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Texas is one of the fastest growing states in the country, and Fort Worth 

and Tarrant County are among the fastest growing places in Texas. Since 

1980, Fort Worth’s population has doubled from 400,000 to 800,000 

people. Looking forward, rapid growth will continue. However, while the 

city and region have been growing rapidly and will continue to do so, 

The T’s services have grown much more slowly. As a result, there is a 

very large gap between the demand and desire for transit and what The T and other partners provide, and 

this gap continues to grow. In response, The T Master Plan was developed to determine the actions that The 

T must take to develop a great transit system that truly meets the needs of Fort Worth and Tarrant County.  

As described in the full report, the challenges are great. The T needs to catch up to the growth that has 

already occurred, and at the same time plan for continued growth. This will require a much greater 

commitment to transit throughout the county, and improvements will take many years to implement. 

However, as illustrated in cities throughout the country, including Dallas, small transit systems can be 

built into very strong transit systems with political will and public support. 

Major issues that The T needs to address as it works to build a bigger and stronger system include: 

 
 
 

 

 

 

 

The development of a great transit system for Fort Worth and Tarrant County will be a major undertaking 

that will require years of effort. The actions that The T should initiate include: 

 

 Provide more frequent service for longer hours 

 Make services easier to use and understand 

 Improve non-downtown (crosstown) services  

 Make service faster 



 

 

 Within communities currently served by The T 

 To new communities 

 

 Develop a network of routes that provides frequent service from early morning to late night in 

major corridors 

 

 Develop outlying transit centers to facilitate outer area connections and provide a focal point 

for local area connections 

 

 Commuter Rail (including “Diesel Rail Transit”) 

 Bus Rapid Transit (BRT) 

 Rapid Bus 

 Streetcar/core areas shuttles 

 Regional services 

 

 Provide more trips during peak hours on existing routes 

 Develop new routes 

 Provide reverse commute trips 

 Provide service with commuter coaches 

 

 Improve passenger amenities at stations and stops 

 Make fare payment easier and more efficient 

 

 Develop first-/last-mile connections between fixed-route services and nearby destinations 

 Work with communities to improve pedestrian access and conditions along transit routes and 

around stations 

 Develop more conveniently located park and ride lots 

 

 Real-time passenger information 

 System map and schedules 

 Website 

 

 Rebrand system to update image 

 Improve branding of premium services 

Two keys to this effort will be (1) collaboration between The T and communities, and (2) ongoing 

improvements that may start small but that will accelerate over time. The T is able to implement some of 

these actions within the agency’s existing operating and capital budgets, and The T will start with these. 

Most actions, however, will require additional funding and support from local communities—those that are 

already members of The T, as well as those that are not currently members. For those initiatives, The T will 

begin to work with local communities to determine levels of local interest, and to adjust proposed services 

and programs as necessary to meet local needs and desires. Where additional funding will be required, The 

T will also work with local communities to explore new funding approaches. 



 

Finally, some improvements will have long development timelines—for example, the development of new 

rail and BRT services. For these types of projects, The T will begin the development process in the next five 

years, but implementation will extend beyond this timeframe. A project-by-project summary of 

implementation timelines, additional funding requirements, and local community involvement is 

summarized in Table ES-1.  

Improve Existing Service 

Simplify Service within Existing Budget 

More Frequent/Longer Hours 

Improve Non-Downtown Service 

Make Service Faster 

 

Yes 

Yes 

Yes 

Yes 

 

No 

Yes 

Yes 

TBD 

 

Input into plan 

Routes and service levels 

Routes and service levels 

Input into plan 

Expand Service to New Areas Yes Yes Routes and service options 

Develop a Frequent Transit Network Yes Yes Routes and types of service  

Develop Premium Services 

Rapid Bus 

BRT 

Streetcar/Core Area Shuttles 

Commuter Rail 

 

Yes 

Start AA* 

Start AA/Yes 

Start AA 

 

If funding is required 

Yes 

Yes 

Yes 

 

Specific routes 

Support AA 

Support AA/Routes 

Support AA 

Develop Outlying Transit Centers Yes Not within service area Type/size of facility 

Improve and Expand Express and Regional Services Yes Yes Routes and service levels 

Provide Better Passenger Facilities Yes No Types of facilities 

Improve Access to Transit 

Improve First Mile/Last Mile Connections 

Develop More Conveniently Located Park & Ride Lots 

 

Yes 

Yes 

 

Depends 

Not within service area 

 

Many/TBD 

Locations/size of facility 

Provide Better Information 

Real-Time Passenger Information 

System Map and Schedules 

Website 

 

Yes 

Yes 

Yes 

 

No 

No 

No 

 

n/a 

n/a 

n/a 

Improve Branding 

Rebrand System to Update Image 

Improve Branding of Premium Services 

 

Yes 

Yes 

 

No 

No 

 

n/a 

n/a 

The five-year recommendations described above are designed to jumpstart a longer-term effort to improve 

transit. Building on these recommendations, The T must work closely with Tarrant County communities to 

achieve an ambitious transit vision to serve the residents, workers, and visitors of the region.



 

Looking forward 20 years, The T envisions a robust transit network that serves all transit-supportive areas 

of Tarrant County with an attractive mix of premium services, frequent services that operate from early to 

late on all days, and comprehensive local services.  

This network will be designed to: 

 
 
 
 

The design of the Transit Vision network would be similar to that presented in the Five-Year 

Recommendations, but with service to all transit-supportive areas and with many premium services and 

facilities: 

 
 
 
 
 

 

 

 

 

 

 
 

The overall structure of this system is shown in Figure ES-1. In addition to the major services illustrated 

on the map, there would also be a comprehensive network of local services, including feeder services to 

commuter rail,  and first- and last-mile connections. In total, the Transit Vision would provide excellent 

transit services much more comparable to those provided in other major Texas cities and aspirational 

peer cities throughout the United States. 

Implementation of The T Master Plan will not be easy. The T needs to both make up for 40 years of little 

growth and expand to meet future needs. However, one of the factors that led to the development of this 

Master Plan is that support for better transit in Fort Worth and Tarrant County is growing rapidly. There 

is a realization that transit must become an important piece of the county’s transportation system. 

Furthermore, the county’s current residents have a greater desire for better transit than their predecessors 

did, and current and projected trends indicate that the desire for better transit will continue to increase. 

The first steps toward the implementation of this plan will be to: 

1. Meet with individual communities to present the plan and determine levels of local support. 

2. Develop and present new avenues through which communities can become members of The T 

and provide funding for local services, with the goal of encouraging most or all Tarrant County 

communities to join The T. 



 

3. For the Five-Year Recommendations, use a “menu” approach where The T works with individual 

communities to implement the services and programs they desire the most and for which they are 

willing to provide funding. 



 



 

4. Investigate the development of regional funding approaches that provide for a more aggressive 

and programmatic expansion of transit throughout the county, rather than on a community-by-

community basis. 

 



 

 
Texas is one of the fastest growing states in the country, and Fort Worth and Tarrant County are among 

the fastest growing places in Texas. Since 1980, Fort Worth’s population has doubled from 400,000 to 

800,000 people. Between 2000 and 2013 alone, the city of Fort Worth grew by 42% and ranked as the 

fastest-growing city in the U.S. with a population of more than 500,000. Looking forward, rapid growth 

will continue: by 2040, Tarrant County’s population is projected to increase by another 40%, from 1.8 

million to 2.5 million (see Figure 1). 

 

While the city and region have been growing rapidly and will continue to do so, The T’s services have 

grown much more slowly. As a result, there is a very large gap between the demand and desire for transit 

and what The T and other partners provide, and this gap continues to grow. In response, The T Master 

Plan was developed to determine the actions The T will need to take to develop a great transit system that 

truly meets the needs of Fort Worth and Tarrant County.  

This Recommendations Report is the culmination of a year-long effort to: 

 Determine the demand for transit in Tarrant County, both today and over the next 20 years 

 Determine the desires of those who live and work here as they relate to transit 

 Identify and evaluate a wide range of potential transit improvement strategies 

 Develop a new vision for transit in Tarrant County (see Figure 2) 

 Determine actions that The T should take over the next five years to begin to implement that vision 

As described in this report, the challenges are great. The T needs to catch up to the growth that has 

already occurred and, at the same time, plan for continued growth. This will require a much greater 

commitment to transit throughout the county, and improvements will take many years to implement. 

However, as illustrated in many cities throughout the country, including Dallas, small transit systems can 

be built into very robust transit systems.  
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This Recommendations Report presents: 

 
 
 

 
 
 

In addition, much more detailed information on all aspects of the project, including previous reports and 

presentations, can be viewed on The T Master Plan website: . 

 



 

 
Based on its financial abilities, The T has implemented a significant number of improvements. These 

include the development of the Intermodal Transportation Center (ITC) in downtown Fort Worth, Spur* 

service on East Lancaster Avenue, changes to improve and simplify local bus service, and at present, the 

development of TEX Rail service. The T has also partnered with Dallas Area Rapid Transit (DART) on the 

development of Trinity Railway Express (TRE) service; with DART, the City of Arlington, and the 

University of Texas at Arlington (UTA) to provide Metro ArlingtonXpress service (MAX); and with 

Grapevine on the Grapevine Shuttle. 

However, in spite of these developments, the expansion and improvement of The T’s services has greatly 

lagged the region’s growth. This has been the case for a number of reasons, but primarily due to a lower 

level of local support for transit in Tarrant County than in other comparable areas—both throughout the 

United States and in Texas (and particularly in neighboring Dallas County). To develop a great transit 

system for Fort Worth and Tarrant County, The T needs to make up for over 40 years of lost growth as 

well as build for the region’s future needs. 

There are a number of significant issues with current services that The T needs to address as it works to 

build a bigger and more robust system. These include: 

 

 
 

 

 

 

 

Tarrant County has grown significantly in the last 30 years, and is projected to continue growing for the 

next 30 years. By 2040, Tarrant County’s population is projected to reach 2.5 million people. Despite the 

ongoing growth in Tarrant County, The T’s bus system has remained relatively unchanged since at least 

the mid-1970s. As shown in Figure 3 and Figure 4, individual routes have changed over time but the 

amount of service coverage has not changed substantially; most service is still limited to within Loop 820. 

While development has grown rapidly beyond Loop 820, transit service has not followed. The lack of 

growth in transit in Tarrant County is particularly pronounced when compared to Dallas County where 

transit growth has followed demand. 



 

 



 
 

The vast majority of The T’s revenue comes from local sales taxes. The T receives dedicated revenue from 

a half cent sales tax administered in its member communities. This sales tax is a significant source of 

revenue for The T, representing approximately 41% of total revenue for service operations. In 2015, 

revenues were projected to total about $157 million.  

However, only three of the 41 municipalities in Tarrant County are full members of The T.1 This limited 

membership impedes the ability of The T to provide more comprehensive regional service. Compared to 

other transit agencies in Texas that generate revenue through local sales taxes, The T’s 0.5% tax rate is the 

lowest (see Table 1). Furthermore, the small number of member communities presents an additional 

funding challenge. Meeting the increasing demand for transit service in Tarrant County will require 

adding more communities as members. 

