTaccessfund.aspx
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What can be done
Promoting bicycle and pedestrian transport modes can
also be accomplished through simple design changes,
some of which can be implemented at little additional
cost. Simple, low-cost pedestrian infrastructure improvements include:
 Providing access from residential neighborhoods to
regional facilities
 Adding pedestrian gateways to employment
complexes at strategic locations (near bus stops,
crossings)
 Creating continuous sidewalks and crosswalks at intersections
 Handicapped-accessible curb ramp design
 Highly visible pavement markings
 Designing tight curb radii
 Pedestrian-scaled lighting

Best Practice
Safe Routes to Schools programs have been employed nationally to look at specific and
common travel paths and make improvements. A Safe Routes to Work program could work
similarly and integrate health, fitness, traffic relief, environmental awareness and safety
under one employer-focused program.
Through the Safe Routes to School program, the City of Oxford, Mississippi passed a
complete streets ordinance in 2010 in order to make more pedestrian improvements
including constructing a median and three raised crosswalks. The median was built to
calm traffic around the city’s middle school, and the crosswalks were constructed to allow
children to safely cross the street from the middle school to the Boys and Girls Club.
The town of Cottonwood, Minnesota, received $87,575 in Safe
Routes to School funds from the Minnesota DOT; $3,000 was
be used for educational and promotional activities, and the
remainder was to be used to construct a path around the lake,
which was completed in 2009. Before the construction of the
path, only about 5% percent of Lakeview students walked or
biked to school. Today, 11% of students use the path at least
once per week and an additional 13% use the path at least once
per month to walk or bike to school and for other recreational
purposes. Students are not the only ones to take advantage
of the path. In the evenings, large numbers of individuals and
families use the path for jogging, walking, or bicycling.
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Application to Mid-South
While many areas can benefit from pedestrian improvements, physical and programmatic improvements are most applicable building from areas of multiple activity – near
residential areas, where multiple employers are located, near transit hubs, and in areas
with complementary activity. Examples include:
Poplar Avenue/I-240 cluster
There are many midsized employers here, often in suburban-style office developments.
Poplar Avenue is the busiest bus corridor in Greater Memphis, but it can be difficult
to cross the street. Improvements could focus on developing safe, well-lit crossings at
strategic locations to take advantage of bus stops.
Nonconnah Industrial Park (Aerotropolis)
Medtronic is one of the largest employers in Shelby County, and Nonconnah is an attractive, landscaped environment with multiple other businesses. While this area lacks a
full complement of nearby stores and restaurants – this is partially due to the difficulty,
inconvenience and time it takes for employees to walk in this area. Sidewalks are inconsistent, buildings are set back, and there is little to slow traffic speeds in through this
corridor. Front-door pedestrian connections are also sorely lacking.
President’s Island
While few would walk to President’s Island, the area around the market could be a
key transit/pedestrian node. Linking the multiple employers on President’s Island to this
node could strengthen that area as a transit hub and provide more interaction between
businesses.
Germantown Road
This suburban retail corridor is populated by restaurants, big box stores, smaller establishments, and national chains. Pleasant, residential neighborhoods are adjacent to this
corridor, but the overall design is auto-oriented. Germantown Road itself is difficult to
cross, as are the many cross streets, driveways and parking lots. Pedestrian improvements could minimize traffic on this corridor, allow for greater interaction, and enhance
the ability of employees to benefit from carsharing, transit or other transportation
demand management programs.
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carpooling, rideshare, and ride matching
Carpooling is the shared use of a car by the driver—usually the owner of the vehicle—and one or
more passengers. When carpooling, people either get a ride or offer a ride to others instead of each
driving separately. Carpooling arrangements and schemes involve varying degrees of formality and
regularity. Carpools may be formal - arranged through an employer, public website, etc. - or casual,
where the driver and passenger might not know each other or have agreed upon arrangements.

How it works
One of the greatest impediments to carpool and vanpool formation can be finding suitable partners
with similar work schedules, origins, and destinations. Facilitated rideshare matching can overcome
this by matching interested commuters. Commuters enter their travel preferences into a database
and receive a list of potential rideshare partners. The success of these programs is largely determined
by the number of participants and, in turn, the number of potential matches that can be made.
Experience indicates that ridesharing programs can attract as much as 5-15% of commute trips if
they offer only information and encouragement, and double that success (10-30%) if linked with
financial incentives such as parking cash-out or vanpool subsidies1.
Rideshare programs may be administered through individual employers, but are often most effective
when coordinated through a transportation management association or other local or regional
entity. When coupled with a parking cash-out or other incentive program, ridesharing can be a
powerful incentive to reducing parking and auto travel demand, even where no other transportation
options exist.
Additionally, providing well-signed priority spaces near the most convenient walking entries of a
parking facility for carpools is an easy yet attractive TDM strategy.

Best Practice
North Central Texas Council of Goverments. Tryparkingit.com is an online carpool/vanpool
initiative provided through the North Central Texas Council of Governments for the Dallas/
Fort Worth metro area. Try Parking It allows commuters to create an online account and log on
to find and connect with people with similar commutes. It also allows users to track their contributions to clean air and congestion reduction and receive an estimate of miles and money
saved. Try Parking It users have saved more than 5 million travel miles through the program.

Application to Mid-South
The Memphis Area RideShare Program (MAR) is an initiative through the Shelby County
Health Department to encourage area commuters to consider alternative options
to driving single-occupancy vehicles to work. MAR partners with vRide to provide a
web-based ride matching service and incentive system that allows commuters to search
for other people with similar commuting patterns.
Ridesharing can be most successful in areas of high employment density or when linked
in a geographic area over multiple employers. Single large employers may already see
informal car-sharing happen, and can easily implement their own programs. Areas with
high density from multiple employers have great potential to link commuters through
ridesharing. These areas include:
 Poplar Avenue
 I-40 corridor outside I-240 Loop
1

 Collierville
 Distribution Centers in Olive Branch, MS

Bryon York and David Fabricatore (2001), Puget Sound Vanpool Market Assessment, www.wsdot.wa.gov.
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transportation management association (TMA)
A Transportation Management Association (TMA) is typically a non-profit organization that serves to
provide transportation coordination and program implementation within a geographically defined
area. TMA’s are member-controlled, non-profit organizations and consist primarily of area businesses
and institutions. Often, TMA’s include public-private partnerships and have established coordination
and funding relationships with local, regional and state governments.

Roles of a TMA
Transportation Management Associations can provide a variety of services that encourage more
efficient use of transportation and parking resources, such as:
 Access management: TMA’s can be involved in the land use planning, pedestrian and bicycle
planning processes, transit improvement plans and roadway design practices to encourage smart
growth development and create more pedestrian-oriented streetscapes.
 Commuter programs: TMA’s can provide various programs for employers to incentivize their
employees to reduce their automobile trips. These may include commuter financial incentives
(parking cash-out and transit allowances), rideshare matching, alternative scheduling, telecommuting options, Guaranteed Ride Home programs, and walking and cycling encouragement
facilities and programs, etc.
 Coordination between employers and facilitation with public agencies: TMA can effectively coordinate between employers and with public sector. A TMA Coordinator can help administer
transportation demand management programs at specific businesses or developments.
 Parking management and brokerage: TMA’s can provide parking brokerage services, allowing
businesses to share, trade, lease, rent and sell parking facilities. For example, a TMA can match
businesses that have extra parking supply at a particular time with nearby businesses that need
parking at that time.
 Direct service provision: TMA’s can directly provide various services to employers such as shuttles,
special event planning and transit services, public and community relations programs, etc.
 Standard and guidelines development: TMA’s can aid the process of developing appropriate and
targeted TDM standards and guidelines for employers, such as the system design of bike parking.
 Wayfinding and multimodal navigation tools: TMA’s may assist implementing multimodal navigation tools including signs, maps, guidebooks, websites and applications for electronic devices
that provide information on travel options to a particular destination.
 Marketing and promotion: TMA’s can help determine consumer needs and preferences through
surveying, creating appropriate targeted products, providing useful information about products
to consumers, and promoting their use.

How it works
 Regional or local governments, chambers of commerce, or the management of a major facility
(such as a mall or hospital) can help create a TMA and provide seed funding.
 Developers or facility managers may be required to establish a TMA to mitigate local congestion
and parking problems.
 TMAs are typically staffed by a mobility coordinator who administers and actively markets local
transportation demand management programs. Through the TMA, a mobility coordinator will:
−− Serve as a facility-wide concierge, providing personalized information on transit routes and
schedules, ridesharing information, bicycle routes and facilities, and other transportation
options available to residents, employees and customers
−− Negotiate with transit agencies for low-cost transit passes
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Funding
 Initial funding to establish TMAs normally comes from local governments, highway or planning
authorities, major private businesses, etc. Federal funds, such as the Congestion Mitigation Air
Quality (CMAQ) program can be used to support TMA start-up costs and up to three years of
operating assistance (see http://www.fta.dot.gov/documents/cmaq08gd.pdf).
 Later, TMAs are typically funded through
dues paid by member businesses and
government grants.
 TMAs can also charge a certain amount
in fees for their services, such as shuttles,
parking management, etc.
 Many TMAs rely heavily on public, government-controlled funds, such as the federally funded Congestion Mitigation Air Quality (CMAQ)
program or local city or county sources, to fund their organization.
 City Business Improvement Districts (CBID) can also provide funding for businesses to implement
tailored TDM strategies.
 Foundation funding is also sometimes available for TMAs to fund specific projects and programs.
The TMA can either take the lead in responding to foundation opportunities or work with area
partners on a joint application.

Application to Memphis
Aerotropolis
With over 83,000 jobs in just over 31 square miles, the Aerotropolis area is a prime
candidate for the establishment of a Transportation Management Association. The Aerotropolis Study has highlighted a great need for transportation coordination amongst
the over 2,000 employers in the area. This relatively compact area has large and small
employers, significant transportation infrastructure and very specific challenges.
Most importantly, through the Aerotropolis Master Plan, many of the key employers and
government agencies are already engaged in discussions about transportation. This
initial organization and seeking of common interests is often the most challenging aspect
in the initiation of a TMA.
Initial tasks for the Aerotropolis TMA should include:
 Seeking federal or state funding
 Coordination and implementation of Aerotropolis
Master Plan transportation recommendations
 Establishing a local circulator shuttle(s) between
Airways Center and area employers
 Employer outreach on TDM programs

Other Potential Sites for the formation of a Transportation Management Association :
Medical District
 Parking management
 Enhanced MATA pass sales
 Coordination with proposed new transit service
 Bicycle programs
 Safe Routes to Work

President’s Island
 Coordinating employee shifts
 Organizing car/vanpools
 Providing local circulator service
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Best Practice
There are over 150 TMA’s nationally, which range in size, budget and service provided, but
all work on coordinating transportation and programs that provide increased mobility and
choice.
Greater Mercer County (NJ) Transportation Management Association
Operating in a suburban environment, the Greater Mercer TMA (GMTMA) promotes and
provides alternative transportation choices for its association, which includes large and
small employers, local governments, authorities and state agencies. Established in 1984, the
GMTMA now has an annual budget of $750k, funded partially through membership fees and
federal funds. GMTMA offers a range of services to its members including:
 Bus and Shuttle Service Coordination for employer-funded shuttles
 Carpool and Vanpool Service Assistance
 On-site Commuter Information Exchanges
 Traffic Alerts - Notices about construction projects, accidents and incidents that impact
travel.
 Transit and Transportation Advocacy
 Transportation Site and Needs Assessments
GMTMA has also recently expanded its service offerings to include a Senior Shuttle and work
with local schools on Safe Routes to School and Walking School Bus implementation.
Addison County Transit Resources (ACTR), Vermont. Way to Go! Addison County is a Transportation Management Association made up of organizations that joined together to reduce
single-occupancy vehicle traffic and improve commuting options.
ACTR is a 501(c)(3) non-profit organization. ACTR’s funding is an 80/20 mix of state and federal
grants and private funds from individuals, businesses, towns and philanthropic organizations
to supplement the public grants, as well as provide the local match required to acquire public
grants.
ACTR works closely with businesses
and public agencies to create employee
transportation networks, bike/pedestrian programs, rideshare resources, car
share resources, transit/shuttle operations, resource/legislative advocacy and
commuter services to increase transportation efficiencies through a demand
management approach.

Existing Transportation Management Associations in the US
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guaranteed ride home program
Guaranteed Ride Home (GRH) programs can be the glue that makes many other Transportation
Demand Management programs effective. This initiative recognizes that for workers to commute
without their own vehicle, there will be times when they will need a viable travel alternative. Whether
a commute is made by bike, transit or vanpool, there will be an occasional need to work late, make
unplanned trips home to take care of sick family members, or have an alternate plan due to inclement
weather. The Guaranteed Ride Home program allows for a taxi or other ride home under these circumstances, making the use of alternative travel arrangements on a daily basis more palatable and
feasible.
Statistics on such programs indicate that although they tend to have relatively low employee utilization rates, they have very high satisfaction rates from participants, thus providing a high benefit for a
low cost to employers. A recent Nelson\Nygaard study evaluating the effectiveness of a regional GRH
program in Alameda, California, found that 95% of program participants felt that the GRH program
did encourage alternative mode use. Another study found that 15-25% of program enrollees would
otherwise drive to work if the GRH program did not exist.

How it works
Guaranteed Ride Home programs can be organized by an individual employer, a Transportation Management Association, or a governmental entity (Transit Agency, Municipality, Service Provider). The
program operator develops contact information for employees to use and has a network of providers
to offer the ride home. Programs can work with voluntary providers, through the use of taxi vouchers,
or through a combination of resources. Employees (or the employer) are typically pre-registered, and
eligibility requirements include (general) use of alternative modes for commuting. In many cases, a
limit is placed on the number of times an employee can use the program in order to prevent abuse,
but these are rarely breached.

Best Practice
Transit Agency: TANK (Transit Authority of Northern Kentucky) offers a Guaranteed Ride Home program
for monthly pass holders. Registered riders can use the service up to four times a year. Rides are typically
offered in cases of unplanned overtime or a family emergency during the workday.
Transportation Management Association: The Missoula Ravalli Transportation Management Association (Montana) administers the Guaranteed Ride Home program for eligible employees including all
those with transit passes, and employees of member companies. The program uses taxis to provide
safe, reliable and free trips for those in emergency or unexpected situations. Trips are provided for up
to a 50-mile radius.
Individual Organization: The Buffalo Niagara Medical Campus (NY) obtained federal funding to
implement a Guaranteed Ride Home program as part of a larger transportation demand management
grant to serve its 12,000 employees. Over $35,000 through an FTA Job Access and Reverse Commute
Program (JARC) grant is specifically allocated for this program, which supports other TDM initiatives.

For more information about
Memphis Guaranteed Ride
Home Program, contact
Larry Smith, Shelby
County Health Department,
at 901-222-9596 or visit
www.vride.com/memphis

Applicability to Mid-South
The Mid-South Region already has a Guaranteed Ride Home Program. This program
needs more marketing, momentum and support to increase awareness and use. The
program can be expanded to include MATA pass holders and can be included in the development of any new TDM program. Establishing the parameters, policies and provision of
a program for ease of adoption by individual employers or a transportation management
association could also be completed by the Greenprint Consortium, the Office of Sustainability, the County or other entities as appropriate.
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park-and-ride lots: shared lots and pocket parks
Park-and-ride lots are parking facilities where people can park their cars and either join a carpool
or vanpool, or get on a bus or other transit service. Park-and-ride lots expand the reach of transit
because people who are unable to walk to a bus stop can still access transit by driving short distances
or by getting dropped off.
Traditionally, park-and-ride lots are located in suburban locations outside of downtowns, along train
lines or express bus services. These park-and-ride lots tended to be larger, formal facilities with lots
dedicated to the park and ride function and, in most cases, offered a range of passenger amenities.
In more recent years, transit agencies have developed shared park-and-ride
lots within existing facilities that frequently have excess parking, such as
shopping malls, or entities that primarily use their parking on weekends, such
as faith-based organizations. Shared park-and-ride lots are often marked
with signage but otherwise offer little in the way of passenger amenities.
These types of arrangements have proven successful around the country.
In some urban areas, there are limited opportunities to develop traditional or even shared park-and-ride lots. Consequently, some transit agencies
have started to develop “pocket park-and-ride lots” as opportunities present
themselves. Pocket park-and-ride lots are smaller lots with space for 30 or
fewer vehicles, but that are strategically located along key bus routes. Pocket
park-and-ride lots take advantage of available parking to encourage more people to ride transit.
They may also be used in locations where people meet to carpool.

Application to Mid-South
The Mid-South region is developing a network of commuter services but, to date, lacks much
of the infrastructure necessary to help commuters find and use alternative forms of transit.
Developing more park-and-ride lots, both for carpoolers and transit riders, is an important
part of the strategy. Because there are few existing park-and-ride lots, there are many
opportunities in the region. Any new programs, however, would need extensive marketing.
The Mid-South region could develop park-and-ride lot facilities in a number of locations,
including at the end of bus services that can be used for bus riders traveling into downtown
Memphis, or as a location for people to meet and carpool to employers located at the
periphery of the urbanized area. Park-and-ride lots located at the end of routes, such
as Route 50-Poplar, Route 40-Wolfchase or Route 36-Hack’s Cross, for example, could be
used for people traveling into town, such as carpoolers commuting to work at locations in
Germantown, Collierville, or Fayette and DeSoto Counties. At a future date, the park-andride lots could also be used as pick-up points for employer shuttles and other “last mile”
connections to bring people from the end of a transit service to an employment center.
Park-and-ride facilities, as discussed, can include a small or large number of spaces;
ideally the lot size will reflect demand and offer potential for expansion. There are also
opportunities to develop and market existing park-and-ride opportunities such as the
parking available at the MATA terminals, including the North End Terminal, Central Station,
American Way and Airways. Each of these facilities has a limited amount of parking that
could be used as a park-and-ride lot for both traditional (into Downtown) and reverse
commutes (to suburban jobs).
As the Mid-South Region develops park-and-ride lot infrastructure, it is also important to
include the full suite of supporting programs and products, including employer transportation programs, ride-matching services, vanpool programs, guaranteed ride home, bike
facilities (lockers and racks), and signage and marketing.

35

How it works
Pocket park-and-ride lots can be developed in a variety of ways ranging from transit agencies purchasing and developing sites; using former Department of Transportation construction staging areas
near freeways; and, signing contracts with shopping malls and faith-based organizations.
When creating pocket park-and-ride lots, the idea is not to look for large
parking lots but rather smaller, strategically located lots that can be served
from the street or are close to a major bus stop. The intent is to increase the
range of transit for people who can’t quite walk to a bus stop but would still
benefit from using transit for part of their trip.

Parking Lot at Mississippi Blvd
Christian Church, Memphis, TN

Locating pocket park-and-ride lots involves touring major bus service
corridors to identify potential space. In many cases, there are already informal
places where riders have found and use small pockets of parking to access the bus. Space may be
partial space at an employer or retail establishment that overbuilt parking, or through a site that has
changed ownership and parking no longer matches need. Once space is identified, transit staff can
research ownership and discuss potential sharing agreements with the owners.
Finding and securing pocket park and ride lots is not easy, largely because opportunities are limited
and building owners can be wary of sharing parking. An important strategy for transit agencies is to
use clear communication to ensure that their agreement with the property owner is reasonable and
enforced. Improvements to the lot may be feasible through direct or grant funding.

Funding
Park and ride lots are typically funded by a combination of federal, state and local funding programs.
Depending on the location of the park and ride lot in the Mid-South area, these funding sources may
include:
 Urbanized Area Formula Funds (Section 5307) : funding for capital, operating, and planning assistance for public transportation in urbanized areas. Capital programs typically require a 20%
match from local entities, which may include the state.
 Rural Area Formula Funds (Section 5311) : funding for capital, operating, and planning assistance
for public transportation in non-urbanized areas. Capital programs typically require a 20% match
from local entities, which may include the state.
 Bus and Bus Facilities Program (Section 5339) : this new funding program under MAP-21 provides
funding for buses and bus-related facilities and probably could be used for park and ride lot development.
 The Congestion Mitigation Air Quality (CMAQ) program provides funding for strategies that reduce
air pollution. CMAQ funds can be used for a wide variety of transit uses, including park-and-ride
facilities.

