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EXECUTIVE SUMMARY
The Texoma Region, which consists of Cooke, 
Fannin, and Grayson counties, has one major 
public transportation provider known as the 
Texoma Area Paratransit System (TAPS), which is 
demand responsive. This sole provider does not 
currently meet the transportation needs of the 
region, leaving gaps in service and poor 
connectivity to major community resources, such 
as employment centers and medical facilities. 
Due to the unique characteristics of the Texoma 
Region (populations of higher than the state 
average of senior citizens, people with 
disabilities, and veterans) this type of 
transportation service is in high demand. 
Additionally, there are many populations within 
the region that would benefit from increased 
connectivity and service that could be supplied by 
introducing a fixed route system, which could 
supply a complementary, consistent and reliable 
transit system for the region. 

This study not only analyzed the unique 
demographic characteristics of the Texoma 
Region but took a deeper look at the 
transportation needs and trends in the region 
that would support a fixed route transit system. 
This analysis consisted of: 

 Review of Existing Services 
 Market Analysis 

- Transit Need 
- Transit Potential 

 Recommendations for Future Transit 
Service 
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EXISTING SERVICE
The Texoma region is in northeast Texas and is 
made up of 2,698 square miles of land with an 
estimated population of 198,997 in 2017, 
according to the U.S. Census Bureau.  The Red 
River and state of Oklahoma form the northern 
boundary of the region. Adjacent counties are 
Montague (west), Wise (southwest), Denton 
(south), Collin (south), Hunt (south), Delta 
(southeast), and Lamar (east). The primary 
corridors in the region are as follows: 

 Interstate 35/US 77 (Cooke) 
 US 69 (Fannin, Grayson) 
 US 75 (Grayson) 
 US 82 (Cooke, Fannin, Grayson) 
 US 377 (Grayson) 
 SH 289 (Grayson) 

One of the planning bodies in the region is known 
as the Texoma Council of Governments (TCOG). 
TCOG is a voluntary association of the local 
governments in Cooke, Fannin, and Grayson 
Counties that works directly with citizens and 
local jurisdictions to improve and advance 
economic vitality and quality of life in Texoma. 
TCOG specializes in Housing and Client Services, 
as well as Aging Services. 

Summary of Texoma Area 
Paratransit System (TAPS) 
Services 
There is one public transportation provider in the 
Texoma region, the Texoma Area Paratransit 
System (TAPS), operating demand response 
transportation in partnership with Transdev, a 
French-based international private public 
transport operator. TAPS operates in the three-
county Texoma planning region, as well as in Clay, 
Montague, and Wise counties. Service is offered 
Monday through Friday from 6:00 AM until 5:30 
PM. To get a ride with TAPS, passengers must 

schedule their ride 48 hours in advance. 
Passengers can schedule a ride via phone 
Monday through Friday, from 7:00 am to 3:00 
p.m. If a customer is denied a trip due to capacity, 
they are encouraged to call after noon the day 
before to check for cancellations. TAPS works 
with passengers to coordinate trip days to less 
frequented destinations, as well as with other 
health and human service providers in the area, 
to ensure service availability (2017-2021 Texoma 
Regional Coordinated Transportation Plan, 
2017). 

Table 1. TAPS Span of Service.  

Days Type Types of Service 

Mon-Fri 
6:00 a.m. – 
5:30 p.m. 

Demand 
Responsive - 
Paratransit 

 

In 2017, TAPS reported the following service 
statistics to the Federal Transit Administration’s 
(FTA) National Transit Database (NTD): 

 Fleet of 22 Demand Response vehicles 
with 16 being operated at maximum 
service 

 Funding sources: FTA Sections 5307, 
5309, 5310, & 5311. Additional State and 
Local funds. 

 Service population: 285,394. Service 
area: 5,754 sq. miles 

 Average age of fleet: 3.8 years 
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Grayson, Fannin and Cooke 
Counties 
Of the three counties in the Texoma planning 
area, Grayson by far has the largest population 
with just over 125,000 people as of 2017, 
according to the U.S. Census Bureau. All three 
counties showed minimal population growth 
from 2010 to 2014, with a less than 1% increase. 
These counties have higher numbers of people 
with disabilities, over the age of 65, and veterans 
than the state average. These counties also 
recorded lower numbers of people living below 
the poverty level and with limited English 
proficiency than the state average.   