Houston Metro 1% 16 $672 M 3.7 M 

Dallas DART 1% 13 $480 M 2.4 M 

Austin Capital Metro 1% 8 $194 M 1.0 M 

San Antonio VIA 0.5-0.75% 14 $159 M 1.8 M 

The T 0.5% 3 $61 M 0.8 M 

The T’s limited funding translates to lower levels of service. Although The T’s service area population is 

slightly smaller than that of the larger transit systems in Texas, the amount of service that it provides to 

its population is a fraction of that offered by other systems. For example, the Fort Worth service area is 

about 83% as big as Austin’s in terms of population, but The T provides only 60% of the service in terms 

of service mileage (see Table 2). Compared to the major transit systems in Texas, The T provides 

proportionately less service based on its size and, as a result, carries significantly less ridership. 

Houston Metro 3.7 M 84.6 M 769 59.9 M 

Dallas DART 2.4 M 69.5 M 509 45.7 M 

San Antonio VIA 1.8 M 44.2 M 352 33.8 M 

Austin Capital Metro 1.0 M 32.5 M 481 19.4 M 

The T 0.8 M 8.5 M 126 11.5 M 

The T operates a network of bus services that generally radiate outward from downtown Fort Worth to 

serve areas largely within Loop 820, plus complementary paratransit services. Through partnerships with 

public and private organizations, The T also provides TRE commuter rail services between Fort Worth 

                                                             

1 Grapevine is a partial member and contributes funding for planned TEX Rail service. 



 
 

and Dallas, TRE feeder service between Arlington and TRE, and shuttle service between Dallas Fort 

Worth International Airport (DFW Airport) and Grapevine. In summary, these services consist of: 

The T operates 41 bus routes that serve 27,000 passengers per day on weekdays, 

16,000 on Saturdays, and 7,000 on Sundays. As shown in Figure 5, most of these routes operate 

within Loop 820; only very limited service is provided in other areas. 

 

 The T provides TRE commuter rail service through a partnership 

with DART. The line serves 10 stations and operates six days a week (see Figure 6). Ridership 

averages approximately 8,000 passengers per weekday. 

 The T, in partnership with Dallas Area Rapid Transit (DART), the 

City of Arlington, the Arlington Chamber of Commerce, and the University of Texas at Arlington 

(UTA), provides Metro ArlingtonXpress (MAX), which connects UTA and the TRE CentrePort/DFW 

Station. Service operates Monday through Friday from 5:30 a.m. to 11:30 p.m., with service scheduled 

to meet TRE trains at CentrePort/DFW Station. Ridership averages 300 passengers per weekday. No 

other service is provided within Arlington. 

 MITS service operates on the same schedule 

as fixed-route service on weekdays, Saturdays, and Sundays and serves approximately 1,400 riders 

per weekday. 



 
 

 

 The T is in the process of developing TEX Rail, a 27-mile commuter rail project to provide 

service between Fort Worth and DFW Airport via Grapevine and North Richland Hills (see Figure 7). 

The system will have nine stations and is scheduled to begin operation in 2018. It is projected that 

there will be nearly 10,000 daily riders when operation begins; by 2035, it is anticipated that there 

will be more than 15,500 daily riders. 

 



 
 

The T provides generally comprehensive service coverage in Fort Worth and within Loop 820. However, 

service frequencies and hours of service are very limited. Beyond the loop, where much of the county’s 

growth has occurred, there is very little service. The combination of these factors means that service is 

either not attractive or simply not available to a broad cross-section of Tarrant County’s population. 

 The T operates 41 routes on weekdays, in addition to the Molly the Trolley 

downtown circulator and the TCU Shuttle service. Excluding peak-only Express and other limited 

services, there are 26 routes that operate throughout the day and into the evening during weekdays. 

Significantly fewer routes operate on weekends: 25 routes operate on Saturday and 16 run on Sunday. 

 Most riders consider service operating every 10 minutes or less as very convenient, and 

service operating every 15 minutes or less as relatively convenient. Conversely, service operating every 

30 minutes or more becomes too infrequent for most people who have other travel options, such as 

driving. The lack of frequent service is one of the major issues facing The T—only four routes provide 

service every 15 minutes or better throughout the day on weekdays (see Table 3).  

Every 15 minutes or less 4 5 1 1 1 

Every 16-30 minutes 15 11 4 9 1 

Every 31-60 minutes 10 12 9 15 14 

Express and Other Routes (peak only) 10 - - - - 

No service 5 16 30 9 18 

 The hours that service operates is another factor that strongly influences the 

convenience of a transit system. The T’s services operate for more limited hours than in most major 

metropolitan areas, with most routes ending service by 8:00 p.m. 

Viewed together with the service frequencies described above, The T’s service operates neither frequently 

enough nor late enough to provide the flexibility that most riders with other options require. This limited 

service makes it difficult for riders or potential riders with alternative schedules or second- and third-shift 

employment. It also poses a challenge to those who would use transit to reach social or entertainment 

activities in the evening if service were available.  

When The T was established, nearly all demand was within Loop 820, and The T focused its services in 

this area. However, as Fort Worth and Tarrant County have grown, development and transit demand have 

grown outward—primarily to the east and northeast as Fort Worth and Dallas have grown closer together. 

While DART has expanded its services aggressively as Dallas County has grown, the geographic scope of 

The T’s services has remained largely within Loop 820. As a result, service is only provided to a minority 

of Tarrant County’s residents and workers. At present, there are several areas with significant demand for 

transit that are unserved or only minimally served (see Figure 8). 



 
 

 

These areas include much of the eastern half of the county, generally located in an arc east of I-35W to 

north and east of Route 287 in and around: 

 Arlington 

 DFW Airport 

 Grapevine 

 North Richland Hills 

 Bedford/Euless and around Texas Health Harris Methodist Hospital 

 White Settlement/Naval Air Station/Joint Reserve Base 

Just to meet current transit demands, The T will need to significantly expand service to new areas, 

provide more frequent service, and provide earlier and later service.  

 



 
 

Compared to other cities in the United States and Texas, 

transit investment in the Fort Worth area is much lower 

than in most current peer cities. Consequently, transit 

ridership is also lower. Even more importantly, Fort 

Worth and Tarrant County are growing rapidly and 

becoming a region that will have significantly greater 

transit needs. In comparison to cities that are already 

like what Fort Worth is growing to become, transit 

investment lags even more significantly. 

Compared to its current peers, the service The T provides 

is generally well below average. Among the 15 transit 

systems in Fort Worth and its current peer cities, Fort 

Worth ranks: 

 Fourth to last in terms of operating funding per 

capita 

 Second to last in terms of the amount of service 

provided per capita 

 Last in terms of transit ridership per capita 

Compared to the aspirational peers and other major 

Texas systems, Fort Worth ranks even more poorly – last 

in all three measures, and usually by a large margin.  

Compared to other major Texas transit systems the 

differences are particularly stark (see Figure 9). Much 

lower funding translates directly to less service and much 

lower ridership. 
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Largely due to the issues described above, The T is viewed as providing transit service only for those 

without other options, particularly low-income residents and people with disabilities, and not for a broad  

cross-section of Tarrant County’s residents, workers, and visitors. With the development of a stronger 

system, The T will need to address this image problem. Potential solutions include strengthening The T 

brand, rebranding other services to better identify them with The T, or developing a new brand altogether. 

Looking forward, the demands for better transit will continue to increase at a rapid rate, and stakeholders 

want much better service. This will require significant increases in transit investments. 

 
 

 
 

Looking forward to 2035, The T will need to grow rapidly just to match the county’s population and 

employment growth (see Figure 10 and Figure 11). Through 2035: 

 Demand will significantly increase in downtown Fort Worth as well as neighborhoods to the west, 

north, and southwest. These areas are projected to have combined population and employment 

levels that would support very frequent service. 

 The demand for transit in Arlington and immediately surrounding areas will increase 

dramatically, and there will be demand for frequent service in and around downtown Arlington 

and the University of Texas at Arlington (UTA). 

 Demand for transit will emerge or significantly grow in areas to the northeast, including North 

Richland Hills, Euless, Bedford, and Grapevine, including DFW Airport. 

 Demand will also emerge in southwest Fort Worth near Hulen Mall and along I-20. 

Changing demographics are also driving demand for more and better transit, in particular among three 

key groups: 

 Baby Boomers, who are aging and desire to drive less and use transit more. 

 Millennials, who throughout the country have a very strong desire to use the most convenient 

travel option for different types of trips rather than driving everywhere. In particular, Millennials 

want to use transit and other options more and to drive less. 

 Minorities, including immigrants, who traditionally use transit to a much greater extent than 

other populations. 

Because demand is also increasing from within existing populations, transit demand has been growing—

and will continue to grow—faster than underlying population growth.  

 



 
 

 
Note: These maps indicate underlying transit demand on a block group basis, and all routes serve many block groups. As a result, the amount 

of service that must be provided to serve multiple block groups is higher than indicated for a single block group. 



 
 

 
Note: These maps indicate underlying transit demand on a block group basis, and all routes serve many block groups. As a result, the amount 

of service that must be provided to serve multiple block groups is higher than indicated for a single block group. 



 

 Baby Boomers are growing older. Many want to age in place, and most are 

remaining active for much longer. As with older adults before them, however, they have a greater 

desire and need to use transit than middle-aged residents. In Tarrant County, the population of 

residents age 65 and older is projected to increase by 174% by 2040, far more than any other age 

group in the county (see Figure 12).  

 

 Throughout the United States, Millennials, the population between 20 and 35 years of 

age, are driving the demand for better transit. The cities of Dallas and Fort Worth were recently 

ranked among the best cities for Millennials in the country.2 The Metroplex is growing, and a large 

share of that growth—31% of new residents between 2010 and 2040—is projected to come from 

Millennials. Looking forward, better transit options will be crucial to attracting and retaining 

Millennials in Fort Worth and Tarrant County (see Figure 13).

 

 Minority residents use transit to a greater extent than non-minority residents. One major 

reason for this is that minority residents, on average, have lower incomes, and transit provides a 

much more affordable travel option than private automobiles. In addition, many minority residents 

are new immigrants who come from places where transit is much more commonly used. The size of 

minority populations in Tarrant County is growing rapidly, both in absolute numbers and as a share 

of total population, further increasing the demand for transit (see Figure 14). 

                                                             

2 Forbes Magazine, “Best Cities and Neighborhoods for Millennials,” April 14, 2014. 



 
 

 

Additionally, it is almost certain that transit demand will grow even faster than population and 

employment because new development is projected to be denser. Denser development, in turn, will enable 

the provision of better transit and increase the demand for transit at proportionally higher rates.  

A key theme throughout the development of The T Master Plan has been to solicit broad-based 

stakeholder input from local political representatives, the business community, community organizations, 

and individuals. To do this, a large number of methods were used. These included: 

 with 

representatives of private and governmental 

organizations. 

 with representatives of the 

local business community, social service 

agencies, and community groups. 

 An . 

 .

 The , including an 

Online Town Hall that stakeholders could 

use to discuss issues and improvements, and 

a Design Your Own Transit System survey. 

