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TO:  Senator William C. Smith, Jr., Chair 

Senator Jeff Waldstreicher, Vice Chair 

Judicial Proceedings Committee Members 

FROM:  Maryland Legislative Latino Caucus (MLLC) 

DATE:   April 1, 2021 

RE:    HB284 Vehicle Laws – Dedicated Bus Lanes – Enforcement 

 

The MLLC supports HB284 Vehicle Laws – Dedicated Bus Lanes – 

Enforcement. 

The MLLC is a bipartisan group of Senators and Delegates committed to supporting 

legislation that improves the lives of Latinos throughout our state. The MLLC is a 

crucial voice in the development of public policy that uplifts the Latino community 

and benefits the state of Maryland. Thank you for allowing us the opportunity to 

express our support of HB284. 

Public transportation is a key element in society because of the high ridership and 

community dependence on it. Participation in the workforce and our economy is 

greatly valued, therefore, also ensuring access to opportunities for everyone, 

regardless of race, ethnicity, or class, is crucial. Efficient and timely methods of 

transportation are essential for our community members to get to work, school, 

health care needs, and recreation. Poor bus service becomes an obstacle for 

Marylanders to attain education, secure and maintain employment, and receive 

medical treatment. This is a barrier for any resident who relies on public transit, but 

it disproportionately impacts communities of color.  

A 2017 study reported that Latino and Asian-American workers are twice as likely 

as white workers to not own a vehicle and Black American workers are three times 

as likely. In Baltimore City, about 30% of residents do not have a privately-owned 

vehicle. Thousands of individuals require public transportation, including buses. 

Bus services can become unreliable and lengthy due to non-stop related traffic 

interruptions. Alleviating factors to this problem are dedicated bus lanes. Dedicated 

bus lanes can shorten commute times and avoid traffic congestion. Enforcement is 

necessary to deter unauthorized drivers from attempting to take advantage of these 

bus lanes.  This provides an enhanced bus service that would improve sustainability, 

enable equitable community development, and reduce traffic congestion. 

HB284 prohibits driving a vehicle in a dedicated bus lane with certain exceptions, 

including a Maryland Transit Administration bus, a school bus, a bicycle, and an 

emergency vehicle. It also authorizes a local jurisdiction to use a bus lane monitoring 

system to record images of violations. All Marylanders should have access to 

reliable and effective public transit. This is a step towards greater opportunities for 

all. 

The MLLC supports this bill and urges a favorable report on HB284. 

https://www.demos.org/research/move-thrive-public-transit-and-economic-opportunity-people-color
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Maryland Public Health Association (MdPHA) 

PO Box 7045   6801 Oak Hall Ln   Columbia, MD 21045-9998 
GetInfo@MdPHA.org   www.mdpha.org   443.475.0242 

 

 

Mission: We champion health equity for Marylanders through advocacy and community 

collaborations. 

Vision: Healthy Marylanders Living in Healthy Communities 

 

  HB 284 Vehicle Laws – Dedicated Bus Lanes - Enforcement 

Committee: Judicial Proceedings 

Date: 4/1/21 

Position: SUPPORT  

 
Thank you for the opportunity to submit this letter in support of HB 284: “Vehicle Laws – Bus Lane 

Monitoring Cameras – Authorization”. On behalf of the Maryland Public Health Association, we wish to 

stress the value of reliable, accessible, and equitable public transit system to healthy communities.  

 

Currently, 30% of Baltimore residents do not have access to privately-owned vehicles.1 The percentage of 

households with no vehicle access is greater in historically red-lined and predominately African American 

communities in Baltimore City (East and West Baltimore City), estimated at greater than 50%.2 Residents 

that lack vehicle access are dependent on public transportation to get to healthcare appointments, work, 

school, and grocery shopping.  

 

It is estimated that two-thirds of public transit riders experience commute times that are 90 or more minutes 

each way. Interventions to increase the reliability and accessibility of public transit, such as dedicated bus 

lanes, can help to reduce commute times improving social mobility and economic opportunities. 

 

Those living near highways or congested traffic areas bear the health burden of pollution from vehicles. 

Dedicated public lanes also help to reduce traffic congestion, which in turn reduces air pollution that harms 

human health and greenhouse gas emissions that worsen climate change. Pollution from gas or diesel-

powered vehicles contributes to air pollutants such as particulate matter, nitrogen oxides, and volatile organic 

compounds. Exposure to air pollution, such as particulate matter, contributes to respiratory and cardiac harm, 

asthma exacerbations, and premature death. Further, the transportation sector is now the leading cause of 

greenhouse gas emissions in the US. Reducing greenhouse gas emissions (which reduces other dangerous 

pollutants) from the bus fleet, improving transit design, and systems in Baltimore can improve health and 

address climate change.  

 

The benefits of having dedicated bus lanes are reduced from improper utilization of the bus lane by non-

authorized vehicles. Strict enforcement is necessary to maintain use and integrity.3 We appreciate that HB 

284 aims to improve the reliability, speed, and frequency by creating a pathway to enforce dedicated bus 

lanes traffic lanes, so that the full health benefits of this transit intervention can be realized. Maryland Public 

Health Association expresses strong support for HB 284. 

The Maryland Public Health Association (MdPHA) is a nonprofit, statewide organization of public health 

professionals dedicated to improving the lives of all Marylanders through education, advocacy, and 

collaboration. We support public policies consistent with our vision of healthy Marylanders living in healthy, 

equitable, communities. MdPHA is the state affiliate of the American Public Health Association, a nearly 

145-year-old professional organization dedicated to improving population health and reducing the health 

disparities that plague our state and our nation. 

 
1 https://www.baltimoresustainability.org/wp-content/uploads/2019/01/SustainabilityPlan_011019.pdf 
2 https://www.baltimoresustainability.org/wp-content/uploads/2019/01/SustainabilityPlan_011019.pdf 
3 https://nacto.org/publication/urban-street-design-guide/street-design-elements/transit-streets/dedicated-curbside-offset-

bus-lanes/ 

http://www.mdpha.org/
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April 1, 2021 

 

The Honorable William C. Smith, Jr. 

Chair, Senate Judicial Proceedings Committee 

2 East Miller Senate Office Building  

Annapolis MD  21401 

 

Re: Letter of Support – House Bill 284 – Vehicle Laws – Dedicated Bus Lanes – Enforcement  

 

Dear Chair Smith and Committee Members: 

 

The Maryland Department of Transportation (MDOT) supports House Bill 284 as it allows for 

increased efficiencies and enforcement of dedicated bus lanes (DBLs). 

 

House Bill 284 prohibits a person from driving a motor vehicle in a DBL without local approval, 

as well as authorizes the local jurisdiction to implement a bus lane monitoring camera system to 

enforce the prohibition. This legislation is modeled after the report required by CH 340 of 2019, 

in which the MDOT Maryland Transit Administration (MTA), jointly with the Baltimore City 

Department of Transportation (BCDOT), examined best practices and technologies used by 

selected peer transit agencies and proposed an action plan for enforcement of DBL violations in 

Baltimore.  

 

MDOT MTA currently operates on a 5.5-mile network of dedicated lanes on high volume bus 

corridors in Downtown Baltimore City, with an additional 7 miles currently under construction 

through the North Avenue Rising project. DBLs are implemented in heavily used transit 

corridors; for example, each of the dedicated bus lanes in Baltimore City carry more people per 

lane than the adjacent general-purpose travel lanes. As MTA buses operate on streets owned and 

maintained by the City of Baltimore, the City’s partnership is essential. 

 

In February 2019, MDOT MTA released a study on the effectiveness of dedicated bus lanes, 

with traffic data reported both before and after the implementation of the lanes. During peak 

travel periods, improvements in travel times were found for 79% of the bus lanes. Travel time 

savings ranged from 4.7% on Baltimore Street, to 31.7% on Hillen Street/Guilford Avenue, with 

an average benefit of 9.3% per corridor. In addition, data demonstrates that these lanes have 

improved traveler safety by reducing the number of bus-involved crashes by nearly 12% which is 

a benefit to riders and non-riders alike. 

 

Dedicated bus lanes offer the potential for increased speed, safety, reliability, and on-time 

performance for transit vehicles, minimizing delays, particularly during rush hours. MDOT 

MTA’s joint report with Baltimore City found that in other jurisdictions across the country, 

automated lane enforcement has become a vital tool for assuring the efficiency of traffic in these 

lanes, as constant police monitoring requires additional resources, may cause greater challenges, 

and may further contribute to transit delays.  

 



The Honorable William C. Smith, Jr. 

Page Two 

 

 

MDOT MTA Police, the Baltimore Police Department, and BCDOT’s Safety Division have been 

actively patrolling dedicated bus lanes and issuing citations to those that are not authorized to 

travel in the lanes. Between January 1, 2018 and December 31, 2020, MDOT MTA Police issued 

approximately 4,079 citations and 316 warnings. In addition, the City of Baltimore issued 13,603 

violations for No Parking/Standing in Bus Stop/Bus Lane during the same time period 

throughout the entire City. Currently, when a violation occurs, police enforcement typically 

requires the blocking of the dedicated lane for an extended period to write tickets, check 

information, and if necessary, make an arrest. If the stop results in an arrest, the vehicle then 

must be towed and impounded, which prolongs the amount of time the bus lane is blocked. 

 

The Maryland Department of Transportation respectfully requests the Committee grant House 

Bill 284 a favorable report.   

 

Respectfully submitted, 

 

Kevin B. Quinn Jr.      Melissa Einhorn 

Administrator       State Legislative Officer 

Maryland Transit Administration   Maryland Department of Transportation 

410-767-3943       410-865-1102 
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Testimony in Support of HB284 

Vehicle Laws – Dedicated Bus Lanes – Enforcement 
 
Dear Chairman Smith and Members of the Judicial Proceedings Committee: 
 
HB 284 will make our buses run better. It is a city bill that lays the foundation for improved bus service 
quality throughout Maryland. This bill is the product of the 2019 Dedicated Bus Lane Workgroup - a 
year-long effort -  and is supported by the Mayor of Baltimore and Baltimore City Department of 
Transportation, Baltimore Sustainability Commission, Central Maryland Transportation Alliance, Greater 
Baltimore Committee, Maryland Legislative Latino Caucus, over 100 transit-riding city residents from 
every district in Baltimore city, and even a Howard County Councilmember. 

This bill was introduced in the 2020 legislative session as HB1492. The bill before you is, with minor 
revisions, in the same posture. This is a Baltimore City local bill. You have the Delegation letter of 
support as well as written support from the Office of Mayor Brandon Scott and other groups. This bill has 
no fiscal note and no opposition.  

Dedicated bus lanes (DBL) are specially marked to separate them from regular traffic. This separation 
improves the safety, reliability, speed and frequency of the entire network. Such lanes are used 
successfully in cities like San Francisco and New York. Combined with other improvements, such as 
signal prioritization, buses travelling on dedicated lanes offer higher quality service. Careful planning is 
needed to accommodate other activities, such as deliveries and drop offs. However, unless the lanes are 
enforced to prevent obstructions, they are nothing more than pretty paint on the pavement. 
 
HB 284 will have immediate local impact in Baltimore City, because it is the only locality that has DBLs 
at this time. As part of the Baltimore Link system upgrade launched by the MTA in 2017 after the 
cancellation of the Baltimore Red Line light rail project, about five miles of dedicated lanes were 
installed. The majority of the dedicated lane system is currently located in my district, the 46th.  
 
It is important to note that this bill will also make it easier for other jurisdictions, such as Howard county 
which already seems interested, to roll out their own Dedicated Bus Lane networks. 
 
In 2019 I passed HB130 which required the MTA and Baltimore City Department of Transportation 
(BCDOT) to study methods for enforcing the city’s dedicated bus lanes and report these findings to the 
General Assembly, which they did in December 2019. 
 
The study report recommended the following: 

x Enforcement: pilot test a well-coordinated DBL enforcement program, then expand to full 
implementation, with enforcement using stationary cameras. 



 

x Education: launch a public education campaign and continue awareness-raising efforts. 
x Engineering: Maintain red painted lanes in good repair and establish a curbside management 

working group. 
 
HB284 enables implementation of the most urgent recommendation: enforcement of DBLs using existing 
stationary cameras to issue civil citations. 
 
The quality of bus service is a matter of real consequence to thousands of essential and front-line workers, 
students and even tourists - over 20 million of whom visit Baltimore each year. Reliable, fast and frequent 
bus service is essential to equity, because quality transit is the bedrock for enabling access to opportunity 
and is a boon to our economy, environment and health. Lack of enforcement of the lanes is also 
dangerous for people riding bikes, who depend on them to move safely through the downtown area. 
 
Baltimore’s central business district is the region’s largest employment center. Other areas, like Towson, 
Woodlawn, Linthicum and Sparrows Point are emerging job hubs as well. About 33% of Baltimore 
households do not own cars. For them, the most critical link to employment is the bus system. And when 
buses are slow, or infrequent, workers risk losing their jobs. 
 
Thousands of middle school and high school students in Baltimore are dependent on Baltimore’s bus 
system. Our city does not have a yellow school bus service; our kids ride MTA buses, which means that 
slow, unreliable service directly affects their education. As we are fighting hard to improve the quality of 
education for Maryland’s children, we should also give as much attention to improving the transit system 
that helps them get to class every day. This bill will show how we can accomplish this important goal in a 
simple, cost effective way. 
 
The bill as introduced was subsequently amended; the amended version passed the House. I’d like to 
confirm that you have before you the amended version of the bill, in its final posture.   
 
I respectfully request a favorable report and thank you for your consideration. 
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Vehicle Laws – Dedicated Bus Lanes – Enforcement  

HB 284 - FAQ 
  

What will HB 284 do? 
x Improve the reliability, speed and frequency quality of MTA bus service by enforcing dedicated 

bus lane traffic laws 
x Allow Baltimore City to implement study recommendations for enforcing existing dedicated bus 

lanes 
x Enable the use of automatic cameras to monitor traffic in dedicated bus lanes  
x Enable local jurisdictions to issue civil citations no greater than $252 to unauthorized vehicles 

driving in dedicated bus lanes 
x Provide means for contesting citations issued by bus lane monitoring cameras 

 
Who Can Use Dedicated Bus Lanes? 

x MTA Buses 
x School Buses 
x Bicycles 
x Emergency Vehicles 

 
Why is this Legislation Important? 

x Poor bus service is a barrier to employment. According to the Regional Plan for Sustainable 
Development, only about 5% of jobs in the Baltimore region are reachable by transit trips of less 
than 90 minutes.  

x Poor bus service is a barrier to healthcare access. Many patients who have chronic illnesses fail 
to get well because inaccessible or poor transit service makes it hard to travel to the pharmacy for 
their medicines.  

x Poor bus service is a barrier to education. 30,000 Baltimore City Public School students depend 
on the city’s public bus service to get to and from school every day. Many children spend 90 
minutes or more each way, every day, to get to school. Evidence suggests that these long bus 
commutes contribute to lateness, absenteeism and even truancy. 

Did you Know? 
x 30% of Baltimore City residents do not have access to a privately-owned vehicle. 
x Baltimore City neighborhoods with insufficient transit access, like Sandtown Winchester also 

have among the highest rates of unemployment.  
x Dedicated bus lanes function in a way that is similar to fixed rail: fewer stops, fewer interruptions 

or blockages, and therefore reduced travel time and better frequency  
x The vast majority of the average American’s daily trips are less than 2 miles – to school, work or 

other activities. 
x Better bus service improves sustainability, enables equitable community development, and 

reduces traffic congestion and air pollution. 
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HB284 – Vehicle Laws – Dedicated Bus Lanes – Enforcement 

 
Images for Reference 

 
Image 1: Multimodal street with Dedicated Bus Lanes 

 

 
 Image 2: Dedicated Bus Lanes on 34th Street in Manhattan NYC 

 



Image 3: Obstructed Dedicated Bus Lane in downtown Baltimore 

 

 

Image 4: Stationary Cameras for Bus Lane Enforcement 
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 CITYLAB › 

To Build a Better Bus Lane, Just Paint 
It 
LAURA BLISS MARCH 01, 2019 

 
Trains have tracks, while buses share roads. And since trains don’t have to dodge cars, avoid 
potholes, or slog through rush-hour congestion, they tend to arrive more reliably than their 
rubber-tired counterparts, which are slow, late, and unpredictable in many U.S. cities largely 
(though not solely) due to other vehicles. 

That’s why city leaders looking to pull commuters out of their cars and onto public transit should 
put the bus first and apologize later, urges a new report from UCLA’s Institute of Transportation 
Studies. The name of the game is “tactical transit lanes”—also known as dedicated bus lanes. 
The report serves as a how-to guide for whipping up bus-only infrastructure on the cheap, and 
reaping outsize benefits. 

“TTLs” are a pretty recent phenomenon. John Gahbauer and Juan Matute, the UCLA 
transportation scholars who authored the guide, found 17 examples in cities around the U.S.—
including Boston, Denver, Seattle, L.A., and San Francisco, among others—all of which were 
installed after 2013, and mostly after 2016. “TTL” bus lanes are distinct from bus rapid transit 
(BRT), which is the form that long corridors dedicated to bus travel traditionally takes. Based on 
interviews and surveys of dozens of city planners, they found that TTLs are often much shorter 



than BRT—less than a mile long, in many cases—and targeted to dense commuter corridors 
rather than being spread across entire regions. 

They are also a lot easier to install than BRT lines, which typically require physical lane 
separations and fancy stations. To make a TTL, a can of paint or a stack of cones is often all 
that’s required to (mostly) keep cars out. And while TTLs can be permanent installations, the 
guide emphasizes the advantages of piloting them first, or even piloting them indefinitely, in 
order to diffuse the political stakes. 

After all, the reason that more buses don’t have their own lanes has little to do with engineering. 
Setting up a special space for buses usually means taking it away from private vehicles and 
parking spots, and people literally get murdered for that. Less extreme, car commuters and their 
elected officials—a group that sometimes includes the very decision-makers who may ultimately 
decide the fate of a bus-lane proposal—often fiercely resist projects that threaten their existing 
vehicle space. 

Which is why small-scale pilots can be useful. “They’re a great way to demonstrate the value of 
transit priority and engage those who benefit most—transit riders,” Matute said in an email. 

 
Workers make a bus lane permanent in San Francisco. (SFMTA) 
 
Take it from Everett, Massachusetts, which borders Boston but lacks a rail transit connection. A 
study of Everett’s transportation gaps identified an opportunity to ramp up bus frequency down 
Broadway, a major artery, and Everett’s mayor urged local planners to seize it. Compared to 
other suggestions in the study, like building rail or BRT, installing a bus lane would be relatively 
cheap and easy. First, planners had to figure out how many extra buses could run down the street 
during rush hour if they had their own lane. 



But instead of starting with a plan on paper, city officials just went out one week in December 
and stuck cones along a one-mile stretch of Broadway. It was an unorthodox approach; they 
skipped the traditional process of community outreach with a paper plan in advance. If it didn’t 
work out, they’d just take the cones back. 

But the benefits were immediately noticeable: Bus trip times were cut by more than 20 percent at 
peak hours, and drivers shaved a few minutes off of their commutes, too. During the seven-day 
trial, the city gathered feedback from fans and critics alike, enough to decide to formalize the bus 
lane with a coat of red paint and added service. “The pilot was the process,” Everett city planner 
Jay Monty told UCLA. 

That sort of approach wouldn’t fly in all cities, “but it can in certain places,” Matute said. Not 
long after, Boston and Arlington, Massachusetts, ran similar cone pilots. And Everett is making 
other street improvements, inspired by its own success. 

Other cities that have adopted TTLs on a wider scale have seen more impressive results. In San 
Francisco, a before-and-after study found that three bus lanes painted onto downtown streets in 
2014 improved transit delays (despite increases in car traffic), boosted transit reliability by 25 
percent, and cut collisions by 16 percent. Even better, the bus lane might have saved lives: 
Corridors with “red carpets” for buses saw 24 percent fewer crashes that resulted in injury, 
compared to citywide rates that hardly budged. 

Michael Rhodes, a transit planner for the San Francisco Municipal Transportation Agency, urged 
colleagues in other cities to follow San Francisco’s lead. “Quantify your benefits to build your 
support,” he said in his interview with UCLA. Now the SFTMA plans to turn 50 corridors into 
TTLs. 

It’s worth remembering that even the most cutting-edge practices in bus-lane making aren’t 
likely to be successful without a commitment to enforcement. Even when they’re supposed to be 
bus-only only during the heaviest commute hours, painted transit lanes are frequently violated by 
private cars, delivery vehicles, and other interlopers. Enforcement—especially the automated 
kind—can go a long way to stop them. City DOTs should also make sure they’ve cleared the 
necessary federal approvals in order to operate TTLs and avoid pesky lawsuits. To keep the red 
carpet from wearing off within months, make sure to paint it on new asphalt. 

But according to the report, even if they’re short, cheap, and a little DIY, dedicated lanes can 
also do a lot to smooth commutes, and brighten opinions about buses as they do. After all, it’s 
not just a preference for driving that keeps people off public coaches; buses get a bad rap, in 
some cases prejudiced, in some cases deserved. That’s part of the reason why bus ridership is 
spiraling downwards in so many cities, with fewer passengers leading to worse service leading to 
fewer passengers. If “tactical transit” helps kick that cycle in the opposite direction, cities should 
don their gear. 
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The ‘Busway’ Proves Another Benefit of Car-
Free Streets: Safety 
By Gersh Kuntzman 
Feb 17, 2020 

 

The car-free 14th Street Busway is a real lifesaver. No, literally. 

The benefits of the city’s transit-priority pilot program between Third and Ninth avenues in 
Manhattan are well documented: buses are moving much faster and ridership is up as a result of 
the improved service. 

But the project is having a much greater, and much-less-heralded, safety impact. 

In the four months since the busway began in October, total crashes are down 53 percent and 
injuries are down 63 percent compared to the same four-month period a year earlier. Crashes that 
resulted in injuries are down 68 percent. 

 



 

Here are the raw numbers: 

x Total crashes 
o Oct. 2018-Jan. 2019: 90 
o Oct. 2019-Jan. 2020: 42 (a decrease of 53 percent) 

x Total crashes with injuries 
o Oct. 2018-Jan. 2019: 27 
o Oct. 2019-Jan. 2020: 10 (a decrease of 63 percent) 

x Total injuries 
o Oct. 2018-Jan. 2019: 35 (seven cyclists, eight pedestrians, 20 motorists) 
o Oct. 2019-Jan. 2020: 11 (three cyclists, seven pedestrians, one motorist, a total decrease 

of 68 percent) 

It doesn’t take a rocket scientist — or a mayor! — to see what’s going on: Removing cars has 
enhanced safety for all road users. Street safety advocates have been calling for more car-free 
zones for years (and Mayor de Blasio has largely ignored them), so no one was surprised by 
Streetsblog’s back-of-the-envelope calculations. 

“Let’s hope [the reduced crashes on 14th Street] is a herald of a similar benefit we will see from 
congestion pricing and pedestrian zones and busways in the city’s future,” said Jon Orcutt, a 
former Department of Transportation official who now is advocacy director for Bike New York. 
“That said, moving the safety needle citywide means more aggressive traffic calming for the 
really car-oriented streets like Atlantic Avenue, Northern Boulevard, Third Avenue (in both 
Brooklyn and the Bronx) and on and on. It’s a long list.” 

