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This model tends to have a more stable and predictable funding structure. These systems may be 
operated by a private vendor under a fee-for-service contract, where the public agency pays the vendor 
to operate the system. This model allows cities to retain control over pricing, service coverage, and equity 
programs, but it also means the public sector is responsible for covering any operational shortfalls. To help 
close funding gaps, these systems often pursue sponsorships, which are more attractive when the public 
agency controls branding and can offer prominent visibility across the fleet and stations.

There are very few publicly-owned and operated shared micromobility systems in North America—Trinity 
Metro is one example. The bikeshare program launched under a non-profit ownership and operational 
model in 2013, but was absorbed into the transit agency in 2021 as a way for the Trinity Metro to ensure 
the program complemented the transit services provided by other agency departments.

Publicly Owned and Privately/Non-Profit Operated
Like the publicly owned and operated model, in this model the public agency owns all assets and carries the 
financial risk for the program. However, the public agency contracts with a private or non-profit operator 
for day-to-day operations. In this model, cost and revenue responsibilities are typically negotiated through 
agreements or RFPs, and funding can come from a mix of user fees, public subsidies, and sponsorships.

Roaring Fork Bikeshare and PeaceHealth Rides both use this model. In the Roaring Fork Valley, the Roaring 
Fork Transportation Authority (RFTA) owns the equipment and contracts with the non-profit We-Cycle to 
manage daily operations. In Eugene, the City owns the equipment, while operations are provided by the 
non-profit Cascadia Mobility.

Privately Owned and Operated 
In this model, which is the most commonly used shared micromobility business model for systems in 
North America, one or more private entities own all shared micromobility assets and operate the system, 
while the public agency grants permission and oversees the use of the right-of-way through a permit, 
contract, or other form of partnership agreement. The private operator typically bears the full cost of 
running the service and relies on user fees and sometimes advertisements to recoup costs. In these 
cases, agencies usually do not provide direct funding for operations. Instead, they charge permit fees 
to operators, which can include per-device fees, public right-of-way use fees, or performance-based 
incentives or penalties. These fees help cities cover administrative costs, infrastructure improvements, and 
enforcement efforts tied to the system—fee types are detailed in Table 6.

TABLE 6: TYPICAL FEE TYPES FOR PRIVATELY OWNED AND OPERATED SYSTEMS 

Fee Description 

Application 
fee 

Due every time an operator applies for the program or renews their permit. This fee is mostly 
used to pay for staff time to process the application and varies significantly between jurisdictions. 

Annual fee Typically a one-time, upfront fee that may be a fixed amount or assessed based on the number of 
vehicles deployed. This fee varies significantly between jurisdictions. 

Per-trip or 
per-device fee 

Ongoing fees that are often assessed monthly or quarterly depending on deployment or usage. 
Best practice is increasingly moving away from per device fees and towards per trip fees (usually 
$0.10 - $0.20 per trip) that are proportional to usage and incentivize both operators and agencies 
to support and promote the program. 

Security 
deposit/bond  

Some cities require operators to pay an upfront security deposit that is held in reserve until required 
to pay for any city resources needed to impound or relocate vehicles or address other issues.
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The City of Spokane uses a privately owned and operated model for its Wheelshare program. Private 
operators respond to a city RFP for a permit to operate dockless shared micromobility devices. One permit 
is issued for a two-year term, and the selected operator pays the city an annual permit fee of $17,000, 
as well as a charge of $0.75 per device per day. In 2023, the city received $186,000 in revenue from the 
Wheelshare program. Spokane currently uses the revenue to fund active transportation projects: revenue 
has been used for new bike racks, to construct a temporary detour route on a popular trail that was under 
construction, as well as to procure sidewalk decals for shared micromobility self-guided tours. 

Non-Profit Owned and Operated
In this model, an existing or specially formed non-profit organization owns all bikeshare assets and 
operates the system, carrying the overall financial risk for the program, although often in partnership with 
public and private sector partners.

