
From: Brenda N.
To: Kelly Reid
Subject: Police station land use
Date: Monday, May 20, 2019 11:39:30 AM

Dear Kelly Reid,
      
      Although I'd love to attend, I may not be in the area during the planning commission
hearing. I do have some questions about use that maybe you could answer or point me in
the direction to get answers? I would like to know what kind if activity will be handled at the
new facility. The new station will be within the one mile radius of Gardiner Middle School.
As you may or may not know, children within a 1 mile radius are required to walk to school.
There are two Trimet bus stops near the entrance and exit of the school grounds which
have caused problems for the students in the past. If the new building will be used to deal
directly with criminals rather then just traffic citations, I'd like to hear that something will be
done to protect the students coming to and from the Middle School. Children will be coming
down Warner Parrot Rd., Central Point Rd., LeLand Rd., AV Davis Rd., and of course Linn
Ave. All these students will either be walking directly in front of the proposed site or the
public transportation stops to and from the site.

Thank you for your help,
Brenda Horyn

mailto:brendanail@hotmail.com
mailto:kreid@orcity.org


From: Rogers, Wes
To: Kelly Reid
Subject: Re: Land Use Transmittal for Robert Libke Public Safety Building at 1232 Linn Ave in Oregon City - File GLUA-19-

00011
Date: Wednesday, June 05, 2019 4:02:53 PM

thanks for asking!
Yes we support keeping the 20 MPH school zone on Linn.
Not opposed to removing one of the 2 crosswalks that are so close.  Right now Williams is the
main entrance onto the new Gardiner site and according to the TSP, we should have a pathway
connection from there across the chruch property.  So that would line up with remaining
crosswalk on Linn, correct?
I believe Public Works has sidewalk construction on their plans.  from Linn to Gardiner MS. 
If new sidewalks on Hood or Ethel then a matching crosswalk on Linn would match up nicely
to get students across Linn and onto school property.
..wes

On Wed, Jun 5, 2019 at 12:09 PM Kelly Reid <kreid@orcity.org> wrote:

Hi Wes,

 

I am guessing the traffic topic might come up at the hearing – let me know if you want to respond
to or submit a comment regarding the narrative below submitted by the police department. Also:

 

Are you in favor of keeping the 20 MPH school zone on Linn Ave?

The police propose to remove the mid-block crosswalk between Williams and Hood. Any
concerns?

 

Currently, traffic back‐ups on Linn Avenue can occur during school hours of pickup and
drop‐off times at Gardiner Middle School. However, the peak trip demands associated
with the proposed Public Safety Building occur outside the peak hours for pick‐up and
drop off activity at Gardner Middle School, so Linn Avenue school related queuing is not
expected to impact peak demand at the site. In addition, the single site driveway
proposed on Linn Avenue will be gated and used only by select site employees. Site
traffic using the Linn Avenue access should have minimal interaction with peak middle
school trips based on time of day use. During the morning school peak hour, trips to the
Public Safety Building are expected to add up to approximately 20 trips along Linn
Avenue past the school site (11 southbound, 9 northbound).

 

Trips to and from the site who choose to travel north on Linn Avenue will be subject to

mailto:wes.rogers@orecity.k12.or.us
mailto:kreid@orcity.org
mailto:kreid@orcity.org


the same school zone speed limits and peak school traffic conditions as other drivers are
today. Further, alternative access to the site’s secure parking area is available via Warner
Parrot Road should the Linn Avenue driveway be blocked by school traffic during
weekday afternoon peak periods.

 

In the case of an emergency, police vehicles would use their sirens or speaker system to
clear traffic on Linn Avenue. However, looking to the near‐term future, Gardiner Middle
School will be upgraded and this will likely alter the circulation pattern to the school.
These improvements are expected to be completed around the time of the Public Safety
Building being completed, thereby minimizing any traffic back‐ups on Linn Avenue that
would impede police vehicles. Finally, the roundabout on Linn Avenue and Warner
Parrott Drive is also expected to reduce traffic back‐up on Linn Avenue following its
construction. The Applicant expects that the combined improvements to circulation at
Gardiner Middle School, coupled with construction of the roundabout, will significantly
improve circulation patterns in the vicinity of the new Robert Libke Public Safety
Building.