Few, if any, of the most congested and dangerous stretches of roadway are being considered for 
busway treatment. The mayor said last year that he hoped to create new car-free busways in 
2020, though he declined to specify where. Here are just two examples of dangerous roadways 
that could be remedied: 

x Northern Boulevard between Queensboro Plaza and the Brooklyn-Queens Expressway 
o Total crashes Oct. 2018-Jan. 2019: 163, injuring 39 people 
o Total crashes Oct. 2019-Jan. 2020: 144, injuring 36 people 

x Fordham Road between Jerome Avenue and Southern Boulevard 
o Total crashes Oct. 2018-Jan. 2019: 133, injuring 42 people 



o Total crashes Oct. 2019-Jan. 2020: 102, injuring 32 people 

Also worth noting: The seven-block stretch of the Fulton Mall in Downtown Brooklyn — a car-
free transitway for decades — had just 43 total crashes in all of 2019, injuring 13 people. In the 
four months between October, 2019 and January, 2020, there were just 16 crashes, injuring four 
people. 

“There’s no question that more cars equals more crashes, so it’s no surprise that streets where 
people and transit are prioritized over traffic aren’t just more efficient and more pleasant; they’re 
also much safer,” said Transportation Alternatives spokesman Joe Cutrufo. 

The clear safety benefit of car-free roadways prompted Streetsblog to ask City Hall a few 
questions (albeit on Presidents Day): 

x What does City Hall think about these numbers? 
x Will City Hall give a timeline for an expansion of the busway model to other transit strips? 
x Since the evidence is clear — car-free streets are much safer — will the mayor commit to making 

more roadways off limits to cars? If so, when? If no, why not?  
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Sign on Letter to Support HB284 - Better Bus Service! 
 
Dedicated bus lanes are the best way to make our city's transit system work better RIGHT NOW! But the 
lanes must be enforced, or protected, so that buses can move quickly and reliably! Delegate Robbyn 
Lewis introduced HB284 to make this possible. 
 
Front line workers, like hospital and clinic staff - depend on buses. Eighteen percent of Baltimore 
workers depend on transit, and almost 30% of Baltimore residents do not own a car -  they all deserve 
transit service that is fast, frequent and reliable. Cities all over the country and the world are creating 
these lanes.  
 
Although Baltimore has about 5 miles of Dedicated Bus Lanes, they are not well enforced; folks 
frequently block them from being used. We all deserve better! Sign the petition to support HB284! It 
will: 

x Protect Dedicated Bus Lanes so buses move faster and more reliably 
x Use existing, stationary cameras to issue citations for unauthorized blocking of lane 
x Preserve your ability to turn right when you need to 
x Requires a public education campaign to inform folks and raise awareness 
x Promotes curbside management planning, so that deliveries and drop offs are doable 
x Lay the groundwork for a world class transit system! 

 
Fill in the petition below to let your Baltimore Delegates and Senators know that this matters to you! 
View bill text here: http://mgaleg.maryland.gov/mgawebsite/Legislation/Details/hb0284 
 

 

 

 

 

 

 



108  people signed on to support better bus service: 
First name Last name I support better 

HB284 and better bus 
service for all! 

What legislative district of 
Baltimore city do you live in?  

Steven Anderson Yes District 40 
Kellie Anderson Yes District 46 
Jacob Bernard Yes District 46 
Melvin Blickenstaff Yes District 40 
Julian Briggs Yes N/A 
Kim Brock Yes District 46 
Warner Brockman Yes District 40 
Milik  Brooks Yes Baltimore Co  
Molly Burger Yes District 46 
Brendan Burns Yes District 43 
Chris Caporaso Yes District 46 
Susan Carlin Yes District 46 
Takisha Caver Yes District 43 
Meredith Chaiken Yes District 43 
Craig Collins-Young Yes District 46 
Graham  Coreil-Allen Yes District 40 
Grant Corley Yes District 46 
Chris DeFrancisci Yes District 45 
Tina Dickenson Yes District 46 
Andrew Dupuy Yes District 40 
David Dutton Yes N/A 
Joshua Espinoza Yes District 46 
Ashley Esposito Yes District 40 
Ryan Eubanks Yes District 46 
Jennifer Fischetti Yes District 45 
Rainier Gomez Yes District 14  
Andrew Hall Yes District 46 
Anne Hawes Yes District 46 
George Hickman Yes District 40 
Andrew Hinz Yes District 40 
Alex Holt Yes District 41 
Jerome Horne Yes Moving to Baltimore soon! 
Erin Johnson Yes District 46 
Valerie  Johnson  Yes District 46 
Jim  Knighton  Yes District 43 
Shane Knudsen Yes District 43 
Leslie Kopchinski Yes District 45 
Navah Langmeyer Yes District 46 
Megan Lawless  Yes District 46 
Kim Le Yes District 45 



Emily Lerman Yes District 45 
Avelino Maestas Yes District 40 
Deara Marshall Yes District 43 
Patrick  McMahon  Yes District 43 
Frank Merritt Yes District 40 
Logan Mitchell Sr Yes District 41 
Barbara  Ogden Yes District 40 
Faith Owhonda Yes District 40 
Bella Palumbi Yes District 46 
John Pare Yes District 46 
Jason  Perrotti Yes District 40 
Emily Reely Yes District 45 
Todd Reynolds  Yes District 41 
Dan Richman Yes District 46 
Emily Rohrer Yes District 40 
Anne Saurbaugh Yes 42B - Baltimore Co  
Anne Sawyer Yes District 46 
Julie Saylor Yes District 45 
Nathaniel Sbar Yes District 46 
Jesse Schneiderman Yes District 46 
Melissa Schober Yes District 43 
Brian Seel Yes District 46 
Theresa Shafer Yes District 46 
Peter Smith Yes District 40 
Glenn  Smith  Yes District 40 
Marie Stelmack Yes District 45 
Harley Stokes Yes District 46 
Danielle Sweeney Yes District 46 
Rodney Tate Yes District 41 
R Thun Yes N/A 
Liana Vulaj Yes District 43 
Leo Wagner Yes N/A 
Justin Walker Yes District 40 
Pamela  Weissman  Yes District 45 
Madeline Wells Yes District 43 
Kim Wiggins Yes District 46 
Brian Wright Yes District 46 
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Dedicated Bus Lane Enforcement 
 
Executive Summary  
 
As dedicated bus lanes (DBLs) have gained in popularity in recent years, bus lane enforcement 
has rapidly become an important tool for keeping bus traffic moving efficiently. Cities with 
operational DBLs have started to explore strategies and technology solutions for enforcement. The 
Maryland Department of Transportation Maryland Transit Administration (MDOT MTA), jointly 
with the Baltimore City Department of Transportation (BCDOT), has examined best practices and 
technologies used by selected peer transit agencies and has proposed a plan for enforcement of 
DBL violations in Baltimore.  
 
The peer review has revealed a variety of approaches and strategies being used to enforce DBLs. 
The most effective methods include a combination of education, engineering, and enforcement 
strategies. As a result of shortcomings related to human-based enforcement, self-enforcing 
dedicated bus lane designs that combine physical barriers and automated enforcement programs 
are strongly preferred. The peer review identified that pilot programs have been successful in 
evaluating the usefulness and effectiveness of automated enforcement of dedicated bus lanes. Pilot 
programs can help build momentum for public and legislative support for automated enforcement 
– prior to full implementation.  
 
An automated enforcement pilot program is one of the key recommendations proposed as part of 
the DBL enforcement action plan for Baltimore City. The plan includes implementation of 
strategies that address enforcement, education, and engineering of dedicated bus lanes in 
Baltimore. 
 

• Enforcement Strategies 
• Regular coordination calls between enforcement units.  
• Monitor reporting mechanisms for vehicles in bus lanes. 
• Automated enforcement using stationary cameras – test via pilot program, 

followed by full implementation. 
 

• Education Strategy 
• Reintroduce an education campaign on dedicated bus lanes and continue 

educational efforts. 
 

• Engineering Strategies 
• Maintain red painted lanes in a state of good repair.  
• Establish a curbside management working group.  
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Introduction  
 
Maryland General Assembly House Bill 130 Chapter 340 of the 2019 session required the 
Maryland Department of Transportation Maryland Transit Administration (MDOT MTA), jointly 
with the Baltimore City Department of Transportation (BCDOT), to: 1) study and analyze 
dedicated bus lane (DBL) enforcement mechanisms used by peer transit agencies in the United 
States; and 2) develop a plan to enforce violations of dedicated bus lanes in Baltimore City. A 
Dedicated Bus Lanes Enforcement workgroup was formed to bring together MDOT MTA, 
BCDOT, the Parking Authority of Baltimore, and the Baltimore Police Department to work 
together in the creation of this study. 
 
The study includes an examination of best practices and technologies based on the experiences of 
selected peer transit agencies in the United States, a review of certain potential capital and 
operating costs, and an evaluation of the most effective methods for ensuring compliance with and 
enforcement of existing law, ultimately resulting in a plan for enforcement of violations of 
dedicated bus lanes in Baltimore City. 
 
Dedicated Bus Lanes and Enforcement in Baltimore 
 
In June 2017, MDOT MTA implemented BaltimoreLink, a complete restructuring of the bus 
network serving the Baltimore region. The program included implementation of a 5.5-mile 
network of dedicated lanes on high volume bus corridors in Downtown Baltimore, among other 
infrastructure investments. Following a public outreach effort, the lanes were installed in 2016 and 
2017 through a cooperative effort with BCDOT. The initial phase was implemented on Lombard 
and Pratt Streets between Howard and President Streets in 2016 by BCDOT. The rest of the 
dedicated lanes were implemented between May and November 2017. 
 
MDOT MTA and its partner, BCDOT, have considered dedicated bus lanes to maximize the 
benefit of bus routes by limiting their competition for space on congested downtown streets. 
Dedicated bus lanes minimize delays associated with auto traffic, particularly during rush hours. 
These lanes offer the potential for increased speed, safety, reliability, and on-time performance for 
transit vehicles. Because MDOT MTA buses operate on streets owned and maintained by the City 
of Baltimore, the City’s cooperation is essential. The City had previously implemented dedicated 
lanes on Pratt and Lombard Streets but, without clear markings and active enforcement, the lanes 
were of limited value. Early in the planning and design process for the BaltimoreLink dedicated 
lanes, BCDOT embraced the concept of an expanded network and agreed that MDOT MTA could 
design and install dedicated lanes in many additional corridors. BCDOT was integrally involved 
in all aspects of the project, from the development of the consultant scope of work, through the 
review stages, and implementation of the bus lanes.  
 
Enforcement is the joint responsibility of the MDOT MTA Transit Police, Baltimore Police 
Department, and the BCDOT Traffic Enforcement Officers. Maryland law specifies a fine of $90 
and one point on the driver’s license for failure to comply with a traffic control device. The 
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Baltimore City charter was recently amended to create a fine of $250 for driving or parking in a 
bus lane. That law took effect in September 1, 2017 but was not implemented until the end of 2017. 
MDOT MTA Police, the Baltimore Police Department, and BCDOT’s Safety Division have all 
undertaken enforcement efforts. MDOT MTA Police have issued approximately 2,020 citations 
and 249 warnings between January 1, 2018 and July 1, 2019. This compliments the City of 
Baltimore’s effort in issuing 10,341 violations for No Parking/Standing In Bus Stop/Bus Lane 
during the same time period. The City of Baltimore’s enforcement efforts have included issuing 
violations for parking or standing in bus stops as well as bus lanes throughout the city. MDOT 
MTA enforcement efforts have been mostly focused on violations that occur within the dedicated 
bus lanes. Violations issued by Baltimore City enforcement units are then collected by the City of 
Baltimore and distributed into the City’s general fund. Violations issued by MDOT MTA police 
are collected by the state and distributed into the state general fund. 
 
All partners have been actively patrolling DBLs and issuing citations, which is very manpower 
intensive. Human enforcement of DBLs via continuous police staff presence has been a challenge 
and often contributes in bus delays. When a violation occurs during enforcement efforts, police 
units typically block DBLs for a longer period to write tickets, check information, and if necessary 
make an arrest. If the stop results in an arrest, the vehicle then must be towed and impounded 
which prolongs the amount of time the bus lane is blocked.  
 
In addition to human resources, traffic management and enforcement technology tools available 
and currently used in the City of Baltimore include: 1) stationary cameras for red light automatic 
enforcement, 2) mobile speed cameras and, 3) mobile truck enforcement cameras. All of these 
programs are managed by BCDOT’s Automated Traffic Violation Enforcement System (ATVES) 
program. The BCDOT ATVES team was established in 2016 and consists of a staff of over ten 
quality assurance personnel, an Ombudsman, and Director. This team develops and supports the 
ATVES program with technical and oversight management that includes site selection, oversight 
of all vendor activity, contract compliance, and performance reporting. The group also conducts 
auditing and, most importantly, quality review of violation data, images, and video prior to police 
approval. These actions help maintain a program with the integrity necessary to support the safety 
of our citizens. 
 
Peer Review  
 
The conducted peer review examines the design, operations, and enforcement of bus lanes in six 
cities: Chicago, Denver, New York City, Philadelphia, San Francisco, and Seattle. The peer cities 
were chosen based on the presence of established dedicated bus lanes operating in mixed traffic 
conditions, allowing for suitable context that could lead to understanding the best practice 
management and enforcement strategies potentially applicable and transferable to Baltimore. The 
key questions addressed in the peer review focused on physical design, operating characteristics, 
and enforcement of the bus lanes. The main takeaways of the peer review are summarized below 
(detailed findings are included in Appendix A). Notably, the study team also reviewed the Bus 
Lane Enforcement Study released in June 2017 by the National Capital Region Transportation 
Planning Board to gain more insight about the potential strategies being considered to improve 
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observance with and enforcement of the bus lanes in the Washington, D.C. area (the study is 
included as Appendix B). 
 
Bus Lane Design and Operations 
 
Of the surveyed cities, New York City and San Francisco have the most extensive dedicated bus 
lane networks, as shown in the table below. Other cities have expressed interest in expanding their 
DBL networks to improve bus operations. In peer reviewed cities, dedicated bus lanes are typically 
concurrent-flow, located mostly along the curb or offset from the curb. If offset from the curb, the 
curb lane can be utilized for on-street parking or loading. There is no single design for dedicated 
bus lanes and each bus lane design is responsive to local conditions, policies, and regulations, and 
varies - often on a block-by-block basis. Peer cities often mentioned the importance of creating 
specific designs for each block and doing outreach to stakeholders during the planning and design 
process. 
 
Bus lane identification in the form of signage and street markings are important in making other 
roadway users aware of their presence, restricted times, and allowed users. They serve as the first 
– and often the sole – line of continuous enforcement. The surveyed DBLs are identified by signage 
and pavement markings, with red paint typically reserved for 24-hour lanes and deemed beneficial 
and highly desirable overall. Dashed white or red painted lines are typically used to indicate bus 
lane segments where other general traffic may enter or exit the lanes, usually to make turns. 
Finally, all cities use some version of the text “bus only” or “bus lane” painted on the pavement to 
clarify the lanes’ purpose.  
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Table 1: Bus Lane Design and Operations 

City Bus Lane 
Identification 

Operating 
Hours 

Right Turn 
Treatment 

Miles of bus lanes. 
Plans to expand? 

Chicago Signing and 
pavement markings, 
including red paint, 
red-mixed concrete 
and MMA (Methyl 
Methcrylate). 

• 24-hour
• Peak only

Right turns permitted 
at selected 
intersections 

< 5 miles and 
planning for 
additional lane miles 

Denver Signing and 
pavement markings. 

Converting to 
24-hour

Right turns permitted < 5 miles and 
planning for 
additional lane miles. 

New York 
City 

Signing and 
pavement markings, 
including red paint. 

• 24-hour
• Peak only

Right turns permitted, 
drivers enter as far 
beforehand as they 
desire if they turn at 
the next available turn. 

> 100 miles and
planning for
additional lane miles.

Philadelphia Signing and 
pavement markings. 

24-hour Right turns permitted. < 5 miles and 
planning for 
additional lane miles. 

San 
Francisco 

Signing and 
pavement markings, 
including red paint 
(reserved only for 24-
hour lanes) 

• 24-hour
• Peak only

Bus lanes are typically 
not directly adjacent to 
the curb, so turning 
lanes are to the right of 
the bus lanes. 

> 40 miles and
planning for
additional lane miles.

Seattle Signing and 
pavement markings, 
including red paint. 

• 24-hour
• Peak hour,

peak
direction

Right turns permitted, 
no standard for 
treatment length. 

> 30 miles and
planning for
additional lane miles.

Bus Lane Use and Access 

Defining specific vehicle types allowed in dedicated bus lanes is paramount to balancing the 
mobility and access needs of all roadway users. The peer review revealed that buses traveling in 
the DBLs share lane access with a variety of other users as shown in the table below. Freight 
delivery regulations in the bus lanes vary from city to city, but often allow for quick loading and 
unloading during off-peak hours, particularly when no other alternatives are provided (i.e., back 
access alleyways). Accommodating passenger and business loading was a common issue discussed 
amongst peer cities, and one that can be addressed through a variety of education, engineering, 
and enforcement strategies.  
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Table 2: Bus Lane Use and Access 

City Permitted Users 
Taxis pick-up and 

drop-off 
permitted? 

Freight Loading Permitted? 

Chicago Buses, emergency 
vehicles.  In some 
sections, bicycles 
are permitted. 

No No. Where alleys are available, they must be used 
for freight loading/unloading. Loading allowed on 
nearby block faces that do not have bus lanes. 

Denver Buses, 15-
passenger vans, 
business access, 
Fire-EMS, 
Paratransit, Flex-
Ride 

Yes Yes. Loading in DBLs does not require a permit. 
Better/more loading opportunities are considered 
during project design to better ensure compliance. 

New York 
City 

Buses, paratransit, 
bicycles 

“Expeditious” 
loading and 
unloading allowed. 
Proposed 
legislation wording 
change to specify a 
20-minute limit for 
loading and 
unloading. 

No, but there are no alleys in NYC so all freight 
activities are at the curb; loading is illegal, but it 
does happen. 

Philadelphia Buses and 
bicycles 

No No 

San 
Francisco 

Buses, taxis, 
emergency 
vehicles 

No – through 
movements only. 

No, many bus lanes are located adjacent to 
curbside parking/loading zones. Most violations 
are by delivery companies. Curb management 
team working with delivery companies to facilitate 
curb access. 

Seattle Public 
transportation 
vehicles (buses, 
paratransit, 
streetcar), 
emergency 
vehicles and 
bicycles 

No  No, except on 3rd Avenue during off peak hours 
(9am-3pm). Vehicles with a Commercial Vehicle 
permit are allowed to use DBLs on 3rd Ave in 
downtown Seattle, during off peak hours (9am-
3pm) and use the curb lane for deliveries only 
during this time.  
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Enforcement Strategies and Penalties 
 
In most surveyed cases, enforcement of dedicated bus lanes is a police responsibility with varying 
fines as shown in the table below. With limited police resources, targeted enforcement and 
campaigns have been used to increase awareness and change behavior. Penalties vary based on 
what type of violation is enforced and by whom it is enforced. While moving violations cannot 
typically be enforced by transportation agencies responsible for design and operation of DBLs, 
parking and transportation agencies have been able to enforce parking violations in DBLs as civil 
infractions.  
 

Table 3: Enforcement Strategies and Penalties 

City Who enforces? How? 
What guides 
enforcement

? 

Penalties 

Chicago Chicago PD & 
Parking 
Enforcement.  
CTA operations 
supervisors can 
also issue 
violations. 

Routine traffic patrols Operator 
complaints 

$90 

Denver Denver PD Visual enforcement, no specific 
enforcement procedures. Adding 
more DBLs and will develop 
enforcement program. 

Operator 
complaints 

$135 and 1 point on 
license 

New York 
City 

NYPD & 
automated 
enforcement 

Majority of enforcement today is 
from cameras. This has required 
better coordination between 
NYPD/operations and 
NYCDOT. NYPD works with 
NYCDOT on targeted 
enforcement campaigns. 

Camera 
footage and 
operator input 

NYPD officer: $115.  
Cameras: graduated 
fine structure: 
$50 for the first 
violation; additional 
violations within a 12-
month period: $100 for 
a second offense; $150 
third; $200 fourth; and 
$250 for a fifth 
violation and each 
subsequent one. Each 
violation also carries a 
$25 late fee. 

Philadelphia Moving 
violations: PPD  
Parking 
violations: PPD, 
Phila Parking 
Authority, 

Visual and spot / targeted 
enforcement campaigns. 
Multiple agencies can issue 
tickets and educate the motorists 
about the bus lanes. 

Operator 
input and 
obtained data 
analysis  

Illegal parking in a bus 
zone carries a $76 fine.  
Other tickets vary by 
issuing body.  
Moving fines vary and 
only issued by PPD. 
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City Who enforces? How? 
What guides 
enforcement

? 

Penalties 

SEPTA Police 
and supervisors. 

San 
Francisco 

Moving 
violations: 
SFPD  
Parking 
violations: 
SFMTA parking 
control officers 
via automated 
enforcement 

Enforcement mostly relies on 
bus-mounted camera footage 
review. Two parking control 
officers are dedicated to 
reviewing all recorded video 
images recorded with a date and 
time stamp, and to manually 
determine if parking violation 
has occurred and issuing citation 
to the registered owner within 15 
days of the violation. Footage is 
viewed 24/7, although the 
parking control officers focus 
their review on known problem 
areas. Citations are issued to 
violations captured during 
operational DBLs. Cameras only 
capture images of parking 
violations and not of other 
drivers, vehicles, and 
pedestrians. 

Camera 
footage  

SFPD (moving 
violations): $288 fine 
for driving /stopping in 
DBLs if issued by 
SFPD. 
Cameras (non-moving 
violations): $110 fine 
for parking in DBLs. 
 

Seattle Seattle PD – 
additional 
enforcement 
funding 
provided by 
SDOT  

Educational campaign - handout 
for people who receive a 
warning. 
Routine traffic patrols and 
targeted enforcement. 

Observed 
high violation 
rates 

$136 fine. 

 

Automated Enforcement in Peer Cities 
 
An emerging alternative to human-based enforcement of dedicated bus lanes access are automated 
cameras. Cameras are perceived as a potential tool that largely transcends the limitations and 
drawbacks associated with human enforcement. Like automated enforcement efforts associated 
with speed, red light, and truck cameras, this technology can streamline enforcement efforts, 
making it more manageable and efficient. The use of automated enforcement cameras for 
dedicated bus lanes has been considered by the surveyed peer cities however, only New York City 
and San Francisco have been actively using stationary and bus-mounted cameras, as shown in the 
table below.  
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New York City 
 
Metropolitan Transportation Authority New York City Transit (MTA New York City Transit) and 
New York City’s Department of Transportation have long sought authority to use camera-based 
enforcement for bus lanes. While waiting for the authorization to use the stationary cameras for 
bus lane enforcement from the New York State Legislature, New York City began a pilot camera-
based enforcement program targeting taxicabs, over which it has greater regulatory control. 
Beginning in 2009, NYCDOT started reviewing video images to identify taxis illegally traveling 
in the 34th Street bus lanes. In June 2010, the New York State Legislature passed its first 
authorization for the city to begin using camera-based enforcement on six Select Bus Service 
corridors. In September 2015, New York State legislation expanded that authorization to 16 routes. 
Most recently, in July 2019, the New York State Senate passed a bill removing the cap on 
automated enforcement cameras for bus lanes and traffic lights throughout the city, while also 
increasing penalties for repeat offenders - gradually from $50 up to $250. 
 