Due to the higher concentrations of these 
groups, TAPS has a unique set of challenges for 
providing service to the Texoma region. In 2018, 
TAPS provided 31,244 trips to the region, 
transported 34,215 passengers for a total of 
376,136 miles traveled. (Table 2). Three of the 
most common trip purposes were Employment, 
Medical, and Shopping (Table 3), as reported by 
TCOG. 

Table 2. Service Statistics for TAPS, 2018.  

Service 
Area 

Type Trips Passengers 
Service 
Miles 

Grayson 
Rural 4,763 5,194 88,182 
Urban 17,880 19,371 154,140 

Fannin County 3,267 3,581 76,934 
Cooke County 5,334 6,069 56,880 
Total 31,244 34,215 376,136 

 

Table 3. TAPS Trip Purpose by County, 2018.  

Trip Purpose 
Grayson: 
Urban 

Grayson: 
Rural 

Fannin Cooke 

Employment 43% 21% 8% 29% 
Medical 16% 18% 39% 19% 
Personal 1% 2% 1% 1% 
Dayhab* 4% 11% 0% 1% 
Dialysis 10% 26% 14% 20% 
Shopping 16% 9% 32% 18% 
Social 10% 8% 6% 11% 
Education 0% 5% 0% 1% 

*Dayhabs are facilities that help individuals improve their 
skills through training that allows them to increase their 
independence in their surrounding community. 
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Private Transportation Providers 
TAPS is the sole provider of public transportation 
for the Texoma region, but there are over 90 
private agencies that provide some form of 
transportation as well. These agencies include 
school districts, community-based organization, 
senior living facilities and churches. These 
providers mostly have sole purposes and only 
serve their own clients, which makes 
coordination and regional transportation 
difficult.  

Due to TAPS limited span of service (no weekend, 
early morning or night service), there are still 
many gaps in service that could be resolved if 
these private providers worked in a cohesive 
manner. However, these providers do not have 
vehicles to accommodate people who experience 
disabilities. Therefore, any private providers may 
not be able to completely complement public 
services.  

Additionally, survey respondents had also 
indicated using Dallas Area Rapid Transit (DART), 
taxicabs and Uber. Respondents indicated that 
DART had become increasingly difficult to reach 
using TAPS.  

Summary 
Public transportation in the Texoma region faces 
a unique set of challenges. The region contains 
higher than normal densities of groups who are 
older than 65 and have some type of disability. 
These groups require reliable public 
transportation to perform many daily activities 
and to get to/from medical appointments. 
Additionally, a large portion of TAPS ridership 
utilizes its services to reach employment 
locations. In combination, these demands require 
an increased effort to properly serve the Texoma 
region as many survey respondents indicated 
that the current service has not been accessible. 

Stakeholder meetings from previous 
transportation plans provided insight to these 
major issues and created viable solutions for the 
future. To improve public transportation in the 
region, stakeholders suggested improving 
regional coordination between private and public 
transportation providers in order to utilize the 
value that private providers could offer. 
Additionally, stakeholders also want the public 
services offered to be improved, which might be 
accomplished by extending schedules, improving 
connectivity, and doing so through additional 
funding sources. 

Image courtesy of Fkbowen - Own work, CC BY-SA 4.0, Wikipedia
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TRANSIT NEED 
The transit need analysis geographically assesses 
Texoma’s demographic characteristics to 
understand where groupings of people that are 
more likely to be dependent on transit as a critical 
service are located within the region.  

Two subsets of the population were calculated to 
generate an understanding of the transit needs of 
the Texoma study area: Transit-Dependent 
Population (TDP) and Target Transit Ridership 
(TTR). These population subsets create a 
measure of the regional population who are 
more likely to rely on transit in comparison to the 
rest of the community. TDP and TTR measures 
are crucial to the market analysis as they identify 
those more likely to be dependent on transit 
service in Texoma.  While TAPS serves these 
populations through Demand Response rural 
transit service, analyzing the densities of transit 
need can be an important factor in exploring 
feasibility for fixed route service.  

