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Executive Summary

Because of the expansive inventory of more than 5,108 bus stops, these stops are most often public's first
impression of UTA and its presence in the community. This is true whether or not people ride transit. Bus
stops are ubiquitous from suburban neighborhoods to downtown cores. UTA's objective is to make bus
stops a positive contribution to the community, both for riders and people who host them in their
neighborhood. Bus stops should contribute to the streetscape and be a place where all riders can obtain
transit related information. Stops should be a community asset as well and provide easy, intuitive access to
transit service for people of all ages and abilities.

It is important that bus stops, to the maximum extent possible, are easily identifiable, clean, safe,
accessible, and a comfortable place to wait for the bus. Although, there may be underdeveloped bus stops
that do not currently achieve all of the standards outlined in the following pages, this master plan and
associated guidelines provide a framework for retrofitting, maintaining and building new bus stops in order
to make the entire system as accessible and user friendly as possible.

In addition to providing an inventory of existing conditions, this document is intended to provide a common
set of goals, design principles, design guidelines and policies to promote consistency in the design and
provision of bus stops and their associated amenities. The aim is to ensure that stops are suited to their
location, operationally functional and attractive to current and potential riders.

The Bus Stop Master Plan outlines and encourages partnerships with local governments and property
owners. UTA is continually working with communities to improve access to bus stops, including sidewalks,
street crossings, curb ramps and bicycle lanes. UTA continually affirms that the quality of the streetscape is
critical to the success of the bus stop improvement program.

The primary objectives of this document are to identify and outline each of the elements of UTA bus stops,
set design guidelines for the bus stops including placement and amenities and to describe the process for
developing and managing a comprehensive bus stop inventory at UTA.

This document will also act as the basis for annual Capital Improvement budgets that will be used in
combination with a prioritized program of bus stop projects that support the stated goals of the plan.

This document contains four major sections. They are (1) a brief introduction to the purpose and need as

well as the goals for the master plan, (2) a description of the existing conditions, (3) the design criteria and
guidelines (4) a prioritization methodology for managing the bus stop capital improvement program.
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Introduction

The need for this planis rooted in a bus stop management process that has focused on improvements upon
request and has resulted in an inconsistent inventory of stops that ranges from exceptional to less than
ideal. During 2016-2017 there was a proactive effort in the UTA Planning Department to inventory,
document, and catalog every bus stop in the system. This inventory was the first-ever comprehensive
collection of organized and accurate data on the bus stops. To date, there has not been a cohesive strategy
for organizing, tracking and prioritizing any proposed changes to bus stops.

Work on bus stops has traditionally been done on an ad hoc basis through an internal work order system,
via email, or oral request. These improvements were most often based on customer or stakeholder
comments or feedback, as a result of a specific grant project or based on staff priorities. While this
approach has improved a large number of stops, it has often led to an inefficient and ineffective use of
capital. Specifically reviewing individual stops for improvement rather than looking at the network of stops
as a system has led to inconsistencies and potential misallocation of improvement funds.

Perhaps more important than a process for addressing complaints and route changes is the fact that UTA
lacks any current standard for bus stop design. Bus stops are the public’'s primary interface with the UTA

system. In some cases stop conditions are more than adequate however there are also a large number of

noncompliant or under improved stops. The need for a set of minimum standards, guidelines and policies
for UTA's bus stop system will be addressed in this plan.

The purpose of this Bus Stop Master Plan is to create a guiding document for UTA that can be used for
strategically identifying, analyzing and prioritizing improvements to all bus stop amenities throughout the
UTA system. The overarching intent of the Bus Stop Master Plan is to put its customers first by providing an
easy, enjoyable and accessible transit experience where customers feel engaged, safe and cared about.

The plan will provide a prioritized and phased schedule, design criteria and cost estimates for bus stop
improvements. The schedule and prioritization will be based on different criteria including but not limited to
average daily total stop activity (TSA), compliance with the Americans with Disabilities Act and safety. The
Bus Stop Master Plan will transform the network of stops into an asset that enhances the experience for
existing customers, operators and the public and draws potential new riders to the UTA system.

