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THE MARYLAND HOUSE OF DELEGATES

ANNAPOLIS, MARYLAND 21401

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



e Education: launch a public education campaign and continue awareness-raising efforts.
o 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?

Improve the reliability, speed and frequency quality of MTA bus service by enforcing dedicated
bus lane traffic laws

Allow Baltimore City to implement study recommendations for enforcing existing dedicated bus
lanes

Enable the use of automatic cameras to monitor traffic in dedicated bus lanes

Enable local jurisdictions to issue civil citations no greater than $252 to unauthorized vehicles
driving in dedicated bus lanes

Provide means for contesting citations issued by bus lane monitoring cameras

Who Can Use Dedicated Bus Lanes?

MTA Buses

School Buses
Bicycles

Emergency Vehicles

Why is this Legislation Important?

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.

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.

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?

30% of Baltimore City residents do not have access to a privately-owned vehicle.

Baltimore City neighborhoods with insufficient transit access, like Sandtown Winchester also
have among the highest rates of unemployment.

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

The vast majority of the average American’s daily trips are less than 2 miles — to school, work or
other activities.

Better bus service improves sustainability, enables equitable community development, and
reduces traffic congestion and air pollution.
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Image 1: Multimodal street with Dedicated Bus Lanes
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Image 3: Obstructed Dedicated Bus Lane in downtown Baltimore
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Image 4: Stationary Cameras for Bus Lane Enforcement







C 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—Iless 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.







STREETS
BLOG

NYC
2 | il T

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
Manbhattan 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.



CALL IT THE ‘SAFETYWAY’

BUSWAY CRASHES, OCT. 20]/8-JAN. 2019

BUSWAY CRASHES, OCT. 2019-JAN. 2020

STREETSBLOG

Here are the raw numbers:

e Total crashes
o Oct. 2018-Jan. 2019: 90
o Oct. 2019-Jan. 2020: 42 (a decrease of 53 percent)
e Total crashes with injuries
o Oct. 2018-Jan. 2019: 27
o Oct. 2019-Jan. 2020: 10 (a decrease of 63 percent)
e 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:

e 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

e 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):

e What does City Hall think about these numbers?

o Will City Hall give a timeline for an expansion of the busway model to other transit strips?

¢ 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:

e Protect Dedicated Bus Lanes so buses move faster and more reliably

e Use existing, stationary cameras to issue citations for unauthorized blocking of lane

e Preserve your ability to turn right when you need to

e Requires a public education campaign to inform folks and raise awareness

e Promotes curbside management planning, so that deliveries and drop offs are doable

e 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 | support better What legislative district of
HB284 and better bus | Baltimore city do you live in?
service for all!

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

2
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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

3
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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 Operating Right Turn Miles of bus lanes.
Identification Hours Treatment Plans to expand?

Chicago Signing and e 24-hour Right turns permitted < 5 miles and
pavement markings, e Peak only at selected planning for
including red paint, intersections additional lane miles
red-mixed concrete
and MMA (Methyl
Methcrylate).

Denver Signing and Converting to Right turns permitted < 5 miles and
pavement markings. 24-hour planning for

additional lane miles.

New York Signing and e 24-hour Right turns permitted, > 100 miles and

City pavement markings, e Peak only drivers enter as far planning for
including red paint. beforehand as they additional lane miles.

desire if they turn at
the next available turn.

Philadelphia  Signing and 24-hour Right turns permitted. < 5 miles and
pavement markings. planning for

additional lane miles.

San Signing and e 24-hour Bus lanes are typically > 40 miles and

Francisco pavement markings, e Peak only not directly adjacentto  planning for
including red paint the curb, so turning additional lane miles.
(reserved only for 24- lanes are to the right of
hour lanes) the bus lanes.

Seattle Signing and 24-hour Right turns permitted, > 30 miles and
pavement markings, e  Peak hour, no standard for planning for
including red paint. peak treatment length. additional lane miles.

direction

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

Chicago

Denver

New York
City

Philadelphia

San
Francisco

Seattle

Permitted Users

Buses, emergency
vehicles. In some
sections, bicycles

are permitted.

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

Buses, paratransit,
bicycles

Buses and
bicycles

Buses, taxis,
emergency
vehicles

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

Taxis pick-up and
drop-off
permitted?

Yes

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

unloading.
No
No — through

movements only.

Freight Loading Permitted?

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.

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

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

does happen.

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.

No, except on 3™ Avenue during off peak hours

(9am-3pm). Vehicles with a Commercial Vehicle
permit are allowed to use DBLs on 3" 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

What guides Penalties

City Who enforces? How? enforcement
9

Chicago Chicago PD & Routine traffic patrols Operator $90
Parking complaints
Enforcement.
CTA operations
supervisors can
also issue
violations.
Denver Denver PD Visual enforcement, no specific Operator $135 and 1 point on
enforcement procedures. Adding  complaints license

more DBLs and will develop
enforcement program.