Transit-Dependent Population 
Transit-Dependent Population (TDP) is the 
product of a formula which quantifies the 
amount of people in a community who are most 
likely to depend heavily on transit as their 
primary mode of transportation. Accordingly, 
TDP measures captive riders (i.e. those whose 
mobility is almost entirely dependent on public 
transportation), which is one measure to quantify 
regional transit demand. The TDP formula used in 
this analysis incorporates characteristics related 
to the legal ability (i.e. too young to drive) and 
access a personal vehicle. The study used a three-
part formula derived from the U.S. Department 
of Transportation (USDOT) to locate larger 
concentrations of driving age citizens with limited 
to no access to personal automobiles. The 
analysis was measured at the block group level 
and used data from the 2017 American 
Community Survey (ACS), which provides 

detailed demographic information applicable to 
TDP calculations not attainable from the 
Decennial Census. The following displays the 
USDOT formula step by step: 

 Step 1: Household Drivers = (Population 
Aged 18 and Over) - (Persons Living in 
Group Quarters) 

 Step 2: Transit-Dependent Household 
Population = (Household Drivers) - 
(Vehicles Available) 

 Step 3: Transit-Dependent Population = 
(Transit-Dependent Household 
Population) + (Population Aged 17 or 
Under) + (Non-Institutionalized 
Population Living in Group Quarters) 

Step 1 of the formula identifies the number of 
people living in households who are legally 
eligible to drive based on their age. Population in 
Group Quarters is subtracted in this part because 
group quarters are not considered households. It 
is important to note that even though 16- and 17-
year-olds may be legally eligible to drive, they are 
less likely to have regular access to a personal 
vehicle to accommodate most of their 
transportation needs. The ACS also does not 
provide data sets with breaking points at the age 
of 16.  

Step 2 of the formula uses the results from Part 1 
to identify the number of eligible drivers who do 
not have a personal vehicle available to them. 
This group of people will be more likely to rely on 
transit. 

Step 3 of the formula determines the final TDP by 
adding the results of Part 2 to the population who 
is legally too young to drive or do not have regular 
access to a vehicle, as well as the population 
living in non-institutionalized group quarters. 
While people living in institutionalized group 
quarters are not able to drive for legal or health 
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reasons, people living in non-institutionalized 
group quarters may be eligible to drive but are 
less likely to do so. It should be noted that the 
2017 ACS data on group quarters does not 
distinguish between institutionalized and non-
institutionalized. These figures were estimated 
using the group quarters data from the 2010 
Decennial Census based on proportions per block 
group. The combination of the three 
demographic groups that make up Step 3 of the 
formula identifies the total amount of the 
population who is either unable to drive or highly 
unlikely to drive, making them more dependent 
on transit. Figure 1, Figure 2, Figure 3 and Figure 

4 show the density of the TDP per acre, for Cooke 
County, Grayson County, the Sherman-Denison 
area and Fannin County, respectively. Moderate 
to high concentrations of TDP can be seen 
clustered throughout Texoma, specifically: 

 Surrounding Gainesville along US-82 & I-
35 

 Both the major urban areas of Sherman 
and Denison 

 South of Pottsboro just east of Hwy 289 
 Both urban areas of Bonham and 

Leonard 

 



 2019 TRANSIT MARKET STUDY 

Texoma Council of Governments Transit Market Study 7 | P a g e  

Figure 1: Cooke County Transit-Dependent Population 
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Figure 2: Grayson County Transit-Dependent Population 
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Figure 3: Sherman-Denison Transit Dependent Population 
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Figure 4: Fannin County Transit-Dependent Population 

 

 



 2019 TRANSIT MARKET STUDY 

Texoma Council of Governments Transit Market Study 11 | P a g e  

Target Transit Ridership 
Although TDP is crucial for estimating the need 
for public transportation services, there are other 
groups who may have special needs when it 
comes to transportation. Referred to in this 
analysis as “Transit Target Ridership” (TTR), the 
metric may also be used to represent additional 
regional transit demand not accounted for in the 
TDP calculation. This population differs from TDP 
in that it represents those who are more likely to 
need transportation services in comparison to 
the general public, representing some of the 
largest barriers to personal mobility. These 
characteristics representing TTR include the 
following groups: 

 People aged 65 years or older; 
 People aged 17 years or younger; 
 People with disabilities;  
 People in poverty; 
 People identifying as a minority 

population;  
 People with Limited English Proficiency 

(LEP) 