 A equipped with interactive 

informational materials and staffed by 

members of The T Master Plan project team, 

was taken to local activity centers and 

community events. 

 Two discussions. 

 An that was used to distribute email notices and updates to over 

4,600 community members and stakeholders, including nearly 350 local and appointed leaders in 

Tarrant County and surrounding counties.  

 



 
 

As would be expected, a large number of viewpoints were 

expressed. However, several common themes emerged:  

  Overall, community members want a 

regional, comprehensive, robust system that is 

forward thinking and meets the needs of the 

growing region. Many acknowledged that it may 

take a lot to bring the current system to where it 

should be, and they support an ambitious plan to 

get there. 

  A significant 

concern is the difficulty in relying on transit for 

regional trips. Travel within the Metroplex is not 

limited by municipal boundaries, and people 

frequently cross city and county lines to reach 

employment, shopping, and other activities. The 

T provides strong service within the core of Fort 

Worth, but travel to and between other cities in 

the region using transit remains difficult. Service 

to new areas beyond the Fort Worth core is 

critical to making transit use viable by current 

riders and attractive to potential riders alike.  

  Stakeholders and 

community members recognize the need to 

attract new ridership. Many acknowledged a 

growing interest in the region in having 

convenient travel options beyond the private 

automobile. Stakeholders suggested improving 

and expanding transit service to attract choice 

riders who would decide to use transit based on 

convenience, comfort, and ease of use. They also 

urged that transit must provide fast, convenient, 

and reliable service to be more competitive with 

the personal vehicle. 

  One of the 

most prevalent desires is for a longer span of 

service, particular later in the evening. The early 

end of service in the evening on many routes 

poses a challenge to those who work later hours 

as well as for people going out for social purposes 

or special events. Many believe that Fort Worth 

can support later service than it currently has, 

even 24-hour service on some nights. Later 

service is desired on TRE as well as on local 

buses.  

  

“Fort Worth is a great city, growing at an 

exponential rate. However, we cannot move 

forward with a comprehensive transportation plan 

without ALL the components of transit…We must 

‘catch up’ with our neighbors to the east.” (John M., 

Online Town Hall) 

“If you focus on providing high capacity and high-

frequency service now, that will help build support. 

The 2010 discussion about the streetcar issue was 

the most engaged the Fort Worth community has 

been in transit/transportation.” (Public meeting 

participant) 

“The lines between DFW cities/communities are 

almost nonexistent, and it is very common for 

individuals to live in one community while working 

in another. We have reached the point at which 

ground public transit must be approached…with all 

of the surrounding communities included in the 

conversation/planning/implementation…” (Melanie 

M., Online Town Hall) 

“Improving the headways to popular destinations 

on nights and weekends will help grow choice 

ridership. Transit needs to compete with personal 

vehicles by offering consistent, reliable service 

times. I need to know that when I want to go 

somewhere, there will be a bus, train, streetcar 

available without having to wait an hour to hop on.” 

(Kristen C., Online Town Hall) 

“The T needs a rebrand. The thought of The T is 

you have fallen upon bad times or no other form of 

transportation; in other cities it is a viable form of 

transportation, like NYC, Boston, and Austin. Cities 

like Austin have added Wi-Fi and fun names to 

make it an option...” (Build Your Own Transit 

System survey respondent) 

 “Fort Worth is big enough to support 24-hour bus 

service.” (Public meeting participant) 

“The need/demand for 24/7 public transport will 

grow, given what is being projected for DFW in 

terms of the fast expanding demographics, 

changing social/work lifestyles, and the growing 

investment in DFW/North Texas. Very slowly, life 

around [Fort Worth] already appears to be very 

subtly evolving into a ‘city that never sleeps.’” 

(Raymond P., Online Town Hall) 



 
 

  People 

expressed an interest in seeing more premium 

transit services, including rail, BRT, and more 

high-capacity service similar to the Spur*, as well 

as more local circulator services and modern 

streetcars. Riders requested more high-capacity 

services on major corridors, particularly those 

that have high ridership and are currently often 

crowded. 

  The T’s 

existing service, particularly bus service, is 

perceived as complicated and difficult to use. To 

attract new riders, especially those who are 

unfamiliar with transit in general, service needs 

to be legible and easy to understand. Service 

design can help make the system more intuitive 

and comprehensible for users, as can improved 

public information.  

  Community 

members expressed a desire for more frequent 

service. Many indicated that, especially when 

buses run only once an hour, it is too easy to be 

stranded if one misses a bus or a connection 

between buses. Low service frequency makes 

service less convenient, and therefore less 

attractive to choice riders. 

  Riders and 

potential riders want more access to real-time 

information, including mobile applications 

providing real-time location and arrival 

information as well as displays at bus stops. Real-

time information availability makes service easier 

to use and more attractive, especially for choice 

riders or for those who are new to transit.  

As described above, the expansion of The T’s services has lagged growth since at least the mid-1970s, and 

increases in demand are accelerating. This means The T needs to make up for growth over 40-plus years 

while at the same time planning for future needs. 

Existing funding levels will not be sufficient to make a dent in these needs, and new funding sources must 

be developed. These challenges are daunting, but other transit systems throughout the United States and 

in Texas, including DART, have successfully grown to mature systems that now provide robust services. 

 

“Many young people are interested and willing to 

use transit if they see it as safe and convenient. 

However, the #2 comment I have heard is that you 

can’t use it to go out at night! (The #1 comment is 

that they have no idea where it is or how to use it.” 

(Rachel A., Online Town Hall) 

 “Add buses along major routes (e.g., Camp Bowie 

Blvd and Main Street for instance) that only stop at 

major intersections and transfer points, but do not 

stop at all stops.” (Steve F., Online Town Hall) 

“There is a stigma about using transit, with 

negative perceptions about who takes it and how 

useful it is. Among people who are less familiar 

with transit, there is also a lot of uncertainty around 

how to use the bus and understanding how to 

make a trip by transit.” (Stakeholder Interviewee) 

 “I have to know that there will be a way to get 

where I’m going when I need it. If I begin to rely on 

public transportation as my primary mode of 

transportation, I need to be able to rely on it all the 

time, not just Monday-Friday 8-5. Nights and 

weekends are essential.” (Kristen C., Online Town 

Hall) 

“Serve employment needs first to attract more 

choice riders and build ridership.” (Public meeting 

participant) 

“Nothing like being stranded somewhere and 

having to take a cab because the bus only runs 

once an hour, you missed one by only a few 

seconds, and it stops running at 7:00 p.m. These 

once-per-hour routes are practically useless.” 

(Elisabeth W., Online Town Hall) 

 



 

 
In response to the needs and desires expressed in the previous chapter, The T Master Plan presents an 

ambitious program to develop great transit service for Fort Worth and Tarrant County—service that will 

not just improve transit for those who use it, but will also improve the quality of life for all of the county’s 

residents, workers, and visitors. The vision for The T Master Plan is to: 

Within this overall vision, specific goals and objectives were developed to make transit an attractive choice 

for a much broader cross-section of travelers, provide better connections, make transit service easier to 

use, and develop a system that is sustainable over the long term: 

 Provide convenient service that appeals to a broad cross-section of Tarrant County residents 

 Provide fast, frequent, direct, comfortable, and reliable service 

 Develop premium services, such as bus rapid transit, streetcar, light rail, and commuter rail 

 Provide longer hours of service and more weekend service 

 Provide a comfortable and safe environment for transit passengers 

 Improve The T’s image 

 Expand service to currently unserved areas of Tarrant County with significant transit demand 

and to emerging areas to support development and commerce 

 Develop a Frequent Transit Network that provides frequent, all-day service from early 

morning to late night in major corridors and to major destinations 

 Support the vitality of the region’s downtowns, local centers, and neighborhoods 

 Improve transit connections with surrounding counties to develop a stronger regional system 

 Continue MITS service to provide mobility and independence 

 Integrate transit with other modes and make it safe and easy to access transit 

 Design service to be easy for customers to understand and use 

 Use technology to make information readily available 

 Provide enhanced public information to reduce the uncertainty of riding the bus 

 Focus service in areas where transit will be most effective 

 Develop cost-effective and productive transit services and programs 

 Provide transit services that relieve congestion and improve air quality 

 Develop services that achieve a high level of public and political support 



 
 

 Continue to build partnerships and work closely with communities and businesses 

 Identify and pursue opportunities for new funding sources, including leveraging private funds 



 

 
Developing a great transit system for Fort Worth and Tarrant County will be a major undertaking and will 

require years of effort. This chapter presents actions that The T will undertake over the next five years to 

start the process. 

Two keys to this process will be (1) collaboration between The T and communities and (2) ongoing 

improvements that may start small but that will accelerate over time. For example, the transit vision 

presents desirable service frequencies and spans of service for different types of services. Initial 

improvements may be less, but the intent will be that initial improvements will be only the first step 

toward the vision. Similarly, the transit vision includes four Bus Rapid Transit (BRT) lines. It is likely that 

these lines would first see frequency and span improvements, subsequent improvements to provide some 

BRT elements, and final improvements to provide remaining BRT elements.  

Alternatively, there may be some projects that are implemented at once. However, the key takeaway is 

that there will not be a “big bang” in which all projects are developed at once; instead, The T will begin by 

working opportunistically to develop what it can where it can and then build from there. Its initial steps 

will consist of a broad range of activities, as summarized in Table 4. 

The T will be able to implement some of these actions within its existing operating and capital budgets, 

and The T will start with these. Most actions, however, will require additional funding and support from 

local communities—those that are already members of The T, as well as those that are not currently 

members. For those initiatives, The T will begin to work with local communities to determine levels of 

local interests and to adjust proposed services and programs as necessary to meet local needs and desires. 

Where additional funding will be required, The T will also work with local communities to explore new 

funding approaches. 

Finally, some improvements will have long development timelines, for example, the development of new 

rail and BRT services. For these types of projects, The T will begin the development process in the next 

five years, but implementation will extend beyond five years. A project-by-project summary of 

implementation timelines, additional funding requirements, and local community involvement is 

summarized in Table 4. The following sections describe the specific recommendations and 

implementation options.  

For people to use transit, they must be able to understand it, and simple route structures are easier to 

understand than complex route structures. Potential new riders will be more willing to try a simple 

system, and once they do, the simpler route structure will help ensure they reach their intended 

destination on time. A simple service structure will also attract more occasional riders who otherwise 

would not take the time to figure out a complicated system. 