The legislation had left the decisions regarding the choice of technology and the number of 
cameras to install to New York City DOT. In the beginning, NYC had used two types of bus lane 
cameras for bus lane enforcement – stationary and on-bus mobile cameras (for standing violations 
only). Stationary cameras are fixed units mounted above the bus lanes that contain two cameras: 
the first camera shows the license plate of the violating vehicle, while the second camera shoots a 
wider video of the street. The first camera provides a high-quality view of the rear of a vehicle, 
clearly showing the vehicle’s license plate, but not showing the driver of the vehicle. The second 
camera provides a wider-angle view of the street, clearly showing both potential actions in the bus 
lane, and showing other activity on the street that could have forced a vehicle to use the bus lane; 
the bus lanes in New York City can be legally used by non-bus vehicles for several purposes, 
including making the next legal right turn, accessing the curb, or to avoid an emergency vehicle. 
Since the camera enforcement system is unable to automatically differentiate between these legal 
activities and illegal uses of the bus lane before issuing violations, recorded video must be 
reviewed manually by camera operators prior to a violation being issued.  
The City invested approximately $3.3 million in capital start-up costs to implement its stationary 
camera program (44 cameras in total were purchased and installed) and spends close to $2.0 
million annually on average in operating and maintenance costs on fixed cameras. Revenues from 
the bus lane camera violations peaked in FY 2015 ($16.6 million) and then decreased 33% in FY 
2016 ($11 million). 
 
New York City had also initially operated bus-mounted mobile cameras used for capturing 
standing violations – on six buses in total. Since in NYC only a standing violation could be issued 
under this system, two buses must observe the same vehicle stopped at the same GPS location -
this proved to be logistically challenging. These cameras are no longer used, and the original bus-
mounted camera program in NYC was discontinued a few years ago. However, in October 2019, 
MTA New York City Transit and New York City’s Department of Transportation deployed an 
updated version of the automated bus-mounted camera system on a percentage of buses to 
complement their stationary camera program. This new system in New York City was tested in a 
successful pilot program evaluating the efficacy of the mobile cameras. The enforcement effort is 



     

10 
 

limited to a select portion of the bus fleet - a total of 123 buses across three routes - to capture real-
time bus lane violations as part of citywide efforts to increase bus speeds and keep traffic moving 
on congested streets. The proposed NYC Transit 2020-2024 Capital Plan includes $85 million for 
further expansion of the camera enforcement program.  Revenue gained from paid fines will go 
toward the New York City Transportation Assistance Fund, which funds the operating and capital 
costs of the Metropolitan Transit Authority’s subway action plan.  
 
San Francisco 
 
The San Francisco Municipal Transportation Agency (SFMTA) also conducted a similar pilot 
program testing the viability of the bus-mounted cameras for DBL enforcement. Following the 
successful pilot program conducted in 2008, San Francisco worked through legal and legislative 
hurdles to be able to roll-out the bus-mounted camera system and equip the entire bus fleet (800+) 
in 2014, six years after the pilot. Two on-board cameras ticket unauthorized road users parked in 
the transit only lanes and capture only non-moving violations. One camera faces street level to 
capture wide footage of the surrounding environment and the other captures the license plate from 
the side. Unlike in New York City, automated on-board cameras in San Francisco capture video 
footage of all parked violators regardless of the amount of time they have spent in the DBLs. 
 
 
Over the last few years, the SFMTA program’s combined operating and maintenance and capital 
costs of the enforcement and video maintenance averaged $330,000 annually, with on-going O&M 
cost for equipment estimated at $150,000/year, plus ~$180,000/year for salaries of two dedicated 
parking control officers. The average number of citations issued over the past few years has been 
approximately 340/month, which translates into approximately $300,000 in revenue annually. The 
cited on-going annual operating and maintenance costs do exclude the initial $6.3 million 
(~$9,500/bus) start-up capital investment to implement the camera enforcement program. 
 
Bus mounted camera pilot programs have not been successful everywhere. In Chicago, a bus 
mounted camera pilot was conducted from 2004 to 2006 on just two buses; following the pilot, a 
program was not implemented due to technical issues with the cameras and a shortage of trained 
employees. In other cities, efforts to implement cameras for dedicated bus lane enforcement have 
encountered multiple political, legal, and administrative challenges, similar to hurdles associated 
with overcoming opposition to speed and red light-cameras. In general, automated camera 
enforcement proposals related to bus lane enforcement are still an emerging technology being 
explored.  
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Table 4: Camera Enforcement – State of Practice among Peers 

City Do you use cameras? Comments 

Chicago No  2004-2006 pilot project incorporated bus-mounted 
cameras but was discontinued due to issues with the 
cameras and shortage of trained employees.  During recent 
Mayoral campaign Mayor Lightfoot pledged to advocate 
for bus -mounted enforcement cameras. 

Denver No 
 

New York 
City 

Yes, almost entirely stationary 
cameras – no standard spacing, 
typically one block to few blocks 
apart. NYCDOT decides where 
they are placed; cameras can be 
moved. Traffic operations unit 
runs the cameras. 

Profitability of stationary cameras is an issue, incentive to 
space them appropriately.  
Bus-mounted cameras now operational, but only on 
certain routes and buses.  

Philadelphia Not currently but exploring 
options.    

Concerns about equity – due to an operator / bus driver 
responsible for flagging the DBLs violations manually, 
potential concerns about possibly targeting certain 
populations.  

San 
Francisco 

Yes, bus-mounted.  Installed 
fleet-wide as part of a larger bus 
surveillance project. Cameras 
face forward and capture parking 
violations. The legislation does 
not permit use of cameras for 
moving violations.  

Staff resources:  
• Review all camera footage manually (2 staff 

members) 
• Administer citations 
• Adjudicate citation appeals 
• Maintain camera equipment. 

Seattle No - need legislative approval. Seeking legislation for stationary cameras – attempts to 
pass legislation have failed.  

 
Lessons Learned  
 
Overall, the peer review has revealed that a variety of approaches and strategies are being used in 
the surveyed cities to make dedicated bus lanes more efficient and reliable. The most effective 
methods combine proven yet flexible design, operations, and enforcement strategies. Some of the 
key lessons learned include: 
 
• Design and Operations: 

• All peer cities want to expand their DBL networks. 
• The most effective bus lane design is tailored for the conditions on each block. Curbside 

needs should be anticipated during the planning and design phases of projects. 
• Red painted lanes are preferred to reduce violations. 
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• Self-enforcing bus lane designs that combine physical barriers, dedicated loading 
spaces, and separate right turn lanes are preferred. 

• Several agencies recommended using “Public Transit Use Only” for bus lanes to clearly 
distinguish the dedicated bus lanes’ authorized users. 

• Lead agency responsible for physical design, operations, and often enforcement is 
usually that city’s DOT. 

• Education campaigns before, during, and after project implementation are needed. 
• Peer agencies have not conducted comprehensive and robust analyses of bus lane 

violations on bus speed and reliability. 
 

• Enforcement: 
• Automated enforcement programs are highly desirable to complement human 

enforcement and perceived to be the most effective enforcement tool. Capital and 
operating costs and legislative requirements are factors that need to be considered. 

• Coordination between police departments and DOTs is important. 
• Education and engineering efforts are needed to complement enforcement efforts. 
• Human enforcement is very manpower intensive, often disruptive, and the net benefits 

are debatable. 
 

Automated Enforcement in Baltimore 
 
As mentioned previously, a combination of education, engineering, and enforcement efforts are 
needed to successfully enforce dedicated bus lanes. Automated enforcement is being utilized in 
peer cities and was studied given the local context in Baltimore. The Dedicated Bus Lanes 
Enforcement workgroup provided information related to automated enforcement including: 
Option A: Stationary cameras operated by BCDOT’s ATVES program and Option B: Bus-
mounted cameras operated as a partnership between MDOT MTA and BCDOT.  Costs 
associated with each option as well as a pros/cons list are detailed below and were used for 
decision making purposes. 
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Table 5: Automated Enforcement Costs  

Option A: Stationary Cameras 
 Option B: Bus-Mounted Cameras 

• $5,000 per month per stationary camera 
(includes installation costs and maintenance) 
 
 
 
 
 

• BCDOT operational costs would increase 
based on the number of violations and how it 
works with the existing system. Operational 
costs would feed into BCDOT’s ATVES 
program. 

• $9,500 per bus for installation to the entire fleet 
- $7.13 million to equip MDOT MTA buses 
with required cameras. (Some buses may not be 
able to handle additional cameras/wiring) 

• $438,750 in maintenance and software 
expenses in first year and $585,000 annually 
for MDOT MTA. 

• BCDOT operational costs would increase based 
on the number of violations and how it works 
with the existing system. Operational costs 
would feed into BCDOT’s ATVES program. 

 

Table 6: Automated Enforcement Comparison 

 Option A: Stationary Cameras 
 Option B: Bus-Mounted Cameras 

Pros 

• More effective than human enforcement 
• Cameras can record crashes 
• Already established vendor relationship 
• Easy integration with red light/speed 

cameras 
• Reduced upstart timeframe 
• Scalable examples (red/speed/truck 

cameras) 
• Cameras can be portable (unlikely in 

downtown DBLs) 

• More effective than human enforcement 
• Cameras can record crashes 
• More effective at capturing parking and 

loading violations 

Cons 

• Potential location constraints 
(ROW/Utilities) 

• Less effective at capturing parking and 
loading violations 

 

• Requires continued investment - MDOT 
MTA replaces 70 buses/year, camera cost 
would need to be built into future bus 
purchases and coordinated annually 

• Unknown maintenance concerns 
• Quality assurance system would need to 

be worked out 
• Vulnerability of the equipment due to 

condition of the roadways  

 
Based on the above information, the Dedicated Bus Lanes Enforcement workgroup recommends 
Option A: Stationary cameras as an automated enforcement mechanism. In working with 
BCDOT’s already established ATVES program, a stationary camera program utilizing 
relationships with existing vendors will reduce start-up time and maintenance unknowns. This 
effort can place stationary cameras in strategic locations and allows for a scalable program based 
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on future costs and revenues. Following a recommended pilot project – if successful – DBL 
cameras would be introduced gradually throughout Baltimore City, with on-going accuracy 
tracking and monitoring, to earn and maintain public confidence in the usefulness, proven utility, 
and reliability of the enforcement system. 
 
While bus-mounted cameras have been piloted in a few other cities, the workgroup does not 
recommend pursuing this option at this time. While MDOT MTA buses are housed at four different 
bus divisions, buses within divisions are not reserved for specific routes. Additionally, not all 
routes service segments along a dedicated bus lane. A bus-mounted camera program would need 
to be installed on the entire bus fleet to ensure that the dedicated bus lanes are being thoroughly 
and effectively monitored. The bus fleet includes multiple different series of buses and is 
constantly changing as buses are undergoing regular and unscheduled maintenance. Per Title VI 
requirements, different series of buses should be equally dispersed throughout the service area. In 
addition, some older buses may not be able to handle any additional wiring or camera equipment. 
Approximately 70 buses are also replaced each year through multi-year bus contracts. To 
implement a successful program, MDOT MTA and BCDOT would need to complete a funding 
and revenue agreement that would allow cameras on MDOT MTA buses issue citations for 
BCDOT ATVES staff.  
 

Recommended Enforcement Plan for Baltimore 
 
A combination of enforcement, education, and engineering efforts have been used to enforce 
dedicated bus lanes in Baltimore. This recommended enforcement plan adds to efforts already in 
place by the various workgroup members. The plan is organized by strategies related to 
enforcement, education, and engineering, as detailed below:  
 
Enforcement Strategies 
 

• Strategy #1 – Automated enforcement – a pilot program followed by full 
implementation  
Acknowledging that automated enforcement is more effective than human enforcement, a 
pilot automated enforcement program utilizing stationary cameras is recommended to be 
established to test the automated enforcement technology on select DBL routes / segments 
in Baltimore. The pilot program will evaluate the effectiveness of the automated cameras 
at a manageable initial investment cost.  

 
If the pilot determines that an automated enforcement system utilizing stationary cameras 
could capture satisfactory evidence to enforce DBLs traffic violations in Baltimore, a 
more permanent program would then be established as part of BCDOT’s ATVES 
program.  
 

 
• Strategy #2 – Improved coordination between enforcement agencies 
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With the addition of the dedicated bus lanes, an initial coordination effort began between 
enforcement units. After the creation of the workgroup MDOT MTA Police, the 
Baltimore Police Department, and the BCDOT Traffic Enforcement Section renewed 
regular coordination calls. This restarted effort will continue as a best practice for 
identifying hotspots and coordinating on enforcement efforts.  

 
• Strategy #3 – Monitor reporting mechanisms for vehicles in bus lanes 

MDOT MTA and BCDOT have established mechanisms for vehicles violating dedicated 
bus lanes. Both agencies will continue to monitor reports from the public to influence 
education, engineering, and enforcement efforts. 

 
Education Strategies 
 

• Strategy #1 – Reintroduce an education campaign on dedicated bus lanes and 
continue educational efforts  
MDOT MTA and BCDOT will continue to develop and share effective and meaningful 
educational material through press releases and social media channels. Most recently, 
banners notifying users to ‘Respect the Bus Lane’ have been showcased along major 
downtown corridors to bring additional awareness. MDOT MTA and BCDOT will also 
continue to train and educate on the values and regulations regarding dedicated bus lanes. 

 
Engineering Strategies 
 

• Strategy #1 – Physical Design: maintain red painted lanes in a state of good repair.  
The conducted peer review highlights the level of importance other cities have assigned to 
red painted lanes and clear delineation of the space reserved for transit buses. MDOT MTA 
and the City of Baltimore have a signed Memorandum of Agreement (MOA) that assigns 
responsibility to both agencies regarding red paint associated with dedicated bus lanes. The 
MOA states that MDOT MTA assumes maintenance cost from regular wear and tear, while 
BCDOT ensures restoration following utility cuts. Additionally, red paint evaluation shall 
be performed by MDOT MTA at least once every two years. The two agencies will 
continue to work together to accomplish this goal. 

 
• Strategy #2 – Establish a curbside management working group.  

This group will enable a formal way for agencies to coordinate any efforts related to 
curbside management. This newly established group, bringing together representatives 
from MTA, BCDOT, the Parking Authority, and the Baltimore Development Corporation 
will meet regularly to discuss enforcement / management issues and problem-solving 
strategies. 
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th
e

r tic
k
e

ts
 v

a
ry

 b
y
 is

s
u

in
g

 

b
o

d
y
. M

o
v
in

g
 fin

e
s
 v

a
ry

 a
n

d
 o

n
ly

 

is
s
u

e
d

 b
y
 P

P
D

.

N
e

tw
o

rk
 is

 u
n

d
e

r 4
 m

ile
s
, b

u
t th

e
re

 a
re

 p
la

n
s
 to

 e
x
p

a
n

d
 it, 

s
p

e
c
ific

a
lly

 a
lo

n
g

 R
o

o
s
e

v
e

lt B
o

u
le

v
a

rd
 in

 N
E

 P
h

ila
d

e
lp

h
ia

. 

Other Inform
ation Shared

Bus Lane Enforcem
ent



Peer City
City Agency

Transit Agency

San Francisco
SFM

TA
San Francisco B

ay A
rea R

apid Transit 
D

istrict (B
A

R
T)

Seattle
SD

O
T

Sound Transit

Do you have cam
eras for 

enforcem
ent? 

If used, are cam
eras stationary or bus-

m
ounted?

If relying on police enforcem
ent how

 
are bus lanes enforced?

W
hat analysis guides 

enforcem
ent efforts?

W
hat else are you doing to keep bus lanes clear?

Violation / Ticket / Fine 
Other Inform

ation Shared

Bus Lane Enforcem
ent

Yes, bus-m
ounted cam

eras. 
Installation fleet-w

ide w
as 

facilitated through the integration 
into a larger bus video im

provem
ent 

project com
pleted in 2014. Cam

eras 
face forw

ard and capture parking 
violations. The legislation does not 
perm

it use of cam
eras for m

oving 
violations. 

B
us-m

ounted only surveillance cam
eras located 

inside the buses – these cam
eras w

eren’t 
installed specifically for the purpose of enforcing 
bus lanes, but each bus has ~12 cam

eras, som
e 

of w
hich provide forw

ard-facing footage that 
can capture bus lane violations. The cam

era 
vendor is D

TI:  http://w
w

w
.dti.com

.au/ 
Looking into license plate recognition softw

are 
tools that could autom

ate citations, potentially 
reducing costs and increasing revenue.

Enforcem
ent m

ostly relies on bus-
m

ounted cam
era footage review

. Tw
o 

parking control officers are dedicated 
to review

ing all recorded video 
im

ages recorded w
ith a date and tim

e 
stam

p, and to m
anually determ

ine if 
parking violation has occurred and 
issuing citation to the registered 
ow

ner w
ithin 15 days of the violation. 

Footage is view
ed 24/7, although the 

parking control officers focus their 
review

 on know
n problem

 areas. 
Citations are issued to violations 
captured during operational D

B
Ls. 

Cam
eras only capture im

ages of 
parking violations and not of other 
drivers, vehicles, and pedestrians.

Cam
era footage

•	Painting 24/7 bus lanes red.
•	Curb m

anagem
ent to prioritize passenger and 

com
m

ercial loading over unregulated parking.
•	Right-turn pockets w

here space perm
its and turn 

volum
es are high so turning vehicles don’t block 

bus lane.  Length varies, typically ~ 100 feet.
A

lso rem
oving on-street parking.

SFPD
 (m

oving violations): $288 fine 
for driving /stopping in D

B
Ls if issued 

by SFPD
.

Cam
eras (non-m

oving violations): 
$110 fine for parking in D

B
Ls.

Currently ~40 m
iles of transit-only lanes, w

ith som
e dating back to 

early 1970s. There are plans to extend the netw
ork, and on-going 

projects.
Cam

era enforcem
ent history: SFM

TA
 pursued state legislation to 

am
end the California V

ehicle Code to use cam
eras for parking 

violations. O
riginally a 3-year pilot program

 (2007-2010), approved 
w

ith efforts from
 local politicians spearheading the m

essage that 
better enforcem

ent and cam
eras are needed to increase the speed 

of buses. O
riginally rolled out on 20%

 of the buses. The legislation 
w

as approved and m
ade the cam

era enforcem
ent program

 (TO
LE 

Program
) perm

anent in 2011 after a successful pilot program
. The 

legislation does not perm
it use of cam

eras for m
oving violations. 

Cam
eras are on 24/7, on all buses, but footage has to be review

ed 
m

anually by 2 staff m
em

bers; footage also only last 2 w
eeks and gets 

deleted after that.
•	Staff resources, including staff to review

 cam
era footage, adm

inister 
citations, adjudicate citation appeals, m

aintain cam
era equipm

ent.
•	Bus operator training, if the cam

era system
 requires operators to 

initiate/stop recording (program
 now

 uses continuously-running 
cam

eras). 

N
o, need state law

 passed to 
authorize cam

era-use, bill currently 
in lim

bo.

N
/A

 yet, but planning to use stationary cam
eras 

once legislation allow
ing their use is passed.  

Yes, but w
ould like to com

bine it w
ith 

cam
eras.  Pilot cam

era program
 is 

desirable.

O
bserved high violation 

rates.

Educational cam
paign - handout for people w

ho 
receive a w

arning.
R

outine traffic patrols and targeted enforcem
ent.

$136 fine.

31.2 m
ile and grow

ing netw
ork of D

edicated B
us Lanes in Seattle. 

W
ide variety of D

B
L designations: som

e are peak only, and change by 
peak direction; m

any are 6A
M

-9A
M

 &
 3PM

-7PM
 only.

Seattle has a  dedicated curbside m
anagem

ent team
 (staff of 6).  

First bus lanes im
plem

ented about 15 yrs ago.
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B
U

S LA
N

E 
EN

FO
R

C
EM

EN
T 

STU
DY

June 20
17



2

A
s p

art of the Technical A
ssistance P

rog
ram

 of its U
nified

 P
lanning

 W
ork 

P
rog

ram
 (U

P
W

P
), the N

ational C
ap

ital R
eg

ional Transp
ortation P

lanning
 

B
oard

 (TP
B

), in coord
ination w

ith W
M

A
TA

, com
m

issioned
 a stud

y to research, 
id

entify, and
 d

evelop
 strateg

ies to im
p

rove ob
servance w

ith and
 enforcem

ent 
of b

us lanes in TP
B

 jurisd
ictions. This stud

y review
ed

 national and
 local 

b
est p

ractices for b
us lanes w

ith a focus on enforcem
ent strateg

ies, leg
al 

restrictions on cam
era enforcem

ent strateg
ies tailored

 to TP
B

 jurisd
ictions, 

and
 com

p
rehensive ed

ucational strateg
ies for d

rivers, p
ed

estrians, and
 

law
 enforcem

ent ag
encies. The find

ing
s w

ere then used
 to create a B

us 
Lane Im

p
lem

entation P
lan (Section 3 p

rovid
es an overview

) w
ith sp

ecific 
recom

m
end

ations, strateg
ies and

 tim
e fram

es for actions to b
e taken in TP

B
 

jurisd
ictions, and

 reg
ion-w

id
e, to ensure the success of b

us lane initiatives.

EX
EC

U
TIV

E SU
M

M
A

RY
IN

T
R

O
D

U
C

T
IO

N
The N

ational C
ap

ital R
eg

ion (N
C

R
) is consistently ranked

 one of the m
ost 

cong
ested

 m
etrop

olitan areas in the U
nited

 States. 1 The reg
ion’s cong

estion 
im

p
acts all road

w
ay users, includ

ing
 those using

 p
ub

lic transit. W
ashing

ton 
M

etrop
olitan A

rea Transit A
uthority (W

M
A

TA
) b

uses typ
ically op

erate w
ith 

averag
e sp

eed
s reaching

 less than 10
 m

iles p
er hour on m

ost corrid
ors and

 less 
than five m

iles p
er hour in d

ow
ntow

n D
.C

. d
uring

 p
eak p

eriod
s. 2 A

s reg
ional 

b
us sp

eed
s continue to d

rop
 and

 b
us p

erform
ance suff

ers from
 cong

estion, 
reg

ional interest in p
otential transit p

referential treatm
ents has increased

, 
includ

ing
 transit sig

nal p
riority, q

ueue jum
p

 lanes, and
 b

us lanes. N
ew

 b
us 

lanes are op
erating

 in several of the reg
ion’s jurisd

ictions, and
 m

any are b
eing

 
im

p
lem

ented
 or p

lanned
.

B
us lanes have the p

otential to sig
nificantly im

p
rove b

us sp
eed

s and
 reliab

ility. 
For transit ag

encies, b
us lanes can result in shorter running

 tim
es, w

hich in turn 
lead

 to increased
 reliab

ility, d
ecreased

 sched
ule recovery tim

es, and
 red

uced
 

op
erating

 cost. For b
us p

asseng
ers, b

us lanes can d
ecrease in-vehicle travel 

tim
es as w

ell as red
uce averag

e w
aiting

 tim
es at stop

s and
 vehicle crow

d
ing

 
resulting

 from
 the im

p
roved

 reliab
ility – increasing

 the attractiveness of transit 
and

 p
otentially increasing

 transit rid
ership. H

ow
ever, these b

enefits are not 
solely achieved

 throug
h the d

esig
n and

 installation of a b
us lane. Suffi

cient 
p

ub
lic sup

p
ort for reg

ulating
 the use of b

us lanes and
 enforcing

 those 
reg

ulations are key factors.  E
ff

ective d
esig

n, ed
ucation and

 outreach strateg
ies 

are critical d
uring

 b
oth the p

lanning
 and

 p
ost-im

p
lem

entation p
hases, and

 all 
p

lay critical roles in achieving
 the p

otential b
enefits of b

us lanes.

1 
T

h
e IN

R
IX

 20
16

 G
lo

b
al Traffi

c S
co

recard
, http

://in
rix.co

m
/sco

recard
/ [A

ccessed
 Jun

e 15
, 

20
17]

2 
W

ashing
to

n M
etro

p
o

litan A
rea Transit A

uth
o

rity, E
valuatio

n o
f B

us S
p

eed
s (July 20

10
).