Bus Stop Master Plan Goals
UTA has established a basic set of universal requirements that are addressed as every bus stop is
considered. Each stop should, at a minimum:

e Meet minimum federal ADA and safety requirements which consists of a reasonably sloped, paved
surface with access to a safe pedestrian pathway to and from the stop, where applicable

Be designed to meet Crime Prevention through Environmental Design (CPTED) recommendations
Have visible, consistent and easily identifiable signage

Be unobscured and clearly visible by approaching bus where possible

Be safely and conveniently accessed by a typical UTA fixed-route or FLEX route vehicle

Allow for the most effective and efficient system operation

Provide accurate, up-to-date information for riders about services at the stop

Provide placement and improvements which are sensitive to the community setting

Where applicable, meets local codes and ordinances
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Existing Conditions

UTA serves more than 2 million people along the Wasatch Front, with about 44% of that population living
within ¥ mile of a bus stop. For many communities, the bus stop is the first and primary interaction they
have with UTA. As of October 2024 the UTA System has 5,108 total active bus stop locations.

ADA Compliance

Existing bus stops that are currently not fully ADA
compliant make it difficult for those persons with
disabilities, or using mobility devices to enter and exit
the bus safely (See Figure 1). Even passengers not faced
with ability challenges must still give attention to
potential obstacles (i.e. snow, mud, guy wires etc.) and
terrain faced when boarding and alighting the bus.

In addition, bus operators are also faced with challenges FIGURE T- NON-COMPLIANT UTA BuUS STOP
when servicing a bus stop that is not ADA compliant.

They are left to use their best judgment to find a suitable location to unload or pick up passengers in
mobility devices or those with other disabilities. The Federal Transit Administration (FTA) provides
guidance for ADA compliance for both new and existing stops. The guidance states that, to the maximum
extent practicable:

o New, altered, or relocated bus stops must have a firm, stable surface and must provide a clear length of 96
inches (8 feet), measured perpendicular to the curb or vehicle roadway edge, and a clear width of 60
inches (5 feet), measured parallel to the vehicle roadway.

e Bus stops must also connect via an accessible route to streets, sidewalks or pedestrian paths.

e The slope of the bus boarding and alighting area in the direction parallel to the roadway must be the same
as that of the roadway to the maximum extent practicable. Perpendicular to the roadway, the slope must
not exceed 1:48, that is, not more than 1inch of rise over a horizontal distance of 48 inches' (2%).

For existing stops, there is no explicit language in the guidance that exempts transit agencies from providing
accessible bus stops, but rather the guidance states:

e Anindividual with a disability who could otherwise ride an accessible bus but cannot reach the bus stop
due to the lack of an accessible route would be eligible for complementary paratransit, at least on a
conditional basis.

o [TA encourages transit agencies to inventory the location of their bus stops in relation to accessible
pedestrian routes, and coordinate with owners of public rights-of-way (e.g., local municipalities) to help
ensure connections to stops are as accessible as possible?.

For UTA specifications on minimum standard bus stop design requirements, see Appendix B - Bus Stop
Construction Standards & Design Specifications

Obstructions

Stop locations in proximity to obstacles or obstructions such as power/telephone poles, guy wires,
hydrants, and utility boxes also pose additional barriers and not just to those persons with disabilities.
These obstructions represent the potential of interruption in service and damage to property if vehicle
contact is made with any of these obstacles. For example, when the curbside mirror of the bus makes
contact with an obstruction, this is a minimum Class 1 accident of with a replacement cost of $1,500. In

T Americans with Disabilities Act of 1990 (ADA), Section 810.2
2 Americans with Disabilities Act of 1990 (ADA), Section 209.2.3
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addition to the financial cost of the incident, the operator must stop to file a report causing an interruption
of service. If the damage is severe enough to where the bus is inoperable, the bus must remain at the
location until a replacement bus is called out. This pulls mechanics away from his or her duties leading to
more time lost and costs continue to cascade. This can all be mitigated if the bus stop is properly assessed
and can be redesigned or relocated to a more ideal location free of obstructions.

