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CHAPTER NINE – PERFORMANCE MEASURES

INTRODUCTION
An MTP is a document about
regionality. Each aspect must be
related to and connected with each
other aspect. Sections must
complement each other so that
they can be a comprehensive
framework for long-term planning,
investment, and implementation.
Since the plan is a reflection of the
community’s vision and long-range
goals and objectives, the MTP must
illustrate that there is continuity in
planning. Each element, each
component, builds on the previous
and, like the fibers of a rope,
becomes entwined to provide
strength.
When discussing performance, the
transportation network is seen as
both a service and a product. It is
a service because, through
connectivity and multiple modes, it
offers movement throughout the
region, but it is also a product
because it provides the physical
structures used by customers (the
public). Therefore, an early step in
the metropolitan transportation
planning process is to identify
points of congestion and points of
lacking performance throughout the
network and within the service.
When people think of the
transportation network breaking
down, they imagine congestion,
but, while this is an important
indicator of service, the network
has also broken down if there is
reduced or unavailable access to
employment, shopping and
recreation, and entertainment and
leisure opportunities. If there is a
reduced or narrow range of
transportation options or if
elements of the network are in poor
repair, the network and service is
weakened and operating poorly.
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This chapter examines the various
elements of transportation within
the Wichita Falls MPO in relation
to their current conditions and
future needs.