Best Practice
The Virginia Department of Transportation (VDOT) has an active system of over 300 park and ride lots around the
state. Some lots serve rail and bus transit, and others are for carpoolers only.
As part of developing the park and ride lot system, VDOT also created a well-organized and easy-to-use website that helps potential users find the nearest or most
convenient park and ride lot and clearly describes any restrictions on using the lot
as well as available transit and vanpool service available from the lot. VDOT also
recently launched a marketing plan with strong branding and signage to promote
the park-and-ride lot network, let people know when new lots are available, and
link the park and ride lot with their 511 travel information system.
VDOT is also in the process of developing a cost savings calculator and trip planner
to articulate benefits from using the park and ride lot.
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regional transit funding strategy
Transit funding is a significant challenge facing the Mid-South as it works to increase
access to employment markets and diversify travel choices. The main challenges associated with transit funding are:
1. The only jurisdiction funding transit in the region is the City of Memphis.
2. There is no dedicated funding source for transit service, even in the City of Memphis.
Broader participation in regional transit funding would allow the Memphis Area Transit
Authority (MATA) to provide service to more areas, including larger employment sites
located outside the city boundaries. Dedicated funding sources, on the other hand,
would provide a reliable source of annual revenues to support transit operations and
capital projects.
Encouraging jurisdictions or voters to provide funding for any new government programs and
services is never easy. In the current economic climate where government entities struggle to fund
existing programs, it is even more difficult to identify and find support for new funding. That said,
many communities around the United States have succeeded in raising funds for transit.

Best Practices
The Bi-State Development Corporation, or Metro Transit, is the regional transit provider
in metropolitan St. Louis. In 2009, the agency was forced to make dramatic service cuts as a
result of budget shortfalls. Voters responded in 2010 by approving a ½-cent sales tax in St. Louis
County to support Metro. The tax was estimated to raise on the order of $75 million annually. In
addition, the countywide sales tax triggered a ¼-cent sales tax in the City of St. Louis, raising approximately an additional $8 million. Support for the transit tax was led by the Greater St. Louis
Transit Alliance, a coalition of organizations that support public transportation. The coalition
included several large employers, educational institutions and municipalities.
The tax allowed Metro to restore service levels to near pre-reduction levels and ridership growth
has been robust for the past two years. In the first quarter of 2012, Metro led the nation with the
largest percent increase in bus ridership.
St. Louis County is home to about 1 million people, about 320,000 of whom live in the City of St. Louis.
The entire metropolitan region includes nearly 2.8 million people and spans counties in both Illinois and
Missouri. Like Memphis and Shelby County, St. Louis County is considerably wealthier than the City of St.
Louis, with per capita incomes of roughly $34,000 and $22,000 respectively (US Census 2012).
The Triangle Transit Authority of North Carolina is largely assumed to consist of three counties (Wake,
Durham and Orange) and two cities (Raleigh and Durham), plus the Town of Chapel Hill. The region is recognized for, among other things, its major educational institutions, including the University of North Carolina
at Chapel Hill, Duke University, and North Carolina State University. The region has also emerged into the
national spotlight over the past several decades, in part through rapid growth and development.
Public transit services, much like the region, are decentralized with separate systems operating in each of
the major communities and surrounding counties. The largest regional transit provider, Triangle Transit
Authority, worked closely with area counties to develop a Bus and Rail Investment Plan. This plan included
development of light rail as well as significant expansion of the bus network. Implementation of the plan
is dependent on raising funds through local sales taxes. Counties are able to make independent decisions
about the tax.
To date, two of the three counties (Orange and Durham) passed a ½-cent sales tax increase in 2012 to
support regional and local transit. The third county, Wake County, which is home to Raleigh, the region’s
largest city, has not yet put the tax on the ballot. Expansion of transit service, however, has already begun
in Orange and Durham Counties.
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Challenges
As mentioned, encouraging governments and voters to tax themselves for new services is
never easy and the current economic and political climate exacerbates traditional challenges. The region faces additional challenges including:
 Local taxing authority. Local taxing authority and options vary considerably by
state. Given that the Mid-South region spans three states – Tennessee, Mississippi and
Arkansas – there are likely three different taxing options to navigate.
 Politics and perceptions. Outside of the cities of Memphis and West Memphis, most
communities in the Mid-South region have very limited experienced with public transportation services or the Memphis Area Transit Authority (MATA). Consequently, there
are considerable perceptions about transit service generally and MATA service in
particular that will need to be addressed as part of any funding strategy.
 Funding requirements. MATA’s current operating budget is roughly $55 million
annually, of which 40% ($22m) represent funds from the City of Memphis (2011
MATA Annual Report). MATA cut nearly 20% from its budget in 2013; thus, to restore
service levels and expand services regionally would require an increase of up to 50%.
Assuming state and federal funding could expand in line with local funds, the region
would need to raise more than $11 million annually.

Opportunities
While clear challenges exist, there are also several reasons why beginning to develop a
regional transit funding strategy makes sense:
 Strong Need and Growing Interest. The City of Memphis and MATA are at a critical
point for transit funding. Challenges at the municipal level have forced MATA to consistently cut service, including a 20% cut in service in 2013. As a result, services are
operating at minimal levels and are barely able to serve demand. At the same time,
there is increasing interest in developing transit service as identified by the Bus Riders
Transit Union and the Mid-South Regional Greenprint Plan, as well as other local and
regional initiatives. The timing is opportune.
 Tennessee Senate Bill 1471 was signed into law in 2009. This bill allows for the
creation or expansion of regional transportation authorities in Tennessee’s urban
areas. It also creates opportunities for urban areas to identify and dedicate regional
revenues to transit, subject to voter approval. New revenues may be used to support
existing services and future transit investments.
 Different Funding Mechanisms. While sales taxes are the most common way to raise
funds for transit, regions have had success raising funds through a variety of mechanisms (including combinations of the following) such as gas taxes, vehicle registration
fees, driver license fees, “sin” taxes on drinks, and business license fees. As part of
developing a funding strategy, the region should consider the full range of revenue enhancements, recognizing that in some cases several smaller strategies may be effective.
 Non-Profit Sponsorship. In nearly every national example, sponsorship for transit
taxes are led by a non-profit or non-governmental organization specifically dedicated
to establishing financial support. Non-profit/non-governmental organizations, especially if they are non-partisan, are frequently able to pull together broad coalitions
and build broad support in the community.
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BUS TRANSIT TO
WORKPLACE STUDY
Case Study: Aerotropolis

One of the longer term goals of the Bus Transit to Workplace study is to identify specific strategies
that will help improve the accessibility of employment. In particular, the study has taken a case
study approach to look at the current availability and utilization of multi-modal transportation
networks at different clusters of job sites in Shelby County.

INTRODUCTION
One of the longer term goals of the Bus Transit to Workplace (“Bus Transit”) study is to identify specific strategies that will
help improve access to regional employment. The study has taken a case study approach to look at the current availability
and utilization of multi-modal transportation networks at different clusters of job sites in Shelby County.
Although the information is static, patterns are expected to remain broadly constant, so that lessons identified will be valid
for the near future. These case studies can serve as illustrations of both the challenges and opportunities associated with
retrofitting an automobile oriented development pattern to multi-modal transportation choices.
The image below shows the five focus areas for case studies. They include the suburban and sprawling Collierville, the
industrial developments on President’s Island, the agglomeration of hospitals in the medical district, the rapidly changing
area around the airport, and the growing developments in Southaven, Mississippi. Together, these five areas provide a
snapshot of the variety of transportation challenges and opportunities in Shelby County.

Case Study Focus Areas
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CASE STUDY: MEMPHIS AEROTROPOLIS
34% of total employment in the Mid-South region is airport
related, driven by the Memphis International Airport
(MEM).* MEM is the world’s second busiest cargo airport,
with over 4,000,000 metric tons of cargo passing through
the facility annually and over 3,000,000 passengers in
2012.**,*** As a result of this strong infrastructure, transportation has become the lifeblood of local businesses that
connect to the airport, such as those in logistics and warehousing. In total, the study area for this case study houses
over 83,000 jobs.
This document outlines the multi-modal connections

34% of total employment in the Memphis region is
airport related. With over 4,000,000 metric tons of
cargo passing through in 2012, MEM is the world’s
second busiest cargo airport.
available in the Aerotropolis and suggests implementation
strategies and common lessons that will make the region
more accessible to more people. The analysis takes a
closer look at the spatial relationships and transportation
linkages in the entire Aerotropolis area as well as data
related to specific area employers and their locations.

The facilities available at Memphis International
Airport have allowed many industries to thrive,
particularly those related to logistics and warehousing.

* Memphis Airport Summary Report, Executive Summary, 2013: p. 1
** Memphis International Airport, Statistics, http://www.mscaa.com/themes/memairport/images/Annual2012Sum.pdf#pagemode=bookmarks
*** Airports Council International – North America, Airport Traffic Reports, 2012
http://www.aci-na.org/content/airport-traffic-reports
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Case Study Focus Area
The roads bounding the Aerotropolis are East Shelby Drive
to the south, Elvis Presley Boulevard to the west, Hickory
Hill Road to the east, and Interstate 240 to the north, as
shown on the map below.

Major industrial areas lie to the northwest and southeast
within these bounds. The main access roads into these
areas include:
 Millbranch Road
 East Brooks Road

The building typology and area character varies widely
within the focus area. As the map below shows, there are
clusters of industrial development as well as residential,
and, in many cases residential areas surrounded by industrial areas.

 Airways Boulevard

While these areas are well connected via vehicle-oriented
arterial roads, in many cases it is difficult to travel between
these areas, particularly without a car.

 Swinnea Road

 Lamar Avenue (Federal Route 78)
 Getwell Road (State Route 176)
 East Raines Road
 Democrat Road
 East Shelby Drive
Of these, the most heavily traveled corridors are Lamar
Avenue, Shelby Drive and Elvis Presley Boulevard.*

Aerotropolis Key Connections

*Memphis Aerotropolis Airport City Master Plan, 44
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Airport City Master Plan
In 2014, the City of Memphis will complete a U.S. Department of Housing and Urban Development (HUD)
Community Challenge funded Master Plan for Airport City.
The plan hinges on HUD’s livability principles, which include provide more transportation choices. Transportation therefore plays a pivotal role as the area works towards the vision of “community, connection,
competition and collaboration” outlined in the master plan.
Regional Setting

The figure above shows a comparison between the Aerotropolis regional definition, the Aerotropolis grant
study area, and the bus transit study area.
The Memphis Chamber of Commerce provides the following definition for an Aerotropolis:
A city or an economic hub that extends out from a large airport into a surrounding area that
consists mostly of distribution centers, office buildings, light manufacturing firms, convention
centers, and hotels, all linked to the airport via roads, expressways, and rail lines.*

* http://www.memphischamber.com/Economic-Development/Aerotropolis.aspx
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Master Plan Corridors and Nodes

Key Findings

Memphis’ Airport City Master Plan identified several focus
areas of a variety of types. (See also map to right)

These plans have several implications for the Bus Transit
study, summarized below:

 Freight Corridors: Lamar Avenue, Airways
Boulevard, and Holmes Road to the south have direct
access to the airport and BNSF Railway intermodal
facility
 Multi-modal Corridors: The Plan recommends
Elvis Presley Boulevard, Tchulahoma Drive, Winchester
Road, and Shelby Drive as multi-modal corridors.
These are recommended to have local transit, on-street
bike facilities, and other facilities to accommodate all
modes of travel.
 Activity Nodes: The plan identifies 14 nodes as
centers of both economic activity and community
character. They are meant to have a mix of uses
oriented toward one of five categories: Town Centers,
Urban Villages, Creative Centers, Employment Hubs,
and Logistics Hubs.

 The focus on multi-modal corridors is good, but does
not go far enough. Businesses and other establishments
located proximate to the multi-modal corridors should
help the corridor to succeed by enhancing front-door
access for those on foot or a bicycle.
 Activity Nodes will provide important lifestyle enhancements to those working in the area, such as restaurants
and/or places to run errands. Connections to these
areas, particularly Urban Villages, will be important in
ensuring areas are accessible.
 Freight corridors are the lifeblood of many industries
along the corridor. Streamlining freight flow to these
routes could open up other roads for more complete
streets improvements. However, these roads should not
become barriers to other modes in the focus area.

 Town Center/Urban Villages: Are intended as
“lifestyle-oriented” uses with elements such as tourist
hotels and mixed use developments.

A crossing on Elvis Presley Boulevard. The Airport City Master Plan recommends that the City improve the
road to accommodate all modes of transportation. The crossing shown here is right by the tourist attractions of Graceland. However, pedestrians must cross several lanes of traffic to get between these places.
Moreover, there are no ADA accommodations such as curb ramps in the area.
8
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EXISTING CONDITIONS
Vehicular Access
Interstate Roads
I-240 and I-55/future I-69 provide limited-access routes
into the Aerotropolis and beyond. I-240 runs east-west in
the Aerotropolis and ultimately circles Memphis, while I-55
runs north-south, continuing to Saint Louis to the north
and New Orleans to the south. The traffic count map to the
right shows annual average daily vehicular traffic (AADT)
as of 2012. This indicates that I-240 has slightly higher
levels of traffic than I-55 near the focus area.

Major Roads
There are multiple major roadways in the Aerotropolis
area as listed above. These roads are generally four lanes
or greater with signalized intersections at other major
roads. Some smaller residential roads also intersect these
roadways at unsignalized intersections. Most of these
roadways do not have continuous sidewalks.
Lamar Avenue, Airways Boulevard East Shelby Drive, and
Elvis Presley Boulevard handle more vehicular traffic per
day than many other roads in the area.

Minor Roads
There are many secondary roads in the focus area, many
of which lead to the residential areas mentioned earlier.
Others lead into industrial parks. Generally, however, these
secondary roads are not very interconnected, as one can see
in the map to the right.

Many intersections, such as this one on
Airways Boulevard, are built at a large scale
to accommodate truck traffic without many
accommodations for pedestrians.

Key Findings
 Most roadways in the study area have capacity for
additional vehicles.
 High volume corridors include the interstates Shelby
Drive and Winchester Drive as well as Lamar Avenue,
and Elvis Presley Blvd.
 The secondary street network does not interconnect,
meaning all travelers must rely on arterial connections
to travel beyond their immediate neighborhood or
employment center. This makes the area difficult to
serve with traditional bus service and means anyone
not driving must venture to arterials where there is
little to no pedestrian or bicycle infrastructure. This
type of street network also increases congestion, further
exacerbating the challenges facing bus riders, walkers
and cyclists.

Tchulahoma Road is an important link
with only one lane in each direction.
10
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Transit

Stop Amenities

MATA provides several routes of bus service in the Aerotropolis. Nine routes meet at the American Way Transit
Center. Four routes meet at the Airways Transit Center,
where regional Greyhound service is also available.

MATA marks stops in the Aerotropolis with its standard
green bus stop signs. Several locations have shelters with
benches available, while others simply have a MATA sign.
Most stops are located away from busy roads giving patrons
a space to wait for the bus, however the lack of shelters
and benches at some stops are a detriment to the customer
experience.

MATA Route Details
There are 10 MATA routes that serve the study area,
summarized in the table below. These routes have a wide
range of service hours and frequency, which may limit their
usefulness for commuting or midday activities.
Route 36, 42 and 69 provide the most robust service, with
frequencies under an hour throughout the day. Route 36
serves the northern part of the study area (in light blue in
the figure to the right), Route 42 replaces the old Route
43 in the western section of the study area (shown in light
blue in the figure to the right), while Route 69 provides a
connection from the southwest through the airport to the
northeast and the American Way Transit Center. These
more frequent routes serve the Elvis Presley Boulevard
corridor and the American Way Transit Center area well.
However, the significant developments to the southeast and
northwest, including Nonconnah Corporate Center, are left
with little to no transit service, particularly in the middle of
the day.

Aerotropolis MATA Service by Route
ROUTE

FROM

TO

SERVICE SPAN (M-F)

APPROXIMATE
FREQUENCY

WEEKEND SERVICE

2

North End Terminal Memphis International Airport

M-F: 5:45 a.m. – 1145
p.m.

15 min – 1 hr

Limited, Saturday and
Sunday

7

American Way
Transit Center

M-F: 5:25 a.m.-7:47 a.m.
and 3:00 p.m. – 5:00
p.m.

15 min – 45 min.
Service gap midday

None

20

North End Terminal Tchulahoma Rd at Shelby Dr

5:36 a.m. – 7:00 p.m.

1 hr

Limited Saturday

30

American Way
Transit Center

Peebles Rd at Old Horn Lake Rd

5:40 a.m. – 6:40 p.m.

40 min – 1.5 hr

Limited Saturday

32

Airways Transit
Center

May St at Amity Ave

5:45 a.m. – 10:45 p.m.

25 min – 1 hr

Limited Saturday

Hickory Hill Rd at Rains Road

36

North End Terminal Hacks Cross Rd

5:15 a.m.-7:45 p.m.

25 min

Limited Saturday

42

Holmes at Airways
(old Route 43)

4:44 a.m. – 12:15 a.m.

20-30 min

Saturday, Limited
Sunday

46

North End Terminal Job Corps Center (Millbranch at
McAllister Rd)

5:05 a.m. – 9:00 a.m.
and 1:40 pm – 6:51 p.m.

1 hr

None

56

North End Terminal American Way Transit Center

5:27 a.m. – 11:45 p.m.

11 min – 1 hr

Limited Saturday and
Sunday

69

American Way
Transit Center

5:30 a.m. – 7:40 p.m.

30 – 45 min

Limited Saturday

Smithridge Rd at Suncrest Rd

Rebeh Rd at Fiber Rd

Service Gap Midday
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This MATA bus stop has no amenities...

...while others have shelters, benches, etc.

Aerotropolis MATA Service Map

NOTE: This is an older version of the map that does not reflect recent service changes MATA has replaced
Route 43 (in light blue) with Routes 42 and 46, shown in the table to the left.*
*Memphis Area Transit Authority http://www.matatransit.com/uploadedFiles/Main_Site/Content/Maps_and_Schedules/System_Map/MATA%20system%20map%20
web%20feb%202013.pdf
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Transit Key Findings

Stop Activity Analysis
The map on the following page compares stop activity to
the locations of the top ten large employers in the focus
area. While these employers represent large concentrations of employees, the map shows that stops near these
employers are not well utilized. Specific findings include:
 While there are several large employers located in the
southeast corner of the study area, both frequency and
bus stop usage there is very low
 Bus stop usage at FedEx is low compared to the size of
the employer
 Highly utilized stops include Getwell Road at American
Way, Winchester Road at Mill Branch Road, and stops
along Elvis Presley Boulevard and Shelby Drive

 Several MATA routes serve the study area, providing
good coverage
 However, there is limited service to some key
employment areas
 MATA frequency, however, is concentrated in the
northwest corner of the study area
 Areas with less frequent bus service also have lower
ridership
 Stop amenities vary widely in the study area
 Ridership overall in the study area is not very high,
particularly given the concentration of employment

 In general, stops are not highly utilized in the area.
However, those located on corridors with higher levels
of service have slightly higher levels of activity.

A well-utilized bus stop (Activity > 45 boardings and alightings per day)
on East Brooks Road at the intersection with Millbranch Road
14
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Bicycle and Pedestrian Amenities
Pedestrian Amenities
Pedestrian amenities in the focus area are limited. Specific
developments, such the Nonconnah Corporate Center
have provided signage and/or sidewalks for pedestrians,
but the overall network is disjointed. In addition, the large
blocks and wide industrial roads make for unsafe crossing
conditions; there are few crosswalks. As a solution to this
problem, one company built a sky bridge from one side of
the road to another.

The northern section of Airways Boulevard
has an existing bicycle lane.

Bicycle Amenities
There are a few bicycle facilities in the Aerotropolis; the
network is sparse and disjointed. Sections of East Brooks,
Mill Branch, Airways and Swinnea Roads have bicycle lanes
or signage.
Signage alone is important as it helps alert drivers to the
presence of bicycles. However, bicycle facilities such as
sharrows, dedicated bicycle lanes, and cycletracks can
encourage more cyclists as they feel safer and more visible
in the presence of vehicular traffic.