To calculate TTR, the six groups discussed above 
were summed at the block group level, 
representing the total number of TTR in each 
block group. This is a much less conservative 
estimate for transit demand compared to TDP; 
due to the nature of these demographic 
characteristics, it is possible/highly likely that 
some people belong to more than one of the 
population subsets used in the calculation (e.g. 
someone older than 65 years of age may also 
have a disability). This means that some people 
may have been counted more than once in the 
TTR totals. The chance of “double-counting” 
people with the TTR calculation method is 
unavoidable because it is impossible to identify 
which demographic characteristics apply to each 
individual person in the community due to the 
data restrictions. However, for the purposes of 

this analysis, double counting can be considered 
a positive outcome because it gives additional 
consideration to people who may face more than 
one barrier to personal mobility. Figure 5, Figure 
6, Figure 7 and Figure 8 show the TTR density of 
Cooke County, Grayson County, the Sherman-
Denison area, and Fannin County, respectively. 
Concentrations of TTR can be seen in similar 
areas as the TDP, listed below: 

 Surrounding Gainesville along US-82 & I-
35 (Cooke County) 

 Both the major urban areas of Sherman 
and Denison (Grayson County) 

 Both urban areas of Bonham and 
Leonard (Fannin County) 
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Figure 5: Cooke County Target Transit Ridership 
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Figure 6: Grayson County Target Transit Ridership 
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Figure 7: Sherman-Denison Target Transit Ridership 
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Figure 8: Fannin County Target Transit Ridership 
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Transit Need Index 
The Transit Need Index (TNI) is a combination of 
the TDP and TTR as a percentage of the overall 
population, i.e. transit need is high for the entire 
area when TNI is greater than or equal to 1. This 
is intended as a methodical tool for identifying 
areas of highest concern and highest potential for 
coordination with demand response transit 
services. 

As acknowledged in the previous section, the 
likelihood of double counting a person by 
demographic characteristic in this process is 
probable and beneficial to identifying barriers to 
populations dependent on transit. That is, where 

someone might be elderly, disabled, and below 
the poverty line, they are facing cascading factors 
affecting their mobility. The effects of this double 
counting are seen in the maps represented in 
Figure 9, Figure 10, Figure 11, Figure 12 and 
Figure 13 where TNI exceeds 1 in many block 
groups.  

Figure 9, Figure 10, Figure 11, Figure 12 and 
Figure 13 show the TNI for the Texoma Region, 
the counties Cooke, Grayson, Fannin, and the 
Sherman-Denison area. Table 4 shows the 
percentage of the total population in each county 
and in the entire region that fall within the TDP or 
TTR category.

 

Table 4. TDP, TTR, and & Percent of Total Population 

Area TDP % of Total Pop. TTR % of Total Pop. 
Cooke  5,851 15% 22,334 57% 
Fannin 5,027 15% 17,750 53% 
Grayson 21,491 17% 71,661 57% 
Texoma Region 32,369 16% 111,745 56% 

* American Community Survey, 5-Year Estimates, 2017. 

Figure 9: Cooke, Grayson, Fannin Counties Region Transit Need Index 
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Figure 10: Cooke County Transit Need Index 
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Figure 11: Grayson County Transit Need Index 
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Figure 12: Sherman-Denison Transit Need Index 
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Figure 13: Fannin County Transit Need Index 
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Areas of Highest Transit Need 
A large portion of Texoma falls above a TNI of 1, 
indicating an expressed need for transit 
regionally. The key areas with high TNI include 
multiple areas, such as: 

 Urban area of Gainesville (Cooke County) 
 Both urban areas of Sherman-Denison 

and east of Sherman along US-82 
towards Bells (Grayson County) 

 Urban area of Bonham and Honey Grove 
(Fannin County) 

TNI is highest in the urban core areas throughout 
the Texoma Region, indicating that the largest 
need for transit on this measurement alone is 
held within the most densely populated areas. It 
is likely beneficial to the region to introduce a 
fixed route transit system that complements the 
current demand response transit service, which 
could link these areas of high transit need, 
increasing the overall connectivity of the region. 
This new system could create a more regular, 
schedule-based system that would serve the 
needs of more commuters throughout the 
region.  