T
H

E
 S

U
C

C
E

S
S

 O
F

 B
U

S
 L

A
N

E
S

 D
E

P
E

N
D

S
 O

N
 

T
H

E
 D

E
V

E
LO

P
M

E
N

T
 A

N
D

 C
A

R
E

F
U

LLY
 P

H
A

S
E

D
 

IM
P

LE
M

E
N

TA
T

IO
N

 O
F

 A
 C

O
M

P
R

E
H

E
N

S
IV

E
 

E
D

U
C

A
T

IO
N

 A
N

D
 E

N
F

O
R

C
E

M
E

N
T

 ST
R

A
T

E
G

Y
 

P
R

IO
R

 TO
 A

N
D

 A
F

T
E

R
 L

A
N

E
 IN

STA
LL

A
T

IO
N

. 
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This stud
y focused

 p
rim

arily on the p
eriod

 follow
ing

 corrid
or selection and

 
the com

p
letion of the p

lanning
 p

rocess, and
 the associated

 actions key to 
successful im

p
lem

entation and
 m

anag
em

ent of b
us lanes. The assessm

ent and
 

feasib
ility of b

us lanes, w
hich occurs earlier on in the p

lanning
 p

rocess, w
as 

not w
ithin the scop

e of this stud
y. 

STU
DY

 
O

B
JEC

TIV
ES

 
ID

E
N

TIF
Y

 E
N

FO
R

C
E

M
E

N
T 

STR
A

TE
G

IE
S FO

R
 E

F
F

E
C

TIV
E

 
B

U
S LA

N
E

 M
A

N
A

G
E

M
E

N
T

 
O

V
E

R
C

O
M

E
 LE

G
ISLA

TIV
E

 
B

A
R

R
IE

R
S IN

 TH
E

 
IM

P
LE

M
E

N
TA

TIO
N

 O
F

 B
U

S 
LA

N
E

S 
D

E
V

E
LO

P
 E

F
F

E
C

TIV
E

 
E

D
U

C
A

TIO
N

 A
N

D
 P

U
B

LIC
 

O
U

TR
E

A
C

H
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E
F

F
E

C
T

IV
E

 B
U

S
 LA

N
E

 
M

A
N

A
G

E
M

E
N

T
This stud

y id
entified

 b
arriers to im

p
lem

entation and
 strateg

ies for eff
ective 

b
us lane m

anag
em

ent by local jurisd
ictions, w

ith a focus on:

EN
FO

R
C

EM
EN

T
A

lthoug
h p

ractices vary, enforcem
ent of b

us lane use is need
ed

 to 
ensure that b

uses are not ad
versely aff

ected
 by vehicle traffi

c. P
olice 

enforcem
ent and

 autom
ated

 cam
era enforcem

ent are the tw
o m

ost 
com

m
on enforcem

ent tools utilized
 to m

inim
ize b

us lane violations. 

• 
P

olice E
nforcem

ent: Several stud
ies ind

icated
 that the p

ercep
tion 

of lim
ited

 b
us lane enforcem

ent increases violation rates, 
d

im
inishing

 the eff
ectiveness of b

us lanes and
 resulting

 in red
uced

 
b

us sp
eed

s. Som
e level of p

olice p
resence is need

ed
 to d

iscourag
e 

p
otential violators from

 entering
 the b

us lanes. H
ow

ever, ag
encies 

need
 to consid

er the financial, leg
islative, and

 hum
an resources 

req
uired

 by p
olice enforcem

ent. B
ud

g
et lim

itations and
 conflicting

 
p

riorities can m
ake it d

iffi
cult to sustain a continuous p

olice 
enforcem

ent p
rog

ram
. 

• 
A

utom
ated

 C
am

era E
nforcem

ent: C
am

eras installed
 on b

uses (or 
stationary cam

eras installed
 along

 the b
us lanes) can autom

ate 
the enforcem

ent p
rocess, g

enerating
 autom

atic citations for 
b

oth m
oving

 and
 p

arking
 violations. C

om
p

ared
 to active p

olice 
enforcem

ent, autom
ated

 enforcem
ent can have sig

nificant fiscal 
and

 enforcem
ent b

enefits. H
ow

ever, transit ag
encies are rarely 

authorized
 to enforce restrictions in the b

us lanes they op
erate 

w
ithin, p

resenting
 sig

nificant enforcem
ent challeng

es. A
utom

ated
 

cam
era enforcem

ent usually req
uires new

 enab
ling

 leg
islation and

 
ad

m
inistrative p

rocesses. 

STA
K

EH
O

LD
ER

 C
O

O
R

D
IN

A
TIO

N
C

ase stud
ies from

 across the country ind
icated

 
that it is essential to have coop

eration am
ong

 
state, reg

ional, and
 local ag

encies, as w
ell as 

traffi
c eng

ineering
 and

 transit service p
lanning

 
offi

cials, at all p
hases of im

p
lem

entation. 
Interag

ency coop
eration is not just essential 

in the p
lanning

, d
esig

n, and
 construction 

p
hases, b

ut also in the op
erational p

hase of 
a p

roject. The transit op
erating

 ag
ency is 

rarely the ag
ency resp

onsib
le for m

aintaining
 

lane m
arking

s, setting
 traffi

c sig
nal tim

ing
s, 

and
 other essential com

p
onents of eff

ective 
b

us lanes. In ad
d

ition, m
any b

us lanes w
ill 

cross jurisd
ictional b

ound
aries, therefore the 

sp
onsoring

 ag
ency m

ust take the lead
 to 

consid
er all ag

ency stakehold
ers and

 their 
roles throug

hout the life-cycle of the b
us lane. 

P
lanning

, d
esig

n, construction, enforcem
ent, 

and
 m

aintenance could
 all involve d

iff
erent 

ag
encies and

 d
ivisions, each of w

hich need
 

to b
e at the tab

le from
 the b

eg
inning

 of the 
p

rocess to help
 estab

lish eff
ective and

 lasting
 

coord
ination p

roced
ures.

BUS 
ONLY

BUS 
ONLY
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BUS 
ONLY

LEG
ISLA

TIO
N

A
s noted

 ab
ove, autom

ated
 cam

era enforcem
ent usually 

req
uires enab

ling
 leg

islation. There are various typ
es 

of cam
era-b

ased
 enforcem

ent of p
arking

 or m
oving

 
violations for b

us lanes in use tod
ay, b

ut N
ew

 York C
ity 

and
 San F

rancisco have the m
ost rob

ust, m
ost exp

licit, 
on-b

oard
 cam

era enforcem
ent of violations in b

us lanes 
in the U

nited
 States. K

ey elem
ents of their resp

ective 
enab

ling
 leg

islation includ
es:

• 
P

ilot/d
em

onstration p
roject sunset p

rovision
• 

Leg
islative rep

orting
 req

uirem
ents

• 
W

arning
 p

eriod
s b

efore fines are issued
 for 

violations
• 

Id
entification of cam

era locations (on-b
oard

 b
uses 

or stationary) and
 locations of corrid

ors w
ith 

cam
era enforcem

ent 
• 

E
nforcem

ent hours
• 

V
iolation typ

es and
 fine am

ounts
• 

E
nforcem

ent p
rocesses and

 p
rivacy p

rotections
• 

E
d

ucation 
• 

M
onitoring

ED
U

C
A

TIO
N

E
d

ucational cam
p

aig
ns are a crucial p

iece of 
any transit p

roject. They serve the interests 
and

 know
led

g
e of p

ed
estrians, cyclists, 

d
rivers, and

 transit op
erators and

 p
rom

ote 
p

roject sup
p

ort. K
ey ed

ucational strateg
ies 

are sum
m

arized
 as follow

s: 

• 
Start ed

ucating
 and

 m
essag

ing
 early, 

and
 continue b

oth d
uring

 and
 after 

im
p

lem
entation.

• 
Tailor eng

ag
em

ent m
ethod

s to fit the 
p

roject. U
sing

 d
ata and

 p
rofessional 

jud
g

m
ent, targ

et relevant constituencies/
p

op
ulations and

 id
entify p

roject p
artners.

• 
Sig

nal the exclusivity of a b
us lane to 

road
 users throug

h strip
ing

, m
arking

, or 
sig

nag
e.

• 
A

lw
ays ed

ucate transit vehicle op
erators.

• 
P

rovid
e sim

p
le, clear, and

 inform
ative 

p
roject d

etails online throug
h w

eb
sites 

and
 social m

ed
ia, as w

ell as in p
rint 

m
aterials and

 b
rochures. 

• 
U

se creative p
ub

lic eng
ag

em
ent 

m
ethod

s.

M
O

N
ITO

R
IN

G
E

nforcem
ent, leg

islation, 
and

 outreach activities 
are all critical p

ieces 
of im

p
lem

enting
 

eff
ective b

us lanes. 
H

ow
ever, d

esig
ning

 a 
successful b

us lane also 
req

uires continuous 
m

onitoring
 after the 

b
us lanes are installed

. 
The m

onitoring
 actions 

p
ost-im

p
lem

entation 
should

 includ
e 

p
erform

ance m
easures 

that are m
eaning

ful 
and

 m
easurab

le 
for evaluating

 the 
eff

ectiveness of 
b

us lanes as w
ell 

as com
p

liance and
 

violation rates. 
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BUS
 

ONLY

BU
S 

ON
LY

BUS 
ONLY

BUS 
ONLY

IM
P

LE
M

E
N

TA
T

IO
N

 P
LA

N
A

 successful b
us lane im

p
lem

entation p
lan is a m

ultip
hase p

rocess that includ
es three elem

ents of eff
ective b

us lane im
p

lem
entation strateg

ies: enforcem
ent, 

leg
islation, and

 p
ub

lic ed
ucation. E

ach of these elem
ents overlap

s w
ith the m

ost critical com
p

onent of a p
roject’s success: stakehold

er coord
ination. The 

eng
ag

em
ent of various stakehold

er g
roup

s help
s b

uild
 consensus around

 m
ajor p

roject d
ecisions and

 p
rovid

es sup
p

ort for the leg
islative and

 executive 
actions need

ed
 for successful im

p
lem

entation. Transit op
erators are rarely the only ag

ency resp
onsib

le for the d
esig

n, op
eration, and

 enforcem
ent of b

us lanes. 
Id

entifying
 and

 eng
ag

ing
 key stakehold

ers in a structured
 and

 d
elib

erate m
anner early on, and

 throug
hout the p

rocess, 
is essential to successfully im

p
lem

enting
 b

us lanes. C
reating

 a collab
orative environm

ent that fosters m
eaning

ful and
 

sub
stantive involvem

ent throug
hout the p

rocess ad
d

resses issues of concern that could
 im

p
ed

e the installation of b
us 

lanes and
 help

s id
entify p

rob
lem

 locations and
 op

erational issues, p
ost-im

p
lem

entation. Stakehold
er coord

ination is 
not only necessary in the p

lanning
, d

esig
n and

 construction p
hases; it m

ust also continue throug
hout the op

eration of 
a p

roject. 

The follow
ing

 d
escrib

es the p
hases and

 associated
 recom

m
end

ations id
entified

 for the Im
p

lem
entation P

lan:

1 PHASE
PLANNING 
STAGE

D
evelop

 a corrid
or selection and

 p
lanning

 
p

rocess, and
 estab

lish an interag
ency w

orking
 

g
roup

. This includ
es:

• 
D

evelop
ing

 key p
erform

ance m
easures for 

b
us lane assessm

ent that are consistent 
across the reg

ion.
• 

C
ond

ucting
 a p

erform
ance evaluation to 

d
eterm

ine id
eal corrid

ors that w
ould

 b
enefit 

m
ost from

 transit im
p

rovem
ents.

• 
Id

entifying
 key stakehold

ers that need
 to b

e 
m

ost actively involved
 in the p

roject’s early 
eng

ag
em

ent, as w
ell as d

eterm
ining

 p
arties 

that should
 b

e up
d

ated
 p

eriod
ically.
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BU
S 

ON
LY

BUS 
ONLY

BU
S 

ON
LY

2 PHASE
PRIOR TO 
IMPLEMENTATION

A
fter the p

hysical location of the b
us lane is id

entified
 

throug
h the p

lanning
 p

rocess, the interag
ency w

orking
 

g
roup

 should
:

• 
R

eview
 law

s currently g
overning

 use of p
ub

lic 
rig

hts-of-w
ay and

 typ
es of enforcem

ent p
erm

itted
 

to und
erstand

 and
 ad

d
ress leg

islative b
arriers in the 

im
p

lem
entation of b

us lanes.
• 

D
evelop

 an enforcem
ent p

rog
ram

 w
ith a focus 

on p
olice enforcem

ent and
/or autom

ated
 cam

era 
enforcem

ent.
• 

Id
entify various interest g

roup
s and

 ap
p

rop
riate typ

es 
of eng

ag
em

ent. 
• 

E
stab

lish a strateg
ic p

lan to eng
ag

e the p
ub

lic and
 

p
rom

ote p
roject sup

p
ort.

3 PHASE
AFTER 
OPENING

A
fter b

us lanes are in op
eration, the interag

ency w
orking

 
g

roup
 should

:

• 
C

ontinue ed
ucation and

 p
ub

lic outreach to p
rom

ote 
p

roject sup
p

ort and
 ed

ucation.
• 

E
nsure that targ

eted
 p

olice enforcem
ent is 

cond
ucted

 for the first few
 w

eeks as p
art of the 

enforcem
ent p

rog
ram

.
• 

M
onitor p

erform
ance m

easures and
 violation typ

es 
to evaluate the effi

ciency of enforcem
ent strateg

ies.
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H
ow

ever, these b
enefits cannot b

e solely achieved
 throug

h the d
esig

n and
 

installation of a b
us lane. A

 successful b
us lane m

ust have suffi
cient p

ub
lic 

sup
p

ort for reg
ulating

 the use of b
us lanes and

 enforcing
 those reg

ulations.  
E
ff

ective d
esig

n, enforcem
ent, and

 ed
ucation strateg

ies are critical d
uring

 
b

oth the p
lanning

 and
 p

ost-im
p

lem
entation p

hases (Figure 2). 

FIG
U

R
E 2 

K
E

Y
 E

LE
M

E
N

TS TO
 E

F
F

E
C

TIV
E

 B
U

S LA
N

E
 

IM
P

LE
M

E
N

TA
TIO

N
 

SEC
TIO

N
 1.0

: 
IN

TR
O

D
U

C
TIO

N
TP

B
, in coord

ination w
ith W

M
A

TA
, com

m
issioned

 this stud
y to research, 

id
entify, and

 d
evelop

 strateg
ies to im

p
rove ob

servance w
ith and

 enforcem
ent 

of b
us lanes in TP

B
 jurisd

ictions. This stud
y review

ed
 b

us lane enforcem
ent 

strateg
ies of national and

 local transit ag
encies and

 jurisd
ictions, leg

al 
restrictions on cam

era enforcem
ent strateg

ies in TP
B

 jurisd
ictions, and

 
com

p
rehensive ed

ucational strateg
ies for d

rivers, p
ed

estrians, and
 law

 
enforcem

ent ag
encies. The scop

e of this stud
y d

id
 not includ

e b
us lane 

p
lanning

 and
 op

erations p
hases.  

A
s p

art of this stud
y, the B

us Lane Im
p

lem
entation P

lan w
as d

evelop
ed

 to 
off

er sp
ecific recom

m
end

ations, strateg
ies and

 tim
e fram

es for actions to b
e 

taken in TP
B

 jurisd
ictions, and

 reg
ion-w

id
e, to ensure the success of new

 b
us 

lane initiatives. This rep
ort d

ocum
ents the results of the stud

y p
rocess.

S
E

C
T

IO
N

 1.1: P
R

O
B

LE
M

 
D

E
F

IN
IT

IO
N

B
us lanes have the p

otential to sig
nificantly im

p
rove b

us sp
eed

s and
 reliab

ility. 
For transit ag

encies, b
us lanes can result in shorter running

 tim
es, w

hich in 
turn lead

 to increased
 reliab

ility, d
ecreased

 sched
ule recovery tim

es, and
 

red
uced

 op
erating

 cost. For b
us p

asseng
ers, b

us lanes can d
ecrease in-vehicle 

travel tim
es as w

ell as red
uce averag

e w
aiting

 tim
es at stop

s and
 vehicle 

crow
d

ing
 resulting

 from
 the im

p
roved

 reliab
ility – increasing

 the attractiveness 
of transit and

 p
otentially increasing

 transit rid
ership

 (Figure 1). 

FIG
U

R
E 1 

P
O

TE
N

TIA
L B

U
S LA

N
E

 B
E

N
E

FITS
 

INCREASE 
IN TRANSIT 

ATTRACTIVENESS & 
RIDERSHIP

REDUCED COST

SHORTER TRIPS

LESS WAITING

LESS CROW
DING

SHORTER 
RUNNING TIMES 

& INCREASED 
RELIABILITY

B
U

S LA
N

E 
EFFEC

TIV
EN

ESS

P
L

A
N

N
IN

G
/ 

E
N

G
IN

E
E

R
IN

G
 

D
E

S
IG

N

P
O

LIC
Y

L
A

W
 

E
N

F
O

R
C

E
M

E
N

T
E

D
U

C
A

T
IO

N

B
U

S 
LA

N
ES
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S
E

C
T

IO
N

 1.2: LO
C

A
L C

O
N

T
E

X
T

The N
C

R
 is consistently ranked

 one of the m
ost cong

ested
 m

etrop
olitan areas 

in the U
nited

 States. 1 The reg
ion’s cong

estion im
p

acts resid
ents, b

usinesses, 
the traveling

 p
ub

lic, and
 p

olicy m
akers. W

hile all road
 users exp

erience the 
im

p
acts of cong

ested
 cond

itions, the eff
ect on p

ub
lic transit users rid

ing
 

b
uses op

erating
 in m

ixed
 traffi

c is m
ore sig

nificant as transit routes are 
typ

ically fixed
, not allow

ing
 b

uses to chang
e their routes to avoid

 cong
estion. 

F
urtherm

ore, d
ue to the need

 to m
ake freq

uent stop
s, b

uses g
enerally travel 

in the rig
ht-m

ost lane, w
hich tend

s to have the m
ost friction w

ith p
arking

 
and

 load
ing

 activities, taxis, and
 rig

ht-turning
 vehicles. D

ue to the im
p

acts 
of cong

estion and
 rig

ht-lane friction, W
M

A
TA

 b
uses typ

ically op
erate w

ith 
averag

e sp
eed

s less than 10
 m

iles p
er hour on m

ost corrid
ors and

 less than 
5 m

iles p
er hour in d

ow
ntow

n D
.C

. d
uring

 the p
eak p

eriod
s. 2 R

eg
ional road

s 
w

ith a sig
nificant am

ount of transit (at least six b
uses in the A

M
 p

eak hour) 
exp

erience m
ore cong

estion d
uring

 p
eak tim

es than the reg
ional averag

e of all 
road

s. 3 

A
s b

us sp
eed

s continue to d
rop

 and
 b

us p
erform

ance suff
ers from

 cong
estion, 

reg
ional lead

ers recog
nize and

 have resp
ond

ed
 to the need

 to im
p

lem
ent, on 

a coord
inated

 b
asis, transit p

referential treatm
ents, includ

ing
 transit sig

nal 
p

riority (TSP
), q

ueue jum
p

 lanes, and
 b

us lanes. N
ew

 b
us lanes are op

erating
 

in several of the reg
ion’s jurisd

ictions, and
 m

any are b
eing

 im
p

lem
ented

 or 
p

lanned
 (Table 1). 

3 
T

P
B

 C
o

ng
estio

n M
anag

em
ent P

ro
cess Tech

nical R
ep

o
rt, 20

16
. http

s://w
w

w
.m

w
co

g
.

o
rg

/d
o

cum
ents/20

16
/0

9/0
9/co

ng
estio

n
-m

anag
em

ent-p
ro

cess-cm
p

-tech
nical-rep

o
rt-

co
ng

estio
n

-m
anag

em
ent-p

ro
cess/

TA
B

LE 1 
R

E
C

E
N

TLY
 IM

P
LE

M
E

N
TE

D
 A

N
D

 P
LA

N
N

E
D

 TP
B

 
JU

R
IS

D
IC

TIO
N

 B
U

S LA
N

E
S

TPB
Jurisdictions

C
urrent/Planned B

us 
Lane

Year C
om

pleted or 
Im

plem
entation Phase

C
ity of A

lexand
ria, 

VA
C

rystal C
ity P

otom
ac 

Yard
 Transitw

ay 
20

14
 – in op

eration as 
M

etrow
ay service

W
est E

nd
 Transitw

ay 
C

urrently in d
esig

n, p
lanned

 
op

ening
 early 20

20
s

VA
 7 B

R
T* 

P
relim

inary d
esig

n 
anticip

ated
 to b

eg
in in late 

20
17, op

ening
 m

id
 20

20
s

A
rling

ton C
ounty, 

VA
C

rystal C
ity P

otom
ac 

Yard
 Transitw

ay 
20

16 - in op
eration as 

M
etrow

ay Service

M
ontg

om
ery 

C
ounty, M

D
U

S 29 (B
urtonsville to 

Silver Sp
ring

) 
P

relim
inary d

esig
n und

erw
ay, 

p
lanned

 op
ening

 late 20
19/

early 20
20

M
D

 586  (V
eirs M

ill 
R

oad
, R

ockville to 
W

heaton) 

In p
lanning

M
D

 355 (C
larksb

urg
 to 

B
ethesd

a)
O

ng
oing

 p
lanning

 stud
y

Fairfax C
ounty, VA

U
S 1 B

R
T (E

m
b

ark 
R

ichm
ond

 H
ig

hw
ay)

O
ng

oing
 p

lanning
 into 20

18

VA
 7 B

R
T 

P
relim

inary d
esig

n 
anticip

ated
 to b

eing
 in late 

20
17, op

ening
 m

id
 20

20
s

W
ashing

ton, D
C

 
(D

D
O

T)
G

eorg
ia A

venue N
W

 
20

16 – in op
eration

H
 Street N

W
 and

 I 
Street N

W
 

O
ng

oing
 p

lanning
 stud

y

16th St N
W

 
P

relim
inary d

esig
n und

erw
ay, 

p
lanned

 op
ening

 in 20
18-

20
20

*V
A

 7 B
R

T stud
y fro

m
 Tyso

ns to A
lexand

ria recently co
m

p
leted

 b
y N

o
rthern V

irg
inia 

Transp
o

rtatio
n C

o
m

m
issio

n (N
V

TC
); w

o
rk co

ntinues w
ith the C

o
m

m
issio

n, A
lexand

ria, and
 F

airfax 
C

o
unty

E
ach config

uration has contextual challeng
es in term

s of ed
ucation, safety, 

and
 enforcem

ent. For exam
p

le, in 20
0

3, b
us lanes w

ere installed
 on 7th St 

N
W

 (b
etw

een M
t. V

ernon Sq
uare and

 P
ennsylvania A

ve N
W

) and
 9th St 

N
W

 (b
etw

een M
t. V

ernon Sq
uare and

 E
 St N

W
) in the D

istrict of C
olum

b
ia. 

N
either the p

ub
lic nor the d

rivers w
ere ed

ucated
 p

rior to installation, causing
 

confusion am
ong

 d
rivers reg

ard
ing

 how
 the lanes should

 b
e ob

served
, and

 by 
p

olice reg
ard

ing
 enforcem

ent. These lanes have b
een larg

ely unsuccessful d
ue 

to the low
 level of ob

servance by d
rivers of other vehicles. 
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S
E

C
T

IO
N

 1.3: P
R

O
JE

C
T

 G
O

A
L/V

IS
IO

N
The follow

ing
 g

oals w
ere id

entified
 as p

art of this stud
y:

1
ID

E
N

TIF
Y

 E
N

FO
R

C
E

M
E

N
T STR

A
TE

G
IE

S FO
R

 E
F

F
E

C
TIV

E
 B

U
S LA

N
E

 M
A

N
A

G
E

M
E

N
T 

A
 review

 of the state of the p
ractice, along

 w
ith national and

 local ag
ency interview

s, ind
icated

 
that som

e level of enforcem
ent, either throug

h autom
ated

 enforcem
ent (cam

era) or active p
olice 

enforcem
ent, is essential to the success of b

us lanes. U
nd

erstand
ing

 local cond
itions and

 challeng
es, 

as w
ell as hig

hlig
hting

 op
p

ortunities, are the key step
s tow

ard
s successful im

p
lem

entation. Section 
2.2 p

rovid
es d

etailed
 inform

ation on the key enforcem
ent strateg

ies and
 b

arriers to im
p

lem
entation.  