Aerotropolis Existing Bicycle Facilities
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AREA EMPLOYMENT
Employment Density
There are 83,000 jobs in the focus area, a density of
about 2,600 jobs per square mile.
There are about 83,000 jobs in just over 31 square miles
in the Aerotropolis, for a density of about 2,600 jobs
per square mile.* However, as shown in the map to the
right, Aerotropolis employee homes are fairly dispersed
around the region. Although larger portions of employees
live in the areas immediately adjacent to the airport, the
facility draws workers from around the region.

Job Classifications
Most of the job classifications in the Aerotropolis are industrial, such as manufacturing, transportation/warehousing,
and wholesale trade. The number of workers in retail is also
significant. The built environment of the area reflects these
job categories, with large “big box” type developments.
The chart belows shows that the income breakdown of
Aerotropolis jobs is skewed toward lower-income jobs, with
only 40% of workers earning over $40,000. A living wage
for both DeSoto and Shelby County is about $37,000 for
one adult supporting one child.** Thus, just over 40%
of employees working in the Aerotropolis earn a
living wage.

Aerotropolis % of Jobs by Annual Income
Jobs with annual income
<$15,000

0%

*US Census, 2010

20%

Jobs with annual income
$15,000 - $40,000

40%

Jobs with annual income
>$40,000

60%

80%

100%

**
Living wage calculated using the MIT Living Wage Calculator, http://
livingwage.mit.edu/counties/47157. Sources for the calculator include the 2010
Consumer Expenditure Survey, the U.S. Department of Agriculture’s Low-Cost
Food Plan, and the U.S. Department of Housing and Urban Development Fair
Market Rents 2010 report. More information at http://livingwage.mit.edu/pages/
about.
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Employer Locations and Shift Times

Concentrated travel to focus area:

Many of the top employers in the area are in transportation and logistics, capitalizing on proximity to the airport.
The study area’s largest employer is FedEx, which
employs 11,000 people at its SuperHub at the
Memphis International Airport. FedEx has multiple
work sites in Shelby County and beyond, including its world
headquarters just south of Germantown.

Employer Concentrations

 7:00 a.m. - 8:00 a.m.
 1:30 p.m. - 3:30 p.m.
 5:00 p.m. - 8:30 p.m.
Concentrated travel from focus area:
 2:30 p.m. - 5:00 p.m.
 11:00 p.m. - 2:00 a.m.

Employment Density Key Findings

When compared to the job classification charts on the
previous page, the table in the callout box to the right
shows that over half of the approximately 31,000
employees in transportation and warehousing
(a total of 18,585 employees) are concentrated at
six large employers. This is evidence that although the
Aerotropolis area is large, jobs in the area are highly concentrated.

 Employees come from all over Shelby County and
beyond
 Employers in the focus area are highly concentrated
 Shift times do not align perfectly but there are concentrations around some shifts. It may also be possible to
adjust the shifts slightly or give workers more flexibility
to increase access.

Shift Times

 Transportation and Warehousing is the biggest employment sector in the focus area.

The Bus Transit to Work Study included a survey of area
employers, detailed in a separate report. 18 Aerotropolis
area employers answered the survey, plus a small number
of individual workers. The tables below show temporal concentrations of travel patterns, particularly in the following
times:

Employer Start and End Times as Reported by Study Surveys
Employers Reporting Shifts

6

Shift Start Times

5

4
3
2
1
0

5:00
AM

6:00
AM

7:00
AM

8:00
AM

9:00 10:00 11:00 12:00 1:00
AM
AM
AM
PM
PM

Employers Reporting Shifts

6

2:00
PM

3:00
PM

4:00
PM

5:00
PM

6:00
PM

7:00
PM

8:00
PM

9:00 10:00 11:00 12:00 1:00
PM
PM
PM
AM
AM

2:00
AM

3:00
AM

4:00
AM

7:00
PM

8:00
PM

9:00 10:00 11:00 12:00 1:00
PM
PM
PM
AM
AM

2:00
AM

3:00
AM

4:00
AM

Shift End Times

5

4
3
2
1
0

5:00
AM

6:00
AM

7:00
AM

8:00
AM

9:00 10:00 11:00 12:00 1:00
AM
AM
AM
PM
PM

2:00
PM

3:00
PM

4:00
PM

5:00
PM

6:00
PM
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Focus Area Top Employer Locations and Concentrations
A look at the top employers in the focus area shows the concentration of workers in this relatively large
area. The top ten largest employers employ a combined total of over 21,000 employees, or over a
quarter of the total focus area employment.
In addition, over half of the approximately 31,000 total focus area employees in transportation and
warehousing (a total of 18,585 employees) are concentrated at six large employers.
Top Ten Largest Employers
COMPANY

TYPE OF BUSINESS

TOTAL EMPLOYEES

FedEx Ship Center

Transportation & Logistics

11,000

United Parcel Service

Transportation & Logistics

2200

Medtronic, Inc.

Wholesale & Distribution

1540

Pinnacle Airlines

Transportation & Logistics

1350

New Breed Logistics, Inc.

Transportation & Logistics

1260

Swift Transportation

Transportation & Logistics

1150

Versant Supply Chain

Transportation & Logistics

945

Jabil Global Services

Technology

765

Fred's, Inc.

Retail

685

Ozark Motor Lines, Inc.

Transportation & Logistics

680

Top Ten Largest Employers Locations
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AREA CHALLENGES
Infrastructure
The area access assessment revealed several issues and
opportunities, summarized in the map to the right and the
list below:

Issues:
 Limited Bus Coverage: The blue portion of the
map to the right shows the network available within a
quarter miles of the highest frequency routes, which is
the distance that most transit users are willing to walk.
However, much of the study area lies outside these
bounds.

High levels of car traffic can inhibit
pedestrian movements

 High Vehicular Traffic Corridors: High-traffic
roads, such as Shelby Drive and Lamar Avenue can be
dangerous and intimidating for pedestrians.
 MATA Terminal Connections: The current
MATA terminals are not on designated “multi-modal”
corridors.
 Pedestrian Connectivity: A discontinuous sidewalk
network makes it hard to move around the area safely.
 Uncoordinated Shift Times: In an area where many
worker schedules depend on strict and often unusual
shift start and end times, transportation coordination is
difficult when these times do not align.

Discontinuous sidewalk network

Opportunities:
 High Frequency Bus Service: As shown on the map
to the right, current MATA service is fairly high (76-100
trips per day) on several corridors in the northeastern
portion of the study area.
 Highly Used Bus Stops: Enhanced connections
within a five minute walk of these stops (shown in
green) will improve connections for current riders and
potentially draw future riders.
 Planned Bike Network: Several planned bicycle
corridors in the study area will connect employment
centers to residential areas. A focus on these will help
connect local residents to jobs without requiring car
ownership.

Concentrations of large employers

 Concentrations of Commuters and Employers:
High percentages of commuters traveling from the
same area are good candidates for TDM measures such
as park and rides, vanpools, and other tools.
 Lifestyle Amenities: Leveraging the tourism clout
of Graceland and the “Urban Village” element of the
Airport City Plan can provide facilities such as restaurants that will enhance the quality of life for residents
and employees alike.

Potential to grow lifestyle amenities
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Commute Perceptions
Stakeholder Interviews
The study team was able to speak with representatives from
four large employers in the Aerotropolis whose combined
employment is over 14,000 individuals. Most agreed that
the primary mode of transportation in the area
is driving alone. Overall, the interviews provided the
following observations:
 The ample availability of free on-site and/or covered
parking incentivizes driving
 There are no incentives not to drive

While overall worker homes are dispersed throughout the region, the map to the right reveals different
patterns for a specific employer in the region, specifically:
•
•
•

Concentration of workers in MS
Very few workers in downtown Memphis,
particularly inside the I-240 loop
Higher concentrations of workers traveling from
farther away

 A small number of employees do use the bus to get to
work

Mode Choice

 One employer provides a shuttle from their location in
the Aerotropolis to another outside the area

4% of the responses to the Bus Transit commuter survey
were from employees working in the Aerotropolis area. The
response breakdown was as follows:

 Existing bus transit to and from the airport area is
challenging to use due to times, frequency and the
intermittent pedestrian network
 Employees commute to the Aerotropolis area from a
wide range of locations
 Carpooling is the most frequently encouraged/
discussed TDM measure, but not actively incentivized
 Employers do not communicate with one another to
arrange transportation – each operates individually.

 15 respondents reported driving alone to work
 One respondent drove with another worker
 One respondent takes the bus
Of these commuters, several reported that the cost of gas,
car ownership and maintenance is a financial burden. This
is unsurprising, given that several of the drivers make
between $8 and $15 per hour. Others reported earning
more than $15 per hour.

 One employer observed that employees like to leave
their work site for lunch, yet there is no walkable food
outlet to meet that need. However, in the Aerotropolis,
there are over 3,000 employees in Accommodation and
Food Services.

Most workplaces are oriented solely toward auto access. Here, two
pedestrians must walk down a driveway to the front door of Swift.
24
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Front Door Access

Challenges include:

A closer look at front-door access to large •
employers in the Aerotropolis shows how the •
•
physical environment favors auto access.
The diagram to the right shows the ample parking
available at this entrance. Those parking in the lot
cross the skybridge on Democrat Road for direct
access into the building. Access by all other modes
is via the access road to the south.

•

No crosswalk directly to entrance
Worn crosswalks on three legs of intersection
No sidewalk on northern side of building entrance,
pedestrians must cross driveway
Building entrance set back from street, thus increasing
potential pedestrian-vehicle conflicts and thus the need
for pedestrian infrastructure

TO STREET

Front-door entrance to facility.
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However, the area does have the following opportunities to facilitate movements by other modes:
•
•
•

Recommendations:

•
Pedestrian signals on all four intersection legs
•
Three crosswalks allow protected crossings to all
corners
•
Bus shelters and benches enhance ridership experiences
•

Create crosswalk on southern leg of intersection
Add sidewalk connection to front door from
street
Remove fence around parking lot by entrance to
shorten walking distances
Consider signage to help pedestrians and those
arriving by bus find entrance.

Aerial view of the image above.
Note: Latest imagery is dated and
does not show recent construction.

27

POTENTIAL SOLUTIONS
There are several measures that the Aerotropolis employers
and/or regulatory bodies could undertake to increase
transportation accessibility. The study team prioritized
some examples to explain their applicability to the area.
However, please refer to the Transportation Demand
Management Toolkit for more in-depth explanations of
these concepts:

Transportation Demand Management
Transportation Management Association
A Transportation Management Association (TMA) could
help refine needs, advocate for improvements, and
promote alternative transportation services and programs.
The Aerotropolis would be an ideal area in which to
implement a TMA. For example, shift times in the Aerotropolis have the potential to align and create opportunities
around which to organize new modes of travel to work.
However, without an entity focused on such opportunities,
they will continue to be ignored.
To form a TMA, a government entity or large employer can
help create the TMA and provide the initial funds to hire
a coordinator dedicated to the effort. As the TMA gains
members, they can contribute dues to the funding for the
organization.

Aerotropolis Corridors

Vanpools
Vanpools are a type of ride-sharing, similar to carpooling,
but typically involving more people and a shared vehicle. In
most cases, vans are owned or leased by a sponsoring organization and riders share the cost of operating the vehicle to
and from work. Vanpools have had the most success where
employees travel longer distances along corridors with
limited or no existing transit service.
Shift workers who are traveling from homes that are in
the same area are good candidates for vanpools. As the
case study analysis showed, large employers often draw
employees from the same areas.

Pocket Park and Ride
A traditional park-and-ride is a parking lot facility with
connections to an alternative method of transportation
that allows commuters and other people heading into city
centers or employment hubs to leave their vehicles and
transfer to bus, rail, or carpool for the remainder of the
ride. “Pocket” park-and-rides are informal parking lots/
garages that may be used for another purpose (such as a
church parking lot) on certain days of the weekend, but are
used for commuter parking during week days.
The high frequency bus service in the northeast corner of
the study area provides a good backbone for the development of a pocket park and ride. Employees could travel to
a stop on Elvis Presley Boulevard or Mill Branch Road and
travel the rest of the way in to work via bus. This program
could be coupled with Employer Subsidized Transit Passes
to further decrease the burden of transportation cost.
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Spotlight on Employer: FedEx

FedEx Employee Addresses by Shift

FedEx is the largest employer in the Aerotropolis area with nearly 11,000 employees.
Most of these of employees work at the
FedEx sorting facility on Democrat Road.
There are a variety of functions and employment shifts out at the location, but a large
part of the work is associated with sorting
packages with work largely oriented around
two shifts: 8:00 AM to 5:00 PM and 11:00
PM to 4:00 AM. Employee addresses were
collected and randomized within Census
blocks to preserve privacy and color-coded
(orange for day shift and purple for night
shift) but mapped with enough detail to understand transportation demand.
As shown, lots of workers live close to the
FedEx sorting facility, especially “as the
crow flies”. There is also no apparent difference between the residences of employees
working during the day and those working
at night. As a result, transportation options that work for the daytime employees should also work for
people working the night shift.
Democrat Road is not a multi-modal corridor; it has two lanes of traffic in each direction, no sidewalks
and no crosswalks or pedestrian signals. In addition, there are a large number of parking lots along the
roadway, especially due to the recent relocation of the rental car facilities from Democrat Road to the
airport. The main entrance to the FedEx facility, however, is located close to Democrat Road and easily
accessible from the street for people traveling east. In addition, there are a handful of MATA bus routes
that operate along Democrat Road and some of which have a stop directly in front of the FedEx building.
•
•
•
•

Route 2 Madison – fairly frequent service but stops are nearly 1.5 miles away.
Route 30 Brooks – less frequent service, but stops directly in front of FedEx’s facility.
Route 4 Walker - nighttime service with stops directly in front of FedEx facility.
Route 32 East Parkway– fairly frequent north-south service to the Airways Terminal. Five trips travel off
the main route to stop in front of the FedEx sorting facility

Opportunities to make FedEx site more accessible include:
•
•
•
•
•

Designate bike routes between adjacent neighborhoods and Democrat Road.
Install a crosswalk in front of the FedEx facility with a pedestrian activated signal.
Build bus pull-outs and shelters in front of the FedEx facility, on both sides of the road.
Operate a shuttle service between the Airways to American Way Terminals and travel via Democrat Road.
Operate community shuttles from neighborhoods east and west of the airport could be designed to bring
workers from the neighborhoods directly to the FedEx facility.
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Infrastructure

Connect Networks

From tweaks to large-scale changes, adjustments in the
available infrastructure can influence the transportation
choices people make.

As the diagrams below show, the Airport City Master Plan
and other planning efforts have plans to create multi-modal
networks in the Aerotropolis. These efforts should prioritize
the following connections:

Pedestrian Facilities
A walkable environment gives people more transportation choices and improves quality of life. A well-designed
network of streets and sidewalks is essential for pedestrian
accessibility as providing pedestrian connections allows
people to make connections between transportation modes
as well as between neighboring land uses. Investments in
the pedestrian environment have positive impacts on all
road users. In many places in Memphis, basic pedestrian
infrastructure is lacking, yet pedestrian activity persists.

 An extension of the designated multi-modal network
to provide connections to the two large MATA
terminals in the area
 Focus on bicycle links that can allow local
residents to access employment areas. This will
not only decrease the transportation burden for local
residents, but may also be a draw for additional people
to live and work in the area.

In this focus area, employers should focus on pedestrian
facilities as a means to provide employees with choices in
how they get to work. As the Front Door Access analysis
showed, although the infrastructure is present, connections
are incomplete for all except vehicular users. As the area
grows and changes, care must be taken to complete these
connections.

Bicycle Facilities by Area Type
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Transit
There are opportunities to make relatively minor changes to
transit service to better serve employment, or offer slightly
different types of transit services, including flex service
or community shuttles.

American Way Terminal – Airport – Democrat Road Airways Terminal Shuttle
MATA currently operates fairly frequent service to the
American Way Terminal and, to a lesser extent to the
Airways Terminal. Both of these facilities provide clean,
climate controlled and safe places for people to connect to
other routes. However, there are limited opportunities to
get to from these terminals to major employers in the Aerotropolis area, including the Memphis International Airport.
One potential solution would be to use traditional (large
bus) MATA service to bring people to the terminals and
then operate a shuttle between the terminals, the Airport
and Democrat Road.

Neighborhood Flex Routes from American Way
Terminal and Airways Terminal
Flex Routes from American Way Terminal and Airways Terminal
There are several employment areas, business parks and
residential neighborhoods within the Aerotropolis area
that are only accessible by car. In most cases, the areas
have low density development such that demand may not
be sufficient for regular fixed route transit service. The
lack of service, however, is frustrating because the areas
should be accessible. One potential solution would be to
implement flexible services (or flex routes) that use smaller
vehicles to transport people between MATA terminals and
business parks and residential neighborhoods. Flex services
typically have two or three fixed time points (i.e. depart
from Airways Terminal on the hour and have a pick up at
Nonconnah Business Park at 0:30), but can travel off-route
to pick up and drop off passengers as requested. This type
of flexible service would be a different type of service than
MATA has historically provided and would require slightly
different infrastructure, including dispatching functions
and smaller vehicles. However, it offers a potential solution
for short trips between low density areas. Setting up flex
routes and airport shuttle service (see recommendation
above) are best implemented in conjunction with a series
of trunk routes that bring people to key points (MATA
terminals) and using small vehicles to distribute them
around the Aerotropolis. Likewise, people could use the
flex routes to get to the terminals and then to other parts of
the MATA service area.
Full implementation, therefore, would include a combination of new flexible routes that service the Aerotropolis
area and strengthened MATA trunk routes that provide

direct service into the Aerotropolis. For example, MATA
could expand crosstown service from the Raleigh/Frayser
neighborhood to Airways Termianl traveling via Hollywood
Street, so riders could transfer to get anywhere within
the Aerotropolis. Another opportunity may be to shorten
Route 30 Brooks to terminate at the Airways Terminal and
encourage riders to Flex routes to get to their final destination. As MATA saves service hours by shortening Route
30, they should reinvest those hours to increase Route
30’s frequency at peak times and/or extend the hours of
operation.

Expanded Service on Route 30 Brooks
MATA Route 30 Brooks is one of the main transit routes
that brings people to and from the FedEx headquarters on
Democrat Road. Route 30 also links Airways and American
Way Terminals so riders connecting in from other routes
have opportunities to transfer and get to FedEx. The main
challenge with Route 30 as it is currently configured is
the lack of service. Route 30 currently operates with 40
minute frequencies during the morning commute time but
buses are less frequent for the rest of the day, with some
trips spaced more than an hour apart. Ideally MATA could
invest more resources into Route 30 to bring frequencies
up to every 30 minutes during the three peak periods
related to commute shifts, namely between 7:00 a.m. and
8:00 a.m., between 1:30 p.m. and 3:30 p.m. and between
5:00 pm and 8:30 p.m. Additional trips during this time
period would help people get to/from FedEx headquarters
more easily as well as support other work trips. Investing
in the day time service is the first priority, however, data
from employers and employees also suggests a need for
some service later in the evening to support the end of the
second shift and beginning of the third shift (between 10:30
p.m. and 11:30 p.m.). Expanding Route 30 would help
address this issue and could help people connecting from
neighborhoods to the west of the Aerotropolis. Without an
investment in other MATA services, however, expanding
the hours of service would be a start in the right direction,
but its impact would limited to the Route 30 service area.

Create park and ride connections from Southaven
and/or Olive Branch to Airways or American Way
Terminals.
Like the residential areas located within and adjacent to
the Aerotropolis, people living in DeSoto County are cut
off from employment located just a few miles from them.
There are potential solutions to create transit connections
between communities in northern DeSoto County and the
Aerotropolis with park and ride lots and service extensions, potentially along Airways Boulevard and/or New
Getwell Road. If this type of service is implemented as part
of MATA’s service, however, would require considerable
outreach with DeSoto County.
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Concentrate Aerotropolis service around existing
shift times (5:00 AM – 8:30 AM) and (1:00 PM to
5:30 PM), plus evening shifts starting at 10:30 PM.
Data shows that the there are concentrations of shift start
times for Aerotropolis employers. These times are between
5:00 AM and 8:30 AM; 1:00 PM to 5:30 PM and between
11:00 PM and midnight. There is significantly less travel
demand from employment in the late morning and early
evening. As a result, MATA service to the Aerotropolis
could be concentrated during the critical times work times,
recognizing that these are times when workers need to be
on-site and ready to work. Adjust the schedule to meet this
demand may be somewhat challenging given the shifts
are somewhat outside of the traditional work schedule.
However, catering to this demand should help attract more
riders and improve service effectiveness.