 

Thanks,

 

 

Kelly Reid, AICP, Planner

Oregon City  Planning Division

698 Warner Parrott Road

Oregon City, OR 97045

(503) 496-1540

kreid@orcity.org

Website: www.orcity.org | Recorder Page

PUBLIC RECORDS LAW DISCLOSURE: This e-mail is subject to the

State Retention Schedule and may be made available to the public.

 

 

mailto:kreid@orcity.org
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From: Rogers, Wes [mailto:wes.rogers@orecity.k12.or.us] 
Sent: Friday, May 24, 2019 3:57 PM
To: Kelly Reid <kreid@orcity.org>
Subject: Re: Land Use Transmittal for Robert Libke Public Safety Building at 1232 Linn Ave in
Oregon City - File GLUA-19-00011

 

The District is so excited for the City!  see attached.  If you see any potential partnerships
with our Gardiner MS construction, let me know.

..wes

 

On Tue, May 21, 2019 at 2:10 PM Kelly Reid <kreid@orcity.org> wrote:

Good Afternoon,

 

This is an electronic land use transmittal for the proposed development of the Robert
Libke Public Safety Building, a 33,000 square foot police station and Municipal Court for
the City of Oregon City. See full application materials at the link below.

 

This application material is referred to you for your information, study and official
comments.

 

COMMENTS DUE BY:             June 13, 2019

 

HEARING DATE:                     June 24, 2019 at 7:00 PM

 

HEARING BODY:                     Planning Commission

 

FILE # & TYPE:                       GLUA-19-00011 (General Land Use Application),
CI-19-00001 (Code Interpretation), CU-19-00001 (Conditional Use) SP-19-00037
(Site Plan and Design Review), VAR-19-00002 and VAR-19-00003 (Variances)

 

mailto:wes.rogers@orecity.k12.or.us
mailto:kreid@orcity.org
mailto:kreid@orcity.org


PLANNER:                              Kelly Reid, Planner, 503-496-1540

 

OWNER:                                  City of Oregon City

 

REQUEST:                               The applicant requests a Code Interpretation and
Conditional Use to construct a new 33,000 square foot one story building to house
the Police Station and Municipal Court/Commission Chambers, along with
associated parking lots and a public plaza. The application includes Site Plan and
Design Review and two Variance requests for building placement and building
design. Approval of the demolition of the existing Mt. Pleasant school building has
been granted through a separate review.

 

LOCATION:                            1232 Linn Ave and 698 Warner Parrott Rd., Oregon City, Oregon 97045

                                                Clackamas County Map 3-2E-06DB Taxlots 00100,
02000, and 02003

 

WEBSITE:                               https://www.orcity.org/planning/project/glua-19-00011

 

 

Kelly Reid, AICP, Planner

Oregon City  Planning Division

698 Warner Parrott Road

Oregon City, OR 97045

(503) 496-1540

kreid@orcity.org

Website: www.orcity.org | Recorder Page

PUBLIC RECORDS LAW DISCLOSURE: This e-mail is subject to the

State Retention Schedule and may be made available to the public.
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--

Wes Rogers, Director of Operations

503-785-8531

wes.rogers@orecity.k12.or.us

Oregon City School District

PO Box 2110

Oregon City, OR  97045

-- 
Wes Rogers, Bond Manager
503-785-8531
wes.rogers@orecity.k12.or.us
Oregon City School District
PO Box 2110
Oregon City, OR  97045

mailto:wes.rogers@orecity.k12.or.us
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From: Wyffels, Michelle
To: Kelly Reid
Subject: 6/11 meeting
Date: Wednesday, June 12, 2019 2:27:35 PM
Attachments: Ch 23r1 - Bus Facilities.pdf

S-1000 TYPE A SHELTER.pdf
S-1100 TYPE B SHELTER.pdf

Kelly-
 
Thank you for setting up the meeting on Tuesday with Oregon City and Clackamas County. That was
very efficient.
 
Attached are our bus stop standards and the specs for our two typical shelters. The shelter currently
on-street at Beavercreek and Library Ct is not standard. It is a mash-up of our two standard shelters.
 
Per our conversation:
 
For the northbound stop at Beavercreek & Library Ct (Stop ID 9517), I would like to stay in the
general vicinity of the light pole. As the new sidewalk transitions to meet the existing sidewalk, I
would like to incorporate a larger waiting area with space for a shelter. The bus stop pole and shelter
can be adjusted to work with the design.
 