REGIONAL TRANSIT
Existing Conditions
Primary transit service to the
Wichita Falls MPO is provided by
the Wichita Falls Transit System.
The system serves only the city of
Wichita Falls, providing a route
deviation demand response system
(RD/DR). In an RD/DR system, the
service has a series of routes.
These are default routes, because
buses deviate from the routes
whenever they are called.
Consequently, the Wichita Falls
transit system fits into a different
reporting category than fixed route
services. The RD/DR system is
available to the general-public.
There are four other secondary
providers, but these are private
sector, client-based services. They
do not fall within the purview of
public sector regional
transportation planning.
The nature of transit service is a
product of decentralized
commercial land use. As in many
American cities, in Wichita Falls,
the functions of downtown have
shifted and decentralized to the
periphery. Whereas at one time,
all commerce and business would
have occurred downtown, these
activities are spread throughout the
city. Wichita Falls has adapted to
this by developing a transit service
that circulates throughout the city,
but also overlaps in the downtown.
This means that people can transfer
between routes without waits of
more than 10 to 15 minutes. Using
five routes (plus one dedicated
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route to Sheppard AFB), the transit
system provides public transit
within city limits.
Wichita Falls Transit System notes
that demand of the system has not
surpassed supply. The system also
notes that it has insufficient means
to expand its fleet of buses in order
to reach distant residential and
rural areas. The system thus finds
itself in a quandary. It cannot
rationalize expanding service for
the little extra ridership expansion
would provide, but it cannot
encourage more ridership if the
services are not there to encourage
use.
In short, the transit system does not
foresee the expansion of its
services, nor does it foresee the
construction of any park-and-ride
and kiss-and-ride lots. However,
the transit system recognizes that
Wichita Falls, like most American
cities, is growing and may
eventually need a more effective
way of collecting riders; this could
entail some type of park/kiss-andride facilities. Long-range planning
would anticipate costs and predict
areas where attention would be
addressed.
Emerging Needs
The Wichita Falls Transit System
has done an excellent job in
achieving the standard and extent
of service it provides. Routes
provide good connectivity to most
major centers and the main
commercial node at Sikes Senter is
very well served.
Still, there are emerging trends that
may place pressure on the system.
In many cities, the traditional
downtown has experienced
neglect. While this has also been
the case in Wichita Falls, the
Wichita Falls downtown is also
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experiencing a reverse trend,
whereby the downtown becomes a
desirable place to live and do
business. As the downtown enters
into this phase of growth, increased
transit service to the area will
become a necessity.
People choose the downtown to
live and do business because it is
compact. In Wichita Falls, the
downtown has regressed to the
point that there is a core of less
than ten square blocks. This is an
exciting opportunity, because the
compactness allows people to
satisfy all their needs without
leaving their neighborhood. In
community planning terms,
Wichita Falls’ downtown is a very
walkable, livable community.
People who are likely to choose to
live in such an area typically also
prefer to live without an
automobile for daily use. They
prefer to use public transit if they
need to travel long distances. An
example of a long-distance journey
would be from downtown to Sikes
Senter Mall. Long-distance
journeys do not leave the city of
Wichita Falls.
Although Wichita Falls is a
moderate-sized city, its traditional
downtown is far enough removed
from the main commercial node on
Kemp Boulevard to require nonpedestrian transportation.
Long-term projections indicate that
residential growth will continue in
the periphery. The transit system
recognizes that this could result in
areas not serviced by transit. In an
effort to prevent areas not serviced
by transit, the service is studying
long-term route realignment
Long-term projections also indicate
that employment will decentralize
throughout the region. Although
the Kemp Boulevard corridor will
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continue to be a strong
employment growth area, it will
eventually reach a point of
saturation, and future job growth in
other areas will eclipse Kemp
Boulevard.
If the current relationship of
commercial/residential land
development continues to 2030,
transit services will experience a
shift in demand. There will always
be suburban trips to Kemp
Boulevard. However, there will be
more trips from the suburbs to
Kemp’s parallel commercial
corridors, as well as to the
downtown and to the north.
The aforementioned trends could
have various affects on transit
services. Wichita Falls already has
routes that provide cross-town
service from peripheral residential
areas, but these are not direct
routes along specific corridors. It
may become necessary to refine
the cross-town service by provide
“limited-stop express-bus” routes,
similar to the system’s already
successful Sheppard AFB route.
Recommendations
To prevent a public transit failure
of the transportation network,
Wichita Falls Transit System should
look at various options. One
objective could be continued
pursuit of travel time reductions.
The 2000-2025 MTP refers to a
1996 consultant report entitled the
Wichita Falls Transit Development
Program. The recommendation
was a three-phase program that
began with a restructuring of the
system operations, moving to an
evaluation and restructuring of
routes, and finally preparing for the
future. The transit system uses this
program to improve its profile and
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status in the region, and to satisfy
regulatory requirements.
Part of the plan was to prepare for
increased ridership by increasing
the system’s public profile and
anticipating population and
employment growth areas. The
transit system needs to continue
this preparation and advance its
assertiveness within the city. A
strong program of public awareness
and user incentives coupled with
increased service availability would
demonstrate the system’s
commitment to effectiveness.
One of the trends associated with
periphery urbanization is that
people learn to fulfill their needs
without going to the downtown.
As mentioned previously in the
emerging needs section, the transit
system already provides cross-town
routes that reduce the necessity of
going downtown to transfer buses
to get back out to the suburban
areas. Also previously mentioned
was that the City is considering
realignment of some routes to
better serve outlying residential
areas. As these needs increase, the
transit system should continue to
look at ways to adjust its services
so that there is an adequate
distribution of routes into three
groups
1. Short and direct
2. Cross-town express
3. Multiple-stop
Short topics for consideration
would include:
•
•
•
•
•

Extended hours of operation
Increased frequency of services
An Intelligent Transit approach
to route planning
Two way transit on key
corridors
Enhanced circulatory services

CHAPTER NINE – PERFORMANCE MEASURES

Finally, adoption of transit-oriented
development is perhaps the best
way to ensure effective service.
Transit-oriented development
(TOD) assumes that people will
rely on transit services for
transportation needs. Some critics
claim that this only works in large
centers, where personal mobility
options are limited. However, by
applying the premise that new
development occurs in tandem
with transit development, the
region is assured that neither
element will outstrip the other’s
resources.
TOD does not require that transit
appear with development. It is
understood that it is inappropriate
to provide bus service when there
is no ridership. However, the fact
that streets are built with proper
turning radii and connectedness,
bus stop areas (without the bus stop
elements), nodal collection areas,
and other features such as advance
warning systems and hard wiring to
each home for eventual warning
systems tells people that they are
buying into an area that is planned
for future need. Communities that
have adopted TOD have found that
TOD has the ability to lessen
congestion, attain and maintain
good air quality standards, and
improve quality of life; these
improvements may not be
overnight, and, in Wichita Falls,
not immediately perceivable.
However, the long-term effects are
desirable.
In 2003, Wichita Falls released the
Wichita Falls Transit Alternative
Fuels Study. The purpose of the
study was to gather data to make
informed decisions propulsion
systems and fuel types for future
procurement of buses. A clean
diesel option was recommended.
The Wichita Falls Transit System
has plotted a course of choices that
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will keep the system in line with
federal regulatory requirements.
The Wichita Falls Transit
Alternative Fuels Study Executive
Summary is provided in the
Appendix for Chapter Five. The
full report is available for public
review at the MPO Transportation
Planning Office.