 
 

Improve Existing Service 

Simplify Service within Existing Budget 

More Frequent/Longer Hours 

Improve Non-Downtown Service 

Make Service Faster 

 

Yes 

Yes 

Yes 

Yes 

 

No 

Yes 

Yes 

TBD 

 

Input into plan 

Routes and service levels 

Routes and service levels 

Input into plan 

Expand Service to New Areas Yes Yes Routes and service options 

Develop a Frequent Transit Network Yes Yes Routes and types of service  

Develop Premium Services 

Rapid Bus 

BRT 

Streetcar/Core Area Shuttles 

Commuter Rail 

 

Yes 

Start AA* 

Start AA/Yes 

Start AA 

 

If funding is required 

Yes 

Yes 

Yes 

 

Specific routes 

Support AA 

Support AA/Routes 

Support AA 

Develop Outlying Transit Centers Yes Not within service area Type/size of facility 

Improve and Expand Express and Regional Services Yes Yes Routes and service levels 

Provide Better Passenger Facilities Yes No Types of facilities 

Improve Access to Transit 

Improve First Mile/Last Mile Connections 

Develop More Conveniently Located Park & Ride Lots 

 

Yes 

Yes 

 

Depends 

Not within service area 

 

Many/TBD 

Locations/size of facility 

Provide Better Information 

Real-Time Passenger Information 

System Map and Schedules 

Website 

 

Yes 

Yes 

Yes 

 

No 

No 

No 

 

n/a 

n/a 

n/a 

Improve Branding 

Rebrand System to Update Image 

Improve Branding of Premium Services 

 

Yes 

Yes 

 

No 

No 

 

n/a 

n/a 

At present, The T operates a small number of routes for a city the size of Fort Worth, and to compensate, 

many routes do many things (see Figure 16 and Figure 17). While this increases service coverage, it also 

makes service more complicated than is desirable, and the additional complexity likely deters some area 

residents from using transit. 

The best approach to simplifying service is to conduct a Comprehensive Operations Analysis (COA). This 

type of project entails an in-depth analysis of existing services to determine short-term changes that can 

be made within existing budget levels. In many respects, a COA follows a similar process as The T Master 

Plan, but with an exclusive and more in-depth focus on improving existing services in the very short term. 

A COA would include:  

 Extensive public participation 

 A comprehensive evaluation of each individual route to determine strengths, weaknesses, and 

potential improvement opportunities 

 The development of potential short-term service changes and the development of multiple service 

scenarios 



 
 

  

 

 The evaluation and vetting of the scenarios with stakeholders 

 The determination of changes to improve service 

A COA will identify changes that could be made within The T’s existing operating budget and would 

produce short-term improvements to The T’s existing services.  It would also include the development of 

feeder services with TEX Rail. 

One of the most important improvements The T can make is to provide more frequent service for longer 

hours. The inconvenience of most of The T’s existing service is a major reason why it is not better used at 

present. Providing more frequent service and operating more service for later hours and on weekends are 

critical ways to make transit more attractive and more convenient to a much broader cross-section of 

Tarrant County’s residents, workers, and visitors. Throughout The T Master Plan process, community 

members have expressed a strong desire for service that runs more often and runs for longer hours, which 

would provide better flexibility and convenience for riders.  

 



 
 

Beginning in 2016, The T will work with existing communities to increase service frequencies and spans of 

service. On each route, the specific levels and spans will be those for which communities will provide 

additional funding. As part of this effort, The T will endeavor to increase minimum service levels to those 

shown in Table 5 and, where possible, to the more desirable service levels shown Table 6. The minimum 

levels are intended to provide the levels of convenience typically expected of a large city transit system, 

and the desirable levels represent the levels of convenience provided by more robust systems. Note also 

that these service levels represent the lowest levels of service that should be provided, and higher levels 

could be provided as demand warrants. 

BRT 6 AM - 12 AM 10 15 15 30 

Streetcar 6 AM - 12 AM 10 15 15 30 

Rapid Bus 6 AM - 12 AM 15 15 15 30 

Frequent All Day 6 AM - 12 AM 15 15 15 30 

Frequent Peak 6 AM - 12 AM 15 30 30 30 

Local 30 All Day 6 AM – 11 PM 30 30 60 60 

Local 30 Peak 6 AM – 11 PM 30 60 60 60 

Local 60 All Day 6 AM – 7 PM 60 60 60  

Circulator 6 AM – 7 PM 15 15   

Commuter/Express Peak Periods 3 AM inbound trips/3 PM outbound trips 

Commuter Rail 6 AM – 12 AM 30 120 60 60 

Lifeline Based on demand Based on demand 

 

BRT 5 AM - 1 AM 10 10 10 15 

Streetcar 5 AM - 1 AM 10 10 10 15 

Rapid Bus 5 AM - 1 AM 10 15 15 15 

Frequent All Day 5 AM - 1 AM 10 15 15 15 

Frequent Peak 5 AM - 1 AM 15 30 30 30 

Local 30 All Day 5 AM – 12 AM 30 30 60 60 

Local 30 Peak 5 AM – 12 AM 30 60 60 60 

Local 60 All Day 5 AM – 9 PM 60 60 60  

Circulator 6 AM – 7 PM 15 15   

Commuter/Express Peak Periods 6 AM inbound trips/ 6 PM outbound trips 

Commuter Rail 6 AM – 12 AM 30 60 60 60 

Lifeline Based on demand Based on demand 



 
 

At the present time, nearly all of The T’s services operate to and from downtown Fort Worth. However, 

more trips are being made between other locations, and connections via downtown require very circuitous 

trips. Especially as The T expands services outward, new services and better connections between outer 

areas will be added. 

One of the major disadvantages of using transit versus driving is that it usually takes longer to go by 

transit than by car. Strategies to reduce the time differential between transit and driving include operating 

more direct service, providing priority to transit, and consolidating bus stops where possible. 

Drivers can easily take the most direct and/or fastest route between their origin and destination. 

However, bus riders are often forced to endure a tour of every neighborhood along a route and out-of-

direction travel. National evidence indicates that travelers prefer faster service to slower service, and that 

they prefer to walk a longer distance to a faster route than a shorter distance to a slow route. As a result, 

straighter and faster routes attract more riders than slower indirect routes. As The T seeks to attract a 

broader cross-section of the population to transit, providing faster and more direct routes will be an 

important strategy for improving service. The T will determine the specific changes necessary to make 

service more direct through the COA, described above. 

Transit service is most attractive when it is faster than driving or when the time differences are reasonably 

small. To make transit faster, it can be given priority over regular traffic. This can be done through the use 

of the following approaches: 

 , which can be developed in a number ways, such as in the center of roadways 

and in curb lanes. 

 , usually in lieu of curbside parking, but sometimes through the use of 

a regular traffic lane. 

  typically substitute a short stretch of curbside parking for a curbside bus lane 

that allows buses to jump to the front of the queue at bus stops (see Figure 19.) 

  extends green signals for approaching buses, allowing them to pass through 

the intersection before the light turns red and provides them with an early green signal (see 

Figure 20). 

  used by express buses to bypass congestion. 

The T will work to implement transit priority as part of the development of premium services, which are 

further described below. 

Transit stops are the access and egress points for transit customers and, as such, should be conveniently 

located. However, they are also one of the biggest reasons why transit service is slower than automobile 

trips. Most riders want service that balances convenience and speed, and the number and location of stops 

are key components of determining that balance. At the present time, many of The T’s stops are spaced 

very close together, and there is a greater emphasis on reducing walk distances than providing faster 

service.  



 
 

  

However, as the success of Spur* rapid bus service has shown, most passengers prefer a greater emphasis 

on faster service than on shorter walks; to achieve a better balance, stops can be consolidated. The 

consolidation of stops can also provide significant travel time savings. On average, it takes a bus about 20 

seconds to slow down, stop and pick up a passenger, and accelerate back up to speed. Thus, a 

consolidation from eight stops per mile to five can save one minute per mile, or five minutes on a five-mile 

trip. It also provides a more comfortable ride, as it reduces stop-and-go operation. 

 

The consolidation of stops will not require additional resources, and in some cases could produce 

operating cost savings. The T will begin a program to consolidate stops in 2016. 

Just to meet current transit demands, The T will need to significantly expand service to new areas, 

provide more frequent service, and provide earlier and later service. Looking forward to 2035, The T will 

need to grow rapidly just to match the county’s future population and employment growth.  



 
 

Additionally, it is almost certain that transit demand will grow even faster than population and 

employment because new development is projected to be denser. Denser development, in turn, will enable 

the provision of better transit and increase the demand for transit at proportionally higher rates. Societal 

changes, such as greater preferences among Millennials to use transit and the desire by Baby Boomers to 

remain independent, will also increase transit demand. The T will work with communities to expand 

service to all areas with significant transit demand (see Figure 22). 

 

Frequent Transit Networks are designed to provide convenient service between an area’s most important 

destinations and consist of a number of elements: frequent service (typically every 10 to 15 minutes or 

less), enough routes to create a network serving all high demand locations, direct routes along major 



 
 

roads, and special branding to make them more memorable. Nearly all major transit systems operate 

networks of frequent services, such as the recent development of a Frequent Transit Network in Houston. 

The development of a Frequent Transit Network for Fort Worth and Tarrant County would make service 

very convenient for many trips and will be an essential element in making transit attractive for a much 

broader cross-section of the region’s population. As shown in Figure 23, Tarrant County’s Frequent 

Transit Network will be designed to reach areas currently served by The T’s highest ridership routes and 

newly emerging areas, which are mostly to the north, northeast, south, and east of downtown Fort Worth 

in an arc extending from Alliance to Arlington. 

 



 
 

The development of the Frequent Transit Network will evolve over time, with the initial network designed 

to serve current needs and with new routes added or routes extended as development intensifies in 

emerging areas. Specific services could be provided in a variety of ways, including BRT, Rapid Bus, and 

frequent local bus. The T will work with local communities to determine which type of services will be 

most appropriate for each route. 

In small and medium-size cities, most transit services operate to and from downtown. However, as service 

grows, connections outside of downtown become increasingly important. Outlying transit centers and 

hubs can facilitate connections between local and regional services, allowing for more direct, shorter trips 

between outlying areas. As shown in Figure 24, outlying transit hubs can provide service to more locations 

than point-to-point service. 

 

The T’s current service is primarily oriented around the Intermodal Transportation Center (ITC) in 

downtown Fort Worth and, to a limited extent, six transfer centers across the city. However, these centers 

are generally designed as bus stops that facilitate transfers between multiple local routes, and they lack 

more significant service connections or passenger amenities.  

As The T expands its system to provide more service across Fort Worth and Tarrant County, outlying 

transit hubs will play a major role in providing greater access to transit service and supporting more 

regional travel patterns. Outlying transit centers and hubs can facilitate connections between local and 

regional services as well as connections to neighborhood shuttles, Rider Request routes, and neighboring 

service providers. Especially in conjunction with the development of a Frequent Transit Network, there 

will be many opportunities to develop outlying transit hubs. The T will work with local communities to 

DOWNTOWN DOWNTOWN

Outlying Transit Hub

POINT-TO-POINT MODEL
Service to fewer locations

OUTLYING TRANSIT HUB MODEL
Service to more locations

Transit Route

(thickness proportional to ridership)
Market too small to warrant point-to-point serivce



 
 

site and develop outlying transit centers. Select potential locations are in Figure 23, on the Frequent 

Transit Network map. 

Throughout the country, there has been an increased emphasis on the development of new types of higher 

quality transit services. These include commuter rail, rapid transit, light rail, BRT, Rapid Bus, streetcar, 

and more. The T has already started to develop premium services, such as TRE commuter rail, Molly the 

Trolley, the Spur* Rapid Bus line, and TEX Rail. However, with those exceptions, many of The T’s most 

important bus routes continue to provide regular local service. 