Provide commuter oriented transit connections to
Southaven and/or Olive Branch
Express bus trips offer non-stop or very limited stop
one-seat service (no transfers required) between a
suburban or small urban park-and-ride facility and a major
regional employment destination. This type of service
tends to attract primarily daily commuters traveling to and
from work or school. It runs faster than normal bus service
because it doesn’t make as many stops and usually runs
along quicker routes, such as freeways.

Create a “how do I get there” transit map for the
Aerotropolis.
Create a special map that details transit connections
available to major employers in the Aerotropolis. The map
could highlight major employers and show transit routes
that travel close to the major employers and identify arrival
and departure times. Map could be part of a package of
materials distributed to Aerotropolis employers for new
employee information and used as part of developing
employee commute plans.

Additional Solutions
Additional TDM solutions to explore in the Aerotropolis
include:
 Employer Subsidized Transit Passes
 Regional Transit Funding
 Bicycle Parking
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BUS TRANSIT TO
WORKPLACE STUDY
Case Study: Medical District

One of the longer term goals of the Bus Transit to Workplace study is to identify specific strategies
that will help improve the accessibility of employment. In particular, the study has taken a case
study approach to look at the current availability and utilization of multi-modal transportation
networks at different clusters of job sites in Shelby County.

INTRODUCTION
One of the longer term goals of the Bus Transit to Workplace (“Bus Transit”) study is to identify specific strategies that will
help improve access to regional employment. The study has taken a case study approach to look at the current availability
and utilization of multi-modal transportation networks at different clusters of job sites in the Mid-South Region.
Although the information is static, patterns are expected to remain broadly constant, so that lessons identified will be valid
for the near future. These case studies can serve as illustrations of both the challenges and opportunities associated with
retrofitting an automobile oriented development pattern to one that provides multi-modal transportation choices.
The image below shows the five focus areas for case studies. They include suburban Collierville, the industrial
developments on President’s Island, the agglomeration of hospitals in the Medical District, the rapidly changing area
around the airport, and the growing developments in Southaven, Mississippi. Together, these five areas provide a snapshot
of the variety of transportation challenges and opportunities in the Mid-South Region.
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CASE STUDY: MEMPHIS MEDICAL DISTRICT
The Memphis Medical District is a cluster of medical
facilities located east of Downtown. Several large and
nationally reputable institutions anchor the District,
including:
 University of Tennessee Health Science Center and
College of Medicine
 Le Bonheur Children’s Medical Center

This document analyzes the Medical District transportation
context and networks for visitors and commuters alike.
This includes a review of current multimodal networks
as well as development patterns, planning initiatives and
employment density. These findings are then connected to
infrastructure and programmatic improvements that will
provide transportation options, helping the Medical District
become more accessible to more people.

 Southern College of Optometry
 Methodist University Hospital
Overall, this area is home to over 21,000 jobs.* Located
close to downtown Memphis, this density, coupled with a
variety of users at varying income levels and relatively high
levels of transit, makes the Medical District an excellent
candidate to pilot a full suite of transportation demand
management (TDM) strategies to reduce automobile
reliance and to serve as a regional example.

* US Census Longitudinal-Employer Household Dynamics Program, 2011

Downtown Memphis

Medical District
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Case Study Focus Area
The roads bounding the Medical District focus area are
Poplar Avenue, Manassas Street, Linden Avenue and
Cleveland Street. Union Avenue, which runs through the
south of the District, is the most heavily traveled corridor,
carrying about 30,000 cars each day.
Within this area, the street grid is somewhat irregular;
although several of the east-west streets run the length
of the study area, the north-south streets are not as
continuous.
The area is also quite built out, with large health campuses
and denser development than much of the rest of the MidSouth. However, some parcels in the area are underutilized,
instead serving as surface parking. These large surface
lots break up the street wall and often create long walking
distances between the street and a facility.
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1.1

PURPOSE
The purpose of the Medical Overlay District is to support the investment efforts of the various institutional uses locat
within the district by providing restrictions on those uses deemed incompatible with the
uses
future
anticipated
land in
the area. The area is also intended to have a more urban, pedestrian
-friendly, walkable character in the future, and
therefore replacement standards that support this vision are included in the overlay district. Finally, mapped
ons
limitati
on height will help reduce the impact of-scale
largeuses on the surrounding neighborhoods.

APPLICABILITY
Within the Medical Overlay District, as designated below, the standards of this Chapter shall apply to:
Medical
District Overlay
A. All new building construction;
In 2007,B. the
of expansion
Memphis adopted
a Medical
that walls
focuses
on aa public
similarstreet,
area
All City
building
with removal
of more Overlay
than 25%District
of existing
facing
-facing
orofa street
Memphis. The
goal of
theparcel
districtis landlocked;
is to “support
investment
efforts”
theofinstitutions
the area,
elevation
if the
or removal
of more
thanof50%
all existinglocated
exteriorin
walls.
*
as well as
to
“have
a
more
urban,
pedestrian-friendly,
walkable
character.”
C. All existing buildings that are not in conformance
with the requirements of the underlying district or this overlay
district
at
the
time
of
adoption
shall
be
governed
by Chapter
-116 (nonconformities).
16
Thus, the overlay designates building envelope standards
along
designated corridors, designed to
D.
No
Planned
Developments
(section
-52)
16
shall
be
allowed
within
the in
Medical
Overlay District.
encourage building frontage at the front of property lines and parking
the back.

1.2

Bus Transit to Work Study Area

The overlay also provides increased height limits at the heart of the district, which more closely corresponds to the Bus Transit to Workplace Study Area. The figure above compares the focus area for this
project and the Medical District Overlay.
Finally, the overlay prohibits land uses that would be incompatible with the future envisioned for this area.,
1- 1 municipal infrastructure developments.
Medical Overlay
such as industrial uses, certain commercial uses, and
TheDistrict
select
January 2007
remaining uses will thus drive the character of the District as a center of innovation and healthcare with a
high quality of life.

Memphis, Tennessee

* Medical Overlay District (-MO), Memphis, Tennessee, 2007
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EXISTING CONDITIONS
Vehicular Access
Interstate Roads
I-240 is a limited-access highway that runs through the
center of the District. The ramps for entering and exiting
traffic connect to Madison and Union Avenues, making
these the main conduits into and out of the study area.

Major Roads
Union, Jefferson, Madison, and Poplar Avenues are the
major east-west arterials in the Medical District, while
Cleveland and Pauline Streets provide the most direct
north-south links.
Both Union and Poplar Avenue have six total travel lanes
with an occasional turning lane, while Jefferson and
Madison Avenue each have a total four to five travel lanes
with a middle turning lane. Madison Avenue also has
four to five total travel lanes, but two of those lanes carry
MATA’s trolley service as well as vehicular traffic. Most of
these streets have no on-street parking.

Minor Roads
The secondary roads in the focus area are arranged in a
street grid, but lack several key links. For example, Monroe
Avenue, just north of Union Avenue, cannot carry the same
through traffic as it dead ends at Claybrook Street before
continuing again after Bellevue Boulevard.
Most of these roads are two to three travel lanes in total.
Many of them have no on-street parking.

Key Findings
 High volume corridors are primarily the interstate and
Union Avenue
 While there are multiple east-west thoroughfares, there
are fewer that travel north-south
 The large nature of medical campuses breaks up the
traditional street grid, meaning travelers must rely on a
few roads to get them through the study area.

Cleveland and Pauline Streets have a total of four and
five lanes, respectively. Pauline Street curves slightly,
particularly to the north, while Cleveland is aligned in a
straight line. Neither street has on-street parking.

A view of Madison Avenue’s trolley tracks

The intersection of Union Avenue and Pauline
Street is very wide with worn crosswalks.
8
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Parking
A particularly noteworthy aspect of the Medical District is
in the abundance of off-street parking and the relative lack
of on-street parking.
In contrast to much of the rest of Memphis and the MidSouth, the Medical District is one of the few places where
structured parking has been built. This reflects constrained
campus footprints as well as an understanding of the value
of land in the area.
However, much of the current developable land is currently
functioning as surface parking in addition to structured
parking. Because of the number of surface lots in the area,
walking across the Medical District can feel unsafe, as the
lack of building frontage facing the sidewalk provides no
assurance to the average pedestrian that there are “eyes on
the street.”

This parking facility at UT Health Sciences Center
ensures safety to users but hinders easy access
from other important areas of the Medical District
10

Transit Alternatives Analysis
In 2013, the Memphis Area Transit Authority (MATA) requested proposals regarding a new Alternatives
Analysis for high capacity transit along one of its most prominent Midtown corridors: Madison Avenue. The
corridor, currently services by trolleys and the #2 bus, runs directly through the center of the Medical District.
Other corridors to be studied include Lamar Avenue, Elvis Presley Boulevard, and Poplar Avenue, which abuts
the southern edge of the Medical District.

The Madison Avenue Trolley is a lasting and visible
presence in the Medical District, but MATA is
continuing to actively seek service improvements.

MATA Short Range Transit Plan (2012)
In 2012, MATA, in partnership with Nelson\Nygaard, Kimley-Horn and Trust Marketing, released a short range
transit plan to address immediate options for improving service. Of particular importance was the MATA trolley
service. Suggested actions to increase efficiency and rider retention included:
•

A “more aggressive” approach to partnering with Medical District employers along the Madison Avenue Line
to develop employee pass programs. Also proposed were shared agreements with MATA and the Medical
District hospitals that would encourage people attending downtown entertainment and events to park at the
hospitals and ride the trolley to connect to their destination. This program could ideally generate revenue for
hospitals and ridership for MATA.

•

Improve trolley-bus connections at Cleveland Street, as the station was measured to be 300 feet away from
the street.

•

Pushing the service span an hour later to capture afternoon ridership, which is higher than early morning
ridership.

•

Ending Sunday and late evening service on the Madison Avenue trolley line due to low demand.
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Transit
Several MATA bus routes and one trolley route run through
the Medical District.

MATA Route Details
There are nine MATA bus routes that serve the study area
in addition to the Madison Avenue Trolley.
Bus Routes
Much like the road network, bus routes in the study area
provide good east-west links but fewer north-south links.
Routes that travel east-west generally do so along different
roads, dispersing frequency in favor of coverage. Route 42
is the only route to travel north-south in the study area, and
lies at the very eastern edge.
Route 50 and the combination of Routes 36, 56, 34, and
20 provide relatively frequent service along the edges of
the study area, while Routes 2 and 40 travel infrequently
through the area.
Fares on the bus routes are $1.75, with an additional charge
for travel outside Memphis City limits.
Madison Avenue Trolley
The trolley provides relatively frequent service through
the corridor with a lower fare than bus service; the fare is
$1.00. With several stops in the Medical District, the trolley
is a good option for commuting from downtown.

A typical MATA bus stop in the study area with a
bench, shelter and advertising panels
Stop Amenities
MATA stops for both bus and trolley service in the study
area generally have more amenities than those in the
farther reaches of MATA’s service area. Bus stops often
have shelters and benches, while trolley stops are equipped
with service elevators and protected platforms.

ROUTE

FROM

TO

SERVICE SPAN (M-F)

APPROXIMATE
FREQUENCY

WEEKEND
SERVICE

2

North End Terminal

Memphis International Airport

M-F: 5:45 a.m. – 11:45
p.m.

15 min – 1 hr

Limited, Saturday
and Sunday

5

North End Terminal

University of Memphis

6:50 a.m. - 6:10 p.m.

80 min

None

20

North End Terminal

Tchulahoma Rd at Shelby Dr

5:36 a.m. – 7:00 p.m.

1 hr

Limited Saturday

34

North End Terminal

Humphreys Blvd at Walnut Grove 5:54 a.m. - 6:05 pm.

40-90 min

Limited Saturday

36

North End Terminal

Hacks Cross Rd

5:15 a.m. - 7:45 p.m.

25 min

Limited Saturday

40

North End Terminal

Berryhill Rd at Stage Rd

5:39 a.m. - 12:14 a.m.

1 hr - 2 hrs

Saturday, Limited
Sunday

42

Holmes at Airways
(old Route 43)

Smithridge Rd at Suncrest Rd

4:44 a.m. – 12:15 a.m.

20-30 min

Saturday, Limited
Sunday

50

North End Terminal

Poplar Ave at Exeter Rd

5:00 a.m. - 12:00 a.m.

15 - 30 min

Limited Saturday
and Sunday

56

North End Terminal

American Way Transit Center

5:27 a.m. – 11:45 p.m.

11 min – 1 hr

Limited Saturday
and Sunday

Trolley

South Court Station

Cleveland Street

7:00 a.m. - 5:45 p.m.

16 min

Saturday
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The Madison Avenue trolley line.

MATA Routes in the study area include several bus routes and the Madison Avenue Trolley Line, which terminates
at Cleveland Street.
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The bus stop at the corner of Poplar and Cleveland is
heavily used. Amenities only include a small shelter, a
one person bench, and a schedule.

Stop Activity Analysis
The map on the following page compares stop activity to the
locations of the top ten large employers in the focus area.
While these employers represent large concentrations of
employees, the map shows that stops near these employers
are not well utilized. Specific findings include:
 The stop with the most activity (500+ boardings/alightings) is located at the intersection of Cleveland Street
and Poplar Avenue, where Route 50 meets Route 42
 There is low ridership on the Trolley Route despite its
relatively high frequencies
 Despite the concentration of large employers in the
northwest corner of the study area, overall ridership
there is relatively low

Despite its low ridership, Madison Avenue Trolley
Line stops include branding with the MATA logo, a
covered place to wait, real-time arrival capabilities,
and a lift for wheelchairs.

Transit Key Findings
 The MATA routes that serve the study area generally
travel east-west along different corridors, which lowers
frequency but increases coverage
 MATA Route 42 is the only north-south connection in
the study area
 Most of the major employers are near a MATA line,
however ridership at these stops is relatively low (in the
40-100 combined boardings and alightings range)
 Most MATA routes through the study area connect to
the North End Terminal
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Bicycle and Pedestrian Amenities
Pedestrian Amenities
Most streets in the focus area have sidewalks on both sides
in varying conditions. Because of the nature of the medical
district, it is important that transportation facilities truly
accommodate all types of users.
While some areas have good facilities with new, smooth
sidewalks and ADA compliant curb ramps, other areas are
in disrepair. This makes travel in the area difficult and can
be an insurmountable hurdle for those with disabilities.

Medical Overlay District
The City’s Medical Overlay District specifies three
different types of building morphology meant to facilitate a balance between pedestrian and automobile
traffic. A brief excerpt of these class definitions, shown
on the map to the right, is below*:
Pedestrian Frontage: Buildings abutting the street
front and sidewalk.
Urban Frontage: Buildings abut the street front and
sidewalk with greater spacing in between to balance
the needs of both the pedestrian and the automobile.
Commercial Frontage: Buildings are set back further
from the street to allow for easier access by automobile.

Accessible path?

* Medical Overlay District (-MO), Memphis, Tennessee, 2007

Bicycle Amenities
There is currently one existing bicycle facility in the study
area, which is a sharrow along Adams Avenue. This facility
runs from Danny Thomas Boulevard in the west to end at
the Regional Medical Center where Adams Avenue meets
Jefferson Avenue.

Accessible ramp

The Greenprint plan for on-road bicycle facilities follows
the current bicycle signage along Martin Luther King, Jr.
Avenue (Linden Avenue) until it turns south toward Lamar
Avenue. However, the area generally does not have many
formal bicycle facilities.

Large curb cut

Disintegrating sidewalks
While most streets in the Medical District have
sidewalks, accessibility and conditions vary widely.
The map above shows the few existing and proposed
bicycle facilities in the Medical District.
16
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AREA EMPLOYMENT
Employment Density
Of the approsimately 21,000 jobs located in the Medical
District, almost 70% are in the “Health Care and Social
Assistance” job category.* As the map to the right shows,
people commute from all over Shelby County and beyond
to get to the Medical District, with few clear concentrations

Almost 70% of the 21,000 jobs in the Medical
District are in Health Care and Social Assistance.
of workers in any one zipcode. The map also shows that
although transit service is concentrated downtown, most
Medical District workers are commuting from outside that
area.

Patients
In addition to those traveling to and from the area for
employment, the Medical District is home to the area’s
most sophisticated health facilities and thus draws a
significant number of patients and visitors daily. These
individuals likely travel from all over the Mid-South and
have a wide range of incomes and abilities.
A variety of programs will be necessary to address patient
transportation needs. With a diversity of incomes and
visiting hours/schedules, transportation choices must be
open to all. Thus, TDM programs should incorporate the
interaction between patient and employee transportation
needs

Income and Transportation
About 12,500, or 60%, of jobs in the Medical District pay
more than $40,000 a year, making this a relatively higherincome area for the Mid-South. Thus, while transportation
itself may not be a burden, the potential congestion
and parking impacts of what is likely an auto-oriented
population can be significant. For example, the high
number of surface parking lots taking up developable land
in this growing medical complex can be directly attributed
to auto-oriented transportation demands in the Medical
District. Thus, TDM measures will be imperative in helping
the area move forward.
Jobs with annual income
<$15,000
Jobs with annual income
$15,000 - $40,000

0%

20%

Jobs with annual income
>$40,000

40%

60%

80%

100%

There are also about 8,500 employees making $40,000 or
less for whom transportation may be a financial burden.
As discussed earlier, the lack of transit connections to the
study area from anywhere but downtown make transit
a difficult if not impossible option for many workers, as
shown in the map to the right. The lack of bicycle and
pedestrian facilities also makes more affordable transit
options difficult. Thus, even those with lower income are
forced to rely on cars as the main mode of transportation.
The multiple income levels of workers in this area create
an environment conducive to implementing a full range
of TDM programs and facilities. Different income levels
will respond to a variety of programs that can work in
tandem with one another to reduce auto reliance. Planning
for the needs of multiple income levels will allow the area
to flourish, not only by increasing development but by
allowing institutions to access the employees they need.

* US Census Longitudinal-Employer Household Dynamics Program, 2011
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Employer Locations and Shift Times

Shift Times

The Medical District’s largest employer is the
University of Tennessee with 3,500 employees.
Other large employers include The Med, Veterans Affairs
Medical Center, and Le Bonheur Children’s Hospital.

The charts below show shift start and end times from
employers surveyed as a part of the Bus Transit to
Workplace Study. There are clusters around traditional
workday beginning and end times, indicating large in and
outflows of workers in a concentrated time frame. This
indicates that alternative transportation methods could
work well during certain peak travel times, not only to
alleviate congestion but provide alternate travel options to
those who may need or want them.

Employer Concentration
Of the 14,000+ jobs in the healthcare/social
assistance category in the Medical District, over
half are with four of the five top employers, as
shown in the box to the right. Thus, the area not only
represents a general agglomeration of similar businesses,
but a true concentration of large employers.

Employment Density Key Findings
 More than 70% of total employment in the Medical
District is in the Health and Social Assistance job
category

The map of large employers also shows the effect that
the street network has had on development in the area.
I-240, which runs north-south in the middle of the medical
district, has effectively created a barrier preventing
development to the east. Where the hospitals and other
institutions have benefited by proximity to one another, the
I-240 infrastructure likely makes locations that are only
blocks away from this cluster undesirable.

 Although transit services are concentrated on the
downtown, few Medical District employees live there.
 Over half of the employees in healthcare are with four
of the top five area employers
 Large employers are concentrated west of I-240, which
is likely a barrier hindering potential expansion of the
Medical District
 Employer-reported shift times peak around 9:00 a.m.
and 5:00 p.m.
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Top Employer Locations and Concentrations
A look at the top employers in the focus area shows the concentration of workers in this relatively large
area. The top ten largest employers employ a combined total of over 12,000 employees, or over a half
of the total focus area employment.