2
O

V
E

R
C

O
M

E
 LE

G
ISLA

TIV
E

 B
A

R
R

IE
R

S IN
 TH

E
 IM

P
LE

M
E

N
TA

TIO
N

 O
F

 B
U

S LA
N

E
S 

To enab
le eff

ective b
us lane enforcem

ent strateg
ies, leg

islation is g
enerally need

ed
 b

oth at the local 
and

 state level. P
rior to the im

p
lem

entation of b
us lanes, jurisd

ictions should
 review

 the leg
islation to 

id
entify challeng

es (e.g
., p

ub
lic sup

p
ort) and

, w
here necessary, d

evelop
 p

otential m
od

ifications to the 
leg

islation that m
ay b

e req
uired

 for the d
esig

n and
 op

eration of b
us lanes. Section 2.3 off

ers further 
insig

ht on p
otential leg

islative issues that ag
encies m

ay encounter d
uring

 the im
p

lem
entation p

hase 
and

 p
rovid

es g
uid

ance to overcom
ing

 leg
islative b

arriers.

3
D

E
V

E
LO

P
 E

F
F

E
C

TIV
E

 E
D

U
C

A
TIO

N
 A

N
D

 P
U

B
LIC

 O
U

TR
E

A
C

H
 

E
d

ucational cam
p

aig
ns and

 p
ub

lic outreach are key to id
entifying

 p
otential im

p
acts, p

rom
oting

 
p

roject sup
p

ort, and
 ensuring

 success of any transit p
roject. Section 2.4 id

entifies eff
ective 

m
essag

ing
 tactics, key targ

et g
roup

s, and
 ed

ucational cam
p

aig
n p

lans for b
us lane im

p
lem

entation. 
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SEC
TIO

N
 2.0

: 
EFFEC

TIV
E B

U
S LA

N
E 

M
A

N
A

G
EM

EN
T

This section id
entifies b

arriers to im
p

lem
entation and

 strateg
ies for local 

jurisd
ictions to eff

ectively m
anag

e b
us lanes, w

ith a focus on the follow
ing

 
elem

ents:

• 
Stakehold

er C
oord

ination  
• 

E
nforcem

ent  
• 

Leg
islation

• 
E

d
ucation

• 
M

onitoring

A
 com

p
rehensive literature review

, along
 w

ith interview
s w

ith local and
 

national transp
ortation ag

encies, w
as cond

ucted
 to evaluate successful 

enforcem
ent, leg

islative, and
 ed

ucational techniq
ues in the U

nited
 States 

and
 ab

road
. D

etailed
 inform

ation for each strateg
y is p

rovid
ed

 in sep
arate 

technical m
em

orand
a in the ap

p
end

ices to this d
ocum

ent.

S
E

C
T

IO
N

 2.1: STA
K

E
H

O
LD

E
R

 
C

O
O

R
D

IN
A

T
IO

N
A

 w
id

e variety of sources rep
orted

 that interag
ency coord

ination p
lays a 

critical role in the overall success of any b
us lane im

p
lem

entation p
roject. 

C
ase stud

ies from
 across the country reiterated

 that it is essential to have 
coop

eration b
etw

een state, reg
ional, and

 local ag
encies, and

 b
etw

een 
traffi

c eng
ineering

 and
 transit service p

lanning
 offi

cials, at all p
hases of 

im
p

lem
entation. Interag

ency coop
eration is essential not just in the p

lanning
, 

d
esig

n, and
 construction p

hases, b
ut also in the op

erational p
hase of a 

p
roject. The op

erating
 ag

ency is rarely the ag
ency exclusively resp

onsib
le for 

m
aintaining

 lane m
arking

s, setting
 traffi

c sig
nal tim

ing
s, and

 other essential 
com

p
onents of a p

referential treatm
ent.

A
s an exam

p
le, transit-only lane im

p
lem

entation in N
ew

 York C
ity is a 

“joint venture” of tw
o d

iff
erent ag

encies, the N
ew

 York C
ity D

ep
artm

ent of 
Transp

ortation (N
Y

C
D

O
T) and

 M
etrop

olitan Transp
ortation A

uthority (M
TA

) 
N

ew
 York C

ity Transit (an entity of the State of N
ew

 York). Throug
hout the 

p
rocess, there has b

een a hig
h level of interag

ency coop
eration to successfully 

im
p

lem
ent these initial lanes, as w

ell as sub
seq

uent transit-only lane p
rojects 

in N
ew

 York C
ity. G

iven that m
any p

rojects of this nature req
uire collab

oration 
from

 m
ultip

le ag
encies as w

ell as other stakehold
ers in the com

m
unity, g

etting
 

these g
roup

s on the sam
e p

ag
e can g

reatly im
p

rove the success of a p
roject. 

R
eview

ing
 p

ast p
rojects and

 id
entifying

 b
est p

ractices is also useful to ensure 
the success of future p

rojects. N
Y

C
D

O
T stress that ag

encies m
ust b

e w
illing

 to 
reevaluate p

ractices to im
p

rove im
p

lem
entation, w

hether using
 case stud

ies 
from

 an ag
ency’s ow

n exp
erience or the exp

erience of others. 

A
g

encies in the TP
B

 reg
ion should

 consid
er these find

ing
s and

 exam
p

les 
w

hen consid
ering

 b
us lanes in their jurisd

ictions. M
any b

us lane facilities w
ill 

cross jurisd
ictional b

ound
aries and

 w
arrant coord

ination, and
 the sp

onsoring
 

ag
ency m

ust take the lead
 to consid

er all ag
ency stakehold

ers that should
 

b
e involved

, as w
ell as their role throug

hout the life-cycle of the b
us lane. 

P
lanning

, d
esig

n, construction, enforcem
ent, and

 m
aintenance could

 all involve 
d

iff
erent ag

encies and
 sub

-ag
encies. A

ll relevant entities need
 to b

e eng
ag

ed
 

from
 the b

eg
inning

. F
urtherm

ore, m
echanism

s m
ust b

e estab
lished

 to ensure 
that the coord

ination is lasting
.
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S
E

C
T

IO
N

 2.2: E
N

FO
R

C
E

M
E

N
T

A
lthoug

h p
ractices vary, p

olice enforcem
ent and

 autom
ated

 enforcem
ent 

(e.g
., cam

era) are the tw
o m

ost com
m

on enforcem
ent tools utilized

 to 
m

inim
ize b

us lane violations. This p
ag

e show
s the enforcem

ent strateg
ies for 

ag
encies interview

ed
 for this stud

y, includ
ing

 b
us lane violation fines.

  

C
A

M
ER

A
 

EN
FO

R
C

EM
EN

T

PO
LIC

E 
EN

FO
R

C
EM

EN
T

EN
FO

R
C

EM
EN

T 
FIN

ES

VANCOUVER, CANADA

NOT AVAILABLE

CHICAGO, IL

$90

NEW
 YORK, NY

$115 - $150

W
ASHINGTON, DC

$200

ARLINGTON COUNTY, VA

$200

LONDON, ENGLAND

$170 (£130)

SAN FRANCISCO, CA

$73 - $110
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S
E

C
TIO

N
 2.2.1: P

O
LIC

E
 E

N
F

O
R

C
E

M
E

N
T

Several stud
ies ind

icated
 that the p

ercep
tion of lim

ited
 b

us lane enforcem
ent 

increases violation rates, d
im

inishing
 the eff

ectiveness of b
us lanes and

 
resulting

 in red
uced

 b
us sp

eed
s. 4

, 5 W
hen autom

ated
 cam

era enforcem
ent is 

not p
ractical, som

e level of p
olice p

resence is need
ed

 to d
iscourag

e p
otential 

violators from
 entering

 the b
us lanes. 

Typ
ically, transit ag

encies and
 jurisd

ictions p
lace m

ore em
p

hasis on p
olice 

enforcem
ent w

hen b
us lanes first op

en. H
ow

ever, targ
eted

 enforcem
ent 

tend
s to d

im
inish afterw

ard
s d

ue to several challeng
es associated

 w
ith p

olice 
enforcem

ent:

• 
R

esources: P
olice enforcem

ent req
uires consid

erab
le financial and

 hum
an 

resources. B
ud

g
et lim

itations and
 conflicting

 p
riorities can m

ake it d
iffi

cult 
to sustain a continuous p

olice enforcem
ent p

rog
ram

.

• 
A

uthorization: For m
ost ag

encies, includ
ing

 local jurisd
ictions in the TP

B
 

reg
ion, transit ag

ency staff
 (includ

ing
 transit p

olice) are rarely authorized
 

to enforce b
us lane restrictions or m

oving
 violations. This increases 

reliance on p
olice enforcem

ent, w
hich com

p
ound

s b
ud

g
et and

 resource 
allocation issues.

• 
Physical Infrastructure: Low

-cost, low
-resource b

us lane concep
ts, such 

as curb
sid

e lanes w
ith no p

aint, are the easiest to im
p

lem
ent b

ut also 
the m

ost d
iffi

cult to consistently enforce. It is necessary to find
 a b

alance 
b

etw
een b

uild
ing

 a “self-enforcing
” lane (e.g

., off
set b

us lanes w
ith red

 
p

aint) and
 p

aying
 to enforce restrictions.      

     
• 

C
om

pliance Im
pact on O

perations: P
ulling

 over non-com
p

liant vehicles 
in the b

us lanes can b
lock b

uses, neg
atively aff

ecting
 b

us op
erations. To 

ad
d

ress this issue on recently im
p

lem
ented

 b
us lanes in B

altim
ore C

ity, 
B

altim
ore p

olice p
ull violators over on sid

e streets. 

• 
O

ther Perm
itted U

sers: C
urb

sid
e b

us lanes often allow
 other vehicles 

such as taxis, shuttles, and
 rig

ht-turning
 vehicles to use b

us lanes. W
hile 

allow
ing

 other vehicles in b
us lanes increases utilization of road

w
ay sp

ace, 
it creates enforcem

ent challeng
es.

4
 

A
ssessm

ent o
f b

us lan
e vio

latio
ns in relatio

n to
 ro

ad
 infrastructure, traffi

c, an
d

 lan
d

-use 
features: T

h
e case o

f T
h

essalo
niki, G

reece, G
avanas et al., 20

13
5 

Facto
rs co

ntrib
uting

 to
 b

us lan
e o

b
structio

n an
d

 usag
e in N

ew
 Y

o
rk C

ity: D
o

es d
esig

n m
atter? 

S
afran et al., Transp

o
rtatio

n R
esearch R

eco
rd

, V
o

l. 24
18

, 20
14

C
O

N
C

E
P

TS
 T

H
A

T
 A

R
E

 E
A

S
IE

ST
 TO

 IM
P

LE
M

E
N

T
 

A
R

E
 T

H
E

 H
A

R
D

E
ST

 TO
 C

O
N

S
IST

E
N

T
LY

 
E

N
F

O
R

C
E

 A
N

D
 R

E
Q

U
IR

E
S

 C
O

N
STA

N
T

 P
O

LIC
E

 
P

R
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S
E

N
C

E
.
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S
E

C
TIO

N
 2.2.2: A

U
TO

M
A

T
E

D
 

E
N

F
O

R
C

E
M

E
N

T
G

enerally, transit ag
encies or law

 enforcem
ent use tw

o typ
es of cam

era 
enforcem

ent to autom
ate the enforcem

ent p
rocess: 

1. 
Stationary cam

eras installed
 at selected

 locations/corrid
ors

2. 
C

am
eras on b

uses

B
oth typ

es can g
enerate autom

atic citations for b
oth m

oving
 and

 p
arking

 
violations. C

om
p

ared
 to active p

olice enforcem
ent, w

hich is resource-
intensive, autom

ated
 enforcem

ent can have sig
nificant fiscal and

 enforcem
ent 

b
enefits. 

H
ow

ever, transit ag
encies are rarely authorized

 to enforce restrictions in 
the b

us lanes w
ithin w

hich they op
erate, p

resenting
 challeng

es in ensuring
 

that only b
uses use the lanes d

esig
nated

 solely for their use. 6 A
utom

ated
 

enforcem
ent via cam

eras is usually p
erm

itted
 by leg

islation, and
 usually 

cannot b
e im

p
lem

ented
 w

ithout new
 enab

ling
 leg

islation (see Section 2.3 
for leg

islation d
etails). N

ew
 York and

 C
alifornia are the only states in the 

U
.S. w

ith sp
ecific b

us lane cam
era enforcem

ent, and
 each req

uired
 enab

ling
 

leg
islation b

efore im
p

lem
enting

 cam
era enforcem

ent. Sp
ecific leg

islation 
enab

led
 each state to b

eg
in cam

era-b
ased

 b
us lane enforcem

ent as a p
ilot or 

a d
em

onstration p
rog

ram
, then extend

ed
 and

 exp
and

ed
 their p

ilot p
rog

ram
s 

as p
art of an iterative leg

islative p
rocess. 

N
one of the ag

encies or jurisd
ictions currently op

erating
 b

us lanes in the 
TP

B
 reg

ion use autom
ated

 enforcem
ent as p

art of the b
us lane enforcem

ent 
p

rog
ram

. H
ow

ever, ag
ency interview

s ind
icated

 that jurisd
ictions w

ould
 b

e 
op

en to sw
itching

 to autom
ated

 enforcem
ent if b

us lanes receive strong
 

neg
ative feed

b
ack b

oth from
 the p

ub
lic and

 transit op
erators related

 to 
enforcem

ent and
 violations.

6
 

S
hared

-U
se B

us P
rio

rity L
an

es o
n C

ity S
treets: C

ase S
tu

d
ies in D

esig
n an

d
 M

anag
em

ent. 
M

in
eta Transp

o
rtatio

n Institute, 20
12.

N
E

W
 Y

O
R

K
The im

p
lem

entation of “Select B
us Service (SB

S)” in N
ew

 York is one of 
the m

ost successful exam
p

les of introd
ucing

 b
us lanes as p

art of b
us rap

id
 

transit in the U
nited

 States. D
ue to the heavy volum

e of traffi
c on N

ew
 York 

C
ity streets, b

us lane enforcem
ent cam

eras have b
een useful in autom

ating
 

a p
rocess that w

ould
 otherw

ise req
uire sig

nificant hum
an cap

ital, w
hile also 

d
evelop

ing
 an enforcem

ent reg
im

e that d
iscourag

es p
otential violators from

 
entering

 the b
us lanes. 

N
ew

 York’s initial leg
islation (20

10
) g

ranted
 N

Y
C

D
O

T and
 M

TA
 N

ew
 York C

ity 
Transit the ab

ility to install b
us lane enforcem

ent cam
eras on five sp

ecified
 

SB
S routes. In 20

15, the N
ew

 York State Leg
islature and

 G
overnor extend

ed
 

the law
 for ten years, allow

ing
 the city to use b

us lane cam
eras on up

 to 15 
ad

d
itional routes. N

ew
 York’s enab

ling
 leg

islation includ
es a m

axim
um

 fine 
am

ount, req
uirem

ents for cam
era-related

 sig
nag

e along
 corrid

ors, and
 a tim

e 
sp

an for enforcem
ent (b

us lane cam
eras m

ay only b
e op

erated
 on d

esig
nated

 
b

us lanes d
uring

 w
eekd

ays from
 7:0

0
 A

M
 to 7:0

0
 P

M
). 7 

Tw
o typ

es of cam
era enforcem

ent have b
een used

 in N
ew

 York C
ity to d

ate: 
Stationary C

am
eras and

 O
n-B

us C
am

eras. O
n-b

us cam
eras record

 stand
ing

 
violations; stationary cam

eras p
rim

arily record
 d

riving
 violations in the b

us 
lane. Stationary cam

eras, installed
 along

 SB
S corrid

ors, are op
erated

 by 
N

Y
C

D
O

T; a p
ilot p

rog
ram

 w
ith on-b

us cam
eras w

as ad
m

inistered
 by M

TA
 N

ew
 

York C
ity Transit. E

ach enforcem
ent m

ethod
 w

as d
esig

ned
 to cap

ture m
ultip

le 
p

hotos to ensure that a violation w
as b

eing
 com

m
itted

, and
 to allow

 M
TA

 N
ew

 
York C

ity Transit staff
 (on-b

us cam
eras) or N

Y
C

D
O

T staff
 (stationary cam

eras) 
to d

eterm
ine if there w

as a leg
itim

ate reason for a p
rivate vehicle to enter the 

b
us lane. A

n ad
jud

ication p
rocess, m

anag
ed

 by the N
ew

 York C
ity D

ep
artm

ent 
of F

inance, w
as also estab

lished
 to allow

 d
rivers w

ho felt they w
ere w

rong
ly 

cited
 to ap

p
eal the fine. A

s of 20
12, only tw

o p
ercent of all citations w

ere 
overturned

. 8

B
efore p

hoto enforcem
ent w

as im
p

lem
ented

 on the M
15 SB

S route, the N
ew

 
York P

olice D
ep

artm
ent p

laced
 offi

cers along
 the route w

ho issued
 b

oth 
m

oving
 and

 p
arking

 violations to vehicles illeg
ally ob

structing
 the b

us lane. 9 

7 
L

aw
s o

f N
ew

 Y
o

rk, V
ehicle an

d
 Traffi

c L
aw

, § 1111-c.
8 

N
ew

 Y
o

rk C
ity D

ep
artm

ent o
f Transp

o
rtatio

n
, 20

12 B
us L

an
e C

am
era E

nfo
rcem

ent U
p

d
ate 

R
ep

o
rt

9
 

S
elect B

us S
ervice o

n M
15 in N

ew
 Y

o
rk C

ity, Transp
o

rtatio
n R

esearch B
o

ard
, 20

12.
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C
A

LIF
O

R
N

IA
C

alifornia’s initial autom
ated

 b
us lane enforcem

ent leg
islation (20

0
7) 

estab
lished

 a Transit-O
nly Lane E

nforcem
ent (TO

LE
) p

ilot p
rog

ram
 on a p

re-
d

efined
 list of sp

ecific streets in San F
rancisco. In 20

11, the state leg
islature 

extend
ed

 the p
ilot p

roject throug
h 20

15 for 25 m
iles of d

ed
icated

 curb
sid

e 
transit lanes. In 20

15, the TO
LE

 p
ilot p

rog
ram

 w
as m

ad
e p

erm
anent. C

alifornia 
d

efines “transit-only traffi
c lane” as any d

esig
nated

 transit-only lane on 
w

hich use is restricted
 to m

ass transit vehicles, or other d
esig

nated
 vehicles 

includ
ing

 taxis and
 vanp

ools, d
uring

 p
osted

 tim
es. 10

San F
rancisco uses forw

ard
 facing

 cam
eras on b

uses for its TO
LE

 p
rog

ram
 

(Figure 3). If a vehicle is using
 the lane illeg

ally (d
etected

 by cam
eras 

autom
atically, d

oesn’t rely on d
river initiation), the b

us cam
era takes a 

p
hotog

rap
h of the vehicle’s license p

late and
 a citation is issued

 to the 
vehicle’s ow

ner. 11 San F
rancisco’s leg

al ab
ility to install cam

eras on city-
ow

ned
 p

ub
lic transit vehicles is enab

led
 by chang

es m
ad

e to the C
alifornia 

V
ehicles C

od
e, as w

ell as m
unicip

al reg
ulations. 12 The C

ity and
 C

ounty of San 
F

rancisco
13 can issue citations (civil p

enalties) for violations cap
tured

 d
uring

 
the p

osted
 hours of op

eration for a transit-only traffi
c lane; the vid

eo im
ag

e 
is confid

ential, and
 d

estroyed
 after six m

onths (or 60
 d

ays after the final 
d

isp
osition of the citation). B

us lane use violation is not treated
 as a traffi

c 
infraction, and

 thus d
oes not result in p

oints assessed
 to the d

river’s license. 14

A
n ed

ucation and
 outreach p

rog
ram

 w
as cond

ucted
 p

rior to b
eg

inning
 

autom
ated

 enforcem
ent w

ith on-b
oard

 cam
eras so d

rivers w
ould

 b
e aw

are of 
new

 reg
ulations and

 the conseq
uences of p

arking
 or d

riving
 in the transit-only 

lanes (Figure 4
). 15 The TO

LE
 p

ilot p
rog

ram
 found

 very few
 rep

eat off
end

ers; 
typ

ically, once a d
river is g

iven a citation for b
locking

 the transit-only lane, it is 
very unlikely they w

ill d
o so ag

ain. 

Follow
ing

 an 18-m
onth TO

LE
 p

ilot p
roject on a b

usy corrid
or, the San 

F
rancisco M

unicip
al Transp

ortation A
uthority (SF

M
TA

) found
 that w

hile b
us 

travel tim
es only d

ecreased
 slig

htly, the variab
ility of travel tim

es d
ecreased

 
sig

nificantly. 16

10
 

C
alifo

rnia A
ssem

b
ly B

ill N
o

. 10
4

1 (20
11). http

://w
w

w
.leg

info
.ca.g

ov/p
ub

/11-12/b
ill/asm

/
ab

_10
0

1-10
5

0
/ab

_10
4

1_
b

ill_
20

110
9

26
_

chap
tered

.p
d

f
11 

R
ed

 Lig
ht C

am
era an

d
 O

th
er A

uto
m

ated
 E

nfo
rcem

ent, S
F

M
TA

. http
s://w

w
w

.sfm
ta.co

m
/

services/p
erm

its-citatio
ns/cam

era-enfo
rcem

ent
12 

C
alifo

rnia A
ssem

b
ly B

ill N
o

. 10
4

1 (20
11). http

://w
w

w
.leg

info
.ca.g

ov/p
ub

/11-12/b
ill/asm

/
ab

_10
0

1-10
5

0
/ab

_10
4

1_
b

ill_
20

110
9

26
_

chap
tered

.p
d

f
13 

S
an F

ran
cisco

 is a co
nso

lid
ated

 city-co
unty jurisd

ictio
n

.
14

 
B

us L
an

es in D
o

w
nto

w
n M

iam
i F

inal R
ep

o
rt, M

iam
i-D

ad
e M

P
O

, 20
15

.
15 

“L
aying

 o
ut th

e R
ed

 C
arp

et fo
r M

uni’s R
ap

id
 Transit N

etw
o

rk,” S
F

M
TA

, M
arch 22, 20

16
. 

http
s://w

w
w

.sfm
ta.co

m
/ab

o
ut-sfm

ta/b
lo

g
/laying

-o
ut-red

-carp
et-m

uni%
E

2%
8

0
%

9
9

s-rap
id

-
n

etw
o

rk
16

 
C

h
urch S

treet P
ilo

t Transit L
an

es. S
F

M
TA

, 20
15

.
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S
E

C
TIO

N
 2.2.3: T

P
B

 JU
R

IS
D

IC
TIO

N
 A

N
D

 
PA

R
T

N
E

R
 A

G
E

N
C

Y
 E

N
F

O
R

C
E

M
E

N
T

 
ST

R
A

T
E

G
IE

S
C

urrently, there are only a few
 m

iles of installed
 b

us lanes in TP
B

 jurisd
ictions, 

includ
ing

 new
 b

us lanes on a short stretch of G
eorg

ia A
venue N

W
 in the 

D
istrict of C

olum
b

ia and
 the C

rystal C
ity/P

otom
ac Yard

 Transitw
ay in 

A
lexand

ria and
 A

rling
ton (Table 2). Several other corrid

ors are und
er stud

y, 
includ

ing
 16th Street N

W
 in the D

istrict of C
olum

b
ia, VA

 7 in N
orthern V

irg
inia, 

and
 M

D
 586 (V

eirs M
ill R

oad
) in M

ontg
om

ery C
ounty (Table 1). 