Transit Need Analysis Conclusion 
Fixed route service operates most effectively 
where there are high densities of people, jobs, or 
other cultural activities.  When a high need for 
transit combines with the previously mentioned 
high densities, fixed route transit service 
becomes increasingly capable of delivering 
people to their destinations in an efficient 
manner. The analysis of the transit need in the 
Texoma region clearly shows a high need for 
transit in the region’s urban and most densely 
populated areas. Both density measurements of 
TDP and TTR, used to show need for transit, show 
the highest totals in the urban areas of 
Gainesville, Sherman, Denison, and Bonham. 
When total block group populations are shown in 
relation to populations in need of transit, TNI 
scores also illustrate high transit need coming 
from the most urban block groups of the Texoma 
region.  
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TRANSIT POTENTIAL 
Transit service efficiency is tied to land use, and 
areas with high concentrations of residents and 
businesses best support transit service. 
Combining both residential and employment 
densities yields a transit potential index. This 
index illustrates the locations likely most suitable 
for transit service based on the number of jobs 
and people per acre. 

Population Density 
Public transportation is most efficient when it 
connects population and employment centers 

where people can easily access bus stops. The 
reach of transit is generally limited to within one-
quarter to one-half mile of the transit line 
(depending on the built environment and 
attractiveness of the service provision), or a 10-
minute walk. The frequency of service correlates 
to the distance a passenger is willing to walk to 
the nearest bus stop, i.e. people are willing to 
walk further for frequent transit and less for a bus 
that comes every hour. As such, the size of the 
travel market is directly related to the density of 
population in that area. As a general rule, a 
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density of 3-6 households, or 6-15 people per 
acre is needed to support base-level fixed route 
transit service (service every 60 minutes). Lower 
density communities can support different types 
of transit services, including lower frequency or 
demand response modes. Higher density areas 
can support more service, or more frequent 
service. Figure 14: Cooke, Grayson, Fannin 
Counties Population Density, 2017below shows 
the population density by Census block in the 
Texoma Region. The dark orange color 
represents densities that can support at least 
hourly service; areas with dark red color are more 
likely to be able to support more frequent 

service. High Population densities are 
concentrated in these following areas and 
highlighted in Figure 17: 

 Cooke County: urban area of Gainesville 
 Grayson County: urban areas of Denison, 

Sherman, Howe, and Van Alstyne 
 Fannin County: Bonham and Leonard 

Figure 15, Figure 16, and Figure 18 show the 
population density of each county individually, 
and Figure 17 shows the Sherman-Denison area, 
which contains the highest population density in 
the region.

 

Figure 14: Cooke, Grayson, Fannin Counties Population Density, 2017 
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Figure 15: Cooke County Population Density, 2017 
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Figure 16: Grayson County Population Density, 2017 
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Figure 17: Sherman-Denison Population Density, 2017 
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Figure 18: Fannin County Population Density, 2017 
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Employment Density 
The location and number of jobs is a second 
strong indicator of transit demand, as traveling to 
and from work accounts for the largest single 
segment of transit trips in most markets. 
Additionally, transit that serves areas of high 
employment density provides key connections to 
job opportunities, as well as key attractions which 
create trips for shopping, entertainment and 
medical purposes. The minimum level of 
employment density that is typically needed to 

support hourly transit service is five jobs per acre. 
This roughly corresponds to the darker green 
colors in Figure 19. Higher densities are more 
likely to support greater frequency.  

High employment densities are concentrated in 
the same areas that high population density is, 
with additional pockets in Burns (Cooke County) 
and Honey Grove (Fannin County), as shown in  
Figure 19. Employment density is also shown by 
county and in the Sherman-Denison area, Figure 
20, Figure 21, Figure 22 and Figure 23. 

 

Figure 19: Cooke, Grayson, Fannin Counties Employment Density, 2017 
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Figure 20: Cooke County Employment Density, 2017 
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Figure 21: Grayson County Employment Density, 2017 
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Figure 22: Sherman-Denison Employment Density, 2017 
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Figure 23: Fannin County Employment Density, 2017 
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Major Employers 
Identifying large employers in the Texoma region 
is useful, not only because of the large 
concentration of jobs they represent, but also 
because of the marketing and other partnership 
opportunities that they may offer. Partnerships 
such as employer-supported transit passes, 

vanpool programs, and on-site transit 
coordinators can attract choice riders to a transit 
system and translate into higher overall system 
ridership. The 10 largest employers in the 
Texoma region, according to data provided by 
Texoma Workforce Solutions, are shown in Table 
5. Most of the employers are located within the 
Sherman-Denison and Gainesville areas. 