TOP TEN LARGEST EMPLOYERS
COMPANY

TYPE OF BUSINESS

TOTAL EMPLOYEES

University Of Tennessee

Non-Profits & Religious

3,500

Regional Medical Center (The Med)

Health Care

2,100

Methodist University Hospital

Health Care

2,500

Veterans Affairs Medical Center

Health Care

1,978

Le Bonheur Children's Hospital

Health Care

1,637

Shelby County Health Department

Non-Profits & Religious

495

Lifeblood Regional Blood Center

Health Care

190

Southern College of Optometry

Non-Profits & Religious

148

Baptist College Of Health Sciences

Non-Profits & Religious

100

Mississippi Boulevard Christian Church

Non-Profits & Religious

53
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AREA CHALLENGES
Infrastructure
The area access assessment revealed several issues and
opportunities, summarized in the map to the right and the
list below:

Issues:
 Low Bus Ridership: Generally, transit ridership in
the area is low.
 Aging Pedestrian Infrastructure: Although some
sidewalks have upgraded ramps, others are falling apart
and broken by multiple curb cuts.
 Front Door Access: Most building entrances are
auto-oriented and away from the sidewalk, ignoring
those traveling on foot and from transit stops.
 Limited Bicycle Network: Few planned or existing
bicycle routes exist in the study area.
 Street Network: Some streets are discontinuous and
block lengths are long, hindering pedestrian access.
Moreover, I-240 and other wide roads create barriers
to mobility and thus development

Surface parking lots next to pedestrian
facilities create an unpleasant walking
environment

 Surface Parking: Many lots within walking distance
of large employers are occupied with surface parking.
Not only is this an underuse of land, surface lots create
an unpleasant pedestrian environment. Very little
current on-street parking is available otherwise.

Opportunities:
 High Frequency Trolley and Bus Service: The
Madison Avenue Trolley runs every 16 minutes and bus
service every 20 minutes or less on several corridors.

Anchor Institutions

 Upgrade Pedestrian Infrastructure: The walking
environment should be upgraded so that it is fully accessible to all users throughout the district.
 MATA Stop Branding: Additional branding will
enhance the connection between stops and institutions
that are steps away.
 Mobility Hub at Cleveland and Poplar: A stop
offering additional connections such as bike share
or car share at this heavily used stop near a planned
bicycle facility extends the reach of transit in the area.
 Front Door Access: Based on the new frontage requirements from the Medical District overlay, existing
and future buildings should work to be pedestrian as
well as auto-oriented.
 Shared Parking: Church-oriented facilities can
provide overflow parking for medical facilities during
weekdays.

Relatively high-quality transit amenities
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Commute Perceptions
Stakeholder Interviews
The study team was able to speak with representatives from
three major employers in and around the Medical District
focus area, all in the healthcare industry. The interview
indicated that the most common mode choice in the
area for both patients and employees is driving
alone. Overall, the interviews provided the following
observations:
 A small number of employees and patients use the bus
to get to work

The North End Terminal downtown is close, but
most employees commute from elsewhere.

 One employer reported bicycle commuters
 One employer has piloted a RideBuddy program, but
did not report results.
 Employees travel from all over to the Medical District
 Parking is ample

Single Employer Home Zipcodes:

 One employer used to shuttle employees from a remote
parking location, which was “not popular.”

The map to the right shows the home zipcodes from
a single employer in the Medical District. Note that
the employer only provided data for those living in
Tennessee. The map shows the following trends:

 The majority of employees are relatively higher income,
but there are significant populations of lower income
workers such as those in food service, research support
staff, and environmental services
 Transportation is becoming more of a noticeable issue
for these employers, particularly for the lower-income
employees.

•
•

Workers generally live to the north and south
of the District, rather than in Germantown or
Collierville to the east
Few workers live downtown

These two pedestrians are crossing Madison Avenue mid-block (note trolley tracks in
the background) and will walk into this facility via the driveway ahead of them.
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The closest bus stop, showing the
fence preventing access to the
building behind it.

Front Door Access - Site Specific Example
The diagram above shows a common problem in the Medical District - auto-oriented entrances. Buildings
are set back from the sidewalk, which means minimal activity along the streetwall. However, this also
means that the main entrances to many buildings is far from the pedestrian network. Rather than focus on
pedestrian access, buildings such as those in the diagram above focus on the car by exhibiting some or all
of the following characteristics:
•
•
•
•
•
•

Multiple curb cuts in the sidewalk to provide driveway access
Lack of sidewalks along driveway entrances
Shared pedestrian and driveway entrances with minimal pedestrian safety features
No relationship to the transit network to facilitate connections from stops to the front door
Fences or other impediments preventing pedestrians from taking the shortest route to the door
Building is set back from the sidewalk
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The most direct pedestrian access to the front door is across a gutter.

Pedestrian Friendly Access
There are several methods to enhance pedestrian
access to a given building. Best practices include:
•
•
•
•
•

Pedestrian-level signage, lighting, etc. along
paths to a building
Separate driveway and pedestrian access
points, or protected pedestrian access
Multiple pedestrian access points for a largescale development
Siting pedestrian entrances close to transit stops
Encourage development fronting the sidewalk
directly

A cut in this fence between the trees along
S Bellevue Boulevard would significantly
decrease walking times from the bus stop and
provide a separate pedestrian access point
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POTENTIAL SOLUTIONS
There are several measures that Medical District employers
and/or regulatory bodies could undertake to increase
transportation accessibility. The study team prioritized
some examples to explain their applicability to the area.
However, please refer to the Transportation Demand
Management Toolkit for more in-depth explanations of
these concepts:

Many sidewalks in the district are accessible to
all types of users.

Transportation Demand Management
Transportation Management Association
Because of the small size of this focus area and the
concentration of employment, the area is a good candidate
for a TMA. One coordinator could help large and small
employers coordinate shift times, arrange vanpools, and
disseminate transit information. A targeted effort could
help people traveling from the same area to this cluster
of employers find one another through a ridematching
program, for example.
To form a TMA, a government entity or large employer can
help create the TMA and provide the initial funds to hire
a coordinator dedicated to the effort. As the TMA gains
members, they can contribute dues to the funding for the
organization.

The sidewalk just two blocks south of the heavily
used bus stop at Cleveland and Poplar.

Transit Passes
Employer Transit Fare Programs are typically organized
as a partnership between the transit agency and local
employers, and provide free or discounted bus passes to
employees. This is a relatively simple program that, while
easily administered, can have a significant impact on
commute patterns and is appreciated by employees.
In the Medical District, where transit service is already
relatively robust and land for parking is at a premium, an
employer transit fare program would be very effective.
If the alternative is paying for parking or parking much
farther away, transit could be an attractive option to choice
riders. For those who have no choice and must take transit,
this program can ease the burden of payment.

Vanpools
Vanpools are a type of ride-sharing, similar to carpooling,
but typically involving more people and a shared vehicle.
In most cases, vans are owned or leased by a sponsoring
organization and riders share the cost of operating the
vehicle to and from work. Vanpools have had the most
success where employees travel longer distances along
corridors with limited or no existing transit service.
As mentioned earlier, the cluster of employers in the
Medical District makes the area a good candidate for shared
rides.

Infrastructure
From tweaks to large-scale changes, adjustments in the
available infrastructure can influence transportation choice.

Pedestrian Facilities
A walkable environment provides more transportation
choices and improves quality of life. A well-designed
network of streets and sidewalks is essential for pedestrian
accessibility as providing pedestrian connections allows
people to make connections between transportation modes
as well as between neighboring land uses.
Pedestrian facilities are inconsistent in the District, which
not only makes walking unpleasant but also has an impact
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Spotlight on Employer: Methodist Le Bonheur Healthcare
With over 12,000 employees and contractors in the
Memphis region, Methodist is a key employer in the
city’s economy. About 2,200 of those employees
are located at the main campus on Union Avenue in
the Medical District.
The hospital faces significant parking capacity
problems. Not only do the majority of employees
drive themselves, most patients also drive to the
facility. Parking is free for all visitors in the lot
on Eastmoreland Avenue. A few employees use a
bicycle to get to work, while an estimated 5% use
public transit.
Rather than continuing to construct parking, the
hospital is open to new transportation programs.
In the past, Methodist has tested a ride sharing
program. Other options to consider are listed
below. All should be incorporated into campus
planning moving forward.

TDM Programs for Future Campus Planning:
Implement an employersubsidized transit pass
program. As parking is given
away for free, this will make
transit a competitive option.

Continuing and expanding
the “Ride Buddy” program.
This could include online
ridematching and partnering
with other local facilities.

Creating a tiered parking
pricing program that reflects
actual value - i.e. the closest
spaces are more expensive
than those father away.

A parking cash-out program
that provides the financial
equivalent of the price
of parking to employees
who are not using parking
resources. Employees can
then use that money for
their transportation mode of
choice.

Working with other area
facilities to create a
Transportation Management
Association (TMA) to help
disseminate and coordinate
information relating to
transportation.

Work with MATA to create a
Mobility Hub at the nearby
busy bus stop at Cleveland
and Poplar Street. This
would include integrated
transportation services such
as bikeshare and/or shuttle
service to local destinations.
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on the use of other modes. While some sidewalks and
paths are accessible to all types of users, others are unsafe
and poorly maintained. Investments in the sidewalk
infrastructure not only help facilitate travel by foot, they
can also extend the reach of transit. The photo on the
previous page shows a sidewalk just south of the busy bus
stop at Cleveland and Poplar. The condition of the sidewalk
is likely a deterrent to walkers who could otherwise access
a range of facilities, including the Methodist University
Hospital and the College of Optometry, within a five minute
walk. Finally, all drivers are pedestrians at the end of
their trip, and good sidewalk facilities can help reduce the
perceived need to park as close as possible to a destination.

Connect Networks and Campuses
In the Medical District, large campuses and corresponding
long block lengths make foot travel between locations
difficult. The nature of the district makes short travel
distances more imperative than elsewhere - patients
seeking medical help in particular do not want to walk long
distances.
Thus, the District should use existing and new right-ofways to reconnect the pedestrian network. This can be as
simple as pedestrian-level signage to clarify walking routes
through campuses. Additionally, sidewalks could be built
along what are currently service driveways between roads,
such as at the eastern end of the Veterans Affairs Medical
Center.
Connecting networks includes facilitating front door
access. Currently, many of the developments in the District
are completely auto-oriented, with a focus on access by
car rather than on foot. This leads to circuitous routes to
the front door, lengthening walking distances, as well as
safety issues when pedestrians must share driveways with
vehicular traffic. Zoning should be updated to encourage
developers to create dedicated pedestrian entrances either
from or directly on the sidewalk.

Pedestrian cut throughs, like this one at Methodist,
reduce otherwise intimidating block distances.
Shared Parking
Facilities within the District should consider pursuing
shared parking agreements for currently underutilized
restricted access lots. This could include updating the
District zoning code with new language for shared parking.,
or entities could work out agreements individually. A TMA
could help facilitate this process.
Not only can shared parking help facilities that have
parking capacity issues, it can also facilitate development
density as parking can be shared between uses. As each
development does not have to built its own private parking
facility that may not always be fully utilized, more land can
be used for buildings rather than surface parking lots and/
or structured parking.

This large church parking lot in the Medical District is vacant most weekdays and is within a five to
ten minute walk of many medical campuses. It is a good candidate for shared parking.
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Transit
Mobility Hub at Poplar and Cleveland Streets
The bus stop at the intersection of Poplar and Cleveland
Streets is well-used and represents a good candidate for a
mobility hub. The stop serves two frequent MATA routes,
the 50 and the 42, that provide east-west and north-south
service, respectively, and therefore is within reach of a wide
service area.

Bike Share in the Medical District:
With several stations recommended in the Medical
District, this 2013 study recommends bike share for
Memphis. As the study says, “For individuals and
employees who commute to the Medical Center by
bus, bike share stations in this area would provide a
means for traveling to and from destinations within
the district without a car.” (p. 28)
Source: Memphis Bike Share Final Report (http://bikepedmemphis.
files.wordpress.com/2013/02/memphis-bike-share-finalreport_021913.pdf)

A mobility hub helps provide “first/last mile” connections.
Often even a highly frequent transit route has trouble
reaching beyond its direct catchment area, which is
often called the “first/last mile problem.” A mobility hub
integrates elements such as car share, bike share, ride
share, and shuttle services with a well served transit hub to
extend the reach of transit services. Implementing this will
require a range of entities to work together, which could be
under the supervision of a Medical District TMA. Specific
hub elements could include:
 Working with Bike/Ped Memphis and the City to
include a bike share station at this location
 Using funds from a TMA or a particular employer to
run a shuttle from the hub to one or multiple employment locations
 Creating a rideshare based at the hub, comprised of
multiple transit riders and a driver or multiple transit
riders using a shared vehicle.
 Working with a local or national car share company to
locate a station at this location. For example, Zipcar
currently has three Memphis locations
Providing these integrated mobility options will enhance
the connectivity of the local transportation system, while
reducing dependency on automobiles, traffic congestion,
vehicle emissions, and demand for parking.

Image Source: Bike/Ped Memphis

Poplar Express BRT Route
As a key route with high frequencies and ridership, Route
50 is a good candidate for creating a Bus Rapid Transit
(BRT) corridor.
BRT is an enhanced bus service with limited stops and
higher quality facilities. This higher level of service can
draw riders, including “choice riders” (those who have
options other than transit). Moreover, this significant
transit investment can draw development with a lower
corresponding need for parking.

Additional TDM Measures:
Additional measures that can help manage the current
reliance on vehicular transportation in the Medical District
include:
 Bicycle Parking
 Employer Shuttles
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BUS TRANSIT TO
WORKPLACE STUDY
Case Study: Southaven, Mississippi

One of the longer term goals of the Bus Transit to Workplace study is to identify specific strategies
that will help improve the accessibility of employment. In particular, the study has taken a case
study approach to look at the current availability and utilization of multi-modal transportation
networks at different clusters of job sites in Shelby County.

INTRODUCTION
One of the longer term goals of the Bus Transit to Workplace (“Bus Transit”) study is to identify specific strategies that will
help improve access to regional employment. The study has taken a case study approach to look at the current availability
and utilization of multi-modal transportation networks at different clusters of job sites in the Mid-South Region.
Although the information is static, patterns are expected to remain broadly constant, so that lessons identified will be valid
for the near future. These case studies can serve as illustrations of both the challenges and opportunities associated with
retrofitting an automobile oriented development pattern to one that provides multi-modal transportation choices.
The image below shows the five focus areas for case studies. They include suburban Collierville, the industrial developments on President’s Island, the agglomeration of hospitals in the Medical District, the rapidly changing area around the
airport, and the growing developments in Southaven, Mississippi. Together, these five areas provide a snapshot of the
variety of transportation challenges and opportunities in the Mid-South Region.
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CASE STUDY: SOUTHAVEN
This document outlines the multi-modal connections
available in the Southaven area and suggests implementation strategies and common lessons that will make this job
dense region more accessible to more people, with a
specific focus on access to employment. The analysis takes
a closer look at the spatial relationships and transportation
linkages in the entire area as well as data related to specific
area employers and their locations.

Southaven is an incorporated city of approximately 49,000
residents.** The Southaven case study focus area is a rectangular portion of land at the crossroads of freeways and
major arterials. This area has a relatively high density of
both jobs and residents, but lacks the connective infrastructure that facilitates travel without an automobile.

Located in Mississippi’s DeSoto County, Southaven benefits
from direct access to Memphis via the regional highway
network (Interstates 55 and 69). DeSoto is the third-largest county in Mississippi in terms of both population and
workforce, and Goodman Road (State Route 302), one
of the county’s busiest east-west arterials, runs through
Southaven. DeSoto County has experienced rapid growth;
from 2000 to 2010, the county population grew by 5%
annually, effectively doubling the population since
1990.*

POPULATION 1970-2010
DeSoto County

Southaven
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Located directly south of the Memphis Aerotropolis, Southaven is
a job center specializing in distribution, hospitality, and medicine.

* DeSoto County Transit Feasibility Study, 2013, Page 3-2.

** United States Census, 2010
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Case Study Focus Area
The Southaven focus area contains a variety of building
types, including warehouse-like distribution centers, “big
box” stores, hotels/motels, a high-rise hospital structure,
and single-family residential dwellings.

In 2011, the focus area employed approximately 7,100 individuals and had a residential population of approximately
1,000.**
An interstate highway and several large arterial roads
provide access to the Southaven area. Interstates 55 and 69,
as well as Airways Boulevard, provide major connections to
the north (Downtown Memphis and the airport) and south
(Jackson). Three east-west arterials, spaced approximately
0.5 miles apart, connect Southaven to surrounding towns:

The case study focus area is bounded by:
•

Interstate 55/69 to the west;

•

Airways Boulevard to the east;

•

Stateline Road to the north, and;

•

the property line of the Southaven Towne Center to
the south.

The Southaven focus area has no public transportation
services.*
The focus area is approximately 1.5 square miles in size and
is entirely located within the City of Southaven. The next
closest town to Southaven is Horn Lake, Mississippi, with
a population of approximately 26,000. The focus area is
located just south of Memphis International Airport (MEM)
and 13 miles southwest of downtown Memphis.

•

Stateline Road

•

Rasco Road

•

Goodman Road (State Route 302)

The northwestern corner of Mississippi is connected to
the Memphis market by multiple Interstate and arterial
corridors. Southaven has been aggressive in attracting employers, and many residents have moved here to
follow jobs and as part of the continuing spread of Greater
Memphis.

DeSoto County population density
Data Source: US Census 2010
Map Source: Nelson\Nygaard, DeSoto County Transit Feasibility Study

* DeSoto County Transit Feasibility Study, 2013, Page 2-2. Note that specialized transportation services exist for groups such as Elderly and Disabled or
Veterans.

**Longitudinal Employer-Household Dynamics, United States Census Bureau,
2011
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City of Southaven Planning and Engineering Goals (2010)
Building off of a decade of residential growth, the City of Southaven outlined a number of planning goals
related to future transportation strategies, including:
•
•
•

•

Incorporating “green infrastructure” design criteria into the zoning and subdivision regulations;
Receiving grant money for the incorporation of bike paths and pedestrian paths in existing areas of
the City to create a more walkable community for the residents of Southaven, especially in the vicinity
of school systems;
Enforcing new urbanism design into all new developments including, but not limited to:
• Heavier streetscapes
• Mixed use buildings
• Traffic calming techniques
• Walkability of neighborhoods
Creating corridors throughout the City with incentives for infill or brownfield development and specialization area such as a medical district.*

Southaven’s growing residential and retail areas
are currently linked by a transportation network
primarily scaled and tailored for the automobile.

Caption

* City of Southaven, Planning & Engineering Recent Accomplishments, http://www.southaven.org/index.aspx?NID=221
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EXISTING CONDITIONS
Vehicular Access
Interstate Roads
The trunk limited-access road is I-55/I-69. This corridor
serves as the primary connection from Southaven to
Memphis (plus all points north) and Jackson (plus all
points south). The highway sees the highest counts of
annual average daily traffic (AADT) in Southaven, but local
traffic is relatively lighter compared to the segment closer
to the Memphis Aerotropolis.

Major Roads
There are multiple major roadways providing both critical
east-west connections and supplementary north-south connections to the Southaven area.
With three lanes in each direction plus a turning lane in
the middle, the busiest east-west road in the focus area is
Goodman Road (State Route 302). Not only does Goodman
Road connect DeSoto County with the popular casinos and
resorts in Tunica County to the west, it also links up with
US Highway 72 to the east. This highway goes on to skirt
the northern edge of Mississippi and Alabama before terminating in Chattanooga, Tennessee.

Airways Boulevard provides a direct route to the Aerotropolis with relatively light traffic levels. It has two lanes of
traffic going in each direction, with a shared turning lane in
the middle.
The segment of US Highway 51 is another alternative
north-south route to I-55/I-69. Although considered the
“Main Street” of Southaven, US Highway 51 does not see
much traffic and does not directly connect jobs centers and
shopping hubs like Goodman Road.

Minor Roads
Most of Southaven’s minor roads provide only direct
access from residential subdivisions to the major roads,
as opposed to through passage. Occasionally, there are
shortcuts that can permit passage to and from major jobs
centers, such as Hamilton Road. Most minor roads have
one or two lanes of traffic in each direction, with no turning
lanes or sidewalks.