Existing Bus Stop Amenities

While ADA compliance and safety are the primary criteria to be used when evaluating stops, many stops
are "underserved"” in terms of the level of additional amenities. Amenities refer to those attributes of a bus
stop beyond UTA and ADA minimum compliance standards (i.e. benches, trashcans, shelters,
informational signage, etc.). In addition to a firm stable landing surface for ADA compliance, a sign pole and
a route sign there are a range of amenities present at some but not all bus stops throughout the system.
These amenities include:

e Shelters e Bike Racks

e Benches e Simme-Seats

e Trash Cans e Electronic Signs
e Lighting

Prior to this plan, the determination of which stops in the system received additional amenities were
determined on an ad hoc basis using a simple metric of bus stop activity as the primary indicator of
performance. Decisions on which stops to improve have also often been based on things such as
complaints, rider requests, elected official comments, special grants received to improve routes or corridors
or staff recommendations. Inrecent years UTA has addressed many individual bus stop related problems
and the agency intends to continue this forward progress. This plan will just provide a more structured and
measurable approach to stop improvements.

The Bus Stop Master Plan provides a clear, consistent, quantitative methodology for assessing the current
conditions of a bus stop, determining the appropriate level of amenities and prioritizing the budgeting,
construction and placement of stops and amenities.

Existing Bus Stop Inventory

In 2016 UTA conducted a comprehensive inventory of the status of all of the bus stops within the UTA
system. This inventory included all of the amenities present at each stop as well as other information
related to the general condition of the stop, including accessibility. As part of that inventory process, many
variables associated with each stop were identified as being present or not present at any given stop
location.

This process is continued today through annual audits of bus stops. The Customer Experience team with
the cooperation of the System Monitor staff, visit each stop in the system every other year. These audits
check to see that the correct amenities are present at the site (using data from the Bus Stop Manager
system). The Monitors also observe the general condition of the bus stop, looking for things such as faded
signs, graffiti, corroded amenities etc. and each are logged and reported. Work orders are then submitted to
the Facilities team by the Bus Stop Service Planners to repair or replace amenities.

The continual cataloging of every bus stop is ongoing and is critical in meeting the goal to implement

system-wide consistency along with upgrades and improvements. Table 1 shows the amenity categories
that are currently documented and maintained.
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Inventory Category

e ADA Access

e Obstruction - Guy Wire

e Sidewalk

e Bench

e Park Strip

e Park and Ride

e Shelter

e Pole and sign type

e Trash Cans

e Lighting (Indirect/solar)

e Bike Lane - Buffered

e Real time signage

e Schedule Holder

e Bike Rack

e Call box

e Route Information

e Operator Restroom

e Schedule holder (timetable case)

e Artwork

e Park and Ride location

e Park strip

e Restroom present

e Sidewalk

e Trash can

TABLE 1- EXISTING AMENITY CATEGORIES

Planned Bus Stop Amenity Levels

As part of the planning for bus stop improvements, certain ‘Levels’ of amenities have been developed.
These levels have been determined by assessing the average daily total boardings at each stop. The use of
boardings as the determining factor in the level of amenities allows the Service Planning staff along with the
Customer Experience team to ensure that stops with more activity have suitable amenities to meet the
needs of the customers using the stop. Table 2 provides descriptions of the level of amenities warranted by
average daily boardings and frequency.

Avg. Daily
Stop Level Headway Boarding’s  Amenities
Pol ADA Pad
Level |- A 15 Min or Less Oto9 * .Oe ° a
e Sign
Level | - B f/‘r.eaterthan 15 Otod . Pple e ADA Pad
in e Sign
) e Pole e ADA Pad e Trash Can
Level Il - A 15 Min or Less 10 to 39 e Sign e Bench
Greater than 15 e Pole e ADA Pad
Level Il - B Min 5to9 e Sign e Bench
) e Pole o ADA Pad e Trash Can
Level Il - A 15 Min or Less 40to 59 e Sign e Bench o 4'x8'
Greater than 15 e Pole e ADA Pad e Trash Can
Level Il - B Min 10to19 e Sign e Bench e 4'x 8 Shelter
. e Pole e ADA Pad e Trash Can
Level IV - A 15 Min or Less 60 to 79 e Sign e Bench e 6 x12' Shelter
Greater than 15 e Pole e ADA Pad e Trash Can
Level IV - B Min 20-29 e Sign e Bench e 6'x12' Shelter
. e Pole e ADA Pad e Two (2) Benches
Level V-A 15 Min or Less 80 to 99 « Sign e Trash Can . 6 x12' Shelter
. e Pole e ADA Pad e 6'x16' Shelter o Light Fixture
Level VI-A 15 Min or Less 100to 149 |, Sign o Tiesh Can o Two (2) Benches
) e Pole e ADA Pad e Two (2) Benches e Light Fixture
Level VIl - A 15 Min or Less 150+ e Sign e Trash Can e Custom Shelter e Digital Sign

TABLE 2 - BUS STOP LEVELS BY

BOARDINGS

NOTE: The amenity levels shown are based upon UTA being the sole provider of the amenity and performing the

upgrades at the bus stop location. Actual amenity levels may vary based upon local partnerships or third party financial
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participation. On-site topographic conditions and availability of property may also limit recommended upgrades. See

also the section on Funding in this document.