A
s p

art of the literature review
, local ag

ency interview
s w

ere cond
ucted

 to 
id

entify issues and
 lessons-learned

 related
 to b

us lane im
p

lem
entation. K

ey 
enforcem

ent takeaw
ays from

 ag
ency interview

s are sum
m

arized
 as follow

s: 
  • 

Interag
ency coord

ination throug
hout the p

lanning
, d

esig
n, and

 op
erational 

p
hases is essential to the success of b

us lane p
rojects.  

 »
The D

istrict D
ep

artm
ent of Transp

ortation’s (D
D

O
T’s) G

eorg
ia A

venue 
b

us lanes and
 C

rystal C
ity P

otom
ac Yard

 Transitw
ay in A

rling
ton and

 
A

lexand
ria p

rovid
e tw

o exam
p

les of how
 interag

ency coord
ination 

p
lays a critical role in im

p
lem

enting
 b

us lanes. For b
oth b

us lanes, 
W

M
A

TA
 staff

 has b
een involved

 throug
hout p

lanning
, d

esig
n, and

 
im

p
lem

entation. For the Transitw
ay, W

M
A

TA
 has w

orked
 very closely 

w
ith A

rling
ton C

ounty and
 the C

ity of A
lexand

ria on the b
rand

ing
 of 

the M
etrow

ay and
 the d

evelop
m

ent of the op
erations p

lan throug
h 

reg
ular m

eeting
s. A

rling
ton C

ounty also coord
inated

 closely w
ith b

oth 
the V

irg
inia D

ep
artm

ent of Transp
ortation (V

D
O

T) and
 the N

orthern 
V

irg
inia Transp

ortation C
om

m
ission (N

V
TC

).   

 »
M

aryland
 Transit A

d
m

inistration (M
TA

) and
 B

altim
ore D

ep
artm

ent 
of Transp

ortation set up
 a m

eeting
 w

ith local enforcem
ent ag

encies 
(B

altim
ore P

olice, M
TA

 P
olice, and

 B
altim

ore Traffi
c E

nforcem
ent) to 

d
iscuss enforcem

ent of b
us lanes in B

altim
ore. K

ey top
ics d

iscussed
 

includ
ed

 id
entifying

 w
hich ag

encies w
ere resp

onsib
le for enforcing

 
b

us lane violations; p
ulling

 over non-com
p

liant vehicles in the b
us 

lanes; the typ
es of vehicles allow

ed
 in the b

us lanes; and
 the ed

ucation 
cam

p
aig

n.  

 »
C

om
m

unication and
 coord

ination m
eeting

s tend
 to d

isap
p

ear after 
b

us lane im
p

lem
entation, m

aking
 it d

iffi
cult to m

onitor issues and
 

challeng
es w

ith resp
ect to the op

eration of b
us lanes. 

• 
U

nd
erstand

ing
 leg

islative challeng
es up

 front and
 p

rep
aring

 for them
 p

rior 
to im

p
lem

entation is key to the success of b
us lane p

rojects. 

 »
D

D
O

T issued
 a D

istrict rulem
aking

 to p
rovid

e the D
istrict w

ith the 
authority to enforce b

us lanes. 
 

 »
The C

ity of A
lexand

ria and
 A

rling
ton C

ounty p
assed

 ord
inances to 

allow
 for off

-b
oard

 fare collection, rush hour b
us lanes (A

rling
ton 

C
ounty) and

 the Transitw
ay.

• 
A

g
encies in the p

lanning
 stag

e of b
us lanes often sp

end
 m

ore tim
e 

consid
ering

 ed
ucation and

 p
ub

lic outreach than enforcem
ent or 

leg
islation. 

• 
A

fter b
us lanes op

en, lim
ited

 d
ata is availab

le on the p
erform

ance of b
us 

lanes, includ
ing

 the num
b

er of p
olice citations or rep

eat off
end

ers.
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R
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TA
B
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R

E
C

E
N
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 IM

P
LE

M
E

N
TE

D
 TP
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 JU

R
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TIO
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 A
N
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 PA

R
TN

E
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E
N

C
Y

 B
U

S LA
N

E
S – E

N
FO

R
C

E
M

E
N

T STR
A

TE
G

IE
S

TPB
 Jurisdictions

C
urrent B

us Lanes
Enforcem

ent Strategies
W

ashing
ton, D

C
 

(D
D

O
T)

G
eorg

ia A
venue b

us 
lanes 

• 
Tw

o-w
eek g

race p
eriod

 for m
otorists b

etw
een p

avem
ent m

arking
 im

p
lem

entation and
 full enforcem

ent 
(ticketing

)

• 
$20

0
 p

enalty for violators

• 
M

etrop
olitan P

olice D
ep

artm
ent p

rovid
ed

 initial enhanced
 enforcem

ent to issue w
arning

s and
 tickets 

• 
R

ed
 p

aint p
avem

ent m
arking

s serve as an enforcem
ent and

 ed
ucation tool

C
ity of 

A
lexand

ria, VA
C

rystal C
ity 

P
otom

ac Yard
 

Transitw
ay 

• 
For the first few

 w
eeks after op

ening
, p

olice w
ere p

resent to enforce lanes and
 rem

ind
 d

rivers that they are not 
allow

ed
 to b

e in the Transitw
ay

• 
F

ine of $20
0

, as allow
ed

 by V
irg

inia state law

• 
C

ity d
oesn’t use p

hoto enforcem
ent; relies on p

olice enforcem
ent

• 
The C

ity d
oesn’t have a sp

ecific p
rog

ram
 for enforcem

ent, b
ut they also d

o not exp
erience sig

nificant 
enforcem

ent issues d
ue to the d

esig
n of the Transitw

ay (Figure 5 – m
ed

ian running
 d

ed
icated

 b
us lanes)

A
rling

ton C
ounty, 

VA
C

rystal C
ity 

P
otom

ac Yard
 

Transitw
ay 

• 
30

-d
ay “g

race-p
eriod

” on enforcem
ent after op

ening

• 
F

ine of $20
0

, as allow
ed

 by V
irg

inia state law

• 
C

ounty d
oes not use cam

eras for enforcem
ent; relies on p

olice enforcem
ent

• 
A

fter the Transitw
ay op

ened
, the p

olice issued
 several tickets to violators; how

ever, the C
ounty d

oes not have the 
total num

b
er of tickets 

• 
P

olice are concentrating
 eff

orts in the A
M

/P
M

 rush hours and
 at lunch tim

e

• 
A

ccord
ing

 to the p
olice, the b

ig
g

est p
rob

lem
 on the Transitw

ay is not m
otorists d

riving
 in it, it is U

b
er/Lyft/

Taxi d
rivers stop

p
ing

 to p
ick up

 and
 d

rop
 off

 p
asseng

ers (only M
etrow

ay b
uses, A

rling
ton Transit b

uses, and
 

authorized
 p

olice, fire, and
 rescue vehicles are currently authorized

 to use the Transitw
ay).

C
ity of B

altim
ore, 

M
D

P
ratt Street and

 
Lom

b
ard

 Street 
• 

Initial m
eeting

 b
etw

een M
TA

, B
altim

ore P
olice, M

TA
 P

olice, and
 B

altim
ore Traffi

c E
nforcem

ent to d
iscuss 

enforcem
ent.

• 
M

TA
 P

olice can issue m
oving

 violations w
herever M

TA
 p

rovid
es service.

• 
A

s of Feb
ruary 20

17, 113 enforcem
ent tickets w

ere issued
 to d

rivers for the violation of b
us lane restrictions.

• 
C

oord
ination on enforcem

ent b
etw

een B
altim

ore P
olice and

 M
TA

 P
olice continues b

eyond
 the initial coord

ination 
session.   
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G
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T
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S
E

C
TIO
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 2.3.1: V

IO
L

A
TIO

N
 T

Y
P

E
S

A
lthoug

h states and
 m

unicip
alities have varying

 reg
ulations, there are typ

ically 
tw

o w
ays/categ

ories in w
hich b

us lane violations are p
rocessed

: 

• 
Infractions, in w

hich a p
olice offi

cer files charg
es d

irectly ag
ainst a vehicle 

op
erator, resulting

 in a court hearing
, fines, d

river’s license p
enalties, or 

p
ossib

ly jail tim
e; and

• 
A

dm
inistrative or C

ivil V
iolations (such as p

arking
 tickets), w

hich are 
issued

 to the reg
istered

 ow
ner of a vehicle (not necessarily the p

erson 
w

ho p
arked

 it), resulting
 in fines, b

ut not necessarily a court hearing
. 

A
d

m
inistrative violations can b

e issued
 by g

overnm
ent ag

ents other 
than p

olice offi
cers, and

 typ
ically req

uire less evid
ence (and

 result in less 
p

ap
erw

ork) than infractions.
 In N

ew
 York C

ity, b
us lane m

oving
 violations issued

 by p
olice offi

cers rem
ain 

infractions, and
 m

ay result in b
oth fines and

 p
oints ag

ainst a d
river’s license. 

In contrast, a b
us lane violation cap

tured
 on cam

era m
ay result in a fine, 

b
ut w

ill not b
e includ

ed
 in a d

river’s op
erating

 record
, or used

 for insurance 
p

urp
oses. 17 It can b

e d
iffi

cult for cam
era-b

ased
 system

s to m
eet evid

ence 
stand

ard
s req

uired
 for infractions, such as p

roof of the d
river’s id

entity. 18

There are various typ
es of cam

era-b
ased

 enforcem
ent of p

arking
 or m

oving
 

violations, b
ut N

ew
 York C

ity and
 San F

rancisco have the m
ost rob

ust, m
ost 

exp
licit, on-b

oard
 cam

era enforcem
ent of violations in b

us lanes in the U
nited

 
States. E

ach city req
uired

 enab
ling

 leg
islation from

 their resp
ective states to 

d
evelop

 their b
us lane cam

era enforcem
ent p

rog
ram

, and
 each city used

 an 
iterative p

olicy and
 leg

islation d
evelop

m
ent p

rocess that b
eg

an w
ith p

ilot/
d

em
onstration p

rojects and
 d

evelop
ed

 into b
road

er p
rog

ram
s. K

ey elem
ents 

of their resp
ective enab

ling
 leg

islation includ
ed

:

• 
P

ilot/d
em

onstration p
roject sunset p

rovision
• 

Leg
islative rep

orting
 req

uirem
ents

• 
W

arning
 p

eriod
s b

efore fines are issued
 for violations

• 
Id

entification of cam
era locations (on-b

oard
 b

uses or stationary) and
 

locations of corrid
ors w

ith cam
era enforcem

ent 
• 

E
nforcem

ent hours
• 

V
iolation typ

es and
 fine am

ounts
• 

E
nforcem

ent p
rocesses and

 p
rivacy p

rotections

17 
N

ew
 Y

o
rk S

tate A
ssem

b
ly B

ill N
o

. S
0

5
6

0
8 (20

15). http
://assem

b
ly.state.ny.us/leg

/?d
efault_

fl
d

=
&

leg
_vid

eo
=

&
b

n=S
0

5
6

0
8

&
term

=20
15

&
S

um
m

ary=Y
&

A
ctio

ns=Y
&

Text=Y
18 

S
hared

-U
se B

us P
rio

rity L
an

es o
n C

ity S
treets: A

p
p

ro
ach

es to
 A

ccess an
d

 E
nfo

rcem
ent, 

Jo
urnal o

f P
ub

lic Transp
o

rtatio
n

, 20
13

.

STA
TE EN

A
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L C
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Figure 6
 g

enerally reflects b
us lane cam

era-enforcem
ent elem

ents found
 in 

N
ew

 York and
 C

alifornia. O
ther states and

 m
unicip

alities (includ
ing

 those in 
the TP

B
 reg

ion) m
ay have d

iff
erent circum

stances and
 req

uirem
ents.
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N
E

W
 Y

O
R

K
N

ew
 York’s initial leg

islation (20
10

) g
ranted

 N
Y

C
D

O
T and

 M
TA

 N
ew

 York C
ity 

Transit the ab
ility to install b

us lane enforcem
ent cam

eras on five sp
ecified

 
SB

S routes. A
s of 20

12, N
Y

C
D

O
T had

 installed
 cam

eras at static locations 
on three b

us routes, and
 M

TA
 N

ew
 York C

ity Transit had
 installed

 on-b
oard

 
cam

eras (rear-facing
 on six b

uses) as a p
ilot stud

y on one b
us route. B

y 20
15, 

the N
ew

 York State Leg
islature and

 G
overnor extend

ed
 the law

 for 10
 years, 

allow
ing

 the city to use b
us lane cam

eras on up
 to 15 ad

d
itional routes. N

ew
 

York’s enab
ling

 leg
islation also includ

es a m
axim

um
 fine am

ount, as w
ell as 

req
uirem

ents for cam
era-related

 sig
nag

e along
 corrid

ors. 19

C
A

LIF
O

R
N

IA
C

alifornia’s initial autom
ated

 b
us lane enforcem

ent leg
islation (20

0
7) 

estab
lished

 a TO
LE

 p
ilot p

rog
ram

 on a p
re-d

efined
 list of sp

ecific streets in 
San F

rancisco. In 20
11, the state leg

islature extend
ed

 the p
ilot p

roject throug
h 

20
15 for 25 m

iles of d
ed

icated
 curb

sid
e transit lanes. In 20

15, it m
ad

e the 
TO

LE
 p

rog
ram

 p
erm

anent. To enforce Transit-O
nly lanes, San F

rancisco uses 
forw

ard
 facing

 cam
eras on b

uses. If a vehicle is stop
p

ed
 or p

arked
 w

ithin a 
transit-only lane, the b

us cam
era takes a p

hotog
rap

h of the vehicle’s license 
p

late and
 a citation is issued

 to the vehicle’s ow
ner. 20 San F

rancisco’s leg
al 

ab
ility to install cam

eras on city-ow
ned

 p
ub

lic transit vehicles is enab
led

 
by chang

es m
ad

e to the C
alifornia V

ehicles C
od

e, as w
ell as m

unicip
al 

reg
ulations. 21

S
E

C
TIO

N
 2.3.2: T

P
B

 JU
R

IS
D

IC
TIO

N
 

LE
G

IS
L

A
TIV

E
 ST

R
A

T
E

G
IE

S
TP

B
 jurisd

ictions are sub
ject to a variety of state and

 local law
s and

 
reg

ulations. V
irg

inia and
 M

aryland
 have very d

iff
erent ap

p
roaches to H

om
e 

R
ule (w

hich im
p

acts the ab
ility of local g

overnm
ents to d

evelop
 leg

islation 
ind

ep
end

ent of state enab
ling

 statutes). The D
istrict of C

olum
b

ia – w
hile 

technically entitled
 to hom

e rule – is still sub
ject to C

ong
ressional review

. B
oth 

states and
 the D

istrict of C
olum

b
ia have p

assed
 leg

islation enab
ling

 the use of 
cam

era-b
ased

 enforcem
ent of certain activities; none of them

, how
ever, have 

enab
led

 cam
era-b

ased
 enforcem

ent of b
us lanes.

19
 

L
aw

s o
f N

ew
 Y

o
rk, V

ehicle an
d

 Traffi
c L

aw
, § 1111-c.

20
 

R
ed

 Lig
ht C

am
era an

d
 O

th
er A

uto
m

ated
 E

nfo
rcem

ent, S
F

M
TA

. http
s://w

w
w

.sfm
ta.co

m
/

services/p
erm

its-citatio
ns/cam

era-enfo
rcem

ent
21 

C
alifo

rnia A
ssem

b
ly B

ill N
o

. 10
4

1 (20
11). http

://w
w

w
.leg

info
.ca.g

ov/p
ub

/11-12/b
ill/asm

/
ab

_10
0

1-10
5

0
/ab

_10
4

1_
b

ill_
20

110
9

26
_

chap
tered

.p
d

f

V
IR

G
IN

IA
The C

om
m

onw
ealth of V

irg
inia has p

assed
 leg

islation enab
ling

 local 
g

overnm
ents to install vid

eo m
onitoring

 system
s on school b

uses to record
 

vehicles that fail to stop
 until schoolchild

ren have crossed
 the street. The 

enab
ling

 leg
islation includ

es p
rovisions for violation p

rocessing
, notification, 

and
 m

inim
um

 record
ed

 im
ag

e req
uirem

ents. V
irg

inia also enab
les localities 

to use p
hoto-m

onitoring
 to enforce traffi

c sig
nals, althoug

h the num
b

er of 
intersections w

ith p
hoto-m

onitoring
 is lim

ited
 by the num

b
er of resid

ents. 
W

hile V
irg

inia enab
les localities to d

esig
nate hig

hw
ay lanes w

ithin their 
jurisd

iction as hig
h-occup

ancy vehicle (H
O

V
) lanes, it has not yet enab

led
 

cam
era-b

ased
 enforcem

ent for those lanes. 

B
oth A

rling
ton C

ounty and
 the C

ity of A
lexand

ria have estab
lished

 b
us-only 

transitw
ays w

ithin their jurisd
ictions. U

nauthorized
 use of the transitw

ays 
d

uring
 d

esig
nated

 hours results in a fine. N
either A

rling
ton C

ounty nor the 
C

ity of A
lexand

ria use cam
eras to enforce their transitw

ays, as this w
ould

 
likely req

uire enab
ling

 leg
islation from

 the V
irg

inia G
eneral A

ssem
b

ly. 

M
A

R
Y

L
A

N
D

The State of M
aryland

 has p
assed

 leg
islation enab

ling
 local law

 enforcem
ent 

to issue citations for violations of state or local traffi
c law

s or reg
ulations 

record
ed

 on cam
eras in several typ

es of locations, includ
ing

 w
ork zones. The 

M
aryland

 G
eneral A

ssem
b

ly has also p
assed

 enab
ling

 leg
islation allow

ing
 

local g
overnm

ents to w
ork w

ith law
 enforcem

ent and
 school b

oard
s to p

lace 
cam

eras on school b
uses, and

 to w
ork w

ith law
 enforcem

ent ag
encies to use 

red
 lig

ht cam
eras at intersections.

D
IST

R
IC

T
 O

F
 C

O
LU

M
B

IA
The D

istrict of C
olum

b
ia has p

assed
 leg

islation enab
ling

 autom
ated

 cam
era-

b
ased

 enforcem
ent for red

 lig
ht violations, as w

ell as for vehicles illeg
ally 

p
arked

 d
uring

 street sw
eep

ing
. R

ed
-lig

ht cam
eras are attached

 to traffi
c 

lig
hts, and

 street-sw
eep

ing
 cam

eras are attached
 to the street sw

eep
ers 

them
selves. W

hile the D
istrict of C

olum
b

ia d
oes allow

 local g
overnm

ent 
to estab

lish b
us lanes, it has not yet exp

licitly enab
led

 cam
era-b

ased
 

enforcem
ent of those lanes. 
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E

C
T

IO
N

 2.4
: E

D
U

C
A

T
IO

N
This section p

rovid
es a sum

m
ary of b

est p
ractices in ed

ucational/p
ub

lic 
outreach eff

orts b
ased

 on the p
eer review

 find
ing

s. E
ff

ective m
essag

ing
 

tactics and
 op

tim
al targ

et g
roup

s for d
iff

erent typ
es of outreach for the local 

jurisd
ictions are also noted

.   

S
E

C
TIO

N
 2.4

.1: E
F

F
E

C
TIV

E
 M

E
S

SA
G

E
S

 
A

N
D

 TA
C

TIC
S

SIG
N

A
L TH

E
 E

X
C

LU
SIV

ITY
 O

F
 A

 B
U

S LA
N

E
 TO

 R
O

A
D

 
U

SE
R

S TH
R

O
U

G
H

 STR
IP

IN
G

, M
A

R
K

IN
G

, O
R

 SIG
N

S
A

s d
em

onstrated
 in San F

rancisco and
 m

any other locations across the 
country, installing

 lane m
arking

s, colored
 lanes, or sig

ns to ind
icate the 

existence of a b
us lane is the sim

p
lest, m

ost p
ractical, and

 p
erhap

s the m
ost 

necessary form
 of p

ub
lic ed

ucation d
uring

 b
us lane p

rojects (Figure 7). This 
intervention eff

ectively ed
ucates all road

 users sim
ultaneously, includ

ing
 

p
ed

estrians, cyclists, taxi d
rivers, p

rivate vehicle d
rivers, and

 transit op
erators.
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W
hen p

rom
oting

 a b
us lane p

roject, the p
resence of easy-to-read

, suffi
ciently 

d
etailed

 inform
ation on p

roject d
etails, freq

uently asked
 q

uestions, up
com

ing
 

m
eeting

s, and
 d

iscussion forum
s on w

eb
sites, b

log
s, and

 social m
ed

ia 
is crucial to the p

rocesses of ed
ucating

 the p
ub

lic, thereby im
p

roving
 

com
p

liance and
 b

us lane effi
ciency. M

oreover, the use of d
ig

ital inform
ation 

allow
s for real-tim

e up
d

ates on inform
ation that m

ay shift as a p
lan 

p
rog

resses. 

Seattle D
O

T’s (SD
O

T’s) online inform
ation eff

orts p
rovid

e strong
 exam

p
les 

of b
est p

ractices in p
ub

lic ed
ucation. The use of clear m

ap
s, colorful visuals, 

and
 sim

p
lified

 freq
uently asked

 q
uestions and

 fact sheets eff
ectively translate 

com
p

lex transit im
p

rovem
ent p

rojects into accessib
le m

aterials for the 
averag

e user (Figure 8). In ad
d

ition, throug
h its w

eb
site, SD

O
T off

ers insig
ht 

into how
 these p

rojects w
ill aff

ect transit rid
ers, includ

ing
 sp

ecific stop
 or 

station up
g

rad
es, freq

uency chang
es, ad

d
itional b

uses, and
 d

ecreased
 travel 

tim
es. 
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E
A

R
N

E
D

, PA
ID

, A
N

D
 P

R
O

D
U

C
E

D
 M

E
D

IA
 A

LL H
A

V
E

 A
 

R
O

LE
P

otential and
 current transit rid

ers read
 the new

sp
ap

er, listen to the 
rad

io, w
atch television, and

 g
o online. M

ed
ia coverag

e can increase 
exp

osure, exp
and

ing
 w

ays to reach a larg
er aud

ience and
 am

p
lifying

 key 
m

essag
es. A

g
encies can attract extra attention to a p

roject by p
urchasing

 
ad

vertisem
ents or w

orking
 w

ith rep
orters to sp

read
 inform

ation. P
ress 

releases could
 b

e an eff
ective tool in g

arnering
 m

ed
ia and

 p
ub

lic attention. In 
short, transit ag

encies can use m
ed

ia as another tool to p
rovid

e answ
ers to 

the p
ub

lic on such q
uestions as:

• 
H

ow
 w

ill d
ed

icated
 lanes chang

e m
y com

m
ute? 

• 
W

ill travel tim
es by car or b

us b
e shorter or long

er? 
• 

W
hen are the lanes sched

uled
 to op

en?

STA
R

T E
D

U
C

A
TIN

G
 A

N
D

 M
E

SSA
G

IN
G

 E
A

R
LY, A

N
D

 
C

O
N

TIN
U

E
 D

U
R

IN
G

 A
N

D
 A

F
TE

R
 IM

P
LE

M
E

N
TA

TIO
N

W
hile exact outreach tim

ing
 w

ill d
ep

end
 on the p

roject, transit p
rovid

ers 
should

 b
eg

in p
lanning

 and
 im

p
lem

enting
 ed

ucational cam
p

aig
ns w

ell b
efore a 

b
us lane is in p

lace. V
irtually all outreach tactics – inform

ation d
issem

ination, 
d

irect m
ailing

, and
 m

ed
ia, in p

articular – can p
rove to b

e useful tools lead
ing

 
up

 to and
 d

uring
 im

p
lem

entation.  