Table 5: Top 10 Largest Employers in Grayson County. 

Employer Industry Employees Location 
Texoma Health Care System Healthcare Services 3,500 Denison 

Tyson Beef & Pork Products 1,745 Sherman 

Safran Seats US Equipment Supplier 1,250 Gainesville 

Ruiz Foods Frozen Foods 1,198 Denison 

Walmart/Sam's Club Retail 1190 Sherman, Denison, 
Gainesville 

Sherman ISD Education 1,091 Sherman 

North Central Texas College Education 890 Gainesville 

Wilson N. Jones Regional Health 
System 

Healthcare Services 792 Sherman 

Connect General, A Cigna Company Insurance Claims 
Processing 

700 Denison 

Texas Instruments Semiconductors & Defense 
Systems 

600 Sherman 

Sources: Howe Development Alliance & Gainesville EDC,  
https://gainesvilleedc.com/why-gainesville/major-employers/  
https://sedco.org/labor/ 
https://www.denisontx.org/167/Employers 

Though WinStar World Casino & Resort is a large employer in the region, it is not listed above as a fixed-route service could not be provided to 
the casino. 
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The largest employment industries in Texoma are 
hospitality, manufacturing/distributing, and 
healthcare services. Both healthcare systems in 
the region employ over 2,300 people combined. 
Large manufacturing and medical-based 
employers (such as Texoma Health Care System) 
often have multiple shifts, some of which fall 
outside traditional commute hours. In addition, 
manufacturing and other industrial facilities 
sometimes require large campuses that tend to 
be located outside of city centers. Combined, 
these factors can make manufacturing and 
medical facilities difficult to serve with traditional 
fixed route transit service only. Other options 
such as vanpools and ride-matching can either 
complement or replace fixed route service at 
these locations. 

Transit Potential 
The Transit Potential Index, shown in Figure 24, 
Figure 25, Figure 26 and Figure 27, is a composite 
of the population and employment densities and 
is an indicator of the viability of fixed route 
service in a particular area. A higher Transit 
Potential Index score for a Census block points to 

a higher likelihood of generating substantial 
transit ridership in that block. For the transit 
potential of an area to be fully realized, however, 
the area must also have transit-supportive 
infrastructure such as sidewalks and crosswalks. 
Actual ridership is also highly dependent on 
service characteristics such as schedule and 
routing. A review of the Transit Potential Index 
for the study area suggests: 

 Transit potential is fairly high in the urban 
areas of Gainesville, Sherman, and 
Denison, where employment is highest. 

 Transit potential is highest within the 
Sherman-Denison area, which could 
greatly benefit from a fixed route service 
to help move employees and residents 
back and forth. 

 Adjacent areas with fairly high transit 
potential, such as Bonham and 
Whitesboro, would greatly benefit from 
having transit services to connect them 
to areas with more employment 
opportunities such as Sherman-Denison.

Figure 24: Transit Potential – Combined Employment and Population Densities 
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Figure 25: Highest Transit Potential 
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Figure 26: Cooke County Transit Potential 
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Figure 27: Fannin County Transit Potential 
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Trip Destinations 
Demand responsive paratransit currently serves 
the Texoma region, which is known as the 
Texoma Area Paratransit System (TAPS). TAPS 
reported top trip destinations can be seen 

overlaying transit potential in the Texoma region 
in Figure 28. These destinations show a strong 
correlation with areas of high population and 
employment density. The top destinations were 
linked to healthcare, housing, education, and 
family services (i.e. community/youth centers). 

 

Figure 28: Regional Transit Potential Paired with Rural Demand Response Trip Destinations 
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Figure 29: Cooke County Transit Potential Paired with Rural Demand Response Trip Destinations 
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Figure 30: Sherman-Denison Transit Potential Paired with Rural Demand Response Trip Destinations 
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Figure 31: Fannin County Transit Potential Paired with Rural Demand Response Trip Destinations 
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Additionally, TAPS stops were overlaid with the 

transit need index to highlight areas in the urban 

cores (Bonham, Gainesville, and Sherman-

Denison) where fixed-route transit services are 

likely most impactful.  