Bus Stop Spacing and Placement
Bus stop spacing and location has a major impact on transit performance. In general, stops located on the
far-side of intersections are preferable; however, other types of stops may be unavoidable or justified in

certain situations. Bus stop placement and spacing is undertaken with the following goals in mind:

Provide the safest, most pleasant waiting and boarding experience possible for riders
Provide optimal access to destinations and neighborhoods along the route
Optimize travel time on the route by preventing excessive stopping and dwell

Because these goals often come into conflict with the preferred location, the exact placement of bus stops

along a route is dependent in large measure on the considered opinion and professional judgment of the

service planners, with input from UTA Operations, local jurisdictions, and property owners.

Far Side In-Lane Stop Location
(Preferred)

Far Side Pull-out Stop Location

Near Side In-Lane Stop Location

Near Side Pull-out Stop Location

PP lp'pr ' P

P

p—

Mid-Block In-Lane Stop Location

|

k 200"

Mid-Block Pull-out Stop Location

FIGURE 2 - STOP LOCATION RECOMMENDATIONS
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There are advantages and disadvantages to each location. There are also opportunities to work with local
municipalities and UDOT to take advantage of queue jump technology and Traffic Signal Prioritization
(TSP) in order to optimize bus stop locations and minimize impacts to local automobile traffic. Extensive
discussion and guidance for determining proper bus stop locations, including traffic signals and operations,
are provided in the Transit Street Design Guide published by NACTO?. Assuming that all stop location
variables are equal, Figure 2 shows the recommended stop locations for basic, fixed route and ADA
accessible service.

Stop spacing affects both access time and line-haul time, and therefore affects the demand for transit
service. In general, there is a tradeoff between: (a) closely spaced, frequent stops and shorter walking
distance, but more time on the vehicle and (b) stops spaced further apart and longer walking distance, but
less time on the vehicle.

Industry practices on spacing vary, as different agencies opt for different bus stop spacing standards. Often,
bus stops are added on an as-requested basis along existing bus routes. The addition of bus stops should be
evaluated carefully prior to implementation to ensure that operational efficiencies in bus services are not
degraded, and they do not negatively impact service reliability. Additionally, a periodic reexamination of
stop spacing is recommended.

The general guidance that UTA employs is that in areas with safe crossings, good points of access, and
transit supportive land uses, bus stops will generally be no closer than 1/8-mile (660 feet) and no further
apart than 1/3-mile (1760 feet) where operationally feasible. Targeted services (Tier 4) will generally stop
only at points necessary to provide the service, independent of these guidelines.

Safe crossings include the following:
e Signalized, marked, and/or grade-separated crossings (such as traffic lights, crosswalks, and
pedestrian bridges)
e Forlocations without a signalized, marked, and/or grade-separated crossing:
o Roads with a cross-section of three lanes (one travel lane in each direction and a center
turn lane) or fewer and a speed limit 35 mph or less
o Appropriate traffic volumes for pedestrians to safely cross, in agreement with applicable
jurisdictions

NOTE: Roads with a cross section of four lanes or more and/or a speed limit of 40 mph or greater should only
have stops at signalized, marked, and/or grade-separated crossings. UTA will work with cities and other local
jurisdictions to establish safe crossings at good points of access along transit corridors as warranted.

Good points of access include the following:
e Sidewalk access from trip origin to bus stop
e Pedestrian-oriented, connected street network
e Permeable pedestrian access to neighborhoods or apartment complexes

Transit-supportive land uses include the following:
e Schools and universities
e Hospitals and clinics
e Human service providers
e Higher-density, mixed-use, walkable development

3 Transit Street Design Guide, National Association of City Transportation Officials, 2016 https://nacto.org/publication/transit-street-design-guide
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NOTE: Having safe crossings, good points of access, or transit supportive land uses does not guarantee that a bus
route or stop will be located adjacent to a given facility, only that such locations are where bus stops could be located if
needed.