ROADWAYS
Existing Conditions
Providing enhanced transit and
improving traffic management will
assist in reducing traffic issues.
However, a good transportation
plan recognizes that not all people
can and want to take public transit
and even the best management
systems cannot eliminate all
constriction points. For these
reasons, expanded and new roads
are sometimes the only alternative.
This plan recognizes that, over the
life of this plan, the region will
experience increased motor vehicle
registration. According to TxDOT,
in the last three years, motor
vehicle registrations in Texas have
increased by 3.5 percent.
Therefore, if all things remain the
same as in the past 3 years, by
2030 the projected number of
registered vehicles in Texas will be
nearly 21 million. Distributed
throughout the state, this would
mean inadequacy of some
thoroughfares to handle the load.
The impacts to all Texans would be
general delays in what they do
now, and this would affect all
metropolitan centers, including
Wichita Falls. These effects, of
course, do not consider the similar
increases in registered vehicles in
neighboring states or countries, as
well as rental car demand from
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those visiting on vacation or for
business. More people will mean
more employment centers, more
shopping areas, more recreation
facilities, more professional offices,
more entertainment, leisure, and
hospitality attractors, more
churches, etc. As all these land
uses generate traffic, system delays
will occur through the Wichita
Falls transportation network.
Emerging Needs
Congestion will affect all those
living in Wichita Falls. There will
be costs in terms of dollars, overall
quality of life, and perhaps even air
quality. Certainly, air quality will
be an issue if the conditions that
cause congestion are not curbed.
Table 9.1 was prepared by the
Table 9.1 Effects of Congestion
Performance Measure
1982
2001
2002
Annual delay per peak traveler (hours)
16
45
46
Travel Time Index
1.12
1.36
1.37
Number of urban areas with more than 20 hours
7
52
52
of delay per peak traveler
Number of areas with worse or same congestion
NA
69
62
as previous year (of the 85 studied)
Total hours of delay (billion)
0.7
3.4
3.5
Total gallons of “wasted” fuel (billion)
1.2
5.4
5.7
Cost of congestion (billions of 2002 $)
$14.2
$61.0
$63.2
Congestion occurs on:
Percent of peak travel
32
66
67
Percent of road system
34
58
58
Hours per day
4.5
7.1
7.1
Hours of delay saved by:
Operational treatments (million)
NA
294
335
Public transportation (million)
271
1,084
1,120
Congestion costs saved by:
Operational treatments (billions of 2002 $)
NA
$5.4
$6.0
Public transportation (billions of 2002 $)
$5.3
$19.8
$20.0
NA – No Estimate Available
Pre-2000 data do not include effect of operational strategies and public
transportation.
Travel Time Index – The ratio of travel time in the peak period to travel time at freeflow conditions.
A TTI of 1.35 indicates a 20-minute free-flow trip takes 27 minutes in the peak.
Delay per Peak Traveler – The extra time spent traveling at congested speeds rather
than free-flow speeds divided by the number of persons making a trip during the
peak period.
Wasted Fuel – Extra fuel consumed during congested travel.
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Texas Transportation Institute (TTI)
for their 2004 Urban Mobility
Report. Similar to the TxDOT
findings, this report covers a wide
area, but the implications apply
equally to Wichita Falls. In
summary, the TTI found that “the
problem can be stated simply –
congestion has grown everywhere
in areas of all sizes. Congestion
occurs during longer portions of the
day and delays more travelers and
goods than ever before. There are
ways to address congestion
problems, but there are not enough
solutions being implemented to
keep pace with the growing travel
demands” (TTI, 2004).
Table 9.1 also suggests what
people can expect from
congestion: cost. The TTI studied
85 areas to collect data. They
concluded that no community or
region, large or small, would
escape these costs. What this table
does not show is the personal costs
due to diminished overall quality of
life. It is impossible to quantify
what the costs are to the soccer
mom that must spend additional
time commuting to practice and
there is dollar value for moments
lost to congestion that a dad could
spend teaching his son to catch
fish. In terms of health care, only
very recently have practitioners
looked at vehicular emissions and
accompanying commuter stress
levels to determine the full costs of
transportation.
Recommendations
Chapter Three – Regional Trends
and this chapter have pointed out
that general growth is likely to
occur throughout the region, but
that much of it will be focused in
peripheral areas. These are areas
that the MPO will need to carefully
watch to ensure that efficient
network linkages are present or can
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be implemented in quick response
to need.