To develop a great transit system, The T and its regional partners will need to significantly expand efforts 

to develop premium services, including commuter rail, premium bus services (including BRT and Rapid 

Bus), and streetcar or bus circulators. 

Throughout this planning effort, Tarrant County residents have expressed a strong desire for the 

expansion of commuter rail, including improvements to existing TRE service, new service to the 

southwest, to Johnson County, and to Denton County. The T is currently implementing TEX Rail service 

between Fort Worth and DFW Airport (opening in 2018). In the next five years, The T will work to 

improve the existing TRE service, including the development of a plan to add service on Sundays. The T 

will also resume the planning and environmental work necessary to expand TEX Rail to the southwest 

(see Figure 25). 

 



 
 

BRT is frequent, fast bus service featuring special vehicles, transit signal priority, exclusive travel lanes, 

level boarding, pre-paid fare collection, and unique branding to provide premium bus service. Nearly 200 

cities throughout the world have developed BRT services that make bus service much more attractive and 

have greatly increased ridership. BRT provides light rail-like service without the high costs associated 

with rail infrastructure and is faster, more reliable, and more easily identifiable than regular bus service. 

  

The T does not currently operate full-featured BRT service, although it has begun to develop enhanced 

bus service. In the next five years, The T will work to develop full-featured BRT—including transit priority 

measures and high quality stations and amenities—along its highest ridership corridors. Four corridors 

that provide the greatest potential for BRT are: 

 
 
 
 

Due to development times, implementation of BRT is not likely in five years. However, within the first five 

years, The T will begin to work with communities to determine which lines should be pursued first and to 

begin the development process.  

Rapid Bus includes many elements of BRT, without exclusive bus lanes (see Figure 27). Service can be 

implemented on existing roadways at a lower cost and in a much shorter timeframe and can also be a first 

step toward full BRT service.  

In many respects, the Spur* is The T’s first Rapid Bus service; it features articulated buses, fewer stops, 

premium shelters, real-time information at stations, and transit signal priority (see Figure 28). The Spur* 

provides a model for how to upgrade service on other corridors where ridership is high but may not 

warrant investment in full-featured BRT. Carrying the Spur* brand or a similar unique branding scheme 

would communicate that the service provides a network of high-quality Rapid Bus service. 

Beyond the four routes in the Frequent Transit Network that would be upgraded to BRT, The T will work 

to upgrade the other Frequent All Day routes (as were shown in Figure 23) to Rapid Bus. Over the first 

five years, The T will determine specific lines based on community interest and support. Lead times for 

the development of Rapid Bus service are shorter than for BRT, and it should be possible for The T to 

implement additional Rapid Bus services in the next five years.  



 
 

 



 
 

Streetcars have become increasingly popular as a way to drive both urban connectivity and economic 

development. This is in large part because streetcars can carry a certain status that makes them more 

appealing than bus service. Streetcar networks can generally be built much more quickly and cheaply than 

light rail, and streetcars provide a significantly smoother ride with more capacity than buses. 

  

Streetcars in Fort Worth are not a new idea. In July 2008, the Fort Worth City Council appointed an 18-

member committee to evaluate the feasibility of modern streetcars in Fort Worth. However, in December 

2010, the City Council voted against moving forward with the final phase of the streetcar study, calling 

instead for a comprehensive transit plan for Tarrant County, which has been The T Master Plan effort. 

On one hand, it may still be too early to reconsider the development of streetcar service. On the other 

hand, there now appears to be a much greater interest in improving the county’s transit services, with a 

particular interest in rail. There is also now much more practical experience with the redevelopment of 

streetcar service throughout the United States. Based on that recent experience, and in particular with the 

development of short lines in areas with significant potential for new development, The T will work with 

the City of Fort Worth and other stakeholders to determine whether there may be renewed interest in the 

development of streetcar service and/or core area shuttle services.  

As an alternative to streetcar service, bus shuttles can provide many of the same transportation benefits 

(although, importantly, not the same development benefits). As part of the stakeholder outreach 

conducted as part of this plan, many people expressed the desire to implement streetcar service and/or 

new Molly-type routes to areas such as the Stockyards and Trinity River Vision, West 7th Street, the 

Cultural District, the Near Southside, and the Hospital District. Most recently, Blue Zones Project has 

coordinated efforts to explore new circulator services to West 7th, the Cultural District, and Near 

Southside, but with a primary emphasis on West 7th. Also, a development group in Six Points has plans for 

mixed-use development it believes would warrant circulator service between that area and downtown. 

Potential corridors for streetcar service and/or core area shuttles include (see Figure 31): 

 
 
 

 



 
 

 

Express bus services provide fast service over long distances and are typically designed to transport 

suburban workers to downtown jobs. Transit systems in most major urban areas provide express bus 

service as a complement to their local services. The T operates seven express bus routes—six of them on 

freeways—in Tarrant County. Common features of express bus service include moderate- to long-distance 

service, limited stops, rush hour-only service, and access via park-and-ride lots. They can also feature 

additional services such as over-the-road coaches or reverse commute service. Express services should be 

designed to offer direct service that minimizes travel times. 

Most of The T’s express routes typically provide only two to three trips in each direction serving a short 

window of work hours. Additionally, there is no reverse commute service. Over the next five years, The T 

will pursue a number of express bus service improvements: 

 
 
 
 

In addition, and perhaps most importantly, The T will work with other Texas transit operators and the 

Texas Department of Transportation (TxDOT) to gain approval for bus-on-shoulder operation. This type 

of operation, which is already in use in 12 other states, would allow buses to use shoulders to bypass 

freeway congestion. The T will also investigate additional measures, such as stations along freeways and  



 
 

 



 
 

  

 

interchange modifications, to facilitate bus travel on and off freeways. These types of improvements would 

be particularly useful along I-35W to the north of Fort Worth, in conjunction with managed lanes. 

The demand for transit service extends well beyond the borders of Tarrant County. TRE already provides 

service to and from Dallas County, and The T and the Denton County Transportation Authority (DCTA) 

have begun preliminary discussions on service between Denton County and Fort Worth. There is also 

growing demand for stronger ties with Dallas County, and from Johnson and Parker Counties. As part of 

its expansion to new areas, The T will work with surrounding counties and respective transit systems to 

investigate new regional services and connections. 

Waiting for the bus is a significant part of nearly every bus rider’s transit experience. If bus stops provide 

a comfortable waiting environment, people traveling to and from that area will be more likely to use 

transit; conversely, if bus stops do not provide a comfortable environment, people will be less likely to use 

transit. Not surprisingly, research shows that “the quality of the customer experience while waiting for 

transit vehicles is a crucial determinant of both overall satisfaction and general community attitudes 

towards transit,” and “the cost of better amenities is often more than offset by increased ridership.”3  

In all transit systems, different stops serve different purposes and different volumes of passengers. It is 

accepted that the most important stops need to be well designed, attractive, comfortable, and convenient. 

The T provides high-quality stops on the Spur* route with shelters, real-time information, and other 

amenities. However, other stops receive much less planning, fewer resources, and less attention to design, 

with the result that these stops are often located in inconvenient locations or provide fewer amenities than 

may be warranted. 

For a number of reasons, particularly cost, it is not practical to provide all amenities at all stops. Typically, 

more extensive amenities are provided at the busiest locations (for example, transit centers), and only 

basic amenities (such as bus stop signs) are provided at very low-volume stops. The T currently uses a 

point system to prioritize and rank bus stops as potential locations for shelters, evaluating the number of 

                                                             

3 “The Role of Transit Amenities and Vehicle Characteristics in Building Transit Ridership: Amenities for 
Transit Handbook,” Transportation Research Board, 1999. 



 
 

daily boardings, whether the stop serves a major activity/employment center, whether it serves a hospital 

or social service agency, and whether there has been a local community request for a shelter. 

  

The T will update this approach to include a hierarchy of stops based on relative importance (see example in 

Table 7). The level of amenities that should be provided will then be based upon that hierarchy. For 

example, basic stops that serve relatively few riders would consist simply of a bus stop sign with bus route 

information and, if possible, a paved waiting area pad, lighting, and a trash receptacle. At the other end of 

the spectrum, major regional stops would be uniquely designed and would include a full range of amenities 

including local area information and real-time passenger information. 

Access to transit is a particular challenge in Tarrant County, largely due to very poor pedestrian 

connections in many areas and the way the region sprawls. By working with municipal partners to 

improve connections and access to transit for people of all ages and abilities traveling by all modes of 

transportation, The T can help to increase transit ridership and make transit an attractive choice. 

There are a variety of approaches available to address the “first-mile/last-mile” challenge, and the best 

approach for Fort Worth is likely to be a combination of public and private solutions. As service expands, 

especially to new areas in Tarrant County, it is certain that new shuttle services will be needed to provide 

connections between The T’s services and local job sites and other local attractions. These shuttles could 

be provided by local organizations, Transportation Management Associations (TMAs), and The T. 

Another important type of connection increasingly being provided by cities is bike share; The T is already 

pursuing this strategy with the B-cycle bike share system, which has 35 stations across Fort Worth, 

including two stations at the ITC. The private sector offers additional strategies, including transportation 

network companies (such as Uber and Lyft) and car sharing companies (such as Car2Go). There are 

tremendous opportunities for partnerships to support these types of connections, and The T will 

aggressively pursue these in the next five years.  



 
 

Station/stop signage √ √ √ √ √ 

Lighting √ √ √ √ √ 

Seating √ √ √ √  

Paved, accessible area √ √ √ √ √ 

Standard shelter w/o art   √   

Standard shelter w/art  √    

Custom shelter(s) w/art √ Possible    

Bike rack or enclosure √ √ Possible Possible  

Route map(s) √ √ √ √  

Trash can √ √ √ √  

Transit system map √ √ √   

Schedule information √ √ √   

Real-time schedule info √ √    

Ticket vending machines √ √    

Unique design √ √    

Landscaping √ √ √   

Public art √ √ √   

Passenger drop-off area/ Kiss-and-Ride √ Possible    

Local area info/maps √ Possible    

Enclosed waiting area Possible     

Restrooms Possible     

 

  

For people who ride transit, their journey rarely starts when they board the bus or ends when they alight. 

Rather, their trip begins when they ride their bike from home to the train station or walk from the bus 

stop to the office. Well-designed, pedestrian-oriented infrastructure increases the safety, comfort, and 

enjoyment of the entire transit trip. Pedestrian access to transit can be encouraged by addressing gaps in 

the sidewalk network, creating safe access to stops along high speed roads, and providing comfortable 

waiting areas. Connecting bicycle riders with transit routes significantly increases the geographic area that 

transit can serve. Bicycle access to transit can be enhanced through safe travel conditions to access transit 

via on-street facilities or trails, stop amenities such as bike parking, and integration with transit vehicles.  



 
 

One of the biggest barriers to transit service outside of Fort Worth’s urban core is poor pedestrian 

conditions. The lack of adequate sidewalks and crosswalks forces transit passengers to walk along and 

across major arterials under dangerous conditions. The City of Fort Worth and other local communities 

will need to take actions to make it easier to walk to and from transit and to make The T’s services as 

effective as possible.  