P
R

IN
T M

A
TE

R
IA

LS A
R

E
 IM

P
O

R
TA

N
T, TO

O
N

ot all constituents have access to a com
p

uter; som
etim

es the b
est w

ay 
to reach a transit rid

er is via p
rint m

aterials, w
hich can b

e d
istrib

uted
 in 

p
erson, on a transit vehicle or sent via d

irect m
ail. The C

hicag
o Transit 

A
uthority’s (C

TA
) Loop

 Link b
rochure p

rovid
ed

 a concise, inform
ative look 

at an im
p

ortant transit p
roject for the city in an easy-to-und

erstand
, hard

 
copy form

at (Figure 9
). A

n eff
ort w

as m
ad

e to d
istrib

ute m
aterials to those 

utilizing
 p

arking
 g

arag
es in the d

ow
ntow

n to ed
ucate them

 reg
ard

ing
 the b

us 
lanes. Figure 10

 is another g
reat exam

p
le from

 the Jacksonville Transp
ortation 

A
uthority to ed

ucate the p
ub

lic ab
out b

us lane rules and
 raise aw

areness. To 
reach and

 ed
ucate the larg

est num
b

er of p
eop

le p
ossib

le, transit p
rovid

ers 
should

 d
iversify the m

ethod
s w

ith w
hich they reach out to rid

ers, interest 
g

roup
s, and

 other constituencies.
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O
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N
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G
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E
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G
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E
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C
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N
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N
D
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E
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TIF
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 P
R

O
JE

C
T PA

R
TN

E
R

S
O

utreach eff
orts should

 b
e tailored

 and
 scaled

 to the need
s of the p

roject. 
W

ith a d
ed

icated
 b

us lane, all road
 users – includ

ing
 p

ed
estrians, b

ikers, 
d

rivers, and
 transit op

erators – w
ill b

e aff
ected

. A
g

encies should
 targ

et 
outreach tow

ard
 resid

ents, hom
eow

ner associations, com
m

unity centers, 
m

ajor org
anizations, ed

ucational or relig
ious institutions, store ow

ners, and
 

jurisd
ictional lead

ers w
ithin close p

roxim
ity of the p

rop
osed

 or in-p
lace rig

ht 
of w

ay and
 b

us stop
 station areas.

 P
rior to im

p
lem

enting
 p

ub
lic outreach, ag

encies should
 p

erform
 an 

id
entification assessm

ent of likely aff
ected

 p
op

ulations using
 g

eog
rap

hic 
inform

ation system
 (G

IS) and
 other research m

ethod
s. A

s noted
 in the Transit 

C
oop

erative R
esearch P

rog
ram

’s P
ub

lic P
articip

ation Strateg
ies for Transit, 

ag
encies can use a variety of d

ata sources and
 consultation m

ethod
s to 

accom
p

lish this g
oal. 22

D
ep

end
ing

 on the p
roject, ag

encies m
ay w

ish to p
erform

 targ
eted

 outreach 
tow

ard
 certain d

em
og

rap
hic g

roup
s, includ

ing
 seniors, p

ersons w
ith 

d
isab

ilities, transit-d
ep

end
ent p

op
ulations, low

-incom
e resid

ents, m
inorities, 

stud
ents, choice rid

ers, and
 non-E

ng
lish sp

eakers.

A
LW

A
Y

S E
D

U
C

A
TE

 TR
A

N
SIT V

E
H

IC
LE

 O
P

E
R

A
TO

R
S

W
herever b

us lanes are im
p

lem
ented

, transit vehicle op
erators w

ill req
uire 

ed
ucation. W

hen im
p

lem
enting

 such a p
roject, ag

encies should
 up

d
ate 

op
erator m

anuals and
 off

er training
 p

rior to and
 d

uring
 im

p
lem

entation to 
help

 transit vehicle op
erators avoid

 conflicts w
ith other road

 users, take 
ad

vantag
e of tim

e-saving
 techniq

ues such as off
-b

oard
 fare collection or all-

d
oor b

oard
ing

 (if ap
p

licab
le), and

 g
enerally p

resent an assessm
ent of w

hat 
transit vehicle op

erators can exp
ect w

hen a new
 p

roject op
ens. 23

22 
Transit C

o
o

p
erative R

esearch P
ro

g
ram

 (TC
R

P
) Synth

esis 8
9

: P
ub

lic P
articip

atio
n S

trateg
ies 

fo
r Transit. Transp

o
rtatio

n R
esearch B

o
ard

, 20
11.

23 
S

an F
ran

cisco
’s Transit-O

nly L
an

e E
nfo

rcem
ent (TO

L
E

) P
ilo

t P
ro

g
ram

 E
valuatio

n
. S

F
M

TA
, 

20
15

.

TR
A

N
S

IT R
ID

ER
S

O
n

 D
ecem

b
er 20, 2015 all C

TA
 b

u
ses 

o
p

eratin
g

 o
n

 W
ash

in
g

to
n

 an
d

 M
ad

iso
n 

S
treets th

ro
u

g
h

 th
e Lo

o
p

 w
ill b

eg
in 

operating at Loop Link stations (see m
ap 

and list of routes on back).

The #J14 Jeffery Jum
p and #124 N

avy Pier 
routes w

ill now
 use W

ashington in the 
eastbound direction.

S
tay com

fortable and dry in spacious new
 Loop 

Link stations featuring bus tracker screens, and 
m

ore seating and shelter from
 the elem

ents.
Large stations w

ith raised platform
s allow

 
you to board and exit C

TA
 buses m

ore 
quickly and help your bus m

ove into and 
out of stops m

ore easily.

U
se caution w

hen w
alking along platform

s 
and stay clear of the platform

 edge.

B
ICYC

LIS
TS

N
ew

 protected bike lanes are located on 
C

linton and W
ashington (R

andolph com
ing 

in 2016).

Protected intersections on W
ashington at 

Franklin and D
earborn m

ake it easier to turn 
off of the corridor.

W
atch for pedestrians accessing transit 

stations and stop for pedestrians in m
id-

block crossw
alks. 

Follow
 all traffi c signals, including new

 bike 
signals at m

any intersections.

PED
ES

TR
IA

N
S

 
19 crossw

alks have been shortened m
aking 

it easier to cross the street.

W
ith bus stations rem

oved from
 sidew

alks, 
Loop Link corridors create m

ore space 
for w

alking.

O
n W

ashington and C
linton, look for 

bicyclists w
hen crossing bike lanes.

M
O

TO
R

IS
TS

The Loop Link has tw
o dedicated lanes for 

m
otorists, separate from

 C
TA

 bus and bicycle 
traffi c.  There are 20 new

 left and right turn 
arrow

s to im
prove traffi c fl ow

. 

Follow
 all traffi c signals, including turn arrow

s.
A

ll alleys and garages rem
ain accessible. 

U
se designated areas for loading and passenger 

pick-ups and drop-offs. S
topping in a travel lane 

slow
s everyone’s com

m
ute.

D
riving in red C

TA
 bus only lanes is prohibited.  

To turn right, yield to buses and m
erge across 

the bus lane using spaces designated for turning.
S

om
e intersections have new

 C
TA

 bus-
only traffi c signals (show

n at the left).
This gives buses a head start to m

inim
ize 

confl icts w
ith m

otorists turning right.

ONLY
BUS
CTA

W
h

ere faster m
eets easier.

W
H

AT IT D
O

ES

• 
A

llow
s C

TA
 buses to m

ove through the 

 
Loop faster and m

ore reliably.

• 
C

reates safer streets by organizing travel 

 
lanes and reducing confl icts betw

een 

 
vehicles, C

TA
 buses, bicyclists and 

 
pedestrians.

• 
C

onnects C
hicagoans across the city to their

 
destinations in the Loop m

ore easily than ever.

H
O

W
 IT W

O
R

K
S

• 
C

TA
 buses use a dedicated lane, im

proving 

 
traffi c fl ow

 and reliability.

• 
D

rivers use tw
o dedicated lanes, 

 
avoiding bus and bicycle traffi c.

 • 
B

icyclists use protected lanes on 

 
W

ashington and C
linton to get to their 

 
destinations safely. 

B
ringing m

odern, m
ore reliable 

transportation to the Loop

For m
ore inform

ation:

1-888-YO
U

R
-C

TA

transitchicago.com
/looplink

feedback@
transitchicago.com

W
acker

Franklin

Monroe

Adams

Jackson

Lake

W
ells

LaSalle

Clark

D
earborn

State

W
abash

M
ichigan

F

O
gilvie

U
nion

Station

Madison

Clinton

Canal

na
gi

hc
i

M

Washington

20   56

60  157

60  157

124

124

20   56   60   124   157

J14   

J14   

20  56  60  124  157

J14
56

75
1

  

42
1   

06

   

02

J14   20   56

M

M

M

M

M

M

M

M

M

M
illennium
Station

Van Buren
Street
Station

Jackson-
Blue

LaSalle/
Van Buren

M
Quincy/

Wells

Jackson-
Red

Adams/
Wabash

Washington-
Blue

Clark/Lake
State/Lake

Randolph/
Wabash

Washington/
Wells

Monroe-
Blue

Monroe-
Red

MClinton

J14   

Randolph

Transit 
Center

M

Jeffery Jum
p

M
adison

M
ilw

aukee

B
lue Island/26th

N
avy Pier

S
treeterville/

Taylor

J14

205660

124

157

Street w
/ Dedicated Bus Lane

North
Street w

/ Protected Bike Lane

Com
ing 2016

Loop Link Station

Jeffery Jum
p

M
adison

M
ilw

aukee

B
lue Island/26th

N
avy Pier

S
treeterville/

Taylor

J14

205660

124

157

Street w
/ Dedicated Bus Lane

North
Street w

/ Protected Bike Lane

Com
ing 2016

Loop Link Station

The follow
ing C

TA
 bus routes operate 

on the Loop Link corridor:

#J14 Jeffery Jum
p

#19 U
nited C

enter Express 

  (gam
e days only) 

#20 M
adison

C
heck signage, transitchicago.com

, or 1-888-Y
O

U
R

-C
TA

 for 

com
plete inform

ation on specifi c routes.  Loop Link bus 

routes serve a variety of destinations and neighborhoods, 

including O
gilvie S

tation, U
nion S

tation, M
ichigan A

venue, 

S
treeterville, N

avy Pier, U
nited C

enter, W
est Loop, W

est 

Tow
n, G

arfi eld Park, A
ustin, U

IC
, Illinois M

edical D
istrict, 

S
outh S

hore, S
outh C

hicago, C
alum

et H
eights, S

outh 

D
eering, Pilsen, Little V

illage, H
eart of C

hicago, B
ucktow

n, 

W
icker Park, Logan S

quare, A
vondale, and Jefferson Park.  

#56 M
ilw

aukee 

#60 B
lue Island/26th

#124 N
avy Pier

#157 S
treeterville/Taylor
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O

N
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R
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G
E

nforcem
ent, leg

islation, and
 outreach activities are all critical elem

ents of 
im

p
lem

enting
 eff

ective b
us lanes. H

ow
ever, a successful b

us lane also req
uires 

continuous m
onitoring

 after the b
us lanes are installed

. These m
onitoring

 
actions should

 includ
e the d

evelop
m

ent of p
erform

ance m
easures that are 

m
eaning

ful and
 m

easurab
le for evaluating

 the eff
ectiveness of b

us lanes as 
w

ell as com
p

liance and
 violation rates. K

ey m
easures to assess the effi

cacy of 
enforcem

ent tactics on b
us lanes includ

e:

• 
C

om
pliance - The p

ost-im
p

lem
entation evaluation should

 track the 
num

b
er of vehicles com

p
lying

 w
ith the b

us lane, relative to the num
b

er 
of vehicles d

riving
 illeg

ally in the b
us lanes, as w

ell as the num
b

er of 
stationary vehicles in the b

us lanes. C
hang

es in the typ
e of enforcem

ent 
(e.g

., from
 p

olice to cam
era enforcem

ent) should
 b

e m
onitored

 as w
ell, to 

d
ocum

ent the eff
ect of enforcem

ent strateg
ies on ad

herence to b
us lane 

rules. Figure 11 show
s an exam

p
le from

 a recent stud
y in San F

rancisco 
d

isp
laying

 the total num
b

er of violations b
efore and

 after the red
 p

aint 
treatm

ent on 3rd
 Street. 24 

• 
R

epeat off
enders - Initial non-com

p
liance w

ith b
us lanes m

ay b
e 

attrib
uted

 to a lack of und
erstand

ing
 reg

ard
ing

 the p
urp

ose and
/or 

function of the facilities. The p
ost-im

p
lem

entation m
onitoring

 should
 

assess the freq
uency of rep

eat off
end

ers to d
eterm

ine the eff
ectiveness of 

p
ainted

 b
us lanes, enforcem

ent, ed
ucational cam

p
aig

ns, etc.   

• 
B

us Travel Tim
e C

om
parison – The p

ost-im
p

lem
entation m

onitoring
 

should
 focus on the chang

e in b
us travel tim

e to assess the eff
ectiveness 

of b
us lanes. This m

easure can also help
 ag

encies id
entify seg

m
ents that 

req
uire m

ore targ
eted

 enforcem
ent strateg

ies to im
p

rove b
us op

erations. 

24
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STA
R

T

BUS
 

ONLY

BU
S 

ON
LY

BUS 
ONLY

SEC
TIO

N
 3.0

: 
IM

PLEM
EN

TATIO
N

 
PLA

N
This section d

escrib
es an overview

 of the strateg
ic 

fram
ew

ork of need
s and

 op
p

ortunities for use by TP
B

 
jurisd

ictions to eff
ectively im

p
lem

ent b
us lanes. W

hile 
the d

etailed
 im

p
lem

entation p
lan is availab

le in a 
sep

arate ap
p

end
ix, a b

rief sum
m

ary for local jurisd
ictions 

in the TP
B

 is p
rovid

ed
 here. A

s noted
 p

reviously, this 
stud

y focused
 p

rim
arily on the p

eriod
 follow

ing
 corrid

or 
selection and

 the com
p

letion of the p
lanning

 p
rocess and

 
the associated

 actions key to successful im
p

lem
entation 

and
 m

anag
em

ent of b
us lanes. W

hile the assessm
ent 

and
 feasib

ility of b
us lanes, w

hich occurs earlier on in 
the p

lanning
 p

rocess, w
as not w

ithin the scop
e of this 

stud
y, this section p

rescrib
es a g

eneral fram
ew

ork for the 
p

lanning
 p

rocess. For local ag
encies in the early p

lanning
 

stag
es of b

us p
riority treatm

ents it is recom
m

end
ed

 that 
ag

encies review
 the follow

ing
 d

ocum
ents:  

• 
Shared

-U
se B

us P
riority Lanes on C

ity Streets: C
ase 

Stud
ies in D

esig
n and

 M
anag

em
ent (A

g
raw

al et al., 
Journal of P

ub
lic Transp

ortation)

• 
TC

R
P

 R
ep

ort 183: A
 G

uid
eb

ook on Transit-Sup
p

ortive 
R

oad
w

ay Strateg
ies (R

yus et al., Transp
ortation 

R
esearch B

oard
)

The p
hases and

 associated
 recom

m
end

ations for 
successful im

p
lem

entation of b
us lane p

rojects are 
sum

m
arized

 on this and
 the follow

ing
 p

ag
e. 

The first p
hase tow

ard
s eff

ective b
us 

lane im
p

lem
entation is to d

evelop
 

a corrid
or selection and

 p
lanning

 
p

rocess, and
 estab

lish an interag
ency 

w
orking

 g
roup

. This includ
es:

• 
D

evelop
ing

 key p
erform

ance 
m

easures for b
us lane assessm

ent 
that are consistent across the 
reg

ion

• 
C

ond
ucting

 a p
erform

ance 
evaluation to d

eterm
ine id

eal 
corrid

ors that w
ould

 b
enefit m

ost 
from

 transit im
p

rovem
ents

• 
Id

entifying
 key stakehold

ers that 
need

 to b
e m

ost actively involved
 

in the p
roject’s early eng

ag
em

ent, 
as w

ell as d
eterm

ining
 p

arties that 
should

 b
e up

d
ated

 p
eriod

ically

1 PHASE

PLANNING  
STAGE
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FIN
ISH

BUS 
ONLY

BU
S 

ON
LY

BUS 
ONLY

BU
S 

ON
LY

This p
hase includ

es actions p
rior to 

im
p

lem
entation after the p

lanning
 

p
rocess is com

p
leted

: 

• 
D

evelop
ing

 an enforcem
ent 

p
rog

ram
 w

ith a focus on p
olice 

enforcem
ent and

/or autom
ated

 
enforcem

ent

• 
R

eview
ing

 law
s currently 

g
overning

 use of p
ub

lic rig
hts-

of-w
ay and

 typ
es of enforcem

ent 
p

erm
itted

 in ord
er to und

erstand
 

and
 ad

d
ress leg

islative b
arriers in 

the im
p

lem
entation of b

us lanes

• 
E

stab
lishing

 a strateg
ic p

lan for 
p

ub
lic eng

ag
em

ent to p
rom

ote 
p

roject sup
p

ort and
 id

entifying
 

various interest g
roup

s and
 

ap
p

rop
riate typ

es of eng
ag

em
ent

 

A
fter b

us lanes are in op
eration, ag

encies 
should

 take the follow
ing

 step
s: 

• 
C

ontinuing
 ed

ucation and
 p

ub
lic 

outreach to inform
 targ

et aud
iences 

and
 p

rom
ote aw

areness

• 
M

ob
ilizing

 targ
eted

 p
olice enforcem

ent 
for the first few

 w
eeks as p

art of the 
enforcem

ent p
rog

ram

• 
C

ond
ucting

 p
erform

ance m
onitoring

 to 
evaluate the effi

ciency of enforcem
ent 

strateg
ies (e.g

., num
b

er of violations or 
assessm

ent of rep
eat off

end
ers).

STAKEHOLDER 
COORDINATION
The eng

ag
em

ent of various 
stakehold

er g
roup

s w
ill help

 b
uild

 
consensus to d

eterm
ine b

est w
ays 

to sup
p

ort the im
p

lem
entation 

p
rocess  and

 p
rovid

e assistance 
for the leg

islative and
 executive 

actions need
ed

 for successful 
im

p
lem

entation. Transit op
erators 

are often one of m
ultip

le ag
encies 

resp
onsib

le for the d
esig

n, op
eration, 

and
 enforcem

ent of b
us lanes. 

Id
entifying

 and
 eng

ag
ing

 key 
stakehold

ers in a structured
 and

 
d

elib
erate m

anner early on, and
 

throug
hout the p

rocess, is essential 
to im

p
lem

enting
 successful b

us 
lanes. Stakehold

er coord
ination is 

not only necessary in the p
lanning

, 
d

esig
n, and

 construction p
hases, 

b
ut also m

ust continue throug
h the 

op
erational p

hase of a p
roject. 

2 PHASE

PRIOR TO 
IMPLEMENTATION

3 PHASE

AFTER OPENING



26 SEC
TIO

N
 4.0

: 
B

EN
EFIT-C

O
ST 

A
N

A
LYSIS

This section p
rovid

es a hig
h-level assessm

ent of the b
enefits and

 costs 
associated

 w
ith various b

us lane enforcem
ent strateg

ies throug
h b

enefit-cost 
analyses (B

C
A

). B
C

A
s look at the net p

resent value of the b
enefits, and

 d
ivid

e 
them

 by the net p
resent value of costs. A

 b
enefit-cost ratio (B

C
R

) g
reater 

than one (1) ind
icates that b

enefits exceed
 costs and

 that the investm
ent is 

p
rom

ising
. A

 B
C

R
 b

elow
 one (1) ind

icates that costs outw
eig

h b
enefits, and

 
that the p

roject w
ill need

 further stud
y or innovative strateg

ies to id
entify 

b
enefits that m

ay not have b
een ad

eq
uately q

uantified
 to justify the p

roject. 

Table 3 sum
m

arizes the cost elem
ents includ

ed
 in the B

C
A

; d
etailed

 
inform

ation on B
C

A
 m

ethod
olog

y is p
rovid

ed
 in a sep

arate technical 
m

em
orand

um
 in the ap

p
end

ices to this d
ocum

ent. W
ithin this section “m

anual 
enforcem

ent” refers to p
olice enforcem

ent of b
us lanes.

TA
B

LE 3 
B

C
A

 C
O

ST E
LE

M
E

N
TS A

N
D

 U
N

ITS
C

ost Elem
ent

C
ost

U
nit

Stand
ard

 B
us Lane – W

hite P
avem

ent 
Strip

ing
 (C

ap
ital C

ost)
$10

0
,0

0
0

P
er M

ile

Stand
ard

 B
us Lane – W

hite P
avem

ent 
Strip

ing
 (M

aintenance C
ost)

$10
,0

0
0

P
er M

ile P
er 

Year

R
ed

 P
aint B

us Lane (C
ap

ital C
ost)

$5
P

er Sq
uare 

Feet

$30
8,0

0
0

*
P

er M
ile

R
ed

 P
aint B

us Lane (M
aintenance C

ost)
$10

,0
0

0
P

er M
ile P

er 
Year

M
anual E

nforcem
ent (P

olice enforcem
ent)

$4
9.50

P
er H

our

B
us-M

ounted
 C

am
era E

nforcem
ent 

(C
ap

ital C
ost)

$9,50
0

P
er B

us

B
us-M

ounted
 C

am
era E

nforcem
ent 

(M
aintenance C

ost)
$15

P
er B

us P
er 

W
eek

Stationary C
am

era E
nforcem

ent 
(C

ap
ital C

ost)
$64

,94
5

P
er C

am
era 

Stationary C
am

era E
nforcem

ent 
(M

aintenance C
ost)

$4
14

P
er C

am
era P

er 
W

eek

* R
ed

 p
aint need

s to b
e re-ap

p
lied

 every fi
ve (5) years

Table 4
 sum

m
arizes the various b

us lane strateg
ies, along

 w
ith their 

associated
 cap

ital costs, annual cap
ital cost for each enforcem

ent typ
e, and

 
annual enforcem

ent m
aintenance costs. The cap

ital and
 enforcem

ent costs 
are calculated

 b
ased

 on the assum
p

tions that each b
us lane w

ould
 op

erate for 
five (5) d

ays a w
eek d

uring
 p

eak p
eriod

s (6 hours p
er d

ay) at a freq
uency of 

fifteen (15) b
uses p

er hour. E
ach one (1) m

ile b
us lane is assum

ed
 to op

erate 
for fifty (50

) w
eeks (ap

p
roxim

ately one year, exclud
ing

 m
ajor holid

ays).
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TA
B

LE 4
 

STR
A

TE
G

IE
S A

N
D

 A
SSO

C
IA

TE
D

 E
STIM

A
TE

D
 C

O
STS

Im
plem

entation Strategies
1

B
us Lane 

C
apital 

C
ost ($)

B
us Lane 

M
aintenance 

C
ost ($/year)

Enforcem
ent 

C
apital C

ost 
($)

Enforcem
ent 

M
aintenance 

C
ost ($/year)

Stand
ard

 Lane Treatm
ent - N

o E
nforcem

ent
$10

0
,0

0
0

$10
,0

0
0

-
-

Stand
ard

 Lane Treatm
ent - Low

 M
anual E

nforcem
ent

$10
0

,0
0

0
$10

,0
0

0
-

$12,375

Stand
ard

 Lane Treatm
ent - M

od
erate M

anual E
nforcem

ent
$10

0
,0

0
0

$10
,0

0
0

-
$4

9,50
0

Stand
ard

 Lane Treatm
ent - M

axim
um

 M
anual E

nforcem
ent

$10
0

,0
0

0
$10

,0
0

0
-

$99,0
0

0

Stand
ard

 Lane Treatm
ent - B

us-M
ounted

 A
utom

ated
 E

nforcem
ent

$10
0

,0
0

0
$10

,0
0

0
$14

2,50
0

$11,250

Stand
ard

 Lane Treatm
ent - Stationary A

utom
ated

 E
nforcem

ent
2

$10
0

,0
0

0
$10

,0
0

0
$129,891

$4
1,382

R
ed

 P
aint B

us Lanes
3 - N

o E
nforcem

ent
$30

8,0
0

0
$10

,0
0

0
-

R
ed

 P
aint B

us Lanes
3 - Low

 M
anual E

nforcem
ent

$30
8,0

0
0

$10
,0

0
0

-
$12,375

R
ed

 P
aint B

us Lanes
3 - M

od
erate M

anual E
nforcem

ent
$30

8,0
0

0
$10

,0
0

0
-

$4
9,50

0

R
ed

 P
aint B

us Lanes
3 - M

axim
um

 M
anual E

nforcem
ent

$30
8,0

0
0

$10
,0

0
0

-
$99,0

0
0

R
ed

 P
aint B

us Lanes
3 - B

us-M
ounted

 A
utom

ated
 E

nforcem
ent

$30
8,0

0
0

$10
,0

0
0

$14
2,50

0
$11,250

R
ed

 P
aint B

us Lanes
3 - Stationary A

utom
ated

 E
nforcem

ent
2

$30
8,0

0
0

$10
,0

0
0

$129,891
$4

1,382
1 A

ssum
es o

ne (1) year of im
p

lem
entatio

n and
 o

p
eratio

n alo
ng

 a o
ne (1) m

ile co
rrid

o
r running

 w
ith a freq

uency of fi
fteen (15) b

uses p
er ho

ur
2 A

ssum
es tw

o (2) enfo
rcem

ent lo
catio

ns p
er m

ile, and
 tw

o (2) cam
eras p

er enfo
rcem

ent lo
catio

n
3 R

ed
 p

aint need
s to b

e re-ap
p

lied
 every fi

ve (5) years

For the b
enefit calculation, the analysis consid

ered
 p

asseng
er travel tim

e 
saving

s and
 fleet saving

s. D
ue to the lim

itations in d
ata ab

out the eff
ects of 

enforcem
ent, the travel tim

e saving
s and

 fleet saving
 b

enefits associated
 w

ith 
the tw

elve im
p

lem
entation strateg

ies w
ere q

uantified
 using

 m
ethod

s outlined
 

in the Transit C
ap

acity and
 Q

uality of Service M
anual (TC

Q
SM

). A
s noted

 
ab

ove, d
etailed

 inform
ation on B

C
A

 m
ethod

olog
y is p

rovid
ed

 in a sep
arate 

technical m
em

orand
um

. 