Procurement Processes
Procurement processes for shared micromobility systems vary widely depending on the system type, 
with publicly owned models usually requiring formal competitive bidding and contracts, while fully private 
systems typically operate under permit-based frameworks with less direct public oversight. Peer agencies 
had the following procurement experiences:

	� Spokane: Under City Council direction, Spokane went through an RFP process in 2023 to procure 
one private dockless operator. Of three applicants, incumbent operator Lime was selected. Key 
factors in selection included Lime’s previous experience providing shared micromobility in the city, 
provision of technology to detect and curb sidewalk-riding, and the fact that the Lime Operations 
Manager lived in Spokane.

	� Trinity Metro: Although the program is managed and operated in-house (with the exception 
of customer service which is provided by a third-party contractor), Trinity Metro went through 
procurement for new equipment in 2023 when the old bikes and stations reached the end of their 
life. The agency put out an RFP for capital equipment and selected Lyft to launch 20 new stations 
and a mix of e-bikes and pedal bikes in 2025.

	� RFTA: The current program operator (We-Cycle) had an informal agreement in the early years of 
the program (without a competitive procurement process), and did not enter a formal contracting 
process until 2023. The current service agreement between RFTA and the operator terminates in 
2028, at which time RFTA will launch a competitive RFP for future operations.

	� LTD: After conducting a feasibility study in 2013, LTD and the City of Eugene launched a competitive 
RFP for operations and title sponsorship. Social Bicycles (eventually acquired by Uber) won the RFP 
to operate the system and worked to secure the title sponsorship with PeaceHealth. However, when 
Uber decided to cease shared micromobility operations, the program was abruptly ended in 2020. 
Non-profit operator Cascadia Mobility won the City of Eugene’s next competitive RFP and has been 
operating the system since 2021.
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or other parking infrastructure. However, this does require that adequate bike racks and parking 
opportunities be provided to be convenient to users.  

	� Regulation and Enforcement: Dockless parking policies should be clearly communicated through 
physical infrastructure and/or within the smartphone app. To ensure compliance with parking rules, 
agencies can levy fines on operators for improperly parked devices, provide incentives for proper 
parking behavior, include end-of-trip photo requirements from users, or require specific response 
times to remove or relocate devices. In Spokane, operators receive discounts on their annual fees 
based on the amount the operator invests in operational and technological parking innovations. 
Operators are also required to fine users for wrongly parked vehicles (an escalating scale of $10 for 
the second violation, $20 for the third violation, $40 for the fourth violation and removal from the 
program for the fifth violation).

	� New Technologies: Operator technology continues to advance to support improved parking 
behavior. For example, as of 2024, Spokane’s Wheelshare program requires operators to phase in 
camera-based sidewalk-riding detection technology. Operators also can provide parking information 
and requirements on their website, including parking tips on their vehicles, or using pop-ups in their 
apps to remind users about proper parking.

Agency Staffing Needs
Many agencies launching a shared micromobility program underestimate the level of effort needed to set 
up and manage the program, and staff time tends to be driven more by the number of operators than 
the number of devices. Multiple departments are often involved in launching and managing a program, 
including procurement, contracting, planning, public works, the Mayor’s Office, etc. Staff costs can include 
time for procurement, oversight, responding to media and public information requests, data analysis, 
operational coordination and communications, field checks, reporting, and other functions. Other costs 
can include removing or impounding vehicles, responding to community inquiries and information 
requests, parking enforcement, and costs to run programs and activities to promote and support the  
micromobility program.