For the southbound bus stop at Linn & Williams (Stop ID 9559), I would like to move the stop to the
north of the marked crossing. I would appreciate the chance to work with the designer to
incorporate an ADA compliant bus stop with a waiting area into the design. I would like to have
space for TriMet to add a seat, or for the project to provide their own seat. We need to take into
consideration sight lines with the pedestrian crossing for motorists passing a stopped bus.
 
I think that covers it. Please let me know if you see a glaring hole and a I can re-write.
 
Michelle Wyffels
Planner II
TriMet
503-962-2180
 

mailto:WyffelsM@trimet.org
mailto:kreid@orcity.org
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CHAPTER 23 – BUS FACILITIES 
 
 
23.1 GENERAL 


This chapter provides bus-related standards and guidelines to be used in the design 
of multi-modal streets. These standards are typical for applications along existing 
and proposed bus transit service routes in the Metropolitan Portland region. 
Freeway-type bus facilities and Central City situations, which encompass a variety of 
special conditions, are not included. 
 
These requirements may sometimes conflict with the needs of automobile, bicycle, 
or pedestrian traffic. Such conflicts should be addressed during the roadway design 
process. Roadway designers are encouraged to work with TriMet on a case-by-case 
basis to evaluate the trade-offs inherent with multi-modal street design. 
 
The standards emphasize the importance of incorporating adequate bus stop 
provisions, pedestrian connections, and passenger amenities in project design and 
construction. Awareness of the intricacies of bus operations and the demands of 
other modes of transportation will encourage development of designs that are 
responsive to all users. 
 


23.2 REFERENCES, STANDARDS, REGULATIONS, CODES, GUIDELINES 
A. TriMet 


1. Design Criteria, Chapter 2 - Civil 
2. Design Criteria, Chapter 5 - Landscaping 
3. Design Criteria, Chapter 6 - Stations 
4. Design Criteria, Chapter 11 - Electrical System 
5. Design Criteria, Chapter 13 - Communications 
6. Design Criteria, Chapter 17 - Parking Facilities 
7. Design Criteria, Chapter 18 - Sustainability 
8. Design Criteria, Chapter 19 - Public Art 
9. Design Criteria, Chapter 24 - Security 
10. Design Criteria, Chapter 25 - Signage and Graphics 
11. Design Criteria, Chapter 27 - Lighting 
12. Design Criteria, Chapter 28 - Amenities 
13. TriMet Directive Drawings 


 
B. Industry 


1. Transportation Research Board, Highway Capacity Manual 
 


C. Federal, State, Local 
1. ADA Guidelines 
2. Metro ‘Green Streets’ 
3. City of Portland 


a. Transit Preferential Streets Program Sourcebook 
b. Pedestrian Design Guidelines Handbook (PBOT) 


4. Applicable jurisdictional codes 
 







Design Criteria 23-2 Revised October 2017 


D. Stakeholders 
1. Capital Projects and Construction 


a. Design and Construction 
2. Safety, Security and Environmental 
3. Operations 


a. Planning and Development 
b. Scheduling 
c. Operations Support 
d. Facilities Management 


 
23.3 CRITERIA / APPLICATION 


A. Goal 
1. The standards and guidelines presented in this section are intended to 


promote safe, convenient, and accessible bus facility design for TriMet’s bus 
patrons. 
 


2. The roadway design considerations with the greatest effect on the operational 
efficiency of transit are vehicle travel time, pedestrian access to stops, 
pedestrian links between destinations, and safe, comfortable waiting areas. 
All transportation modes have common system planning and design 
considerations of time, distance, quality, and safety, yet the design solutions 
may vary for each mode. Table 23.3.A lists selected design solutions by 
travel mode (automobiles, pedestrians, bicycles and buses). 
 


B. Bus Characteristics 
During the design of multi-modal roadways that include buses, various bus 
characteristics must be considered. This section covers vehicle dimensions, axle 
load/weight information, turning radii, and grade standards for TriMet buses. 
Design criteria included herein reflect maximum (worst case) values for three 
basic vehicle types within the TriMet fleet. 
1. Vehicle Characteristics 


a. TriMet’s total bus fleet includes over 650 vehicles. Vehicles range in size 
from twenty-five (25) to forty (40) feet, and have various carrying 
capacities, ages, and manufacturers. The entire fleet is wheelchair 
accessible and outfitted with bicycle racks. 
 