  

Pedestrian improvements are needed along many of The T’s most important routes, in corridors with the 

greatest potential for a Frequent Transit Network, and in most areas expected to have an increased 

demand for transit in the next 20 years. Likewise, the county’s communities will need to improve bicycle 

facilities to make it easier for people to ride bikes to and from transit. Concurrently, The T will work to 

improve bicycle facilities at stations and stops and on board transit vehicles, especially as it develops new 

premium services. 

Especially in outer areas, park-and-ride lots and kiss-and-ride or passenger drop-off will remain among 

the most important ways to connect with The T’s services. At the present time, The T has some very high 

quality park-and-ride facilities and others with few amenities. To improve access to transit, The T will 

work to develop more purpose-built park-and-ride lots in more convenient locations. Additionally, better 

signage, information, and stop amenities will be provided to make park-and-ride lots more visible and 

service easier and more comfortable to use.  

 



 
 

For people to be able to use transit, they must first know it is there and be able to understand how to use 

it. This means it is extremely important for transit systems to provide clear and concise information on 

their available services. Increasingly, agencies are providing real-time service information to their riders 

via websites, smartphones, and text messaging. This improves convenience, as transit riders know if a bus 

is late they can wait to leave for the bus stop rather than waiting at the stop. It also eliminates the 

uncertainty often associated with transit use, as riders can quickly see where their bus is along the route. 

   

 

The T already provides information in a variety of ways. However, the lack of real-time passenger 

information for most of its services is a significant gap. The T has implemented real-time arrival 

information through NextBus for the Spur*, Molly the Trolley, and the Burnett Plaza Lunch Line, and is 

currently testing this service on the remainder of its routes. Providing real-time information for all 

services, both via websites and smartphones and at stations and stops, is a significant improvement The T 

is already working to implement and expects to have available in the next year.  

Additionally, while The T’s website is functional, it is somewhat dated. A new and improved website and 

updated printed information would significantly improve the delivery of information and make The T’s 

services easier to understand and use. The T is currently developing new printed information and a new 

website, both of which should be complete in mid-2016.  

At its most elemental level, branding is designed to present an appealing public image to attract 

customers to a product. Branding, and the marketing used to publicize the brand and associated products, 

is most commonly associated with private companies. However, it is also important for public transit 

systems, which, just like private companies, need to compete for customers. Success requires both a good 

product and a good brand, and there are few examples where one succeeds without the other.  

At the present time, The T’s image is poor for a number of reasons. As described earlier in this report, 

much of The T’s service is inconvenient because it operates infrequently and for relatively limited hours, 

and many parts of the county are not served. As a result, most residents, workers, and visitors avoid using 

The T. Most perceive The T’s services as “for the poor and disabled, and not for everyone.” As a result, The 



 
 

T is now providing or jointly providing service under four names and will add a fifth when TEX Rail 

service begins in 2018.  

               

As the T implements the improvements recommended in The T Master Plan, it will investigate two 

rebranding strategies, both of which would be designed to publicize the planned service improvements 

and make service simpler to use: 

  Many systems with poor images have rebranded themselves with a more 

modern and dynamic name and image. Two recent examples are Embark in Oklahoma City and 

Rock Region Transit in Little Rock, Arkansas, both of which rebranded themselves in conjunction 

with significant service improvement initiatives. The T will investigate a similar rebranding. 

  As The T embarks on service improvements, expands premium transit 

services, and develops an overall branding strategy, it will develop “sub-brands” to identify 

premium services as “plus” services with a strong link to the overall brand. 

  

The recommendations for the next five years represent the start of a journey toward a robust and 

attractive transit system for Tarrant County and beyond. The implementation of the five-year 

recommendations will require a significant amount of new funding, most of which is not yet available. It 

will also require new and increased financial commitments from Tarrant County’s communities. 

Because membership in The T system is voluntary, The T will work closely with communities to determine 

whether there will be support for additional transit, the level of support, and the specific services 

communities most desire. As a result, it is certain that not all of the five-year recommendations will be 

implemented, or started, within the next five years. Implementing recommendations based on the degree 

of local support will likely mean that improvements will be developed and implemented in some areas but 

not others.  

Looking forward, The T will work with local communities to determine whether there is support for a 

more regional system, including the development of a regional funding source (which would require 

legislative authorization). This type of approach will likely be needed to best match transit services to 

needs throughout the county and to fully develop the proposed improvements.  



 
 

Although The T does not expect to complete implementation of all five-year recommendations within five 

years, it will work toward implementing the full suite. The improvements that can be implemented will 

significantly improve transit service in Tarrant County.



 

 
The five-year recommendations described in the previous chapter are designed to jumpstart a longer-term 

effort to improve transit. Looking beyond the first five years, The T envisions the development of a robust 

transit network that serves all transit supportive areas of Tarrant County with an attractive mix of 

premium services, frequent services operating from early to late on all days, and comprehensive local 

services. As presented in Chapter 3, this network will be designed to: 

 
 
 
 

The design of the Transit Vision network would be similar to that presented in the Five-Year 

Recommendations, but with service to all transit supportive areas and with many premium services and 

facilities: 

 
 
 
 
 

 

 

 

 

 

 
 

The overall structure of this system is shown in Figure 46. In addition to the services illustrated on the 

map, there would also be a comprehensive network of local services (including feeder service to commuter 

rail) and first- and last-mile connections. In total, the Transit Vision would provide excellent transit 

services more comparable to those services provided in other major Texas cities and aspirational peer 

cities throughout the United States. 



 



 

As described for the Five-Year Recommendations, a key element of a robust transit system will be the 

development of a Frequent Transit Network to act as the backbone of the system. This Frequent Transit 

Network will provide fast and frequent service from early morning until late at night to Tarrant County’s 

most important and highest demand destinations and will be an essential element in developing transit 

service for a much broader cross-section of the region’s population (see Figure 47). 

 



 
 

As envisioned, the Frequent Transit Network will consist of two types of frequent routes: (1) routes 

providing frequent service throughout the day, every 10 to 15 minutes or better and (2) routes providing 

frequent service during peak periods, but less frequent service during the midday. The Frequent Transit 

Network will also serve a number of outlying transit hubs facilitating transfers between frequent routes, 

local routes, and other modes. 

Finally, the Frequent Transit Network will be comprised largely of premium services. As described in 

detail below, these would include BRT and Rapid Bus services providing fast and convenient service.  

In addition to the Frequent Transit Network and premium services, the vision also includes a network of 

local routes to fill gaps in the Frequent Transit Network and provide connections to it. The T’s existing 

local routes will be simplified and improved, and new routes will be developed as the system expands 

outward. 

Premium transit services are envisioned to include BRT, Rapid Bus, an extensive express bus network, 

streetcar and/or core area bus shuttles, and commuter rail. 

BRT is envisioned for The T’s most important bus corridors (see Figure 48): 

 
 
 
 

 



 
 

Key elements of these routes will include: 

  to increase the service’s visibility and differentiate it from “regular” bus service 

  to provide greater comfort, reinforce the unique identity, and help differentiate 

the BRT service from regular bus service 

 —dedicated rights-of-way and reserved lanes on existing roads—

to allow buses to avoid the delays experienced in mixed-traffic operations 

  including bus lanes, queue jump lanes, and signal priority to speed buses 

through intersections 

  providing similar features, amenities, and levels of passenger comfort as rail 

stations 

  via the use of either high-platform stations or low-floor buses to reduce dwell 

times and facilitates boardings and alightings by people with disabilities 

  via either pre-paid passes or the sale of tickets from ticket vending 

machines at stations and stops to eliminate delays associated with on-board fare collection  

  to inform passengers when buses will actually arrive or 

depart from stations, which reduces much of the uncertainty associated with bus service 

  such as automatic vehicle location, which 

can be used to maintain consistent spacing between buses to keep them on schedule 

The long-term transit vision is that all of the Frequent All Day routes in the Frequent Transit Network will 

be premium services, although not to full BRT levels. For the routes not upgraded to BRT, Rapid Bus 

service would be implemented (see Figure 49). These services would provide most of the elements of BRT 

service, minus exclusive bus lanes and pre-paid fare collection. In most respects, Rapid Bus service and 

associated facilities would be very similar to The T’s Spur* service. 

As downtown Fort Worth continues to grow and, at the same time, as the region grows outward, strong 

connections between outer areas and downtown Fort Worth will be needed. The Transit Vision includes 

an extensive network of express bus services (see Figure 48). To serve a variety of work schedules, these 

services would provide a minimum of six inbound trips in the AM and six outbound trips in the PM. 

In addition, to make these services fast, The T envisions bus-on-shoulder operations and other Freeway 

BRT elements, such as stations within freeway rights-of-ways and in managed lanes, and seamless 

connections between freeways and park-and-ride lots. 

To make it easier to travel within the downtown core, The T envisions the development of streetcar and/or 

core area bus shuttles. Four potential alignments have been identified: 

 
 
 

 



 
 

 



 
 

 



 
 

 

Additional work will be needed to further examine these options, in particular to further examine the 

feasibility of streetcar service, and whether other premium services such as BRT could also function as 

core area shuttles. 

Throughout The T Master Plan, the public has expressed a strong desire for the development of new rail 

service, including improvements to existing TRE and planned TEX Rail services and new services to the 

southwest, Johnson County, and Denton County. The market analysis conducted as part of this study 

indicates there will not be sufficient demand for commuter rail to Johnson County or Denton County in 

the near term. However, the transit vision does include more frequent TRE and TEX Rail service for 

longer hours (for example, The T will develop a plan to add TRE service on Sundays), an extension of TEX 

Rail service to the southwest, and a new TRE station in Arlington (see Figure 52). 



 
 

 

To make service more attractive and more convenient to a much broader cross-section of Tarrant 

County’s residents, workers, and visitors, the Transit Vision includes more frequent service and longer 

spans of service throughout the system. Frequencies and spans would be increased based on the type of 

service provided, with the most frequent service and longest spans on higher ridership and premium 

services, and beyond the levels in the Five-Year Recommendations (see Table 8). In general, on weekdays, 

the most important services would operate from 5 a.m. to 2 a.m., other components of the core system 

would operate from at least 6 a.m. to 12 midnight, and lower ridership routes would operate less 

frequently and for fewer hours. Weekend service frequencies and spans would also be increased 

commensurately. 



 
 

As The T grows to provide great transit service for Tarrant County, excellent passenger facilities will be 

critical to attracting new riders and improving the transit experience for everyone. To achieve the transit 

vision, The T will focus on providing high quality amenities at stops along the Frequent Transit Network 

and upgrade local stops through an expansion of the process outlined in the Five-Year Recommendations. 

The T envisions providing excellent information through both traditional and emerging technologies. The 

highest priority is to provide real-time information on all services via smartphones, computer, and at 

major stations and stops. 