Agency staffing varied across peer shared micromobility programs:
	� Trinity Metro: Three FT office-based staff manage program oversight and administration, and three FT 

and one PT field staff handle operations – all staff have 100% of their time dedicated to the program
	� City of Spokane: One FT staff spends ¼ of their time overseeing the program and private operator.  
	� LTD: There are no dedicated staff overseeing shared micromobility, but LTD plans to take on more 

of a leadership role in the future and anticipates more staffing needs. 
	� RFTA: One FT staff is dedicated to managing the program, along with other First and Last Mile 

Mobility (FLMM) projects, including the FLMM grant program.
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Equitable Access
There are multiple regulatory tools that jurisdictions can use to promote equitable access to shared 
micromobility. There is significant variation in the deployment of these tools, but techniques can include: 

	� Equitable distribution: Operators provide and rebalance a certain percentage of vehicles in 
underserved or defined “equity” zones. Under a permit system where agencies charge operators 
fees, agencies can incentivize operator deployment in underserved areas by reducing fees for trips 
that start or end in these zones. For example, Spokane requires 10% of devices to be deployed  
in equity priority areas with high levels of poverty and low rates of private vehicle ownership.

	� Discounted pricing: Operators provide discounted pricing for low-income individuals—often 
partnering with community-based organizations and/or using already established low-income 
qualification programs to confirm eligibility. For example, Trinity Metro offers a low-income plan for 
$10/year (compared to the standard $125 annual membership)—see Table 7 for more information 
on user costs among peer agency programs.

	� Non-digital/underbanked access: Operators provide alternative access programs for people who 
do not have access to a smart phone or the operator’s app or are unbanked/underbanked and need 
cash or pre-paid card payment options. Trinity Metro requires a credit card for access to bikeshare, 
as they require a $50 hold for each rental due to concerns about vehicle theft or damage. Roaring 
Fork Valley Bikeshare also requires a credit card for bikeshare access. Multiple shared micromobility 
systems across the country do allow for cash payment options. For example, Capital Bikeshare in 
Washington D.C. offers individuals who qualify for low-income pricing the opportunity to apply and 
pay cash for a $5 annual membership in-person at multiple retail locations across the region. Private 
operators like Spin and Bird offer options to purchase ride credits in cash at local retailers or use a 
prepaid debit card to pay.

	� Outreach/engagement with underserved communities: Operators conduct digital and/
or in-person outreach targeting underserved communities. This can include ad/social media 
campaigns, tabling/pop-up events, and demonstrations of micromobility devices. Agencies should 
ensure that underserved populations are engaged consistently and meaningfully throughout the 
program (not just during launch).

	� Access for users with disabilities: Operators provide adaptive vehicles for users with disabilities or 
partner with other organizations that provide these services. None of the peer agencies interviewed 
currently provide adaptive vehicles as part of their shared fleets.

TABLE 7: USER COSTS AMONG PEER AGENCY PROGRAMS 

Program Standard Costs Discounted Costs 

Trinity Metro 
Bikeshare 

$2 for up to 30 minutes; unlimited 60-minute 
rides for a $125 annual membership 

$10 annual membership 

Roaring Fork Valley 
Bikeshare 

Free for the first 30 minutes, then $0.50/minute 
for pedal bikes or $5/minute for e-bikes 

N/A 

Wheelshare  Not specified 70% discount 

Peace Health Rides $1 to unlock a bike and $0.10/minute, or 
60 minutes of daily rides for a $15 monthly 
membership 

Free membership including free unlocks 
and 60 minutes of daily ride time 

https://capitalbikeshare.com/pricing/for-all
https://capitalbikeshare.com/pricing/for-all
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Safety
Ensuring safe operations is a critical component of a shared micromobility program. Common safety 
concerns, current state regulations, and safety approaches from peer agencies are included below:

	� Age limits: Younger riders may lack the experience or maturity to navigate traffic or follow local 
laws. Oregon state vehicle code requires riders of e-bikes and e-scooters to be at least 16 years 
old. Age limits are typically enforced by the operator during the rider sign up process – potential 
riders usually must upload a government-issued ID to prove they are old enough to use the shared 
micromobility device. In Spokane, shared e-scooter riders must be 18 years old.

	� Collisions and injuries: Studies show injury severity is higher for people riding bikes than for those 
driving in cars. In Oregon, helmets are mandatory for all e-scooter riders unless wearing a helmet 
violates religious beliefs.