Key Findings
•

Compared to Memphis, the roads in the study area are
larger, have more lanes, and fewer pedestrian amenities

•

The study area’s major roadways form a large-scale
grid, with centralized and busy intersections. There are
few secondary road connections to disperse traffic.

The intersection of Airways Boulevard and West Goodman Road is the gateway to many of Southaven’s
retail options, restaurants, and health services. The intersection lacks crosswalks or other pedestrian amenities.
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DeSoto County Transit Feasibility Study (2013)
In June 2013, Nelson\Nygaard produced a transit feasibility study for DeSoto County, Mississippi and the
Memphis Urban Area Metropolitan Planning Organization (MPO). The study analyzed both quantitative
data such as population density and qualitative data such as interviews with stakeholders to determine
the viability and potential structure of public transit service in DeSoto County.
Findings of the study included:
•
•
•
•

While DeSoto County’s low densities generally do not support transit service, the Goodman Road
corridor and the Southaven case study zone include small areas with relatively high densities of
residents and jobs.
A public survey listed Southaven Mall (18%), Memphis (14%), Baptist Hospital-DeSoto (13%) as the
three most popular potential destinations if transit service were available in DeSoto County.
Stakeholder interviews supported the opinion that DeSoto County continues to provide “a tranquil and
suburban lifestyle, which includes the freedom and flexibility of driving.” Thus driving is an integral
part of DeSoto County culture.
High demand for service among the elderly and disabled population was cited throughout the study.

In particular, the study focused on these promising corridors:
•

•

•

Goodman Road / Tunica Resorts: Data suggested “a fairly strong commuter market between DeSoto
County and the Tunica casinos.” With relatively higher densities and a 30-mile distance to the resort
areas, Southaven was envisioned as a major trip generator for this corridor. The study recommended
both vanpool and fixed-route services were studied for this particular corridor.
I-55 / Hernando & Southaven to Shelby County: Both vanpool and fixed-route services were seen as
possible for this key north-south corridor with a relatively large market for DeSoto County standards.
Limited stops and employer connections in both directions are seen as essential for future fixed-route
service.
Goodman Road / Horn Lake to Olive Branch: Service strategy was envisioned as a flexible corridor.
Connections between Southaven and Olive Branch along Goodman Road could be a fixed route, but
just west of the case study focus area, flex service in Southaven and Horn Lake would be available.
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DeSoto County Transit Propensity Index
Data Source: US Census 2010
Map Source: Nelson\Nygaard, DeSoto County Transit Feasibility Study

Transit

Key Findings

There is no current fixed-route transit service in DeSoto
County. In spite of its immediate adjacency to the city limits
of Memphis, Southaven is not in MATA’s service area. The
closest routes are MATA Route 42 and MATA Route 46,
which end about three quarters of a mile northwest of the
focus area.

•

There is no fixed-route transit service in DeSoto
County.

•

The closest MATA routes are under a mile away from
the northern boundary of the focus area.

•

1 in 10 employees carpool to work.

•

There is an existing vanpool operator providing service
from Southaven to Memphis.

Carpool and Vanpool
About 7.5% of Southaven’s workers 16 and older carpooled
as part of their journey to work (compared to 11.0% in
Shelby County).* It is interesting to note, however, that
9.5% of the approximately 2,100 workers living in Census
Tract 705.22 (entirely located in the case study focus area)
carpooled to work.
Memphis has a vanpool provider, vRide, that is Memphis
based but available in Mississippi. This is a good example of
regional coordination that benefits the Mid-South economy
as a whole.
There is currently one active vanpool bringing people from
Southaven to the Veteran’s Administration Hospital in
Memphis. This vanpool has been cited as a TDM practice
that may be applicable to the Mid-South region.

* American Community Survey 5-Year Estimates, 2012
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Bicycle and Pedestrian Amenities

Bicycle Amenities

Pedestrian Amenities

There are no on-street signed facilities for bicycles in the
case study focus area. However, the City of Memphis and
the Greenprint have identified several opportunities for
future implementation, including Stateline Road, Goodman
Road, and a multi-use trail offering connections with Horn
Lake.

There are extremely few sidewalks and crosswalks in
Southaven. Of the major arterials, only Rasco Road and
parts of Airways Boulevard have sidewalks in the focus
area. Secondary roads, which are important in decreasing
walking distance between destinations, generally do not
have continuous sidewalks. Instead, the decision to build
sidewalks varies by development, with some providing
sidewalks along their street frontage that end at the next
property.

The Southaven Zoning Code specifies:
Concrete sidewalks not less than five (5) feet wide and
four (4) inches in depth shall be constructed along
both sides of all urban arterial and collector streets
with curbs and gutters in accordance with applicable
standard specifications of the city. Sidewalks shall
be constructed along at least one (1) side of every
local street...with the exception of cul-de-sacs, where
sidewalks are not required. *

Most intersections lack pedestrian crossings entirely, or
provide very few amenities. For example, even though the
intersection of Airways Boulevard and Goodman Road
has very high levels of vehicular traffic in Southaven, there
are no crosswalks or other pedestrian facilities. Along
the sidewalk on Rasco Road, there are painted crosswalks across secondary streets but no way to cross Rasco
Road itself. The lack of facilities coupled with the lack of
secondary road network driving up traffic levels on large
arterials means that these large roads serve as significant
barriers to pedestrian access.
Most of the large developments in Southaven reflect the
auto-oriented nature of the area. Baptist Memorial Hospital
provides sidewalks, but only on its immediate property.
Other developments, such as Southaven Towne Center
to the south, provide no crossing facilities or pedestrian
oriented entrances to their entrances. Instead, pedestrians
must navigate through driveways and often across vast
surface parking lots with active traffic.

Most roadways in Southaven are currently out of
compliance with this recommendation.
* Code of Ordinances, City of Southaven, Section 12-103. Note that local
roads that require sidewalks are shown on a plat in the City Engineering
Department.

Key Findings
•

Existing pedestrian infrastructure appears mostly
contained to residential areas.

•

Where there are sidewalks near commercial areas, they
are generally discontinuous and limited to property
lines.

•

There are no existing on-road bicycle facilities or
off-road trails.

Baptist Memorial Hospital DeSoto and its most
proximate residential area (Southcrest Lake) lack
a complete sidewalk connection.
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AREA EMPLOYMENT
There are three primary types of employment in the
Southaven focus area: retail, food service, and healthcare.

Employment Density
Southaven has arguably one of the highest job densities
in DeSoto County, shown in the map below. As shown in
the map to the right, employees in Southaven commute
primarily from areas in Mississippi around Southaven,
including the other population centers of DeSoto County
(Horn Lake, Olive Branch and Hernando). Some employees
also commute from the Aerotropolis area.

Job Classifications
There are a substantial amount of jobs in the healthcare industry in the focus area. This is mostly due to the
presence of Baptist Memorial Hospital-DeSoto (a branch
of one of the Mid-South’s largest healthcare providers),
but also several medical clinics lining the Goodman Road
Corridor.
The retail, services and hospitality sectors maintain a
visible presence near the Goodman Road and I-55/I-69
interchange. In close proximity to this relatively busy
node, there are multiple hotels, a Wal-Mart Supercenter,
the retail development of Southaven Towne Center, and a
multiplex movie theater.

Focus Area Distribution of Employees by Sector
Other
14%
Health care and
social assistance
30%

Wholesale trade
6%

Accommodation and
food services
20%

Retail trade
30%
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Income and Transportation

Shift Times

As shown in the chart below, there are few relatively
high-wage jobs in the Southaven focus area. Instead, the
majority of jobs in the area (about 5,000) pay less than
$40,000 annually. Over 30% pay less than $15,000.

The charts below show shift start and end times from
employers surveyed as a part of the Bus Transit to
Workplace Study. Together, these employers represented
over 700 employees. Although few employers provided shift
start and end times, it is clear that shift times are uncoordinated and not always centered around traditional work
start and end times. Specific shift times coupled with rigid
timeliness rules can make transportation a vital component
of job retention.

With few alternatives to automobile use, the cost of transportation is likely a challenge for many employees commuting
to Southaven. To maintain the job market for the employers
located here and to help the area grow, it is therefore imperative to create cost-effective transportation alternatives.
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Employers Reporting Shifts
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Employers Reporting Shifts

Thus, in Southaven, coordinating shift times amongst
different employers to create shared ride opportunities
could make a significant impact. This would require some
coordination and communication amongst employers. As a
result of this small effort, however, employees traveling to
similar locations would be able to share rides and thus the
cost of transportation.
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Spotlight on Employers: Kimberly-Clark, Siemens, PFS Web
The Airways Distribution Center, less than a mile south of the Tennessee-Mississippi border, takes advantage
of its proximity to the Aerotropolis. It is the home for distribution facilities for multiple multinational corporations, including Kimberly-Clark, Siemens, and PFS Web (which has 390 employees in Southaven alone).
Next to this employment center to the south is a sizable residential area. With approximately 4 housing
units per acre, this neighborhood is relatively dense. However, connections between this neighborhood and
this jobs center are circuitous, as shown below.
Finally, although both Airways Boulevard and Hamilton Road provide connections from this residential
area to the Airways Distribution Center, neither street has sidewalks. Thus walking today is virtually impossible.

Landscaping this connection
would reduce walking times by
10 minutes

No sidewalks on
Airways Boulevard
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AREA CHALLENGES
Infrastructure
Issues:
 The fundamental challenge of Southaven is that it
has developed in a sprawling pattern with large land
tracts and few network links. While the Goodman Road
corridor has high vehicular traffic and potentially transit-supportive densities in employment, the whole of
Southaven lacks transit supportive land forms.
 There are very few sidewalks and pedestrian-friendly
crossings in the study area.

Discontinuous sidewalk network

 There are currently no on or off-road bicycle facilities in
the focus area.
 Job centers and retail outlets such as the Southaven
Towne Center or the Airways Distribution Center are
generally located away from the roadway with auto
access points only, leaving pedestrians to cross large
surface parking lots and share entrance driveways with
fast-moving cars.
 The lack of through roads in the study area leads
developments right next to one another to seem very
far apart. In addition, it forces all modes to use the
same arterials, causing safety conflicts and creating the
potential for future congestion as the area grows.

Opportunities:
 Focused improvements at major intersections can drastically increase safety for a relatively low cost compared
to building an entire sidewalk network.

No pedestrian protections at busy
intersections

Commute Perceptions
The Bus Transit to Workplace study surveyed employers
in Southaven about how their employees get to work. The
following summarizes findings from this survey effort:

 Goodman Road provides important access throughout
Southaven. With additional improvements such as a
median, bike lanes, crosswalks, etc. it could become a
key multi-modal corridor.

 Surface parking is provided for free. Therefore
employees are generally guaranteed a parking space.

 Agglomerations of major employers are good areas to
serve with shared ride options.

 Start times for shift work at these employment sites are
very strict; there is no flexibility in when employees can
arrive and leave. This makes reliable transportation a
necessity.

 Better connections between local residents and
employers could sharply decrease commute distances
and increase the potential for more affordable transportation modes.

 Employee carpools have been identified, even if there is
no official program sponsored by the employer.

 Providing pedestrian access to retail outlets and job
centers can increase quality of life as residents and industrial employees can get to these places with shorter
travel times, cost and effort. In particular, new developments should focus on pedestrian access separately
from vehicular.
 High amounts of surface parking could easily be used
for a park and ride service to shuttle employees to local
or regional work destinations.
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POTENTIAL SOLUTIONS
Transportation Demand Management

Infrastructure

Transportation Management Association (TMA)

Pedestrian Facilities

A Transportation Management Association (TMA) could
help refine needs, advocate for improvements, and promote
alternative transportation services and programs. In
Southaven, a TMA would be of particular help in coordinating rigidly enforced shift start and end times.

As heavy traffic clashes with the multiple retail destinations
along the Goodman Road corridor, there may be a need to
add alternatives for the individual who does not want to
drive and park multiple times to get to and from relatively
close destinations.

To form a TMA, a government entity or large employer can
help create the TMA and provide the initial funds to hire
a coordinator dedicated to the effort. As the TMA gains
members, they can contribute dues to the funding for the
organization.

To ensure greater sidewalk continuity in Southaven, it will
be important for planners and engineers to tailor pedestrian infrastructure requirements to commercial and office
land uses that are just off the Goodman Road corridor.
As a key regional connector, Goodman Road is a good
candidate to become a regional multimodal corridor. At
a basic level, providing sidewalks along Goodman Road
ensures a degree of protection for people who want to
access these essential places of commerce without the need
of a car. However, adding facilities such as bicycle lanes and
traffic calming would create a true multimodal link.

Located just off of I-69 and Goodman Road, this underutilized parking lot is
a good candidate for a Park-and-Ride with transit service to points north.
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Bicycle Facilities

Connections to the Transit Network

Although the proposed Horn Lake Creek corridor could
provide a key east-west connection from Southaven’s job
centers to communities in Horn Lake, it will need to be
reinforced by new bicycle parking facilities on the sites of
workplaces and commercial areas. These parking facilities have a nominal cost and will make travel, even a short
lunch trip from Baptist Hospital to the Goodman Road
corridor, more possible.

MATA’s service area is not limited to the State of
Tennessee; three public bus routes serve West Memphis,
Arkansas, a city half the size of Southaven. Additionally,
MATA route 78 is an express but connecting West Memphis
to Downtown Memphis, roughly 9 miles away.

Transit

Additionally, express bus service running along Airways
Boulevard would open up connections from Southaven
Towne Center and Baptist Hospital-DeSoto to the MATA
Airways Transit Center. This major transit hub within
the Aerotropolis offers connecting service to some of the
region’s largest employers, including FedEx (Please see
Aerotropolis Case Study). These buses, which would
work best if tied to shift times in both Southaven and
the Aerotropolis, could run as a fixed-route service, or a
“flex service” that provides for more proximate service to
far-flung destinations across Southaven and Olive Branch.

Overall, an expansion of transit service can connect
Southaven to the MATA network, increasing the potential
employment and commercial market.

Employee Shuttles
In the current absence of public transportation, a TMA
could be an effective “third party” to find balanced and
shared needs across the multiple mid-size employers
spread across the Goodman and Airways corridors in
Southaven. TMAs can be dedicated toward the design of
an employer shuttle route that is effectively tailored to shift
start times and employee origin locations. By working with
multiple companies within Southaven, the structure of an
employer shuttle may be more complex, but the cost to each
organization is lower.

Park-and-Ride
Off-street locations in close proximity to Goodman Road,
such as the Wal-Mart Supercenter parking lot, could become
a new park-and-ride location for express bus service to
points north.

To that end, there are opportunities to incrementally
expand MATA service into Southaven, particularly on the
42 bus route, which runs down Elvis Presley Boulevard.

Vanpools and Carpools
Vanpools are a type of ride-sharing, similar to carpooling,
but typically involving more people and a shared vehicle. In
most cases, vans are owned or leased by a sponsoring organization and riders share the cost of operating the vehicle to
and from work. Vanpools have had the most success where
employees travel longer distances along corridors with
limited or no existing transit service.
In Southaven, many employees commute to and from
proximate locations. The employment analysis showed that
many employees commute from areas close to Southaven,
including the other population centers of DeSoto County
(Horn Lake, Olive Branch and Hernando). The concentration of workplaces around Goodman Road between Airways
Boulevard Elvis Presley Boulevard is high. Thus, vanpools
would be able to provide fairly direct routes from homes to
employment locations without lengthy deviations.
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BUS TRANSIT TO
WORKPLACE STUDY
Case Study: Collierville

One of the longer term goals of the Bus Transit to Workplace study is to identify specific strategies
that will help improve the accessibility of employment. In particular, the study has taken a case
study approach to look at the current availability and utilization of multi-modal transportation
networks at different clusters of job sites in Shelby County.

INTRODUCTION
One of the longer term goals of the Bus Transit to Workplace (“Bus Transit”) study is to identify specific strategies that will
help improve access to regional employment. The study has taken a case study approach to look at the current availability
and utilization of multi-modal transportation networks at different clusters of job sites in Shelby County.
Although the information is static, patterns are expected to remain broadly constant, so that lessons identified will be valid
for the near future. These case studies can serve as illustrations of both the challenges and opportunities associated with
retrofitting an automobile oriented development pattern to multi-modal transportation choices.
The image below shows the five focus areas for case studies. They include the suburban town of Collierville, the industrial
developments on President’s Island, the agglomeration of hospitals in the Medical District, the rapidly changing Aerotropolis, and the growing developments in Southaven, Mississippi. Together, these five areas provide a snapshot of the variety
of transportation challenges and opportunities in Shelby County. This case study focuses on Collierville.

3

CASE STUDY: COLLIERVILLE
Located about 20 miles east of downtown Memphis,
Collierville is a growing suburb with a population of over
40,000.* The area is also home to several industrial developments and 16,000 jobs in total.**However, there is a
mismatch between the cost to own a home in the area and
the income level of many of these jobs, forcing employees to
commute.

This document outlines the multi-modal connections
available in the Collierville area and suggests implementation strategies and common lessons that will make the
region more accessible to more people, with a specific
focus on access to jobs. The analysis takes a closer look at
the spatial relationships and transportation linkages in the
entire area as well as data specific to Collierville.

Portions of Collierville have developed as an auto-oriented
place, with no transit service and few pedestrian and bicycle
amenities such as sidewalks, crossings or dedicated bicycle
lanes. It is therefore a good representation of many parts of
the Mid-South region.

* US Census 2010
** US Census Longitudinal-Employer Household Dynamics Program, 2011
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Case Study Focus Area
Collierville is a mostly higher-income residential
community. The area has significant green space, including
the members-only Memphis National Golf Club as well as
parks such as Frank Road Park, Halle Park, and Johnson
Park. The median home value in Collierville in 2012 was
$281,800, significantly more than the Shelby County
median of $135,500.*

Generally, the residential area of Collierville is located
to the north of Poplar Avenue, while most of the industrial developments are to the south or just off of Poplar.
The street network reflects this, with many smaller roads
located to the north and larger arterials to the south.

Despite its residential growth, Collierville has a substantial
employment base. Carrier Corporation, a manufacturer of
heating, ventilation and air conditioning (HVAC) systems,
has nearly 1,600 workers at its Collierville location. In
addition, there are nearly 1,300 manufacturing jobs in
the community. Most of the workforce lives in Collierville
and communities due west. This distribution of employees
suggests many jobs are inaccessible to people living in the
City of Memphis.

A typical Collierville road
* American Community Survey, 2012
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Collierville Plans
Collierville has undergone several planning efforts in the last five years, including:
• I-269 Area Plan (2009)
• Collierville 2040 Land Use Plan Update (2012)
• Downtown Small Area Plan (2010)
• Collierville Center Connect (2012)
• Widening of US-72/Poplar Avenue
Collectively, these plans recommend several infrastructure-specific changes that will help increase the
transportation options in Collierville. Specifically, these include:
•
•
•
•

Reconnecting the downtown street network (Downtown Small Area Plan)
Adding greenways to connect to regional greenways (Downtown Small Area Plan, I-269 Area Plan)
Incorporating bicycle lanes in the US-72 design (Downtown Small Area Plan)
Sharrows, crosswalks, and other road improvements along Center Street (Collierville Center Connect)
The Downtown Small Area Plan
recommends a system of routes
to reconnect the street grid,
incorporating roads as well as
sidewalks.

Source: Collierville Planning Department,
http://www.collierville.com/departments/development/planning/
downtown-collierville-small-area-plan
3-11

From the plan: “Establishing better
road connectivity helps to disperse
traffic through the system...it increases
accessibility and can reduce vehicle
miles traveled and average trip
length.” (p. 3-9)

Downtown Collierville Small Area Plan—July 26, 2010
Figure 3-20

The Downtown Plan incorporates
a system of new local bicycle/
pedestrian trails, called the
Collierville Greenbelt System. This
creates a hierarchy of trails, including
regional trails, local trails, and
sidewalk connections.
From the plan: “The Greenbelt System
is...an alternative transportation
system... for over sixty miles of trails
and sidewalks connecting parks,
schools, neighborhoods and commercial

Source: Collierville Planning Department,
http://www.collierville.com/departments/development/planning/
downtown-collierville-small-area-plan
3-6

Downtown Collierville Small Area Plan—July 26, 2010
Figure 3-10
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EXISTING CONDITIONS

Other major roadways include:
 Progress Road
 Peterson Lake Road

Vehicular Access

 Center Street

Interstate Roads

 East Winchester Boulevard

I-269 runs north-south through east of Collierville. I-269 is
a circumferential highway that is one of the newest limited-access roads in the national network.