SOCIOECONOMIC AND
ENVIRONMENTAL

While improvements at the
periphery are important, internal
areas also need attention. It is hard
to imagine that severe congestion
could one day plague Wichita
Falls’ city streets, but, unless the
MPO keeps track of incremental
weaknesses such a scenario is
probable. In Chapter Three –
Regional Trends, it was shown that
redevelopment is occurring within
existing neighborhoods. This
replacement and infill development
will generate increased traffic and
will accelerate deterioration of
older roads. As well, the
Midwestern State University,
already a major traffic generator,
projects growth that will have
direct impact on several established
neighborhoods.

Wichita Falls’ transportation
network is capable of providing a
great deal of economic benefit. Its
roadways, rails, and airport already
supply the region with its necessary
goods and the network has
potential to increase its service to
the region. In spite of all this
good, the network also has
potential to negatively impact the
people it serves and the
environment through which it
passes.

GENERAL SYSTEM
PERFORMANCE
Existing Conditions and
Recommendations
The existing system functions on a
satisfactory level. As stated several
times, congestion is not a problem,
and, assuming growth remains
stable, it is unlikely that congestion
will become a problem for some
time.
Still, the MPO should not wait until
congestion shows signs of being
problematic before it acts. By the
time that congestion does hint at
being a real issue, preventive
planning will be too late.
The MPO should work with other
planning agencies in the region to
develop land use policies that
improve transportation conditions
and prevent system failure.
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Existing Socioeconomic
Conditions
Even though transportation
planning has served the nation and
its communities well, and has
improved living standards of
population groups, it has been the
unfortunate history that
transportation planning has hurt
some to benefit others. Sometimes,
this has been inevitable.
Sometimes, it has been inadvertent
and accidental. Transportation
planning has come a long way
since the days of urban renewal
projects in the 1950s, but the
memories of bureaucrats making
decisions in a vacuum, without
local input and without considering
global issues is hard to erase.
These planners were perceived to
be indifferent to loss of community
and sometimes they were accused
of not sharing resources and
rewards equitably; conversely, they
were also accused of designing
projects so that minority and/or
poor neighborhoods received
disproportionately high negative
affects.
To correct this, legislation evolved
over the years to prevent
discriminatory programs. In 1994,
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Former President Clinton issued
Executive Order 12898 on
Environmental Justice (EJ). Since
1994, government agencies such as
TxDOT have enriched their
programs to strengthen the role of
EJ communities. Today, a
concerted effort on the part of
project proponents to involve EJ
communities is required whenever
such an area is likely to be affected
by a transportation project. In fact,
this MTP is required to make sure
that the projects herein do not
disproportionately benefit non-EJ
populations.
Chapter Six – Special Matters,
discussed the EJ issue in detail, and
explained the importance of
maintaining caution. There are EJ
populations in Wichita Falls’
metropolitan region. Minority
populations exist throughout the
region, however the greatest
concentration is to the north and
east of downtown, with lesser
concentrations further east and
south of downtown. Similarly,
low-income households are present
throughout the region, but their
concentration is greater on the east
side of the region than the west. A
large crescent-shaped area
immediately surrounding Sheppard
AFB has the highest concentration
of low-income households.
Existing Environmental Conditions
There are clear ties between
transportation development and
land development patterns.
Though it does not happen in all
cases, when a new road is built or
when an existing road is improved,
the shift in traffic patterns can
influence land development. In
time, these new land uses can
generate congestion, which leads
to more road construction and/or
improvements. This is not a new
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pattern and even Wichita Falls has
experienced it.
Consumption of energy is also a
concern of congestion. As people
sit idling in traffic, the use of fuel
increases. This was noted in Table
9.1, and it demonstrates how much
energy is wasted by people when
they are caught in heavy traffic.
At this time, however, Wichita
Falls does not need to be unduly
worried about air quality. This is
not to say that air quality is not an
issue. In all communities,
regardless the size and conditions,
air quality is a matter of concern.
It simply means that Wichita Falls
is within an air quality attainment
area for volatile organic
compounds (VOC), carbon
monoxide (CO), and nitrogen
oxides (NOX). Still, transportation
planners know that they must use
wise judgment in choosing projects
that will not exascerbate air quality
problems.
Emerging Socioeconomic and
Environmental Needs and
Recommendations
One way to offset and prevent
negative impacts associated with
socioeconomic and environmental
issues is to pursue trends that are
already occurring in the region.
For example, encouraging
densification of existing areas
before allowing new areas to
develop slows the rate of sprawl.
This also slows the need for
additional roadway capacity,
reducing the likelihood of
impacting EJ areas. Fuel
consumption is also trimmed and
the region is less likely to
experience air quality concerns.
For similar reasons, the reestablishment of the downtown is a
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positive step. Creating a
downtown master plan that guides
development would emphasize the
desirability of downtown and
further promote its revitalization.
As an extension of downtown,
creating a regional comprehensive
plan would take the benefits of a
downtown plan and broadcast
them over the entire metropolitan
area.
These plans, working in tandem,
would guide transit development
and would make it coherently
address residential, commercial,
industrial, public, and other land
use.