	� Understanding the program and rules of the road: Operators are often required to develop 
outreach and education campaigns to support safe rider behavior. These campaigns can take the 
form of pop-up events and safety trainings, traditional and social media campaigns, and in-app 
education. Oregon state vehicle code does not require rider education for people riding bikes or 
scooters. Roaring Fork Valley Bikeshare uses multiple outreach strategies including press releases, 
door-to-door flyering, and pop-up events to educate new communities about the program, and 
Spokane dedicated $10,000 of city funds to a “Rules to Roll” campaign as well as a self-guided tour 
for potential riders - see Figure 4 for an example of Rules to Roll messaging.

	� Riding on the sidewalk: Many agencies have concerns about conflicts between pedestrians and 
shared micromobility riders. A study that reviewed micromobility rider behaviors in Salt Lake City, 
UT and Tucson, AZ found that riders are less likely to ride on the sidewalk when bike lanes are available, 
and those who predominately rode on a sidewalk were 151% more likely to report experiencing a crash 
than those who rode in bike lanes.5 Oregon state vehicle code prohibits riding e-bikes on sidewalks, and 
e-scooters are only allowed to ride on sidewalks to enter or leave adjacent properties.

FIGURE 4: EDUCATIONAL COLLATERAL FROM SPOKANE’S RULES TO ROLL CAMPAIGN

5  Currans, Kristina M., et al. "Scooting to a New Era in Active Transportation: Examining the Use and Safety of E-scooters." National Institute 
for Transportation and Communities (2022).
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Existing  
Conditions Analysis

This chapter examines key factors influencing 
the successful deployment and use of shared 
micromobility in the Salem-Keizer region. It evaluates 
population density and geographic patterns to 
identify areas likely to support ridership, demographic 
characteristics that may shape travel behavior and 
mode choice, and active transportation infrastructure 
to assess network safety and connectivity. Major 
destinations are analyzed to understand potential 
trip demand, and opportunities to integrate with the 
Cherriots transit system are explored to strengthen 
first- and last-mile connections.

CHAPTER

2



https://www.opb.org/article/2022/09/08/bike-share-ride-salem-nonprofit-bicycle/?utm_source=chatgpt.com
https://www.opb.org/article/2022/09/08/bike-share-ride-salem-nonprofit-bicycle/?utm_source=chatgpt.com
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Population and Geography
Cherriots serves the Salem-Keizer Urban Growth Boundary (UGB), which includes the Cities of Salem, 
Keizer, and parts of unincorporated Marion County. The Salem-Keizer UGB is situated on the Willamette 
River, with most of the population east of the river. The UGB population was 268,331 as of the 2020 
Census, with a population density of 3,692 people per square mile. According to the City of Salem’s 
Comprehensive Plan, the population in the Salem-Keizer UGB is expected to grow to 319,203 by 2035.10

FIGURE 5: SALEM URBAN GROWTH BOUNDARY
Source: Mid-Willamette Valley Council of Governments.

10  Salem Area Comprehensive Plan. https://www.cityofsalem.net/home/showpublisheddocument/5142/637969534610430000

https://www.cityofsalem.net/home/showpublisheddocument/5142/637969534610430000
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FIGURE 6: SALEM UGB POPULATION DENSITY.
Source: Cherriots 2024 Needs Assessment Report; Census ACS 2018-2022.
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Employment Density and Commute to Work Modes

Employment Density
Employment density is a key indicator of potential demand for shared micromobility– especially 
commuters traveling from home-to-work, to access public transit, or to run errands or make social trips 
through the day or after work.11 Generally, there is a strong concentration of employment in downtown 
Salem, and along Lancaster Drive (see Figure 7). Slightly lower levels of employment density are also 
located in West Salem and in Keizer (specifically in the Greater Gubser neighborhood and the Greater 
Northeast Keizer neighborhood).

Commute to Work 
In 2023, a quarter of all shared micromobility trips in North American were taken to commute to work or 
school, demonstrating that shared micromobility can serve practical, everyday travel needs in addition 
to fun and recreation.12 According to the 2024 Cherriots Community Value Survey, the vast majority of 
residents still commute by driving alone (80 percent), with only a small fraction currently walking, biking, or 
using transit. This mode split highlights a significant untapped market for shared micromobility—especially 
for short- to medium-distance commutes that may not be well-served by fixed-route transit or are too far 
to walk comfortably.