b. The most common buses operating in TriMet’s fleet are: 
1. A standard 40 foot low floor bus, which yields the worst-case values 


for vehicle dimensions  
2. A smaller 27 to 30 foot bus, which is used primarily for local service  
3. A 25 foot minibus, which is used primarily for shuttle service and 


paratransit service  
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TABLE 23.3.A  ROADWAY DESIGN SOLUTIONS  
 


                
 Category  A.1 Automobiles  A.2 Pedestrians  A.3 Bicycles  A.4 Buses  
 a Travel 


Time 
 1 Increase 


roadway 
capacity 


 1 Minimize crossing 
delays 


 1 Minimize 
distance 


 1 Optimize number of stops  


    2 Minimize 
traffic 
volumes 


 2 Improve 
connectivity and 
proximity 


 2 Implement 
policy 
treatments 


 2 Minimize traffic volumes  


    3 Improve level 
of service 


 3 Implement priority 
treatments 


    3 Minimize congestion  


    4 Minimize trip 
length 


 4 Minimize out-of-
direction travel 


    4 Improve ridership levels  


             5 Provide frequent service  
             6 Provide adequate route 


spacing 
 


             7 Implement priority treatments  
             8 Locate stops to optimize signal 


progression 
 


                
 b Distance  1 Improve 


connectivity 
 1 Improve 


connectivity 
 1 Improve 


connectivity 
and 
proximity 


 1 Improve structure and spacing  


    2 Improve 
frequency and 
proximity 


 2 Improve frequency     2 Optimize directness and 
length of route 


 


                
 c Quality  1 Improve level 


of service 
 1 Provide/improve 


sidewalks 
 1 Designate 


bike lanes 
 1 Improve bus stop environment  


    2 Provide 
appropriate 
surface 
conditions 


 2 Provide adequate 
grade 


 2 Optimize 
connectivity 
and linkage 


 2 Improve stop proximity and 
accessibility 


 


    3 Minimize 
obstructions 


 3 Minimize 
obstructions 


    3 Advocate convenience  


       4 Provide appropriate 
building orientation 
and shelter 


    4 Improve stop placement 
considerations 


 


             5 Ensure adequate vehicle 
loading standards 


 


             6 Install proper amenities  
             7 Optimize connectivity and 


linkage 
 


                
 d Safety  1 Install proper 


signage 
regulations 
and lighting 


 1 Improve visibility  1 Improve 
visibility 


 1 Provide proper 
accommodations 


 


    2 Add proper 
striping 


 2 Reduce conflicts 
between modes 


 2 Separate 
modes 


 2 Reduce conflict between 
modes 


 


    3 Provide 
appropriate 
surface 
conditions 


 3 Improve lighting     3 Improve bus stop placement 
and delineations 


 


       4 Provide good 
surface conditions 


    4 Optimize appropriate right-of-
way and width 


 


             5 Provide good roadway surface 
conditions 


 


             6 Optimize turning radius  
             7 Provide adequate space for 


wheelchair maneuvering 
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c. Typical design specifications for a 40’ TriMet vehicle are illustrated in 


Figure 23.3.B.1.c-1 and Figure 23.3.B.1.c-2.  These vehicle dimensions 
should be considered in development design so that roadway and building 
elements are functional with all TriMet vehicles. As fleet changes occur, 
TriMet will augment these vehicle specifications so that roadway and 
building elements remain compatible with the new TriMet fleet. 


d. Because the smaller buses are less restrictive in terms of size and weight 
than the standard bus, they were not used in the development of the 
design criteria. Characteristics of the small vehicle should only be used in 
a roadway design when larger buses are neither used nor planned. 
 


2. Turning Radii 
Figure 23.3.B.2 provides turning templates for the standard design vehicle at 
speeds of 10 mph. The outside turning radius shown on the templates may 
be used in the design of facilities where speeds are less than 10 mph.  
a. In addition to the radii shown in Figure 23.3.B.2, an additional allowance 


must be made to include a bicycle rack attached to the front of the bus. 
Therefore, in applications for 10 mph, the following standards shall be 
used: 
1. Turning radii requirements for a standard 40 foot long coach are as 


follows: 
a) Minimum interior radius = 30 feet 
b) Minimum outer radius = 50 feet 


 
2. Additional allowance should be made under special circumstances, 


such as those listed below: 
a) Bus speeds greater than 10 mph 
b) Reverse turns 
c) Sight distance limitations 
d) Changes in pavement grade 
e) Restrictions to bus overhang 
f) Width of roadway 
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FIGURE 23.3.B.1.c-1 40 FOOT DESIGN VEHICLE DIMENSIONS AND WEIGHT 


