
 



 

 



 

The T currently provides service in Fort Worth, Richland Hills, and Blue Mound and ðthrough joint 

ventures and agreements with DART, Arlington, and othersðparticipates in the provision of express 

services to and from Fort Worth, TRE rail service between Fort Worth and Dallas, commuter service in 

Arlington, and the Grapevine Visitor Shuttle in Grapevine. However, these services cover only a portion of 

Tarrant County, and the countyôs growth is producing new demands for transit service. This market 

analysis presents the underlying conditions in  Fort Worth and Tarrant County as they relate to the 

demand for transit service: 

Á Development Patterns: In all cities, there is an extremely strong correlation between 

development patterns and transit ridership. In areas with denser development, mixed -use 

development, and a good pedestrian environment, transit can become very convenient, and thus 

attractive and well used. In most cases, these ñexternalò factors outweigh those directly controlled 

by the service provider. 

Á Population and Employment Densities:  Put simply, where larger numbers of people live 

and/or work in close proximity, transit demand is higher.  

Á Socio -Economic Characteristics : Demographic characteristics such as age, income, minority 

status, and disability status provide indications of demand a mong populations that have a high 

propensity toward transit use.  

Á Existing and Projected Travel Flows:  Travel flows provide information on the trips that 

people make along with the mode of travel, allowing for broad conclusions of where people from 

certain locations need to travel inside and outside a county on various travel modes.  

These factors are the primary drivers of transit demand and, as such, provide strong indications of 

underlying transit demand. However, it should also be noted that other factor s also influence transit 

demand, including:  

Á Walking Conditions: Nearly all transit riders are also pedestrians, and, thus, walking 

environments strongly impact ridership. A common rule of thumb is that transit riders will walk 

one-quarter of a mile to access transit. However, in comfortable pedestrian environments, many 

transit riders will walk longer distances ; in uncomforta ble environments, many will not walk even 

one-quarter of a mile.  

Á Service Design:  Slow, circuitous routes that take people closer to their destinations are 

preferred by some riders, such as many older adults and individuals with disabilities, but are 

viewed as very inconvenient by most others. Therefore, no matter the inherent demand for 

transit, service must be designed appropriately to appeal to local markets. 

Á Travel Times Relative to Other Options, Primarily Driving:  Most people accept that trips 

by transit take longer than trips by car, and the time differences can be offset by other differences. 

However, when the differences are smaller, ridership will be higher, and when the differences are 

larger, ridership will be lower.  

 



 

Á Costs: The cost of using transit is almost always lower than the cost of driving. Similar to travel 

time differences, when the costs of driving are higher (for example, due to high gasoline prices, 

tolls, or parking costs), transit ridership will be higher ; when they are lower, transit ridership will 

be lower. 

This market analysis examines the primary factors described above, and subsequent development of the 

The T Master Plan will address the secondary factors. 

Transit demand is strongly related  to development patterns, and in particular, development density. In 

areas with denser development and more people and employees, transit can be provided in close 

proximity to many people. Combined with a good pedestrian environment, transit can become ver y 

convenient, and thus attractive and well used. In most cases, these ñexternalò factors outweigh those 

directly controlled by the service provider . 

Like many American cities that have developed rapidly since the 1940s, Fort Worth and Tarrant County 

have developed around the automobile, with much development located in business parks and single-use 

subdivisions. As this has occurred, Fort Worth development has grown outward from the core and 

continues to do so.  

More recently, development patterns have 

started to become more focused; two primary 

examples of this are the rebirth of downtown 

and higher density mixed-use development 

along West 7th Street. There is also a growing 

desire to encourage similar patterns in other 

areas. For example, Fort Worthôs draft 2015 

Comprehensive Plan seeks to focus growth in 

24 mixed-use areas and eight industrials areas 

(see Figure 3-1). This type of concentrated 

development will increase the demand for 

transit and enable transit service to be more 

effective. 

Today, the largest zoning districts in Fort 

Worth are Single-Family and Low-Density 

Residential, representing over 50% of the 

total land within the city limits (see Figure 

3-2). The next largest zoning category is 

Industrial, accounting for 19% of the total 

land area in the city. Only 3% of land is 

designated as mixed use and 5% as 

multifamily residential, which are the two 

types of zoning that are best suited for transit -

oriented development. 

 



 