A third of Community Value Survey respondents reported that their commute takes less than 15 minutes. 
While the survey did not link commute time to mode choice, these short trip durations suggest strong 
potential for active transportation options, including shared micromobility. Nationally, more than half 
of all trips are under six miles—well within the typical range for e-bikes and scooters—highlighting the 
opportunity to shift a meaningful share of these short commutes away from driving and toward more 
sustainable, flexible modes.13 

Of people who ride Cherriots on weekdays, more than one in 10 riders (almost 12%) indicated they have a 
transfer when traveling. Transit trips that include transfers can dissuade people who are more familiar and 
comfortable with direct trips via car. Shared micromobility is an option that can replace vehicular trips and 
also provide an alternative for transit users who would otherwise need to transfer. 

11  Guo Y, Yang L and Chen Y (2022) Bike Share Usage and the Built Environment: A Review. Front. Public Health 10:848169. doi: 10.3389/
fpubh.2022.848169. Accessed March 16, 2025. https://www.frontiersin.org/journals/public-health/articles/10.3389/fpubh.2022.848169/full
12  North American Bikeshare and Scootershare Association. (2023). 4th Annual Shared Micromobility State of the Industry Report – 2023.
13  Source: Oak Ridge National Laboratory, 2022 National Household Travel Survey. Accessed March 16, 2025. https://afdc.energy.gov/
data/10318

https://www.frontiersin.org/journals/public-health/articles/10.3389/fpubh.2022.848169/full
https://afdc.energy.gov/data/10318
https://afdc.energy.gov/data/10318
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FIGURE 7: EMPLOYMENT DENSITY.
Source: Cherriots 2024 Needs Assessment Report; Census ACS 2018-2022.
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FIGURE 8: SALEM AND KEIZER LAND USE AND TRANSIT CENTERS.
Source: Cherriots and Open Street Map
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Demographics 
Shared micromobility access can improve mobility for historically underserved communities, including low-
income and minority populations, by providing a flexible, and convenient transportation option for short 
trips, creating a first-last mile connection to transit and reducing reliance on personal vehicles or costly 
ride-hailing services. 

Jurisdictions across North America require shared micromobility operators to provide a wide range of 
equity initiatives and programs to support access to the services, including discount programs (90% of all 
programs), alternative payment options that support individuals who are unbanked or without credit cards 
(72%), education and outreach programs (69%), geographic distribution policies to underserved areas (67%), 
equitable hiring processes (69%), and adaptive vehicles to support riders with mobility challenges (31%).15

Low-Income Households
Figure 9 illustrates the spatial distribution of low-income households (earning 200% or less of the Federal 
Poverty Level). The map highlights a high concentration of these households near Silverton Road NE, 
Lancaster Drive, and Portland Road, spanning the unincorporated community of Hayesville, the North 
Lancaster neighborhood, and extending south to approximately State Street. Other areas with significant 
low-income populations include South Salem (between Liberty Road and Commercial Street), West Salem, 
and the City of Keizer.

Minority Populations
Minority populations are concentrated east of Lancaster Drive, approximately in Hayesville, North 
Lancaster, and East Lancaster (see Figure 10). There are also less dense concentrations in West Salem and 
Keizer. The term “minority population” in the Cherriots 2024 Needs Assessment Report is not defined but is 
assumed to be non-white.

15  North American Bikeshare and Scootershare Association. (2023). 4th Annual Shared Micromobility State of the Industry Report – 2023.
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FIGURE 9: LOW-INCOME HOUSEHOLDS.
Source: Cherriots 2024 Needs Assessment Report; Census ACS 2018-2022 
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Cherriots provides rides to youth ages zero to 18 at no cost to them. In FY26 Q2 youth ridership
reached 222,427 on Cherriots Local buses and 4,051 on Cherriots Regional buses. In FY26 Q2, youth
ridership across Cherriots Local and Cherriots Regional services increased by 1% year over year. This
growth was driven by an increase of 2,641 in local ridership and an increase of 28 in regional ridership.
The program will cultivate the next generation of Cherriots riders, ensuring future growth and
sustainability.