CONCLUSION
Wichita Falls has a long history of
growth. However, more important
and better than just having growth,
Wichita Falls has experienced
growth that has not always been
upward. This can and should be
thought of as beneficial.
Communities that never experience
economic difficulty, or have never
suffered loss, are hard-pressed to
recover from times of need.
Instead, the Wichita Falls
metropolitan region has seen strong
economic growth, followed by
market slow-downs. The region
has seen tremendous population
growth, followed by exodus. There
have been times of wealth that
have resulted in a well-networked
region. Devastating weather has
caused hardship and loss.
The Wichita Falls metropolitan
region has always rebounded, and
in the rebound has become a
stronger, more diversified region,
with greater opportunity and
broader horizons.
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As this MTP unfolds, Wichita Falls
region may experience moments
that will strengthen its resolve for
transportation planning.
This report has been a review and
update of the Wichita Falls 20002025 Metropolitan Transportation
Plan (MTP). The Wichita Falls
Metropolitan Planning
Organization (MPO) authorized this
update to meet Federal
requirements for comprehensive,
coordinated, and cooperative longrange transportation planning.
Much of the existing major
infrastructure is new enough that it
still has a lengthy lifespan.
However, many of the smaller
facilities (neighborhood streets,
etc.) and arterials need assistance.
Suburban development is pushing
the infrastructure outward. While
this is occurring, there is less
money to maintain and expand the
network. The recommendations of
this MTP seek to alleviate some of
those strains.
Many regions are starting to see
transportation planning as an
interconnecting and interdependent
program of improvement. The
approach recognizes that all not all
people need roads and not all
people want bicycles. There needs
to be a blend of strategies that
includes all modes of
transportation.
The vision for the Wichita Falls
MTP is to provide, for the
community, real transportation
options that service the needs of its
people and visitors, recognizing
diversity of need for multiple
modes that support economic
vitality, protect cherished
resources, maximize efficiencies,
but do not jeopardize
achievements in safety or
compromise quality of life. For this
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vision to become reality, the
Wichita Falls MPO should continue
its efforts to achieve holistic and
unified transportation planning and
implementation.
Chapter Ten of this report is the
Regional Bicycle and Pedestrian
Plan.
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