UTA may also preserve existing stops that do not meet these guidelines in order to preserve service to
existing markets, but will not improve these stops until the conditions in this guideline are met.

Design drawings and more specific planning and design guidance for recommended siting, location and
designs are included in Appendix A - Guidelines for the Location and Design of Bus Stops.

Bus Stop Elimination and Consolidation

While there are far more opportunities for improvements to existing bus stops or even adding new stops to
the system, there is also a need to monitor, analyze and assess whether a stop is necessary any longer.
There may be an opportunity to eliminate or consolidate one or more stops. This decision is not a trivial one
and should be based on a series of steps before any stops are eliminated or moved. These steps include
using the same evaluation methodology as outlined in this document but elimination and consolidations
requires much more community and rider engagement than would be needed for new stop installations or
improvements. For more guidance on stop elimination and consolidation see “Best Practices in Bus Stop
Consolidation and Optimization"*

Bus Stop Amenities & Design Principles

The basis for providing amenities and particular bus stops takes into account multiple factors. As
mentioned above, one key factor is the average daily total boardings. Other factors include wayfinding,
safety, comfort and curb appeal in order to make UTA stops attractive as assets to a community. As cities,
communities and neighborhoods become more concerned about the surrounding environment and impacts
to such. In addition to the physical location of a bus stop, the design and amenities should be considered in
terms of having a minimal visual and physical impact to the surrounding environment, especially in
residential areas. Each of the available amenities for certain stops are described below, including the UTA
design standards for each amenity.

Seating and Trash Receptacles

Benches are a simple yet easy and cost-effective way to provide comfort and security for waiting
passengers and help in wayfinding. UTA currently uses four styles of seating at bus stops: Park benches,
custom pedestal benches and Simme seats. Limiting the number of styles of benches in the system helps to
keep maintenance costs low and allows for purchasing contracts that include multi-year options. This
design criteria also provides uniformity in appearance at the bus stops across the system. This, in turn,
helps passengers and operators quickly identify bus stops especially those unfamiliar with a route. As far as
trash receptacles, a galvanized mesh steel can is used so that facilities maintenance crews can see from
their vehicles if a trashcan needs to be emptied. The lids (dome tops) are a tight fitting, wide rim door
specification for durability. Lids are cable tied to the cans to reduce vandalism and theft. For UTA
specifications for standard trash receptacles and bus benches, see Appendix B - Trash Can Specifications

Shelters

While shelters require increased capital costs associated with the construction and maintenance of a bus
stop, they provide greater security, protection and wayfinding for passengers and operators alike. Typically
bus stops with higher boardings will receive shelters and depending on the number of boardings, the sizes
of those shelters will vary to accommodate the volume of waiting passengers.

4“Best Practices in Bus Stop Consolidation and Optimization” https://issuu.com/uclapubaffairs/docs/2
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A recent study” shows that providing shelters at bus stops will not only increase ridership but more
importantly help retain ridership, especially during inclement weather. This is especially true when transfers
are required as most riders can control the initial point of origin when taking public transit (I.e. leaving
home, workplace, etc.). A 2015 UTA rider survey found that a single rider transfers an average of 1.39 times.
When offering shelters at high boarding stops and focusing on transfer points it influences choices people
make in relation to using transit on days when the weather is a factor (i.e. heat, cold, rain, snow). For UTA
specifications for standard bus shelters, see Appendix B - Bus Stop Amenity Specifications (Typical)

Signage

The Bus Stop Master Plan will always refer to the signage standards as presented in the current UTA Brand,
Style and Customer Information Standards (Section - 12) and UTA Wayfinding Signage Guidance (Buses
Section) documents.

The signage standards and wayfinding strategy have been structured to support the needs of each affected
group within the UTA system. In addition, the sign standards are organized into families of sign types, bus
stops signs are represented independently in the. Within the bus stop sign family, there are design
specifications for specific sign types, each with physical characteristics tailored to fit specific information
and site-specific needs. For instance in remote locations on rural routes there is no need for sophisticated
multi-route information signs. In this situation a simple post and bus stop sign serves perfectly to mark a
bus stop. However, as population and route density increase approaching population centers, more and
more sophisticated signs are required to handle the greater information density. The standards include
details regarding the information display requirements, a set of detailed construction drawings,
specifications, and typical installation.