Snapshot of Youth Zero Pass Program FY26 Q2

Quarterly Performance Report FY26 Q2
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Holiday service began in 2021 as part of the A Better Cherriots service change plan made
possible by the Statewide Transportation Improvement Fund. In FY26 Q2, holiday service
boardings were 6,416. Veterans Day is the only holiday with service falling within Q2 this year.
Beginning in FY26 Q1, holidays have operated at the Saturday service level, compared to the
Sunday service level in the prior year. As a result, Veterans Day ridership increased by 52.62%
year over year, representing an additional 2,212 boardings.

Holiday Service Ridership FY26 Q2

Quarterly Performance Report FY26 Q2
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On-time Performance |

Quarterly Performance Report FY26 Q2

FY26 Q2 System Level OTP

In FY26 Q2, the Cherriots Local system achieved 87.9% on-time performance, exceeding the 85%
target and improving 5.12 percentage points from FY25 Q2. Late departures were 8.24%, and
early departures decreased to 3.79% from 10.2%. The Cherriots Regional system achieved 86.7%
on-time performance, 1.7 points above target, with only 6.8% late and 6.5% early departures.

FY26 Q2 Local OTP FY25 Q2 Local OTP FY26 Q2 Regional OTP



19

On-time Performance |

Quarterly Performance Report FY26 Q2

FY26 Q2 Route Level OTP
for Cherriots Local
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The top three performing Cherriots Local routes in FY26 Q2 were Route 26 Glen Creek/Orchard 
Heights ; Route 27  Glen Creek / Eola; and Route 7 Mission Street.

The bottom three performing Cherriots Local routes in FY26 Q2 were Route 1X Wilsonville /
Salem Express; Route 11 Lancaster / Verda ; and Route 6 Fairview Industrial. These on-time
percentages are well below target and the early and late departures need to be greatly improved.
Route 6 has been reviewed by Planning staff, and schedule adjustments will be implemented as
part of the May service changes. Route 11 and Route 1X will be reviewed for the September
service changes.

On-time Performance | FY26 Q2 Route Level OTP
for Cherriots Local
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In FY26 Q2, on-time performance across Cherriots Regional routes showed limited variation, with
most routes exceeding the 85% target. The exceptions were the 30X Santiam / Salem Express
and the 40X Polk County / Salem Express. Route 45 Central Polk County achieved the highest
performance at 94%, while Route 30X recorded the lowest performance at 80.0%.

On-time Performance | FY26 Q2 Route Level OTP
for Cherriots Regional 
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The Americans with Disabilities Act (ADA) is a civil rights law that
requires public transportation to be available to people with
disabilities within three-quarters of a mile of fixed-route bus
service. Cherriots LIFT is an origin-to-destination, shared-ride
complementary paratransit transportation service for individuals
who are unable to use the Cherriots Local bus service because of
their functional ability. Individuals can be qualified for Cherriots
LIFT for some or all of their trips. An eligibility process is required
to ride Cherriots LIFT.

The table below presents Key Performance Indicators (KPIs) for
FY26 Q2. LIFT rides per revenue hour were 2.40, slightly below the
target of 2.75, but improved from 2.11 in FY25 Q2. LIFT on-time
performance was 84%, below the 91% performance target. The
decline was primarily attributable to increased operator
absenteeism due to illness, which resulted in missed shifts. In
response, the contractor has increased operator staffing levels to
mitigate these impacts. On-time performance is expected to
improve in the next quarter.