The improvements outlined above will provide strong service to transit supportive areas throughout 

Tarrant County. However, there will always be areas beyond the immediate reach of transit that people 

will need to access. The T envisions working with local communities and businesses, and Transportation 

Network Companies such as Uber and Lyft, to develop a variety of first-mile/last-mile connections that 

meet specific needs. For example: 

  One of the largest barriers to transit service outside of Fort Worth’s 

urban core is poor pedestrian conditions. The lack of adequate sidewalks and crosswalks forces 

transit passengers to walk along and across major arterials under dangerous conditions. The City 

of Fort Worth and other local communities will need to take actions to make it easier to walk to 

and from transit. Pedestrian improvements are needed along many of The T’s most important 

routes and in corridors that provide the greatest potential for a Frequent Transit Network. 

 In a similar manner as pedestrian access, the county’s communities 

will need to improve bicycle facilities to make it easier for people to ride bikes to and from transit. 

Concurrently, The T will work to improve bicycle facilities at stations and stops and on-board 

transit vehicles, especially as it develops new premium services. 



 
 

  Especially in outer areas, park-and-ride lots and kiss-and-ride or 

passenger drop-off will remain among the most important ways to connect with The T’s services. 

At the present time, The T has some very high quality park-and-ride facilities, while others have 

few amenities. By developing park-and-ride lots at locations where local businesses and other 

organizations are willing to make parking available to transit riders, The T has some park-and-

ride lots in inconvenient locations. To make service more attractive, The T will work to develop 

more purpose-built park-and-ride lots in more convenient locations. 

  As service expands, especially to new areas in Tarrant County, it is certain that new 

shuttle services will be needed to provide connections between The T’s services and local job sites 

and other local attractions. Local organizations, TMAs, and The T could provide these shuttles. 

However, considering the demands on The T to provide more transit service for longer hours as 

well as some premium services, providing shuttle services through private employers and other 

organizations such as TMAs would produce a more robust transit system. This would also ensure 

that shuttle services are best tailored to specific local needs. 

  Private rideshare companies and their services, and especially those like 

UberPool and Lyft Line, provide the potential for transit systems to expand services to lower 

demand areas through partnerships rather than by providing direct service. While the 

development of these types of partnerships is still in its very early stages, they provide the 

potential to start service more quickly, provide service at lower costs, and better tie expenditures 

to utilization levels. 

There are now a growing number of options for transit fare collection that have emerged over the past 

decade. Today, advancements in mobile phone technology, banking, and payment systems have made 

methods for paying a fare more numerous than they have ever been before.  

Allowing more choices for purchasing and paying fares can attract riders (especially younger people who 

are more accustomed to innovative payment options for other goods and services) and can reduce dwell 

times and, therefore, speed up service. 

 

As The T expands, it will work to make fare payment easier and more efficient. As fare collection 

technologies are evolving rapidly, specific approaches will be based on available technologies. Potential 

elements include: 

 Joint fares with DART, as more people will use both systems 



 
 

 Much greater availability for purchasing fares and passes; even with smartphone payment as an 

option, there will be a need for other alternatives, including online payment, retail outlets, and 

vending machines 

 More off-board payment, especially for high-ridership and premium services, such as BRT and 

Rapid Bus; even if off-board payment is not used on all services, high-ridership services can 

become significantly faster and more reliable with payment moved off-board 

 More institutional partnerships to encourage transit use and attract ridership, especially for 

larger groups of employees, students, and visitors 

 An account-based system, which allows many of the other features and benefits since information 

is not stored on the fare media; this includes full online account management and auto-loading 

Consistent with the vision for The T Master Plan, the above improvements are all designed to provide 

compelling and competitive transit service to make Tarrant County more livable and support continued 

economic growth. 

The plan is ambitious, as it needs to be to make up for nearly 40 years of little growth, as well as meet new 

needs as the region continues to attract people and jobs. The T Master Plan provides a blueprint for what 

is possible in the region and will serve as a tool to build support for excellent transit in Tarrant County. 

 



 

 
The Transit Vision presents an aggressive program to improve and expand transit. In total, and in 2015 

dollars, it would increase annual operating costs to $428 million per year and cost a total of $2.1 billion 

dollars in capital expenditures for a 20-year horizon through the year 2035.  

While these numbers are much higher than The T’s current spending levels, on a per capita basis, they are 

in line with or lower than expenditures in Fort Worth’s aspirational peer cities and Dallas. As shown in 

Table 9, in 2012, these cities spent between $106 and $257 per capita in annual operating costs. With the 

full implementation of the Transit Vision, The T’s annual operating costs, on a per capita basis, would be 

$154. 

 

Aspirational Peer Cities   

Austin $193 $47 

Charlotte $159 $141 

Dallas $257 $183 

Denver $208 $183 

Kansas City $106 $20 

 

The T Transit Vision $154 $49 

The average annual capital expenditures, on a per capita basis, required to implement the Transit Vision, 

would be at the lower end of aspirational peer city expenditures. As shown in Table 9, annual capital 

spending in the aspirational peer cities and Dallas averaged $20 to $183 per capita between 2004 and 

2013. For The T to achieve the Transit Vision, it would need to spend $49 per capita annually over the 

next 20 years. 

Detailed operating and capital costs for the major elements of the Transit Vision are presented in Table 10 

and described below. All costs are in 2015 dollars. Costs on a route-by-route basis are presented in 

Appendix A. 

The Frequent Transit Network would consist of 39 routes, 1113 of which would be upgrades to existing 

routes, and 26 of which would be entirely new routes. Total annual operating costs for the Frequent 

Transit Network, at $105 per revenue vehicle hour, would be $172.2 million. 



 
 

As described above, Frequent Transit Network routes would be developed as premium services—either 

BRT or Rapid Bus. Capital costs for the development of these services are described below in the Premium 

Services section. 

Beyond the Frequent Transit Network, service levels would be increased on existing routes. Applying the 

proposed service frequencies and spans presented in Table 8 to the existing routes not included in the 

Frequent Transit Network, and assuming commensurate increases on weekends, translates to operating 

costs for these routes of $21.0 million per year. 

Frequent Transit Network $172.2  $743.2  

Bus Rapid Transit $25.6  $437.3  

Rapid Bus $99.0  $222.3  

Frequent Peak Local $47.6  $83.6  

More Frequent Service for Longer Hours $21.0  $29.8  

New Local Services $82.3  $161.7  

Express Bus Service $9.3  $47.0  

Streetcar/Core Area Shuttles $12.5  $686.1  

Additional TRE and TEX Rail Service $49.0  - 

TEX Rail Southwest Extension $11.3  $276.0  

Outlying Transit Hubs - $5.5  

Park-and-Ride Lots - $22.5  

Better Transit Facilities - $20.0  

First-Mile/Last-Mile Connections $13.7  $146.0  

Paratransit Service $89.3  $57.1  

Total $460.7 $2,194.9 

For capital costs, The T’s buses currently average 2,741 service hours per year. Local services are assumed 

to operate with a similar ratio, and on that basis (and including spares), 70 buses would be needed to 

provide the additional service. Assuming the use of 40-foot compressed natural gas (CNG) buses at 

$425,000 each and that 33% of these buses would need to be replaced within the next 20 years, 4 capital 

costs would be $29.8 million. 

                                                             

4 Note that buses have an average lifespan of 12 years. Thus, for any new bus services implemented before year eight, 

replacement buses would need to be purchased before year 20. However, since an implementation schedule has not 

yet been developed, it is not known how many vehicles would need to be replaced over the life of the plan. For the 

purposes of developing capital cost estimates, it was assumed that 33% of vehicles would need to be replaced before 

year 20. 



 
 

Specific service designs were not developed for improvements to local services. Instead, based on an 

examination of proposed changes in The T’s existing service area, it was assumed that for every dollar of 

operating spending for Frequent Transit Network services, $0.60 would be spent to provide local services 

to fill gaps in the Frequent Transit Network and provide connections. On this basis, operating costs for 

local services would be $103.3 million per year. Deducting the $21.0 million cost for improvements to 

existing local routes presented in the previous section, operating costs for new local services would be 

$82.3 million per year. 

For capital costs, on the same basis as described in the previous section, costs for new buses would be 

$161.7 million. 

Four BRT routes would be developed as part of the Frequent Transit Network, along the North Main, East 

Lancaster, Hemphill, and West 7th/Camp Bowie corridors. Operating costs for these services are included 

above in the Frequent Transit Network section. 

Capital costs would consist of infrastructure costs and vehicle costs. Infrastructure costs were estimated at 

$10 million per route mile (for bus lanes, stations, signal priority, and pedestrian improvements). For 

vehicle costs, it was assumed that BRT service would be provided with 60-foot CNG articulated buses 

costing $800,000 each, and that 33% of the buses would need to be replaced over the 20-year planning 

horizon. On this basis, infrastructure costs for the four lines would be $384 million, and vehicle costs 

(including spares) would be $53.3 million, for a total of $437 million. 

Aside from the four BRT lines, it was assumed that 19 Frequent Transit Network routes would be Rapid 

Bus routes. Operating costs for Rapid Bus services are included above in the Frequent Transit Network 

section. 

Similar to BRT, Rapid Bus capital costs would consist of infrastructure costs and vehicle costs. 

Infrastructure costs were estimated at $500,000 per route mile (for stations, signal priority, and 

pedestrian improvements). For vehicle costs, it was assumed that service would be provided with 40-foot 

CNG articulated buses costing $425,000 each, and that 33% of the vehicles would need to be replaced 

over 20 years. On this basis, infrastructure costs for Rapid Bus would be $88.5 million, and vehicle costs 

(including spares) would be $134 million, for a total of $222 million. 

The express bus network will consist of 10 routes. These routes would cost $9.3 million per year to 

operate. Capital costs would be for vehicles, and it was assumed that express bus service would be 

operated with commuter coaches costing $600,000. Using the same replacement cost assumptions as for 

other bus service, capital costs for new express services would total $47 million. 

Core area circulator service was assumed to be provided by three streetcar lines and one bus shuttle line. 

The three streetcar lines would serve Stockyards-Panther Island-Downtown, West 7th/Cultural District, 

and Near Southside/Medical District. For streetcar service, based on operating cost differences at other 

transit systems operating both streetcar and bus service, it was assumed that vehicle operating costs for 



 
 

streetcar service would be 44% higher than for local bus service, or $151 per revenue vehicle hour. 

Infrastructure costs were estimated at $60 million per route mile, and vehicle costs at $4.5 million per 

streetcar. On this basis, operating costs for streetcar service would be $11.3 million per year and total 

capital costs would be $684 million. 

In addition to the streetcar lines, a bus shuttle line will provide circulator service in the Six Points Urban 

Village area. For this bus shuttle, it was assumed that high quality facilities and amenities would be 

provided, and the operating and capital cost structure would be the same as for Rapid Bus. On this basis, 

operating costs would be $1.2 million per year, and capital costs would total of $2.1 million. 

Commuter rail improvements will consist of higher service levels on TRE, increases in planned service 

levels on TEX Rail, and the development of TEX Rail’s southwestern leg. Operating costs for existing TRE 

service are approximately $1,500 per revenue train hour, and this cost was used to estimate costs for 

service increases and new services. TEX Rail’s infrastructure costs are estimated at $30 million per route 

mile, and vehicle costs at $33 million per train set. 