 Houston Levee Road
 Wolf River Boulevard

Major Roads
Poplar Avenue (US-72 and State Route 57) is the most
direct arterial road into downtown Memphis. Just east of
the split between routes 57 and 72, Poplar Avenue is 86
feet wide, with 3-4 lanes of traffic in each direction, plus a
constant turning lane in the middle. East of Highway 72,
Poplar narrows to two lanes.
Nonconnah Rd/Bill Morris Parkway (SR-385) is limited-access and runs east-west at the south end of Collierville,
linking to I-269.
Running between Poplar Avenue and SR-385 is Byhalia
Road (SR-175). Byhalia Road extends through the entire
study area, but between Poplar and SR-385, it is a state
road and particularly heavily traveled.

 Shelby Drive

Minor Roads
Much of Collierville consists of traditional suburban development where the roads of one development have very
few connections to the larger network, and do not provide
through-access between arterial roads, such as the example
below.
An exception to this is the Downtown/Town Square Area
which is laid out on a grid pattern, following a more traditional urban design.

Key Findings
•

Collierville is easy to get to and through via interstate
and arterial roads, but it is more difficult to access
neighborhoods and employment areas within Collierville due to a suburban-style disconnected street
network.

•

Traffic counts are highest along Poplar Avenue,
Nonconnah Parkway, Houston Levee Road, and the
southern end of Byhalia Road.

The street layout
to the right is a
traditional suburban
development in
Collierville.
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Transit
Until recently (2009), MATA operated Route 41 into Collierville with stops at the FedEx Technical Center, Baptist
Memorial Hospital and the industrial area at Washington
Avenue. MATA discontinued the route in 2009 due to low
ridership. In addition, as a suburban community outside of
the City of Memphis, the Town of Collierville does not contribute to MATA’s funding base. Developing transit service,
therefore, is challenged not only by the low density environment and lack of pedestrian infrastructure, but also by the
fact that the Town does not contribute to service costs.

Key Findings
 There is no public transportation available in Collierville.
 Crossings in the study area are difficult and/or impossible to navigate as a pedestrian (or cyclist).
 The sidewalk network is discontinuous.
 Recreational biking/walking opportunities are available
but not useful for travel purposes.

MATA Route 50-Poplar ends at Exeter Road in Germantown, approximately 4.3 miles west of the Collierville
border, and MATA 36-Hacks Cross ends at the intersection
of Winchester Road and Hacks Cross Road, approximately 3.0 miles west of the Collierville case study focus area
border.

Bicycle and Pedestrian Amenities
Bicycle
Collierville has several bicycle facilities, most of which
are off-road. There are also several more bicycle facilities
proposed. Currently, the only existing bicycle lanes are on
Houston Levee Road, with some under construction on
Highway 72.
Other facilities include greenway/trails and designated
bicycle routes. These are generally through small residential developments or parklands. However, although several
of these trails and routes exist, most are disconnected and
therefore don’t create a network of safe bicycling routes.

Pedestrian

A young cyclist stays on the narrow sidewalk on South
Street.

Many intersections in the study area lack traffic signals
and/or crosswalks, including at locations where small
roads with few cars intersect with large roads with higher
traffic volumes. While this is convenient for cars, it makes
crossing the street very difficult and unsafe for pedestrians.
The lack of facilities is exacerbated by turning lanes in the
middle of some arterials; these additional lanes widen the
distance of an unprotected road that a pedestrian must
cross.
In addition, the sidewalk network is inconsistent. Some
developments have sidewalks “out front” on the connecting
arterial road. Some housing developments have sidewalks
on the smaller roads. However, sidewalks do not always
connect and do not provide continuous paths.

A bike lane on a private subdivision road shows that
cycling facilities are part of what appeals to current
and potential residents seeking a high quality of life.
10
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AREA EMPLOYMENT
Employment Density
There are almost 16,000 jobs located in Collierville. Most
are clustered along the Poplar Road corridor and south. Of
these jobs, 20% are in the category of Retail Trade, followed
by 16% respectively in the Industrial and Manufacturing
category and the Waste Remediation category.* The largest
employer is FedEx, with approximately 3,000 employees
located at one of at least three facilities in Collierville
(FedEx World Tech/Data Center and FedEx Tech Connect,
and the FedEx Distribution Center). The next larger
employer is the Carrier Corporation, with 1,600 employees.

Over 13,000 people commute to Collierville for work.
Among people living in Collierville, about 2,600 also work
within the Collierville town line. Therefore, over 13,000
people commute to Collierville for work.
Most people traveling to Collierville commute from the
eastern portion of the Mid-South (see map on page 13).
In fact, 16% of people employed within Collierville reside
within the same zip code (38017). Of those, the majority are
in the northern section of Collierville, where there are more
homes and fewer industrial developments (see map below).

Income and Transportation
Income levels for jobs in Collierville are fairly evenly split.
About 7,000 individuals earn over $40,000 a year, while
5,000 earn between $15,000 and $40,000, and 4,000 earn
under $15,000. Compared to the median home price in
Collierville, it is apparent that many of the jobs available in
town do not pay enough to allow employees to live there.
Thus they are forced to commute from elsewhere.
For the 9,000 employees making $40,000 or less, transportation likely is a financial burden. The lack of transit
means that many employees must commute by other
means. Meanwhile, the lack of bicycle and pedestrian facilities also makes more affordable transit options difficult.
Thus, even those with lower income are forced to rely on
cars as their main mode of transportation.

Jobs with annual income
<$15,000

0%

20%

Jobs with annual income
$15,000 - $40,000

40%

Jobs with annual income
>$40,000

60%

80%

100%

* US Census Longitudinal-Employer Household Dynamics Program, 2011
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Employer Locations and Shift Times

Shift Times

Compared to other areas such as the Medical District or the
Aerotropolis, Collierville’s top employers are medium sized
for the region. The largest employer is FedEx, with about
3,000 workers at its World Tech Center and an additional
100 employees at its Tech Connect center in the eastern
part of Collierville.*

Jobs in Collierville tend to follow a relatively standard work
schedule with start times between 5:00 am - 8:00 am and
end times between 2:00 pm - 5:00 pm. There is also an
important second shift workforce starting between 4:00 pm
and 5:00 pm.

Employment Density Key Findings

Employer Concentration

 Employees in Collierville commute from the eastern
portion of the Mid-South.

Employment is concentrated in the southern part of Collierville, between Nonconnah Parkway and Poplar Avenue.
Many employees are south of Poplar Avenue, meaning that
those attempting to walk from the residential sections of
Collierville may have to cross this busy arterial. Moreover,
the largest employers in Collierville are not directly on
Poplar Avenue. Instead, they are located up to a mile
south of the road on smaller, vehicular oriented roads and
driveways.

 About 2,600 of those who work in Collierville (16% of
employees), live in and around Collierville.
 Over 4,000 Collierville employees make less than
$15,000 annually, making the cost of transportation a
potentially difficult burden.
 Many local jobs do not pay enough to allow employees
to own or rent a home in Collierville, thus they must
commute from outside the community.

* FedEx estimate and locations based on discussion with Collierville Planning.
World Tech Center employment number from The Regional Economist. Link:
http://www.stlouisfed.org/publications/re/articles/?id=405
Tech Connect employment number from AviationPros.com. Link: http://www.
aviationpros.com/news/10392891/fedex-shifting-its-electronics-repair-shop-frommemphis-airport-to-collierville

 Although employment is relatively concentrated,
distances between employers is large. The distances
from employer locations to arterials such as Poplar
Avenue are also large and along auto-oriented roads.
 Shift times are diverse, but could be easily adjusted for
greater coordination.

Employer Start and End Times as Reported by Study Surveys
Employers Reporting Shifts
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Top Employer Locations and Concentrations
Compared to other case study areas and the Memphis metropolitan area, there are few single large
employment sites in Collierville. However, the larger employers are generally located in the southern part
of town along service roads connected to Poplar Avenue, as shown in the map below.

TOP TEN LARGEST EMPLOYERS
COMPANY

TYPE OF BUSINESS

TOTAL EMPLOYEES

FedEx World Tech Center

Transportation & Logistics

3,000

Carrier Corporation

Industrial & Manufacturing

1,600

Baptist Memorial Hospital - Collierville

Health Care

285

Rural Metro Corp

Services

250

American Marsh Pump

Industrial & Manufacturing

200

Bodine Company

Industrial & Manufacturing

200

Helena Chemical Co., Inc

Industrial & Manufacturing

200

Central Woodwork, Inc.

Industrial & Manufacturing

178

CCL Label, Inc.

Industrial & Manufacturing

170

PepsiAmericas

Industrial & Manufacturing

160
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AREA CHALLENGES
Infrastructure Issues
 Few bicycle connections exist in the study area.
Those that do exist are designed more for recreational
use than for transportation.
 Most of the secondary road network is not laid
out on a grid or interconnected pattern. Most
subdivisions have an internal road network with one
access point to an arterial road. This can lead to congestion on major streets and increased commute distances.
It also makes the road network difficult to serve with
transit.
 There are few crosswalks or other pedestrian-oriented facilities at intersections, which
deters walking and creates unsafe and inaccessible
conditions for those that must (or choose to) walk.
 The sidewalk network is not continuous, so
although sidewalks may be present around some developments for walking locally, the overall network has
holes that prevent pedestrian access to some locations.
 Employers are located far from streets and
are on service roads that do not intersect. Therefore,
although there is employment and retail relatively close
to residential areas, traveling between them is indirect,
favoring driving.
 There are no transit connections in Collierville.
The closest MATA access is three miles to the west.

Commute Perceptions
The Bus Transit to Workplace study spoke to two large area
employers in Collierville who had conflicting views of transportation to their worksites.
One employer with lower compensation rates said that
transportation was an issue for employees, particularly for
those with no car or when their cars need repair. Employees
at this location make between $8.50 and $11 hourly and
commute from all over the Mid-South. The employer noted
that some employees cannot afford cars. To help with this,
the company encourages carpooling and has provided a
map for volunteers who want to carpool.
In contrast, another employer with higher pay rates said
that transportation was not an issue for its employees.
This employer paid its employees between $15 and $30
per hour. Their perception was that their employees do
not mind driving to work. In fact, employees prefer that
option because they have individual needs such as dropping
children off at school and/or running errands.

Infrastructure Opportunities:
 Upgrade pedestrian infrastructure, particularly at intersections. Intersection improvements
cover less surface area and can therefore be much more
cost efficient to introduce pedestrian facilities into an
auto-oriented area.
 Continue to include more through roads
in future planning efforts. In addition to the
Downtown and Small Area Plans, the Collierville 2040
Plan calls for an interconnected street network. The
town’s Subdivision Regulations were amended in 2009
to require continuous thoroughfares (i.e. “connector
streets”) at quarter mile intervals. As Collierville
continues to grow, the Town should revisit their Major
Roads Plan to create a more robust and connected road
network. These efforts can help mitigate congestion
and reduce travel distances between locations. This, in
turn, encourages walking and bicycling.
 Encourage employers to create pedestrian
and bicycle-friendly entrances separate from
vehicular entrances. Where it is not possible to
retrofit buildings to be closer to main streets, considering pedestrian access in addition to vehicular access
can promote commuting by other modes. For example,
a vanpool driver can drop someone off at the end of
a driveway instead of taking a long deviation from a
route.

This sidewalk along
Highway 72 is in
good condition, but
is not close to any
major employers.
Note: Highway 72
is being reconstructed and will have
bike lanes in the
near future.
For the 4,000 employees working in Collierville who
make less than $15,000 annually, transportation could be
a significant cost burden. Depending on circumstances,
transportation is a cost burden regardless of income. Thus,
finding alternatives to the expenses of owning, insuring,
driving, and parking a car is imperative, particularly as
Collierville, and the demand for roads and space, continues
to grow.
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Large Employer Entrances

American Marsh Pump has a vehicle entrance only, with no indication of
how to reach the front door.

A sidewalk just inside the driveway leads
directly to the front door at the Bodine Company
(the emergency lighting subsidiary of Philips).

Central Woodwork, a regional building supplier
and contractor, has a nice sidewalk outside, but
driveway entrances only.
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POTENTIAL SOLUTIONS
There are several measures that Collierville employers and/
or regulatory bodies could undertake to increase transportation accessibility. The study team prioritized some
examples to explain their applicability to the area. Please
refer to the Transportation Demand Management
Toolkit for more in-depth explanations of these concepts:

Overall Opportunities
 A lot of people live and work in Collierville.
 Employers with jobs at the lower end of the wage scale
are interesting in helping with employee transportation.
 Many jobs are located close to Poplar Avenue.

Transportation Demand Management
Mobility Manager / Employer Transportation Plan
A municipal mobility manager would work with individual
employers to develop strategies, conduct outreach and solve
problems as they arise with regards to employee transportation. This effort should start with employers hiring
lower wage employees, especially those who have already
expressed challenges associated with getting employees to
work.

Vanpools
Vanpools are a type of ride-sharing, similar to carpooling,
but typically involving more people and a shared vehicle. In
most cases, vans are owned or leased by a sponsoring organization and riders share the cost of operating the vehicle to
and from work. Vanpools have had the most success where
employees travel longer distances along corridors with
limited or no existing transit service.

In Collierville, the clustering of businesses along the
Poplar Road corridor is good for potential vanpool service.
Employees of neighboring businesses with congruent shift
times or a traditional “9 to 5” schedule could share van
services and ownership. A well-branded vehicle with high
visibility could attract additional users to the program,
especially to some of the lower paying jobs.
As mentioned in the TDM Toolkit, vRide operates to Collierville. A recent search found 28 rides operating between
Memphis and Collierville. For more information, see vRide.
com.

Carpooling, Rideshare and Ride Matching
One of the greatest impediments to carpool and vanpool
formation can be finding suitable partners with similar
commuting patterns. Facilitated rideshare programs can
overcome this by matching interested commuters.
Commuters enter their travel preferences into a database
and receive a list of potential rideshare partners. Rideshare
programs may be administered through individual
employers, but are often most effective when coordinated
through a TMA or other local or regional entity.
In Collierville, the concentration of employees traveling
from within the town lines creates a good market for
ridematching. Local carpools would not have to deviate far
from traditional driving routes to gain passengers, which
makes it a convenient option.

Guaranteed Ride Home
As one stakeholder mentioned, many employees like to
drive on their own so that they can leave work to do things
such as pick up a child. Whether a commute is made by
bike, transit or vanpool, there will be an occasional need to
work late, make unplanned trips home to take care of sick
family members, or have an alternate plan due to inclement
weather.
A Guaranteed Ride Home program allows for a taxi or
other ride home under these circumstances, making the
use of alternative travel arrangements on a daily basis more
palatable and feasible. This program would not function on
its own, rather it would help to support the use of alternative transportation options once they are available.

Infrastructure
Transit

No sidewalk on South Street discourages residents
from walking. However this area is near several
large industrial employers along Progress Road and
South Street.

Encourage the Town of Collierville to participate in funding
MATA. An early service improvement that could help
Collierville is an extension of MATA Route 50 to Baptist
Hospital at key times. For the service to take hold, Baptist
would need to promote the service with outreach and
marketing.
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Pedestrian Facilities
Retrofitting auto-oriented areas to accommodate pedestrians can be a financially daunting task. Due to long block
lengths, expensive and time-intensive installations are
necessary.
However, providing pedestrian accommodations at intersections can be a cost-effective way to drastically enhance
pedestrian safety. Although crossings on their own are
not sufficient to create a pedestrian network, facilitating
pedestrian passage across busy streets can create new connections that decrease walking times significantly.
In Collierville, creating good pedestrian crossings on the
arterial roads such as Poplar Avenue could impact travel
patterns by allowing, for example, local employees to walk
to dining establishments.

Land Use Control
The built environment plays a large role in determining an
individual’s travel choices. For example, a long walk to the
front door of a business can deter potential walkers even if
the environment is walk-friendly.
Collierville has recently adopted zoning ordinances for
mixed-use development and neighborhood zoning. The
town should continue to adopt strong zoning ordinances
such as the form-based recommendations in the Collierville
2040 plan. Where appropriate, these ordinances should
encourage development patterns that support walking,
bicycling and transit such as:

Bicycle signage along Byhalia Road.

 Requiring direct street frontage by new business developments, including that surface parking be behind
buildings
 Implementing “Complete Streets” elements along key
corridors such as Poplar Avenue. These could include
bicycle lanes and traffic calming elements
 Encouraging driveway access to incorporate pedestrian
pathways
 Requiring developments to incorporate affordable
housing to decrease the income-housing cost mismatch

Additional TDM Measures
Other options that may enhance transportation options in
Collierville include:
 Safe Routes to Work
 Bicycle Facilities
 Bicycle Benefits
 Employer Shuttles
For more information, please see the Transportation
Demand Management Toolkit.

Good sidewalk facilities on long suburban roads
can be expensive compared to crossing facilities.
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BUS TRANSIT TO
WORKPLACE STUDY
Case Study: President’s Island

One of the longer term goals of the Bus Transit to Workplace study is to identify specific strategies
that will help improve the accessibility of employment. In particular, the study has taken a case
study approach to look at the current availability and utilization of multi-modal transportation
networks at different clusters of job sites in Shelby County.

INTRODUCTION
One of the longer term goals of the Bus Transit to Workplace (“Bus Transit”) study is to identify specific strategies that will
help improve access to regional employment. The study has taken a case study approach to look at the current availability
and utilization of multi-modal transportation networks at different clusters of job sites in Shelby County.
Although the information is static, patterns are expected to remain broadly constant, so that lessons identified will be valid
for the near future. These case studies can serve as illustrations of both the challenges and opportunities associated with
retrofitting an automobile oriented development pattern to multi-modal transportation choices.
The image below shows the five focus areas for case studies. They include the suburban town of Collierville, the industrial
developments on President’s Island, the agglomeration of hospitals in the Medical District, the rapidly changing Aerotropolis, and the growing developments in Southaven, Mississippi. Together, these five areas provide a snapshot of the variety
of transportation challenges and opportunities in Shelby County. This case study focuses on President’s Island.
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CASE STUDY: PRESIDENT’S ISLAND
Located just west of Memphis, close to the Arkansas state
line, President’s Island is an almost exclusively industrial
area.
President’s Island is one of Memphis’ most unique, unusual
and rarely visited parts of the city, especially for the general
public. Located just west of downtown Memphis, the
“island” is really a peninsula surrounded by the Mississippi
River and connected by sliver of land. Although it is not
one of Memphis’ tourist attractions or main urban streets,
this industrial area is a growing employment center for
thousands of workers who spend nearly 50,000 hours daily
on or commuting to and from the island.

Case Study Focus Area
President’s Island has remained the same for many years.
Therefore, its few thousand day and night shift workers
have become used to roads with high truck traffic, lack of
retail and dining amenities, and lack of sidewalks.
The lack of retail or food service, or other businesses mean
workers need to leave President’s Island to run errands or
buy food in the middle of their work day. This combined
with very limited transit service means many workers feel
compelled to drive to their jobs on President’s Island.

Large-scale signage for trucks. However, there is no safe place for this pedestrian to cross their path.
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EXISTING CONDITIONS
Vehicular Access
Interstate Roads
I-55 provides interstate access to President’s Island.

Major Roads
There is only one access point onto President’s Island
by road. West of the causeway, the road diverges into
two parallel roadways, Harbor Avenue to the north and
Channel Avenue to the south. Both run for about four miles
southwest from the Jack Carley Causeway that provides
access onto the island from Memphis. As shown on the map
to the right, the Causeway carries about 14,000 cars per
day.
There are no traffic signals on President’s Island. At the
intersection of Harbor Avenue and Channel Avenue, northbound traffic from Harbor Avenue is metered by a stop
sign before the two roads merge. Southbound traffic from
Memphis going across the Jack Carley Causeway to Harbor
and Channel Avenues is not required to stop (i.e. no stop
signs or traffic signals).