To cap
ture the eff

ects of m
ulti-year costs and

 b
enefits, includ

ing
 the cost of 

re-ap
p

lying
 red

 p
aint to b

us lanes, a ten year b
enefit-cost ratio (B

C
R

) w
as 

calculated
. 

Table 5 sum
m

arizes the B
C

R
 calculated

 for each im
p

lem
entation strateg

y. 
Figure 12 p

rovid
es a visual com

p
arison of the find

ing
s. R

esults ind
icate that 

the strateg
ies w

ith no enforcem
ent scenarios have the low

est b
enefit-cost 

ratios (w
ith a B

C
R

 of 0
.90

), w
hile the strateg

ies w
ith stand

ard
 lane treatm

ents 
and

 autom
ated

 enforcem
ent scenarios have the hig

hest b
enefit-cost ratios 

(B
C

R
 of 7.87 and

 4
.82). R

ed
 p

aint b
us lanes fall in the m

id
d

le rang
e of b

enefit-
cost ratios d

ue to the hig
h cost of installing

 and
 m

aintaining
 red

 p
aint b

us 
lanes. H

ow
ever, it is im

p
ortant to note that the analysis assum

es ag
encies 

have ad
eq

uate resources to p
rovid

e a m
od

erate to m
axim

um
 level of m

anual 
enforcem

ent. For ag
encies w

ith lim
ited

 resources, red
 p

aint treatm
ent 

yield
s a hig

her B
C

R
 com

p
ared

 to the stand
ard

 lane treatm
ent und

er the no 
enforcem

ent (1.50
 vs. 0

.90
) and

 low
 m

anual enforcem
ent scenarios (1.71 vs. 

1.66) as red
 p

aint serves as b
oth an ed

ucational and
 enforcem

ent tool.   

TA
B

LE 5 
IM

P
LE

M
E

N
TA

TIO
N

 A
LTE

R
N

A
TIV

E
S A

N
D

 
B

E
N

E
FIT-C

O
ST R

A
TIO

Im
plem

entation A
lternative

B
enefit-

C
ost R

atio 
(10

 year)
Stand

ard
 Lane Treatm

ent - N
o E

nforcem
ent

0
.90

Stand
ard

 Lane Treatm
ent - Low

 M
anual E

nforcem
ent

1.66

Stand
ard

 Lane Treatm
ent - M

od
erate M

anual E
nforcem

ent
3.0

9

Stand
ard

 Lane Treatm
ent - M

axim
um

 M
anual E

nforcem
ent

3.0
1

Stand
ard

 Lane Treatm
ent - B

us-M
ounted

 A
utom

ated
 

E
nforcem

ent
7.87

Stand
ard

 Lane Treatm
ent - Stationary A

utom
ated

 E
nforcem

ent
4

.82

R
ed

 P
aint B

us Lanes - N
o E

nforcem
ent

1.50

R
ed

 P
aint B

us Lanes - Low
 M

anual E
nforcem

ent
1.71

R
ed

 P
aint B

us Lanes - M
od

erate M
anual E

nforcem
ent

2.51

R
ed

 P
aint B

us Lanes - M
axim

um
 M

anual E
nforcem

ent
2.31

R
ed

 P
aint B

us Lanes - B
us-M

ounted
 A

utom
ated

 E
nforcem

ent
4

.0
6

R
ed

 P
aint B

us Lanes - Stationary A
utom

ated
 E

nforcem
ent

3.13
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A
nother interesting

 find
ing

 is that w
hite p

avem
ent strip

ing
 w

ith m
od

erate 
m

anual (p
olice) enforcem

ent yield
s a slig

htly hig
her b

enefit-cost ratio than 
w

hite p
avem

ent strip
ing

 w
ith a m

axim
um

 m
anual enforcem

ent d
ue to the hig

h 
cost of m

anual enforcem
ent (3.0

9 versus 3.0
1). F

inally, 10
 of the 12 strateg

ies 
evaluated

 have b
enefit-cost ratios that exceed

 2.0
. These p

rom
ising

 ratios 
ind

icate that a m
od

erate to strong
 enforcem

ent p
rog

ram
 can ensure the 

success of b
us lanes w

ith a return on investm
ent in term

s of travel tim
e and

 
fleet saving

s.

Type of Treatm
ent

0.0
0.5

1.0
1.5

2.0
2.5

3.0
3.5

4.0
4.5

5.0
5.5

6.0
6.5

7.0
7.5

8.0
8.5

B
C

A
 R

atio (10 year)

W
hite Pavem

ent Striping - N
o Enforcem

ent
R

ed Paint B
us O

nly Lanes - N
o Enforcem

ent
W

hite Pavem
ent Striping -Low

 M
anual Enforcem

ent
R

ed Paint B
us O

nly Lanes - Low
 M

anual Enforcem
ent

R
ed Paint B

us O
nly Lanes - M

axim
um

 M
anual Enforcem

ent
R

ed Paint B
us O

nly Lanes - M
oderate M

anual Enforcem
ent

W
hite Pavem

ent Striping - M
axim

um
 M

anual Enforcem
ent

W
hite Pavem

ent Striping  - M
oderate M

anual Enforcem
ent

R
ed Paint B

us O
nly Lanes - Stationary A

utom
ated Enforcem

ent
R

ed Paint B
us O

nly Lanes - B
us M

ounted A
utom

ated Enforcem
ent

W
hite Pavem

ent Striping - Stationary A
utom

ated Enforcem
ent

W
hite Pavem

ent Striping - B
us M

ounted A
utom

ated Enforcem
ent

2.514

0.895

4.815

1.706

3.127

4.057

1.659

2.309

3.009

3.092

1.501

7.871

Sum
 of B

C
A

 R
atio (10 year) for each Type of Treatm

ent.

0.895
1.5011.659

1.706
2.3092.514

3.009
3.092
3.127

4.057
4.815

7.871

B
C

A
 R

atio (10
 year) fo

r each Typ
e of Treatm

ent.
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SEC
TIO
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SU

M
M

A
RY

The TP
B

 B
us Lane E

nforcem
ent Stud

y w
as an iterative seven-p

art p
rocess, 

starting
 w

ith a com
p

rehensive literature review
 and

 ag
ency interview

s, 
b

uild
ing

 to a final sum
m

ary of b
us lane m

anag
em

ent b
est p

ractices and
 an 

im
p

lem
entation p

lan for local jurisd
ictions (Figure 13). 

FIG
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E 13 
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E
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M
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A
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The initial ob
jective of this stud

y w
as to id

entify b
est p

ractices on b
us 

lane m
anag

em
ent strateg

ies related
 to enforcem

ent, leg
islation, and

 
ed

ucation. H
ow

ever, interview
s w

ith national and
 local ag

encies hig
hlig

hted
 

the im
p

ortance of stakehold
er coord

ination at all p
hases of b

us lane 
im

p
lem

entation. The interview
s also revealed

 that ag
encies need

 to estab
lish 

eff
ective and

 lasting
 stakehold

er eng
ag

em
ent p

rocesses, as the m
anag

em
ent 

of b
us lanes req

uires coord
ination and

 inp
ut from

 m
any constituents. 

In ad
d

ition, since m
any b

us lanes w
ill cross jurisd

ictional b
ound

aries in 
the reg

ion, stakehold
er coord

ination b
ecom

es even m
ore vital for TP

B
 

jurisd
ictions d

esig
ning

 successful b
us lanes.   

The state of the p
ractice ind

icated
 that som

e level of enforcem
ent, either 

throug
h p

olice or autom
ated

 enforcem
ent, is req

uired
 to lim

it b
us lane 

violations and
 im

p
rove the eff

ectiveness of b
us lanes. A

g
encies or jurisd

ictions 

currently op
erating

 b
us lanes in the TP

B
 reg

ion use p
olice enforcem

ent as p
art 

of the b
us lane enforcem

ent p
rog

ram
. P

olice enforcem
ent is g

enerally found
 

to b
e eff

ective, how
ever ag

encies need
 to consid

er the financial and
 hum

an 
resources req

uired
 to sustain a continuous p

olice enforcem
ent p

rog
ram

. 
W

hile p
olice enforcem

ent of b
us lanes m

ay b
e feasib

le for sm
all corrid

ors, 
the exp

ansion of b
us lanes can m

ake continuous p
olice enforcem

ent of lanes 
im

p
ractical d

ue to b
ud

g
et lim

itations. A
utom

ated
 enforcem

ent can overcom
e 

financial b
arriers by autom

ating
 the enforcem

ent p
rocess throug

h the use 
of cam

eras. H
ow

ever, exam
p

les from
 C

alifornia and
 N

ew
 York show

 that 
autom

ated
 enforcem

ent req
uires new

 enab
ling

 leg
islation and

 ad
m

inistration 
p

rocesses, and
 that final authorization m

ay take several years. TP
B

 
jurisd

ictions interested
 in d

evelop
ing

 cam
era-b

ased
 enforcem

ent should
 b

eg
in 

the leg
islative p

rocess early, and
 cond

uct a rob
ust ed

ucation and
 outreach 

p
rog

ram
 to ad

d
ress p

otential p
ub

lic concerns over p
rivacy issues.

F
inally, ed

ucation is a crucial p
iece of an eff

ective b
us lane m

anag
em

ent 
p

rocess. Id
entifying

 p
roject p

artners early and
 targ

eting
 constituents w

ith 
relevant m

essag
es, b

oth d
uring

 and
 after im

p
lem

entation, are found
 to b

e the 
m

ost eff
ective ed

ucational strateg
ies. F

urtherm
ore, installing

 strong
 visual 

cues (e.g
., lane strip

ing
, red

 p
aint, and

/or sig
ns) are recom

m
end

ed
 as a form

 
of ed

ucation, b
ut also as p

art of the enforcem
ent p

rocess.

Inform
ation G

athering
• 

Literature R
eview

 and
 A

g
ency Interview

s (national)
• 

M
em

o: B
us lane enforcem

ent and
 safety b

est p
ractices

Local A
pplication

• 
Local A

g
ency Interview

s
• 

M
em

o: E
ff

ective local b
us lane enforcem

ent strateg
ies

Legislative Strategies
• 

R
eview

 of local and
 national b

us lane enab
ling

 leg
islation

• 
M

em
o: Sum

m
ary of find

ing
s of local recom

m
end

ations

Educational C
am

paign
• 

Transit ed
ucation cam

p
aig

n case stud
ies (national)

• 
M

em
o: B

est p
ractices for b

us lane ed
ucation cam

p
aig

ns

Im
plem

entation Plan
• 

R
eview

 b
est p

ractices from
 research and

 interview
s

• 
M

em
o: Im

p
lem

entation fram
ew

ork for local b
us lanes

B
enefit-C

ost A
nalysis

• 
D

evelop
 a g

eneral p
rocess and

 a fram
ew

ork for assessing
 the 

b
enfits of b

us lanes

Final R
eport

• 
Sum

m
ary of b

us lane m
anag

em
ent b

est p
ractices

• 
Im

p
lem

entation P
lan Sum

m
ary
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ion Transp

ortation P
lanning

 B
oard
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A
B

O
U

T TH
E

 TP
B

   
The N

ational C
ap

ital R
eg

ion Transp
ortation P

lanning
 B

oard
 (TP

B
) is the fed

erally d
esig

nated
 

m
etrop

olitan p
lanning

 org
anization (M

P
O

) for m
etrop

olitan W
ashing

ton. It is resp
onsib

le for 
d

evelop
ing

 and
 carrying

 out a continuing
, coop

erative, and
 com

p
rehensive transp

ortation 
p

lanning
 p

rocess in the m
etrop

olitan area. M
em

b
ers of the TP

B
 includ

e rep
resentatives 

of the transp
ortation ag

encies of the states of M
aryland

 and
 V

irg
inia and

 the D
istrict of 

C
olum

b
ia, 24

 local g
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ents, the W
ashing

ton M
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rea Transit A
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M
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 V
irg

inia G
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b

lies, and
 nonvoting

 m
em
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etrop

olitan 
W

ashing
ton A
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 fed
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Transp
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ashing

ton C
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O
G

).
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    HB 284 

 

April 1, 2021 

 

TO:  Members of the Senate Judicial Proceedings Committee 
 

FROM: Natasha Mehu, Director of Government Relations 

 

RE: House Bill 284 – Vehicle Laws – Bus Lane Monitoring Cameras – Authorization  

 

POSITION: SUPPORT 
 

Chair Smith, Vice Chair Waldstreicher, and Members of the Committee, please be advised that the 

Baltimore City Administration (BCA) supports House Bill (HB) 284.  

 

HB 248 would provide local jurisdictions the authority to install and manage automated bus lane monitoring 

cameras. This legislation seeks to implement one of the recommendations that was identified in a study 

mandated by Chapter 340 of the Laws of Maryland of 2019.  

 

Baltimore City contains nearly six miles of dedicated bus lanes located in and around the core of the city. 

These dedicated bus lanes are serviced by high frequency bus lines operated by the Maryland Transit 

Administration (MTA), transporting hundreds of thousands of Marylanders each day to and from work, 

school, running errands, and visiting family or friends.  

 

The above-referenced joint study brought together experts in the field of transportation and law enforcement 

to discuss best practices in terms of dedicated bus lane enforcement. Cities across the country were studied 

and challenges that have come up in Baltimore were discussed. MTA Police, Baltimore City Police, and City 

DOT’s Traffic Enforcement Officers were all unanimously in agreement that automated enforcement would 

be the most ideal and efficient strategy, especially considering the vast enforcement responsibilities currently 

under the umbrella of each of these entities, in terms of dedicated bus lane enforcement. The enactment of 

HB 284 is a prerequisite in making this effort a reality.  

 

Given the will of the General Assembly in enacting Chapter 340 during the 2019 legislative session, the 

BCA is committed to working with all partners to craft a dedicated bus lane enforcement program that 

improves headways and gets Marylanders from Point A to Point B riding on MTA through our jurisdiction as 

safely and efficiently as possible. We remain committed to addressing any concerns the General Assembly 

may bring to our attention and welcome any ideas to improve bus lane enforcement in the City of Baltimore.  

 

For these reasons, the BCA requests a favorable report on HB 284. 
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April 1, 2021 
 

Testimony on HB 284 – 
Vehicle Laws – Bus Lane Monitoring Cameras - Authorization 

Judicial Proceedings 
 
Position: Favorable 

The Central Maryland Transportation Alliance and Bikemore support HB 284.  

In June 2017, the Maryland Transit Administration (MTA) launched BaltimoreLink, a 
comprehensive redesign of its bus system serving Greater Baltimore. As part of that initiative, 
MTA partnered with Baltimore City to establish dedicated bus lanes in and around downtown 
Baltimore. MTA and Baltimore City also partnered on and won a federal grant for the North 
Avenue Rising project which added more dedicated bus lanes. 
 
Bus lanes can be an effective tool to move people more efficiently through our most crowded 
and economically productive corridors. Public education and enforcement are critical to the 
effectiveness of dedicated bus lanes. But bus riders regularly report that lanes are blocked by 
parked or standing cars and trucks. At the Transportation Alliance we recruited volunteers and 
conducted observations of bus lanes in fall 2018. During our observations 25% of the time a car 
or truck was parked in any given block of a bus lane. Buses are forced to merge into general 
travel lanes, causing delays and disrupting schedules. 
 
We will not fully realize the benefits of the dedicated bus lanes until we effectively and 
consistently enforce them. HB 284 continues to build on the MTA-City partnership by allowing 
the City to do just that. 
 
We encourage a favorable report. 
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Testimony in Support of HB 284: Vehicle Laws – Dedicated Bus Lanes – Enforcement

To: Chair Smith, Vice Chair Waldstreicher, and members of the Judicial Proceedings Committee
From: Daniel Richman

March 30, 2021

My name is Dan Richman. I am a resident of Baltimore, Maryland, legislative District 46. I am submitting
this testimony in support of HB 284, enforcement of dedicated bus lanes.

I use buses, walking or running, and a car to get around Baltimore and I experience traffic congestion, a
frenzied driving environment, and dangerous streets while using all these modes.

From all of these vantage points, having private cars filling every possible surface makes our streets much
harder and more dangerous to use for everybody involved. Instead, allowing the bus service to perform
better would carry more people in less space, would cost less to individuals and to the state (private car
ownership has a lot of ill consequences and costs for the state), and for less damage to our health
(combustion, brake, and tire particulates).

Unfortunately, I see dedicated bus lanes around the city that are still filled with cars making bus service
worse. For example, I use North Ave in East Baltimore by car, bus, or on foot, and I see cars blocking the
way of buses on that dedicated lane. We need bus lane enforcement alongside red light and speed
enforcement to improve our transportation system.

I respectfully urge a favorable report for HB 284.
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Howard County Council 
George Howard Building 
3430 Court House Drive 

Ellicott City, Maryland  21043-4392 

 
 

(410) 313-2001   fax: (410) 313-3297  
http://cc.howardcountymd.gov 

Christiana Rigby 
Councilmember 

 
District 3 

 

 
TESTIMONY IN SUPPORT OF HB0284 
Vehicle Laws – Dedicated Bus Lanes – Enforcement 
 
March 30, 2021 
 
Dear Chair Smith, Vice Chair Waldstreicher, and Members of the Judicial Proceedings Committee: 
 
I am writing today to express my strong support for HB0284, legislation introduced by Delegate Lewis 
that would strengthen protections for dedicated bus lanes in the State of Maryland. 
 
According to Federal Transit Administration, the average public transit bus emits roughly 33% less 
greenhouse gas emissions than private, single-occupancy vehicles. We have a significant opportunity to 
combat climate change through revitalizing our public transit infrastructure in Maryland. However, 
many bus transit systems are hampered by poor traffic conditions and interruptions, which result in 
longer headways, delays, and infrequent service. 
 
HB0284 seeks to address these challenges by restricting single-occupant vehicles from illegally driving 
in bus lanes and authorizing local jurisdictions to impose civil fines for violating the law. For growing 
jurisdictions like Howard County, this type of legislation expands the options in our toolbox to 
improve transit access and efficiency in our community. Dedicated bus lanes have the potential to 
reduce traffic and connect residents to opportunities that improve their lives and outcomes, including 
employment, education, and healthcare. 
 
As you review HB0284, I encourage you to support actions that will strengthen, protect, and promote 
sustainable transportation options in our state. Thank you for your consideration of this legislation. I 
respectfully urge a favorable report. 
 
Sincerely, 
 

 
Christiana Rigby 
Howard County Councilmember, District 3 
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7338 Baltimore Ave 
Suite 102 

College Park, MD 20740 
 
 

Founded in 1892, the Sierra Club is America’s oldest and largest grassroots environmental 
organization. The Maryland Chapter has over 75,000 members and supporters, and the  
Sierra Club nationwide has over 800,000 members and nearly four million supporters. 

 

 
Committee:      Judicial Proceedings 
 
Testimony on:  HB284 – “Vehicle Laws – Dedicated Bus Lanes – Enforcement” 
 
Position:           Support  
 
Hearing Date:  April 1, 2021 
 
The Maryland Chapter of the Sierra Club supports HB284 as amended. The bill provides that 
only a transit vehicle owned, operated or contracted for by the Maryland Transit Administration 
(MTA) or a local department of transportation, a school bus, a bicycle, an emergency vehicle or 
a vehicle making a right turn at the next intersection may use a traffic lane designated as a 
dedicated bus lane by the MTA or a local department of transportation. 
 
The bill also authorizes Baltimore City to use a bus lane monitoring system to enforce the 
prohibition on other vehicles using these lanes. The bill includes provisions relating to payment 
of fines not exceeding $100, distribution of revenues collected, training of monitoring system 
operators, and handling of violation citations by the Baltimore City Police Department and 
District Court.  
 
Bus lane monitoring systems are needed to allow dedicated bus lanes to work as intended.  Buses 
traveling in dedicated lanes carry upward of four times more travelers per hour than a general 
traffic lane.  Dedicated bus lanes also double or triple bus speeds by avoiding congestion caused 
largely by single-occupancy and ride-hailing vehicles. The biggest challenge to having dedicated 
bus lanes work as intended is finding effective enforcement mechanisms to keep unauthorized 
users out of those lanes. 
 
Dedicated bus lanes encourage greater use of transit, which reduces environmental damage. 
Transportation is the largest source of climate-disrupting greenhouse gases in Maryland and our 
nation today, so reducing the number of single-occupancy gas and diesel-fueled vehicles on the 
roads, and increasing the use of mass transit, is critical.  Tailpipe emissions from vehicles also 
are hazardous to human health, and are linked to cancers, heart disease, asthma, emphysema, and 
other respiratory diseases. 
 
In summary, this proposal would enable dedicated bus lanes in our state to work as intended, 
which would allow buses to be faster and attract more ridership, and bicyclists and emergency 
vehicles to get where they need to go as quickly as possible. This would benefit dedicated bus 
lane users as well as our environment. We urge a favorable report on this bill 
 
  Brian Ditzler      Josh Tulkin 
  Transportation Chair     Chapter Director 
  Brian.Ditzler@MDSierra.org   Josh.Tulkin@MDSierra.org 
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