 
 
ITEM DESCRIPTION DESIGN VEHICLE MEASUREMENT(S) 
A OVERALL HEIGHT 9’-3” 
B OVERALL LENGTH 40’-9” 
  (43’-5” WITH BIKE RACK DEPLOYED) 
C OVERALL WIDTH 8’-6” 
D WHEEL BASE 24’-6” 
E FRONT AXLE TO BUMPER 7’-0” 
F REAR AXLE TO BUMPER 9’-4” 
G EDGE MIRROR TO MIRROR 10-3” 
H STEP TO GROUND, ENTRANCE 14’-6”  UNKNEELED 
  (12’-6” KNEELED) 
I STEP TO GROUND, EXIT 1’-2” 
J CLEAR DOOR OPENING, ENTRANCE 2’-8” 
K CLEAR DOOR, EXIT 2’-7” 
L CENTERLINE DOOR TO FRONT 2’-9” 
M CENTERLINE DOOR TO REAR 16’-3” 
N CENTERLINE DOOR TO DOOR 21’-6” 
O OVERALL HEIGHT INCLUDING EXHAUST 10’-3” 
   
 WHEELCHAIR LIFT DIMENSIONS See FIGURE 23.3.B.1.c-2 
 EMPTY VEHICLE WEIGHT 30,300 LBS 
 LOADED VEHICLE WEIGHT 39,600 LBS 
   
PASSENGER CAPACITY:  


39 Seated  
56 Standing  
2 Wheelchair stations  
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FIGURE 23.3.B.1.c-2 LOW FLOOR VEHICLE WHEELCHAIR RAMP DIMENSIONS 
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FIGURE 23.3.B.2  STANDARD BUS TURNING TEMPLATES   
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3. Acceleration and Maximum Negotiable Grades 


a. Because of their increased mass, buses require greater distances to 
accelerate and brake than automobiles. The design of on-ramps and other 
arterials should include appropriate distances for the special needs of 
buses. 
 


b. Maximum design grades shall not exceed twelve (12) percent, with a 
preferred maximum design grade of eight (8) percent. 


 
C. Bus Stop Placement and Design 


1. General 
This section contains specific guidelines for proper placement and design of 
bus stops. The emphasis is on consistency, since standardized bus stops 
cause less confusion for drivers and customers alike. Proper design of a bus 
stop will discourage general traffic from using the stop area and will direct bus 
operators where to stop. 
a. Every site presents a unique set of issues. The most important issues to 


address in bus stop placement and design are listed below.  
1. Accessibility  


a) Stop layout and amenities must meet ADA requirements. 
b) An ADA landing pad is required. See Section 23.3.D.1.b. 
c) Check for curb ramps at intersection and on surrounding streets 
d) Design new curb cuts (to jurisdictional specs) to include truncated 


cone detectable warnings, per ADA. 
 


2. Safety 
a) Ensure that waiting, boarding and alighting areas are safe by 


assuring lighting, CCTV requirements (where applicable), and 
CPTED principles are used in the design phase of the area. 


b) Steer riders toward safe street crossings, which could include 
marked crosswalks, lighted intersections, or the other controlled 
street pedestrian crossings. 


c) Ensure adequate rider and pedestrians separation from travel 
lanes in bus stop area.  


d) Accommodate other (non-rider) pedestrians. 
e) Consider impacts on other traffic. 
f) Provide adequate sight distance (visibility) for bus driver and 


waiting riders. 
g) Provide adequate space to allow operators to safely approach and 


exit stop area. 
 


3. Service Quality  
a) Fewer stops mean faster service but increased walking distances. 
b) More frequent stops create more impact to street traffic. 
c) Stop location must be suitable for efficient bus operations. 


 
 
 







Design Criteria 23-9 Revised October 2017 


4. Travel Time Delays 
Placement of bus stops at the far side of a signalized intersection 
allows signal treatments to work most effectively. 