Channel Avenue

Minor Roads

Channel Avenue provides two vehicular lanes in each
direction, each about 11’ wide. The road is somewhat worn;
striping is faded in some areas. There are no sidewalks
along this road, and the speed limit is 40 mph. Note that
although no formal counts exist in the TDOT database,
traffic on Channel Avenue is likely about half of the 15,000
cars that come over the Jack Carley Causeway, based on
existing Harbor Avenue counts.

Pier, Wharf and Dock Streets run perpendicular to these
arterials and provide intermediate access across the island.
These are wide roads with no sidewalks.

Harbor Avenue

Key Findings

Harbor Avenue also has two vehicular lanes, each about
12.5’, in each direction with a shoulder on the western side.
In comparison to Channel Avenue, the road is relatively
newer and the striping is in better condition. There are no
sidewalks on Harbor Avenue.

Parking
There is no designated or signed on-street parking on President’s Island. Instead, most facilities provide ample parking
areas for their employees.

 Traffic is evenly split between Harbor Avenue and
Channel Road.
 There are no traffic signals on President’s Island, thus
all turns are yield-only.

As shown on the map to the right, Harbor Avenue carries
about 8,000 cars and trucks per day. Comparing this
number to the traffic on the Causeway shows that traffic
is fairly evenly split between Harbor Avenue and Channel
Avenue.

 Speed limits and vehicular travel speeds are relatively
high along Harbor and Channel Avenue, but volumes
are relatively low.

Beyond Buoy Street, Harbor Avenue is limited-access only
for Sonoco.

 There is no public access to Harbor Avenue beyond
Buoy Street, thus the area west of Buoy Street could not
be served with direct bus service.

 Employers provide ample off-street parking for
employees.

 No sidewalks or pedestrian infrastructure on any
roadways.
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Transit
MATA Route 15 operates on weekdays, linking downtown
Memphis (the North End Terminal (NET)) with President’s Island, southwest of downtown (see Figure 1). From
downtown, Route 15 travels along Front Street to Central
Station and then heads east on G E Patterson Avenue, to
Third Street, and McLemore Avenue. From the intersection
of Third Street and McLemore Avenue, Route 15 turns west
to the Jack Carley Causeway to President’s Island. Once
on the island, Route 15 travels along Harbor and Channel
Avenues to serve the southern coast of the island.
On President’s Island, Route 15 travels in a loop, with bus
stops located only on the inner edges of the two roadways.
The long route means that most potential riders would have
front-door service. However, the distance and multiple
stops can slow service overall.

This bus stop on Harbor Avenue has a place to wait
off of the street. ..

There is one inbound trip to President’s Island in the
evenings, and two outbound trips, one in the morning and
one in the evening (see table below).

ROUTE 15 SCHEDULE
Span of Service
Weekdays Only
AM
6:20 AM - 6:51 AM
PM
4:41 PM - 5:44 PM
All Day 6:20 AM - 5:44 PM

One-Way Trips
Inbound Outbound
0
1
1
1
1
2

MATA’s Route 15 has been the subject of some debate in
recent years. The route used to travel more frequently,
but with very low ridership. Thus, MATA’s Short Range
Planning effort determined that the route should be eliminated. However, the City felt it was important to continue
service to President’s Island and so has kept the route
running. The result is a “lifeline” service that does not correspond to shift times and therefore carries few riders.

Stop Amenities
MATA marks stops on President’s Island with its standard
green bus stop sign, however there are otherwise almost no
amenities available to passengers.
Although signs are highly visible, only a few, such as the
image on the top right, have paved areas to stand on near
the stop. Most are located in areas where there is space
away from the busy roads to wait for the bus, however.
The map to the right shows very low ridership on President’s Island. There are many stops, meaning that most
employers are not far from MATA service. However the low
service levels and lack of pedestrian amenities make Route
15 and unattractive - or impossible - option.

...while the bus stop at Dock Street forces riders to
wait either in the road or on a lawn.

Key Findings
 The political history of MATA Route 15 is such that
despite low ridership, officials wanted to retain bus
service to ensure access to employment. However,
frequency is so low, the service is difficult to use.
 Route 15 has multiple stops on President’s Island,
meaning walk times from stops to employers are relatively short.
 However, the lack of pedestrian infrastructure and safe
bus stop waiting areas means that riders have no safe
way to get to and from the bus.
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Bicycle and Pedestrian Amenities
There are currently almost no pedestrian or bicycle
amenities on President’s Island. A restaurant and mailing
outlets are located at the split between Harbor and Channel
Avenues, however there are no other retail developments
on the island. There are also no outdoor areas for workers
and/or visitors to use to congregate.

Despite the wide travel ways and lack of
amenities, there are pedestrians on President’s
Island

Bicycle
Although the roadways on the island may have room for
bicyclists, there are several deterrents to bicycle access. The
approximately 50’ of travelways on Harbor Avenue and 45’
on Channel Avenue could easily accommodate a bicycle
lane, particularly the wider roadway on Harbor Avenue.
However, the high percentage of trucks in addition to highspeed car traffic creates an environment that is not friendly
to cyclists. There is no bicycle-related signage to warn
drivers that cyclists may be present.
Current planning efforts do not include a bicycle link to
President’s Island, although the proposed trail between
Mallory Avenue and the Jack Carley Causeway provides
direct access to the area.

Pedestrian
Despite the lack of facilities, individuals still walk around
the area. However the wide roadways, large amounts of
truck traffic, and an active train line along Channel Avenue
make walking difficult and unsafe.

Key Findings
 There are no planned or current bicycle amenities on
President’s Island, although a planned Greenprint trail
will serve the Jack Carley Causeway.
 There are few pedestrian amenities. Those traveling
on foot share roadways with trucks and fast-moving
vehicular traffic.
 Wide roads could accommodate bicycle lanes or
shoulders.
 The active train line along Channel Avenue acts as a
barrier to all modes but in particular can make bicyclists and pedestrians feel unsafe.

Looking from a parcel on the eastern side of Channel Avenue across the train tracks to the roadway
shows a daunting pedestrian environment
10
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AREA EMPLOYMENT
Employment Density
There are about 3,100 jobs on President’s Island. Of these
jobs, 40% are in the category of Transportation and Warehousing, while almost 30% are in Manufacturing.* Thus,
much of the President’s Island employment is industrial in
nature.

Because of the unique nature of the island, the only
access point is the Jack Carley Causeway. Thus,
although many of these workers may live relatively
close, commutes are long from end to end.
As the map to the right shows, many employees on
President’s Island live relatively close to the site, with
concentrations in West Memphis, Marion and Sunset in
Arkansas as well as the southwestern quadrant of Memphis.
Because of the unique nature of the island, the only access
point is the Jack Carley Causeway. Thus, although many of
these workers may live relatively close, these commutes are
long from end to end.
However, the data also shows a much broader distribution
of workers living as far north as Millington and areas north
of Millington, as far west as Arlington and Fayette County
and as far south as Hernando in DeSoto County MS. Significant numbers of people working on President’s Island,
therefore, have longer than average commutes with some
people traveling as much as 40 miles (or more) one-way to
get to work. These longer than average commutes reflect,
in part, higher wage jobs. However, at the cost of $0.56 per
mile, each day’s commute could be up to $40 or more**.
The long commutes also create opportunities for ridesharing and vanpooling, in part because workers will have a
clear financial benefit and also because small inconveniences associated with carpooling or vanpooling (to wait for
carpoolers or travel slightly off route to get them) represent
a relatively small portion of the total trip. Additionally,
more established carpools and vanpools make it easier for
new hires to find options for getting to/from work.

Most President’s Island employers provide ample
parking. However, the cost of driving may be a
burden to a significant number of employees.

Income and Transportation
President’s Island jobs are relatively well-paid compared to
other case study areas. Over 50% of employees make more
than $40,000. However, for the 1,200 employees making
$40,000 or less, transportation likely is a financial burden.
The lack of transit means that many employees must
commute by other means. Meanwhile, the lack of bicycle
and pedestrian facilities also makes more affordable transit
options difficult. Thus, even those with lower income are
forced to rely on cars as their main mode of transportation.
Jobs with annual income
<$15,000
Jobs with annual income
$15,000 - $40,000

0%

20%

Jobs with annual income
>$40,000

40%

60%

80%

100%

* US Census Longitudinal-Employer Household Dynamics Program, 2011
** 2014 Government Privately Owned Vehicle mileage reimbursement rate
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Employer Locations and Shift Times

Employment Density Key Findings

Compared to other areas such as the Medical District or
the Aerotropolis, President’s Island top employers are
medium sized for the region. There are, for example,
several employers with between 50 and 100 workers. The
largest employer is W. M. Barr & Company, with over 300
employees.

 There is a concentration of employees commuting from
the Marion area in West Arkansas and Whitehaven.
While Marion is relatively high-income, Whitehaven is
a lower income area.

Shift Times

 All commutes include the Jack Carley Causeway.

Because of the industrial nature of jobs on President’s
Island, shift times likely play a large role in commuting
patterns. The Bus Transit to Workplace study attempted
to contact employers to determine shift times and received
only a few responses. Respondent shift times are shown in
the charts below.

 Most jobs on President’s Island are industrial in nature.

 There is no significant resident population on President’s Island, therefore all employees must commute.

 Shift times are potentially quite diverse in the area.
 Although there are few single large employers, the area
as a whole represents over 3,000 jobs.

Although more data is needed, shift times appear to cluster
around traditional work start and end times with some
notable exceptions such as the 3:00 a.m. to 11:00 a.m. shift
at one employer. Other employers likely have off-peak
shift times as well, eliminating the option of commuting by
transit.

Employer Start and End Times as Reported by Study Surveys
Survey Respondent Shift Times
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Top Employer Locations and Concentrations
As the map below shows, the larger employers on President’s Island have between 200 and 300 employees.
All together, the top ten employers represent about half (1,400) of all employment in the area. With the
exception of Sonoco, most large employers are concentrated east of Wharf Street.

TOP TEN LARGEST EMPLOYERS
COMPANY
W. M. Barr & Company, Inc.

TYPE OF BUSINESS
Industrial & Mfg

TOTAL EMPLOYEES
335

GlaxoSmithKline

Industrial & Mfg

325

Ledbetter Packing Company

Industrial & Mfg

235

Sonoco Products

Manufacturing

220

Jones Fiber Products Inc.

Industrial & Mfg

65

Bluff City Steel, LLC

Wholesale & Distribution

62

Ace Pump Corp

Industrial & Mfg

60

Miller Transporters, Inc.

Transportation & Logistics

55

Ergon Marine & Industrial Supply

Wholesale & Distribution

53

Quality Carriers

Transportation & Logistics

50
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AREA CHALLENGES
In general, President’s Island faces multiple challenges
related to both land use and infrastructure. Land use challenges include:
 Isolation from Memphis and surrounding development
 Singular land use
 Lack of food or other activity outlets

Infrastructure
Issues:
 All commuters must enter the island via the
Jack Carley Causeway.
 No formal bicycle amenities. Particularly on the
entrance to the island that all must share, bicycle
commuters would mix with truck and fast-moving
vehicular traffic
 There are few crosswalks or other pedestrian-oriented facilities, which deters walking and
creates unsafe and inaccessible conditions for those
that must (or choose to) walk.
 Poor bus stop amenities Bus stop signs are the only
designation or “promotion” of public transportation.
 Limited bus service Route 15 makes a few daily trips
on President’s Island. Therefore the chances of these
trips lining up with shift times are slim.

Opportunities:
 Upgrade pedestrian infrastructure, particularly
at intersections. Intersection improvements cover
less surface area and can therefore be much more cost
efficient to introduce pedestrian facilities into an auto-oriented area. A lot can be accomplished with paint,
such as striping crosswalks.
 Create a transit hub at the end of Jack Carley
Causeway. Almost all employees commuting to President’s Island must pass over Jack Carley Causeway and
past the parking lot at the intersection of Harbor and
Channel Avenues. This location is a good opportunity
to create a multi-modal hub to facilitate transit connections. For example pedestrian facilities focused on this
hub could increase the reach of a truncated bus route to
President’s Island.

 Terminate Route 15 at the Port Restaurant and create
a 20 minute shuttle service. Service could loop as
shown, or travel out and back along one side or the
other. This would provide more trips at the same cost.
 Incorporate a bicycle loop into future planning
efforts. Providing a link to the networks that are being
developed in and around Memphis would allow local
commuters to travel safely by bicycle instead of driving
short distances. Harbor Avenue is a good candidate
as it is wide, its surface is better repair and it does not
have active train lines directly on the roadway. The
streets between Harbor and Channel Avenue are good
links to decrease trip distances for cyclists. Again, paint
is an inexpensive first step to creating bicycle facilities.

Commute Perceptions
There is a public perception that President’s Island is a long
way off and difficult to reach. The area is not considered a
reasonably accessible employment location for prospective
employees without their own reliable personal transportation. Part of this is potentially due to a lack of serious
employer focus or effort to increase employment access to
President’s Island.
The study team was only able to speak with one employer
with a location on President’s Island. This employer felt
that the majority of its employees drove, but also made the
following observations about its employees’ commutes:
 Day shift workers more likely to take public transportation than night shift workers
 Many employees like to make stops after work before
they get home
 A park-and-ride system could work in this area as long
as transit times were frequent
 There is a bus stop within walking distance; some
employees use it
 Employees who live farther away cannot take the bus
Although this employer does not provide any incentive
to encourage alternative means of commuting, they were
amenable to the idea of selling transit tickets on site and/or
subsidizing fares.
The employer went on to say that transportation is an issue
in the region as a whole. However, they saw the recent
investment in bicycle paths as a positive development, and
thought there was a potential market for increased transit
use.
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The open lot outside the Port Restaurant could
become a transit hub to help with last-mile
connections
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Large Employer Entrances

Despite the presence of a bus stop just outside the GlaxoSmithKline entrance, there are no pedestrian amenities to help guide people to the front door.
The train tracks act as
a barrier to front-door
access from the street
at W.M. Barr on Harbor
Avenue, and along
much of the road.
Although the front door
to the building does
face the street, the only
way to travel across
the train tracks on level
ground is through the
parking lot.
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POTENTIAL SOLUTIONS
There are several measures that President’s Island
employers and/or regulatory bodies could undertake to
increase the accessibility of jobs. The study team prioritized
some examples to explain their applicability to the area.
Please refer to the Transportation Demand Management Toolkit for more in-depth explanations of these
concepts:

Overall Opportunities
The opportunity for increasing employment access to President’s Island may be part of a bigger solution that includes
Rivergate Industrial Park and the larger surrounding area.
The addition of jobs created by the nearby Electrolux and
Mitsubishi plants has increased the number of jobs in
the wider area by 40%.
This will likely require Transportation Demand Management to provide more focused, stronger and holistic
solutions to transportation issues now affecting over 5,000
employees working in the area as well as residing in Germantown, Bartlett and Millington and southwest Memphis.

Transportation Demand Management
Transportation Management Association
A Transportation Management Association (TMA) could
be created to represent the combined transportation needs
of the employees/employers in the general area and create,
advocate and promote alternative transportation services
and programs.
A government entity or a collaborative of employers can
create and fund a TMA. A coordinator could be hired to
execute plans to help effectively move employees from
various large concentrated areas of residences to President’s Island and other area employers.
A TMA could also advocate, coordinate and manage the
accomplishment of the aforementioned opportunities as
well as prioritize and execute additional ones. These might
include bringing in other amenities such as food trucks.
One of the things a TMA could do is work more closely
with MATA and local employers to design transit service. If
employers do not want transit service, they should communicate this so that MATA can stop funding it. If they do
want it, they should be partners in providing and supporting it. This includes:

The Port Restaurant parking lot could provide ample
space for a Mobility Hub
Vanpools
Vanpools are a type of ride-sharing, similar to carpooling,
but typically involving more people and a shared vehicle. In
most cases, vans are owned or leased by a sponsoring organization and riders share the cost of operating the vehicle to
and from work. Vanpools have had the most success where
employees travel longer distances along corridors with
limited or no existing transit service.

Memphis has an active vanpool provider, vRide.
For more information visit www.vride.com/memphis
Employers and/or a TMA could work to create or shared
ridership to President’s Island. This could work for
employees who live closer to the site which are those who
live in the southwestern quadrant of Memphis as well as
those in West Memphis, Marion and Sunset, Arkansas.
Vanpools would also be an attractive option for those living
farther away to cut down on commuting costs. The flexibility of a van would allow for employees whose residences are
more spread out to share a ride and commuting costs.

 Helping MATA schedule the service
 Selling/providing/giving away bus passes
 Providing benefits/incentives to riders
 Creating pedestrian crossing and other infrastructure.
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Carpooling, Rideshare and Ride Matching

Infrastructure

One of the greatest impediments to carpool and vanpool
formation can be finding suitable partners with similar
commuting patterns. Facilitated rideshare programs can
overcome this by matching interested commuters.

Create a Mobility Hub at the Port Restaurant.

Commuters enter their travel preferences into a database
and receive a list of potential rideshare partners. Rideshare
programs may be administered through individual
employers, but are often most effective when coordinated
through a TMA or other local or regional entity.
On President’s Island, the concentration of employees
traveling from relatively local communities. Local carpools
would not have to deviate far from traditional driving
routes to gain passengers, which makes it a convenient
option.

Guaranteed Ride Home
As one stakeholder mentioned, many employees like to
drive on their own so that they can leave work to do things
such as pick up a child. Whether a commute is made by
bike, transit or vanpool, there will be an occasional need to
work late, make unplanned trips home to take care of sick
family members, or have an alternate plan due to inclement
weather.
A Guaranteed Ride Home program allows for a taxi or
other ride home under these circumstances, making the
use of alternative travel arrangements on a daily basis more
palatable and feasible. This program would not function on
its own, rather it would help to support the use of alternative transportation options once they are available.

A mobility hub helps provide “first/last mile” connections.
Often even a highly frequent transit route has trouble
reaching beyond its direct catchment area, which is often
called the “first/last mile problem.” A mobility hub integrates elements such as car share, bike share, ride share,
and shuttle services with a well served transit hub to extend
the reach of transit services. Implementing this will require
a range of entities to work together, which could be under
the supervision of a President’s Island TMA. Specific hub
elements could include:
 Working with Bike/Ped Memphis and the City to
include a bike share station at this location
 Using funds from a TMA or a particular employer to
run a shuttle from the hub to one or multiple employment locations. In the short-term, this could be van.
 Creating a rideshare based at the hub, comprised of
multiple transit riders and a driver or multiple transit
riders using a shared vehicle.
 Working with a local or national car share company to
locate a station at this location. For example, Zipcar
currently has three Memphis locations
Providing these integrated mobility options will enhance
the connectivity of the local transportation system, while
reducing dependency on automobiles, traffic congestion,
vehicle emissions, and demand for parking.

Exiting President’s Island
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Pedestrian Facilities
To extend the reach of a potential shuttle and/or increased
transit service, it will be important to facilitate pedestrian
travel on President’s Island.
Creating pedestrian links from MATA stops to the
employers they serve will be vital to the success of transit
in the area. Beyond that, creating pedestrian facilities that
allow employees to walk for exercise or for lunch to the Port
Restaurant would drastically improve quality of life.

Bicycle Facilities
As shown in the map on p.19, no planned bicycle facilities extend to President’s Island. Providing a link to the
networks that are being developed in and around Memphis
would allow local commuters to travel safely by bicycle
instead of driving short distances.
On President’s Island, the wide roadways have ample room
for a bicycle lane. In particular, Harbor Avenue is a good
candidate as its surface is in better repair and it does not
have active train lines directly on the roadway. The streets
between Harbor and Channel Avenue are good links to
decrease trip distances for cyclists.

Pedestrian facilities should be safe and accessible
for all users

Land Use Control

Additional TDM Measures

The built environment plays a large role in determining an
individual’s travel choices. For example, a long walk to the
front door of a business can deter potential walkers even if
the environment is walk-friendly.

Other options that may enhance transportation options on
President’s Island include:

Memphis can adopt strong zoning ordinances for
President’s Island where appropriate that encourage development patterns that support walking, bicycling and transit
such as:

 Employer-Subsided Transit Passes
 Increased transit funding

 Requiring direct street frontage by new business developments, including that surface parking be behind
buildings.
 Implementing “Complete Streets” elements along key
corridors such as Harbor Avenue These could include
bicycle lanes and traffic calming elements.
 Encouraging driveway access to incorporate pedestrian
pathways.
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