Finally, the mechanism for planning, procurement, management and maintenance of the sign program is
essential to the success of the sign and information design. An internal administration process, including
procurement, installation and removal is included in Appendix D - Policies & Standard Operating Procedures.

Art Installations

Art installations are not permitted on the UTA pad. Art installations may be adjacent to a bus stop pad but
must not impede the FTA-required pathway. Art installations shall not interfere with patron safety and
must comply with federal and local regulations, including those related to accessibility. All art installations
are subject to UTA approval. If an art installation has been commissioned and paid for by a third party that
party will be solely responsible for the cost of maintenance and repair, removal, or replacement of the
artwork. UTA agrees to clean the Artwork during its routine cleaning of the bus stop pad. UTA will provide
occasional inspections of the condition of the artwork as they conduct routine maintenance, including trash
collection and cleaning of amenities. If at any point UTA determines that the condition of the Artwork has
deteriorated to such a degree that a safety hazard is presented or the Artwork has been damaged, UTA will
notify the artist or third party that the Artwork must be repaired or removed.

If the third-party elects to remove the artwork at any time and replace it with another, they will do so at
their own cost and to the standards set forth herein, including protection of the UTA amenities located on
the bus stop pad from damage.

Bus Stop Design - CEPTD Principles

One of the key components to a successful bus stop location is the design and how safe a customer feels
while waiting for their bus to arrive. While there are service planning principles that are used to determine
the optimal locations for efficient bus operations, there are also safety and security principles that can help
keep bus stop locations free from crime, loitering and vandalism. Crime Prevention Through Environmental

5 Impacts of Bus Stop Improvements, University of Utah Department of City and Metropolitan Planning, 2018, K. Bartholomew et. al.
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Design (CPTED) theory contends that consideration and implementation of a few fundamental principles
can create a climate of safety in a community. CPTED's goal is to prevent crime by designing a physical
environment that positively influences human behavior. The theory is based on three principles:

e Natural access control
e Natural surveillance
e Territorial Reinforcement

In the case of bus stops, these principles should be applied in the following ways.

Natural Access Control

This is the physical guidance of people coming and going from a space by the judicial placement of
entrances, fences, landscaping, and lighting. This principle helps deter access to a crime target or victim and
creates a perception of risk to a perpetrator.

For the design of a typical bus stop, natural access controls should include:
o C(Clear, identifiable wayfinding and signage to direct/lead customers safely to poles, shelters and
other amenities
e (learly marked transitional zones (i.e. making it clear where the bus stop limits are vs. public space
such as sidewalks)
e Unobstructed walkways in safe, visible locations for pedestrians, with unobstructed views

Natural Surveillance

This principle limits the opportunity for crime by taking steps to increase the perception that people can be
seen. Natural surveillance occurs by designing the placement of physical features, activities and people in
such a way as to maximize visibility and foster positive social interaction. Potential offenders feel increased
scrutiny and perceive few escape routes.

For the design of a typical bus stop, natural surveillance controls should include:
e [llumination. This can be direct or indirect lighting but must be sufficient to allow customers to
clearly see and observe others and also be seen by others.
e Inthe case of shelters, clear windows on all sides of the shelter allowing for full, unobstructed
visibility of the area surrounding the bus stop
e |fthereis landscaping or vegetation, low growing varieties

Territorial Reinforcement

This principle uses the physical design to create or extend a sphere of influence. It provides customers with
a sense of territorial control, while potential offenders perceive this control and are discouraged from their
criminal intentions. Territorial reinforcement is promoted by features that define property lines and
distinguish private spaces from public spaces, such as low growing plantings, pavement design, and fences.

For the design of a typical bus stop, territorial reinforcement controls should include:
e (lear, identifiable signage that identifies the bus stop as a unique public space
Sense of ownership of the stop and amenities by the surrounding community
Care and upkeep of the stop and amenities to indicate that someone is frequently coming by
Security awareness programs (See something, say something)
Prompt response/reaction to criminal incidents
Enforce zero tolerance policy to graffiti & vandalism
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