Cherriots LIFT Trends: FY26 Q2

Quarterly Performance Report FY26 Q2

Total LIFT Boardings

Cherriots LIFT -

Key Performance 

Indicators

On-Time 

Performance

(Goal: 91%)

Rides/Rev Hr

(Goal: 2.75)

ADA Trips 

Denied 

(Goal: 0)

Complaints / 

1,000 trips 

(Goal: < 2)

ADA 

Complaints 

(Goal: 0)

% Rides

< 60 minutes 

(Goal: 75%)

Shared Rides

Rate

Average Ride

Rating

FY26 Q2 84% 2.40 0 1.12 0 100% 67% 4.9
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Seniors and people with disabilities who don’t
qualify for Cherriots LIFT complementary
paratransit service can rely on Cherriots Shop
and Ride, which is a door to door dial-a-ride
service that can be used for shopping,
appointments, and more. These trips require a
reservation made through the Cherriots call
center, and it only runs Monday through Friday
from 8 a.m. to 5 p.m. Trips are not guaranteed
on Cherriots Shop and Ride as they are on
Cherriots LIFT. Shop and Ride ridership in FY26
Q2 remained stable year over year, with levels
comparable to FY25 Q2.

Cherriots Shop and Ride Trends: FY26 Q2

Quarterly Performance Report FY26 Q2

Total Shop and Ride Boardings
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Snapshot of Customer Engagement: FY26 Q2

Quarterly Performance Report FY26 Q2

Cherriots call center provides a world class customer experience for LIFT, Shop and Ride, and
Regional deviated-fixed route (Route 45) customers. As shown in the table below, the call center is
meeting or exceeding most customer experience goals. The only exception is average call length,
which is slightly above the three-minute target by five seconds.

Cherriots Call Center -
Key Performance Indicators 

Total calls received
% Calls Answered in 

< 3 minutes
(Goal: 97%)

% Calls Answered in 
< 5 minutes 
(Goal: 100%)

FY26 Q2 11,801 98% 100%

Cherriots Call Center KPIs by Service

Service
Avg Speed of 

Answer (Goal: 
< 3 minutes)

Avg hold time (Goal: 
< 3 minutes)

Length of Call 
(Goal: < 3 minutes)

Shop and Ride 21 seconds 4 seconds 3:05

LIFT 19 seconds 4 seconds 2:35
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Cherriots launched Umo, a reloadable electronic fare
payment system, in August 2023. Rider adoption continues to
grow as the system is promoted across the service area. In
FY26 Q2, Umo was used for 43.2% of local bus trips and
39.0% of regional trips, up from 39.9% and 36.1% in FY25 Q2,
reflecting the success of staff-driven outreach efforts.

Cherriots marketing efforts reached a substantially larger
audience than in the prior year, prompting a strategic shift
toward maintaining high-quality engagement as visibility
increased. During the quarter, 319 posts generated 317,126
impressions, with a 3.4% engagement rate. Marketing activity
increased significantly compared to FY25 Q2, when 98 posts
were published. November delivered the highest visibility with
185,109 impressions, driven by an intensive posting schedule
supporting the Bus-tache November campaign. While
November led in reach, October achieved the highest
engagement rate at 4.30%, indicating stronger interaction
with non-campaign content. The decline in engagement rate
from 5.6% to 3.4% likely reflects expansion to a broader,
more casual audience.

Snapshot of Marketing Engagement

Quarterly Performance Report FY26 Q2

E-fare Trip Percentage

FY26 Q2 Social Media Engagement Metrics 

Posts Impressions
Engagement 

Rate

October 93 89,663 4.3%

November 158 185,109 3.1%

December 68 42,354 2.8%

Q2 319 317,126 3.4%
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The Cherriots Commuter Options (CO) program organizes
and subsidizes vanpools for individuals with similar
commuting patterns. These vanpools are available to
groups of employees who work together or travel similar
routes regularly. Eligible groups can apply to receive a van
for daily use through the CO program. Cherriots staff
provide training, rider support, and access to the
Guaranteed Ride Home program to ensure reliable
service.