These areas represent possible opportunities for 

the addition of short fixed route services each 

serving Bonham and Gainesville. These micro-

transit routes coupled with a peak hour shuttle 

to the Sherman Denison area could generate 

major impacts to regional mobility. Error! 

Reference source not found. to Figure 34 

represent the current TAPS frequent 

destinations with the Transit Need by block 

group for Bonham, Gainesville, and the Sherman 

Denison area.  

Figure 32: City of Bonham; 2017 Transit Need Paired with Rural Demand Response Trip Destinations 
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Figure 33: City of Gainesville; 2017 Transit Need Paired with Rural Demand Response Trip Destinations 
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Figure 34: Urban Area of Sherman-Denison Transit Need Paired with Rural Demand Response Trip Destinations 
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Time Leaving for Work 
Other components affecting the market analysis 
are congestion, travel times to work, and time 
leaving to work. Locations where commuters are 
potentially aggravated by congestion or have 
extended travel times to work are possible 
locations for bus rapid transit. Likewise, the time 
a person might leave for work could affect the 
development of scheduling, service planning or 
possible transfer stop locations depending on 
density of origins by time leaving for work. A 
precursory analysis of the time workers report 
leaving to go to work can benefit the 
development of a service schedule. Figure 35 

shows the time of day workers leave for work in 
each county and Figure 36 shows how long it 
takes workers in each county to travel to work, 
based on ACS data.  

This data could benefit planning for possible 
commuter and intracity transit routes, or 
strategic intra-system linking routes during key 
periods of the day. Meaning, while a transit 
potential density analysis might suggest the 
possibility for high frequency service, a more in-
depth analysis of traffic, time of day, and rider 
service needs could further refine and improve 
how and when a fixed-route service and intracity 
service could be supported by the market.

 

Figure 35: Time Leaving for Work 
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Figure 36: Travel Times to Work 

 

Transit Potential Analysis Conclusion 

Fixed route service operates most effectively 
where there are high densities of people, jobs, or 
other cultural activities.  When a high need for 
transit combines with the previously mentioned 
high densities, fixed route transit service 
becomes increasingly impactful as a means of 
transportation with impactful benefits to regional 
mobility. The analysis of the transit need in the 
Texoma region clearly shows a high need for 
transit in the region’s urban and most densely 
populated areas. Both density measurements of 
TDP and TTR, used to show need for transit, show 
the highest totals in the urban areas of 
Gainesville, Sherman, Denison, and Bonham. TNI 
scores also illustrated high transit need coming 
from the most urban block groups of the Texoma 
region. Establishing fixed route service to provide 
mobility solutions to areas with both transit need 
and transit potential however require more in 
depth analysis and public outreach in order to 
refine timing and service planning for connecting 
origins and destinations. The conclusions of this 

market study support the feasibility of pursuing 
public outreach and origin destination analysis.  
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FIXED ROUTE TRANSIT CONCEPT 
Building upon the Transit Need and Potential 
Analyses the project team identified various 
Transit Potential Corridors that could likely 
support fixed route transit. These corridors are 
positioned along adjacent land uses with high 
thresholds of transit-supportive measures such 
as Transit-Dependent (Figure 40) and Target 
Transit Ridership (Figure 41) populations as well 
as areas with high transit need (Figure 42) and 
potential (Figure 39). 

TCOG/TAPS has an opportunity to take the first 
steps into establishing fixed route service in the 
region through the examination of various 
service concepts the project team developed for 
these Transit Potential Corridors. 

Prioritization 
While many of the communities throughout the 
region are experiencing various levels of the 
transit supportive indicators the project team 
recommends that TCOG/TAPS focus on the 
Sherman area and expand to Denison for the first 
fixed route service. Targeting the areas with the 
largest population (Figure 38 & Figure 37) and 
most transit supportive indicators will ensure a 
successful and sustainable implementation of 
fixed route service in region that can be phased 
and expanded to match growing demand and 
need. Once the fixed route service is introduced 
in the area, TCOG/TAPS will be able to explore 
implementing it in other areas that meet the 
same standards and build upon the lessons 
learned from the Sherman area concept. 