New York NYPD & Majority of enforcement today is ~ Camera NYPD officer: $115.
City automated from cameras. This has required footage and Cameras: graduated
enforcement better coordination between operator input fine structure:
NYPD/operations and $50 for the first
NYCDOT. NYPD works with violation; additional
NYCDOT on targeted violations within a 12-
enforcement campaigns. 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 Visual and spot / targeted Operator Illegal parking in a bus
violations: PPD enforcement campaigns. input and zone carries a $76 fine.
Parking Multiple agencies can issue obtained data  Other tickets vary by
violations: PPD, tickets and educate the motorists analysis issuing body.
Phila Parking about the bus lanes. Moving fines vary and
Authority, only issued by PPD.



WM _Or

MARYLAND DEPARTMENT
OF TRANSPORTATION

MARYLAND TRANSIT
ADMINISTRATION

clec

DEPARTMENT OF TRANSPORTATION

BALTIMORE CITY

Who enforces?

What guides

enforcement
92

Penalties

SEPTA Police
and supervisors.

San
Francisco

Moving
violations:
SFPD

Parking
violations:
SFMTA parking
control officers
via automated
enforcement

Seattle PD —
additional
enforcement
funding
provided by
SDOT

Seattle

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.

Educational campaign - handout
for people who receive a
warning.

Routine traffic patrols and
targeted enforcement.

Automated Enforcement in Peer Cities

Camera
footage

Observed
high violation
rates

SFPD (moving
violations): $288 fine
for driving /stopping in
DBLs if issued by
SFPD.

Cameras (non-moving
violations): $110 fine
for parking in DBLs.

$136 fine.

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

9
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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.

10
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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 Yes, almost entirely stationary Profitability of stationary cameras is an issue, incentive to
City cameras — no standard spacing, space them appropriately.

typically one block to few blocks Bus-mounted cameras now operational, but only on

apart. NYCDOT decides where certain routes and buses.

they are placed; cameras can be
moved. Traffic operations unit
runs the cameras.

Philadelphia ~ Not currently but exploring Concerns about equity — due to an operator / bus driver
options. responsible for flagging the DBLs violations manually,
potential concerns about possibly targeting certain
populations.
San Yes, bus-mounted. Installed Staff resources:
Francisco fleet-wide as part of a larger bus e Review all camera footage manually (2 staff
surveillance project. Cameras members)
face forward and capture parking e Administer citations
ViOlatiOnS. The 1egislati0n does ° Adjudicate Citation appeals
not permit use of cameras for e Maintain camera equipment.

moving violations.

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:

e 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.

11
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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.

e 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.

12
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Table 5: Automated Enforcement Costs

QI ey 0T g (CETTE Option B: Bus-Mounted Cameras

e  $5,000 per month per stationary camera e  $9,500 per bus for installation to the entire fleet
(includes installation costs and maintenance) - $7.13 million to equip MDOT MTA buses
with required cameras. (Some buses may not be
able to handle additional cameras/wiring)
e $438,750 in maintenance and software
expenses in first year and $585,000 annually

for MDOT MTA.

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

program.

Table 6: Automated Enforcement Comparison

- TSR L R G S I Option B: Bus-Mounted Cameras

e  More effective than human enforcement e  More effective than human enforcement
e Cameras can record crashes e Cameras can record crashes
e Already established vendor relationship e More effective at capturing parking and
e Easy integration with red light/speed loading violations
Pros cameras
Reduced upstart timeframe
e Scalable examples (red/speed/truck
cameras)
e Cameras can be portable (unlikely in
downtown DBLs)
e Potential location constraints e Requires continued investment - MDOT
(ROW/Utilities) MTA replaces 70 buses/year, camera cost
e Less effective at capturing parking and would need to be built into future bus
loading violations purchases and coordinated annually
Cons e Unknown maintenance concerns

e  Quality assurance system would need to
be worked out

e  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

13



on future costs and revenues. Following a recommended pilot projécuccessful- DBL
cameras would be introduced dually throughout Baltimore City, with egoing accuracy
tracking and monitoring, to earn and maintain public confidence in the usefulness, proven utility,
and reliability of the enforcement system.

While busmounted cameras have begitoted in a few other cities, the workgrouploes not
recommend pursuintis option at this timaVhile MDOT MTA buses are housedfatir different
bus divisions, buses within divisions are not reserved for specific roudeltionally, not all
routesservicesegments along dedicated bus lané& busmounted camera program would need
to be installedbn the entire bus fleeb ensure that the dedicated bus lanes are lleargughly
and effectivelymonitored The bus fleet includes multiple different series of buses iand
constantly changing as busa® undergoing regular and unscheduled mainten&eceTitle VI
requirementsdifferent series of buses should be equally dispersed throughout the servite area.
addition some older buses may not be ablbandle any aditional wiring or camera equipment.
Approximately 70 buses arealso replaced each year through muléar bus contractsTo
implementa successful prografMiIDOT MTA and BCDOT would need to complete a funding
and revenue agreement that would allow cameras on MDOT MTA lssescitations for
BCDOT ATVES staff.

Recommende&nforcemenPlanfor Baltimore

A combination ofenforcement, education, and engimegrefforts 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 engimegras detailed below:

Enforcement Strategies

« Strategy #1 rAutomated 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
establishedo test the automated enforcement technology on select DBL routes /raegme
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 eMince to enforce DBLs traffic violations in Baltimore, a

more permanent prograwould thenbe established as part of BCDOT’s ATVES
program.

o Strategy #2 tImproved coordination between enforcement agencies

"H#1