Using these costs, higher service levels on TRE and TEX Rail would increase operating costs to $49.0 

million per year. Commuter rail to the southwest would cost $11.3 million per year to operate and a total 

of $276 million in capital costs. 

Based on recent experience, The T’s cost to construct outlying transit hubs without parking is 

approximately $500,000 per transit center. Assuming the development of approximately 11 outlying 

transit hubs, total capital costs would be $5.5 million. 

Also based on recent experience, The T’s cost to construct a park-and-ride lot with 200 spaces is 

approximately $1.5 million. Assuming the development of approximately 15 new park-and-ride lots, total 

capital costs would be $22.5 million. 

A specific program for how The T will upgrade facilities has not yet been developed. In the absence of this 

information, it was assumed that The T would spend $1.0 million per year on facility upgrades or $20 

million over 20 years. 

As with Better Transit Facilities, specific plans for better first-mile/last-mile connections have not yet 

been developed. Furthermore, it is anticipated that most of these services would be provided by others. 

However, The T would also provide some services, and it was assumed that spending on first-mile/last-

mile connections would total 5% of operating and capital spending on all other services. On this basis, 

operating costs would be $13.7 million per year, and capital costs would total $146 million. 

For every dollar that The T currently spends for the operation of its fixed-route services, it spends $0.32 

on paratransit service. As The T expands its services outward, paratransit services will also need to expand 



 
 

outward, and it was assumed that The T’s ratio of fixed route to paratransit spending would remain 

unchanged. On this basis, paratransit operating costs would increase to $89.3 million per year. 

For capital costs, The T’s paratransit vehicles currently average 2,234 service hours per year. It was 

assumed that expanded services would operate with a similar ratio, and on that basis (and including 

spares) 380 paratransit vehicles would be needed to operate paratransit services. Assuming the use of 

MITS vans at $50,000 each—and replacement of all vehicles two times within the next 20 years (due to 

only a seven-year lifespan for paratransit vehicles)—capital costs for paratransit services would be $57.1 

million.



 

 

 
Implementation of The T Master Plan will not be easy. As described above, The T needs to make up for 40 

years of little growth in service as well as expand to meet future needs. It also needs to do this in an 

environment where local political support for transit service has historically been very low, and much 

lower than in other major cities in Texas and the United States. Today, The T has only three full member 

communities, and receives much less funding than its peers. 

However, one of the factors leading to the development of this Master Plan is the rapidly growing support 

for better transit in Fort Worth and Tarrant County. There is a growing realization that transit must 

become an important piece of the county’s transportation system. Furthermore, the county’s current 

residents desire better transit much more than their predecessors did, and current and projected trends 

indicate the desire for better transit will continue to increase. 

Although the demand for better transit is growing rapidly, this plan still does not begin with automatic 

support. It does reflect the desires of most of the very broad base of stakeholders who were consulted as 

part of this project, but it will be expensive to implement and funding will be difficult to obtain. As a 

result, The T will need to begin implementation by building support for the plan and working to develop 

new funding options. It will also need to provide local options that reflect different desires among 

different communities. The first steps toward the implementation of this plan will be to: 

1. Meet with individual communities to present the plan and determine levels of local support. 

2. Develop and present new avenues through which communities can become members of The T 

and provide funding for local services, with the goal of encouraging most or all Tarrant County 

communities to join The T.5 

3. For the Five-Year Recommendations, utilize a “menu” approach in which The T begins by 

implementing the services and programs that individual communities desire the most and for 

which they are willing to provide funding. 

4. Investigate the development of regional funding approaches that provide for a more aggressive 

and programmatic expansion of transit throughout the county, rather than on a community-by-

community basis. 

 

                                                             

5 The current process is for communities to join The T and then contribute 0.5% of their local sales tax to 

fund service. However, since nearly all of Tarrant County’s non-member communities have already fully 

utilized their half cent sales tax for other purposes, this is no longer an option. 



 

Operating and capital costs for the major routes in the transit vision are presented in Table A1.  Note that 

costs for local services to fill gaps in, and provide connections to, the Frequent Transit Network would be 

in addition to these costs, and as described in Chapter 6, these costs would be approximately 60% of 

Frequent Transit Network costs.  These costs were developed as described below. 

Operating costs were estimated at: 

 $105 per revenue vehicle hour, which is The T’s current average hourly cost for bus service.  

Actual costs could be somewhat higher or lower depending upon the type of service that is 

provided.  For example, services provided with articulated buses would be higher while those 

provided with 30-foot buses would be lower.  Also, types of stops and amenities provided would 

also impact costs. 

Note also that operating costs for many routes would be much higher than they would be for 

existing routes.  This is because as The T expands outward, many new and extended routes would 

be long much longer.  Service spans would also be longer and more frequent service would be 

provided.  The combination of these three factors would produce higher operating costs for many 

new routes than those for existing routes. 

 $151 per revenue vehicle hour, which is 44% higher than The T’s costs to operate bus 

service.  This figure is based on the average cost differential between streetcar and bus service at 

other agencies that operate both. 

   $1,500 per revenue transit hour, which is based on current costs for TRE 

service. 

Capital costs were developed based on the unit costs in Table A2. As with operating costs, capital costs 

could vary, and be significantly lower in earlier years.  For example, the costs presented in Table A1 are for 

the 20-Year Vision, and routes that would ultimately be BRT could initially be implemented as local or 

Rapid Bus routes with lower spans of service, less frequent service, and smaller vehicles. 



 
 

 Annual Capital Costs 

Service/Type/Route 

Operating 

Costs Vehicles Infrastructure Total 

BRT         

1B La Gran Plaza - Downtown $3.8  $8.0  $58.0  $66.0  

2B Ridgmar/Camp Bowie/Downtown $7.7  $16.0  $117.0  $133.0  

15B Stockyards - Downtown $2.6  $5.3  $38.0  $43.3  

89B Downtown - Arlington $11.5  $24.0  $171.0  $195.0  

Rapid Bus     

4R Rosedale Street $4.8  $6.4  $4.3  $10.6  

6R McCart Avenue $6.3  $8.5  $5.9 $14.4 

7R University Drive $5.5  $7.1  $4.5 $11.5 

9R Vickery/Ramey $5.5  $7.1  $4.5  $11.6  

21R La Gran Plaza - John T White Rd $10.2  $13.5  $9.3  $22.8  

24R Berry Street $5.7  $7.8  $5.1  $12.8  

32R Ridgmar Mall - Hulen Mall $5.7  $7.8  $5.0  $12.7  

46R Jacksboro Hwy/Downtown $4.6  $5.7  $3.9  $9.6  

106R Centreport - DFW $1.1  $5.7  $3.9  $9.5  

108R Old Decatur Road $3.2  $4.3  $2.8  $7.0  

113R Pioneer Parkway $5.5  $7.1  $4.6  $11.7  

116R N Richland Hills - Downtown $6.1  $7.8  $5.3  $13.1  

117R Arlington - Centreport $5.5  $7.1  $4.6  $11.7  

122R Granbury/8th Ave $5.5  $7.1  $4.5  $11.6  

133R Ridgmar Mall - Stockyards $4.1  $5.7  $3.5  $9.2  

134R Benbrook Blvd $3.9  $5.0  $3.3  $8.2  

142R Grapevine $2.5  $3.5  $2.2  $5.7  

147R Beach Street $9.3  $12.0  $8.3  $20.3  

148R Cooper Street $7.7  $9.9  $6.8  $16.7  

Frequent Peak     

20P Handley Ederville $3.0  $5.0  - $5.0  

103P N Richland Hills - Methodist Hospital $4.0  $7.1  - $7.1  

105P N Richland Hills - Centreport $3.2  $5.7  - $5.7  

109P Midway/28th $3.8  $6.4  - $6.4  

114P Matlock Road $2.4  $4.3  - $4.3  

119P Crowley Road $3.2  $5.7  - $5.7  

120P La Gran Plaza - Hulen Mall $1.6  $2.8  - $2.8  

125P Arlington - Arkansas Lane $2.4  $4.3  - $4.3  

127P Hulen Mall - Downtown $2.4  $4.3  - $4.3  

130P Ridgmar Mall - Chapel Creek Rd $3.2  $5.7  - $5.7  

141P Western Center Blvd $4.0  $7.1  - $7.1  

143P Hulen Mall/Sycamore School Rd $4.6  $7.8  - $7.8  

144P N Richland Hills - DFW $4.0  $7.1  - $7.1  

145P La Gran Plaza - Forest Hill $2.2  $3.5  - $3.5  

149P Riverside $2.4  $4.3  - $4.3  

150P Randol Mill $1.6  $2.8  - $2.8  

 



 
 

 Annual Capital Costs 

Service/Type/Route 

Operating 

Costs Vehicles Infrastructure Total 

Commuter/Express     

52X Arlington - Fort Worth Express $0.8  $4.0  - $4.0  

53X I-20 East/Rt 287 Express $1.0  $5.0  - $5.0  

54X Mansfield Express $1.0  $5.0  - $5.0  

55X Chisholm Trail Pkwy Express $0.6  $3.0  - $3.0  

58X Lake Worth Express $0.4  $2.0  - $2.0  

59X Denton Express $1.8  $9.0  - $9.0  

60X Cleburne Express $1.6  $8.0  - $8.0  

61X I-30 West Express $0.8  $4.0  - $4.0  

63X I-35 North Express $0.6  $3.0  - $3.0  

65X I-35 South/Burleson Express $0.8  $4.0  - $4.0  

Streetcars and Circulator Shuttles     

200S W 7th/Cultural District Streetcar $3.8  $30.0  $174.0  $204.0  

201S Six Points Urban Village Bus Shuttle $1.2  $2.1  - $2.1  

202S Near Southside/Medical District Streetcar  $3.8  $30.0  $192.0  $222.0  

203S Stockyards-Panther Island Street $3.8  $30.0  $228.0  $258.0  

Commuter Rail     

Trinity Rail Express (TRE)  $17.8  $198.0  - $198.0  

TEX Rail   $31.2  $165.0  $816.0  $981.0  

TEX Rail – Southwest Extension  $11.3  $66.0  $210.0  $276.0  

 

Service Type 
Infrastructure 

(per mile) 
Vehicles 

(per bus/trainset) Vehicle Type 

Existing   $425,000 40' CNG 

Local 30 All Day   $425,000 40' CNG 

Local 30 Peak   $425,000 40' CNG 

Local 60 All Day   $425,000 40' CNG 

Frequent All Day   $425,000 40' CNG 

Frequent Peak   $425,000 40' CNG 

Circulator   $425,000 40' CNG 

Commuter Rail $30,000,000 $33,000,000 Stadler DMU; three car train 

LRT $100,000,000 $4,000,000 Typical light rail vehicle 

Streetcar $60,000,000 $4,500,000 Modern streetcar vehicle 

BRT $10,000,000 $800,000 60' CNG 

Rapid Bus $500,000 $425,000 40' CNG 

Commuter / Express   $600,000 Commuter coach 

 