Transit Potential Corridors 
The fixed route service concept for the 
Sherman/Denison area takes the shape of two 
bidirectional routes connecting the two cities and 
serving various functions that complement each 

other and enhance connectivity. The two routes 
would intersect at various points in both cities 
providing passengers various transfer 
opportunities. Running shorter local variations of 
Route 2 during the midday would allow TAPS to 
offer frequent 30-minute service to residents. 
This concept could be scaled or phased to match 
demand and available resources. 

Route 1 
2 vehicles operating on a 60-minute headway all 
day long. This route would have a roundtrip of 28 
miles. This route would travel in express mode 
between the two communities running on Hwy 
75. It would provide essential connections to the 
Wilson N. Jones Regional Medical Center, 
Downtown Sherman, Austin College, Downtown 
Denison. The northern extent of the route would 
be located at the Downtown Denison Farmers 
Market and the southern extent would be 
located at the Wilson N. Jones Regional Medical 
Center. 

Route 2 
2 vehicles operating on a 60-minute headway 
during the a.m. and p.m. peak periods. This route 
would have a roundtrip of 21 miles. During the 
midday each bus would operate on 30-minute 
headway serving local portions of each 
community. This route would travel along the 
Texoma Pkwy between Sherman and Denison 
providing essential connections between 
residents of West Sherman, retail along Texoma 
Pkwy, residents and retail in southern Denison 
and Downtown Denison. The northern extent of 
the route would be located at the Downtown 
Denison Farmers Market providing connection 
opportunities with Route 1 and the southern 
extent of the route would be located in West 
Sherman.  
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Figure 37: Sherman-Denison Employment Density paired with Proposed Fixed Routes
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Figure 38: Sherman-Denison Population Density paired with Proposed Fixed Routes
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Figure 39: Sherman-Denison Transit Potential paired with Proposed Fixed Routes 
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Figure 40: Sherman-Denison Transit Dependent Population paired with Proposed Fixed Routes 
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Figure 41: Sherman-Denison Target Transit Ridership paired with Proposed Fixed Routes 
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Figure 42: Sherman-Denison Transit Need Index paired with Proposed Fixed Routes 
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TRANSIT MARKET STUDY CONCLUSIONS
Though the above routes shown are concept 
routes, the implementation of a fixed route 
system, or  a series of interlinking fixed route 
systems could greatly improve mobility for the 
three-county region. This market study indicates 
that there is warrant for a more in-depth route 
feasibility study, origin destination analysis, 
public outreach, and a transit implementation 
feasibility study. As mentioned in the previous 
section, the implementation of a fixed route 
system could be phased by beginning in the 
Sherman-Denison urbanized area. This could be 
complimented by transfer centers for the 
demand response service provided by TAPS, 
especially at higher demand destinations and 
areas with higher transit potential density. The 
execution of this coordination could be carried 
out through the already existing human services 
transit coordination process. Some initial steps 
for exploring and developing this service could 
include the above-mentioned additional studies 
as well as a combination of the following 
exploratory measures:  

 Analyze regularly scheduled trips and 
identify opportunities to combine trips 
where there is high demand for rural 
transit. The results from this study’s 
analysis can be utilized to identify where 
the most need, potential, and demand is 
occurring. The service could be a hybrid 
service utilizing components of both 

demand response and fixed-route 
services. 

 Develop a plan (similar to a phased work 
program for the construction of a new 
roadway) that considers funding, 
efficiencies, and interrelationships of 
various fixed-route transit projects and 
program a comprehensive delivery of 
projects over time.  

 Identifying and prioritizing locations for 
bus shelters, kiosks, and amenities, as 
well as priority locations for bus pullouts 
that could help improve passenger safety 
and traffic flow.  

 Contact major employment centers and 
explore establishing regular fixed-route 
trips to/from facilities based around 
worker shift schedules. Form 
partnerships with businesses to provide 
an employment shuttle connecting to 
the new transit network. 

 Create strategies for assessing location 
and time to coordinate transfers 
between demand response stop 
requests and the fixed route system. 
Results from this study’s analysis can be 
utilized to identify possible transfer 
locations. 
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