Vanpools qualify for subsidies if the worksite is located
within the CO program's service area (Polk, Marion, or
Yamhill county). As of this reporting period, Cherriots
supports and subsidizes 38 active vanpools, serving a total
of 215 commuters across Polk, Marion, and Yamhill
counties. Vanpool participants represent a diverse range
of industry sectors, including agriculture, industrial trades,
and federal government. In FY26 Q2, Cherriots provided
$63,849 in subsidies, covering approximately 39% of the
total operating cost per vanpool.

Snapshot of Vanpool Program: FY26 Q2

Quarterly Performance Report FY26 Q2

The following key performance indicators
and success metrics are reported to
Cherriots leadership on a quarterly basis.

FY26 Q2 Vanpool Performance Metrics

Max Operating Vanpools 38

# of Unique Riders 215

# of Passenger Trips 26,132

Vehicle Revenue Miles 125,045

Vehicle Revenue Hours 3,233

Average Occupancy Rate 70%

Percentage of Subsidy per
Vanpool (Goal is less than 50%)

39%
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Safety and Reliability Trends: FY26 Q2

Quarterly Performance Report FY26 Q2

Safe and reliable service is important for Cherriots to deliver and for customers to experience.
Two measures used to evaluate the safety and reliability of Cherriots services are the frequency
of mechanical failures resulting in a road call (i.e., while the bus is in service) and the frequency of
preventable bus collisions. Overall, Cherriots services met or exceeded performance targets
across all measures in FY26 Q2, with the exception of LIFT service preventable bus collisions,
which were 0.13 higher than the goal of 2.0 collisions per 100,000 miles. District staff have
initiated the implementation of targeted actions to reduce the frequency of accidents.
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Preventive Maintenance and Major Bus Cleanings: FY26 Q2

Quarterly Performance Report FY26 Q2

Additional factors contributing to the reliability and safety of Cherriots services are preventive
maintenance (PM) inspections and clean buses. Cherriots goal for completing PM inspections on
time and cleaning all available Local buses each month is 100%. In FY26 Q2, all Local, LIFT,
Regional, and Shop and Ride buses were inspected on time. Additionally, 204 Local buses
scheduled for cleaning were completed, achieving a 99.5% completion rate.
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Battery Electric Bus Trends: FY26 Q2

Quarterly Performance Report FY26 Q2

The Battery Electric Bus (BEB) fleet has been introduced on
Route 11 Lancaster / Verda to create Cherriots first Zero
Emissions Corridor.There has been progress in deploying the
BEB fleet. In the second quarter of fiscal year 2026, the fleet
of 10 BEBs collectively traveled 81,256 miles. On average,
each BEB traveled 88 miles per day, reflecting stable
utilization levels throughout the quarter. The average
regeneration rate for the BEBs was 32.2%, which exceeded
the maximum of the typical range of 10%-30%. In FY26 Q2,
the deployment of BEBs reduced greenhouse gas (GHG)
emissions by approximately 3,575 pounds—equivalent to
removing 86 cars from the road for an entire year. The
average fuel economy for this quarter was 2.26 kWh per mile,
which reflects strong energy efficiency and is well within the
expected performance range (typically 1.5–2.5 kWh/mi).

FY26 Q2 BEB Performance Metrics

Total Distance Driven (mile) 81,256

Average Distance Traveled
per Bus per Day (mi/day)

88

Average Regeneration Rate 32.2%

Net GHGs Avoided (lbs) 3,575

Cars Taken Off the Road 
for One Year

86

Average Fuel Economy (kWh/mi) 2.26
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Local Service Delivery Performance: FY26 Q2

Quarterly Performance Report FY26 Q2

In FY26 Q2, the planned vehicle revenue hours for Cherriots Local service amounted to 55,130,
with actual vehicle revenue hours recorded at 55,112, representing 99.97 percent of the planned
Local service. The result is nearly identical to the 99.99 percent achieved in the same quarter of
the previous year. This indicates consistent and reliable service delivery performance in FY26 Q2.
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Appendix A. FY26 Q2 Data Tables
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Appendix A. FY26 Q1 Data Tables
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