 
5. Adjacent Properties - Ensure compatibility with adjacent properties 


 
2. Recommended Bus Stop Spacing Policy (October 2016) 


a. This recommended bus stop policy (formal board level adoption has not 
yet been scheduled) is grounded in a comprehensive review of transit 
best practices in the United States and around the world as well as 
academic research, much of it prepared by Portland State University. This 
comprehensive review was tested against a sampling of TriMet routes 
through both database analysis and an on-the-ground survey of bus 
stops. A policy addressing the prudent consolidation of bus stops is 
further acknowledged by TriMet’s ridership through surveys conducted in 
2013. 


b. A recommended bus stop policy is based on the following policy 
objectives: 
1. Rider Benefits 


a) Preserve TriMet’s commitment to service equity and accessibility 
for the maximum number of riders. 


b) Promote safety by locating stops in proximity to safe street 
crossings. 


c) Minimize on-board and total bus rider travel times. 
d) Increase service reliability by reducing schedule variability due to 


stops and associated traffic movements. 
e) Increase overall rider satisfaction, convenience and comfort. 
f) Focus bus stop amenity investments on fewer bus stops. 


 
2. Operating Cost Benefits 


a) Optimize operating efficiencies, preferably converting cost savings 
into increased service frequency. 


b) Optimize, consolidate and enhance investments in bus stop 
amenities. 


c) Reduce bus stop maintenance cost. 
d) Reduce wear on buses attributed to frequent stops. 


 
3. Community Benefits 


a) Attract new ridership through more competitive travel times. 
b) Reduce vehicle emissions and fuel consumption. 
c) Provide consistency in the design of the transit system that 


translates into ease of use for the prospective rider. 
d) In coordination with partner jurisdictions, increase flexibility and 


clarity in designing streetscapes with prominent, well-defined bus 
stops, integrated with other pedestrian and cycling amenities. 
 


c. In pursuit of these objectives, bus stops shall be spaced at a distance 
between 1,000 and 1,600 feet in consistent application for local and 
Frequent Bus services. The spacing distance range reflects the reality of 
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street environments that require flexibility in the pursuit of safety, 
convenience and operational efficiency. 
 


d. Exceptions shall be made for the close spacing of bus stops as close as 
500 feet apart when the following circumstances are present: 
1. The pedestrian infrastructure is substandard – lacking sidewalks, safe 


shoulders or appropriate ADA compliance - particularly along arterial 
streets. 


2. Adjacent land uses that provide for the needs of seniors and/or 
persons with disabilities with populations of 50 or more persons, with 
consideration for alternative means of travel (e.g. TriMet LIFT 
services).  


3. Major trip generators that would produce ridership surges that are not 
safely and efficiently accommodated with a single bus stop. 


4. Locations with unique topographic challenges or physical barriers that 
would impede safe bus stop access or safe bus lines of sight or egress 
from traffic. 
 


e. TriMet may apply capital investments that mitigate inconvenience or 
compromised access with the consolidation of bus stops. This may 
include coordination with jurisdictions for the construction of sidewalks, 
road shoulders or access ways to overcome obstacles.  
 


f. Safe street crossings shall in all instances be a priority consideration. 
TriMet’s Frequent Bus services generally follow principal arterial streets 
where high traffic speeds, multiple lanes and infrequent safe street 
crossings may present significant challenges and concerns for the safety 
of bus riders. TriMet, therefore, strongly encourages a regional policy 
such as proposed in the “Regional Active Transportation Plan” that 
provides safe, signal-controlled, marked, illuminated crossings at no 
greater than 1/4-mile (1,325’) intervals to align with TriMet’s bus stop 
spacing policy.  
 


g. A community engagement process shall be employed with any proposed 
consolidation of bus stops. That engagement process shall be proactive, 
localized and provide careful assessment of ridership impacts resulting 
from stop placement changes, particularly for seniors and persons with 
disabilities. 
 


3. Bus Stop Placement Considerations 
Table 23.3.C.3 below lists the preferred placement of stops for a number of 
typical situations. 
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TABLE 23.3.C.3  BUS STOP PLACEMENT CONSIDERATIONS 


Situation Preferred Placement 
a. Any signalized or controlled intersection 


where the bus can stop out of the travel 
lane 


Far side 


b. If bus turns at intersection Far side 
c. Intersection with many right turns Far side 
d. Complex intersection w/ multi-phase 


signals or dual turn lanes 
Far side 


e. If near side curb extension prevents cars 
from trying to turn right in front of a bus 


Near side 


f. Any non-signalized intersection where the 
bus stops in the travel lane 


Near side 


g. If two or more consecutive stops have 
signals 


Alternate near side and 
far side (starting near 
side) to maximize the 
advantage from timed 
signals 


h. If there’s obvious, heavy single-direction 
transfer activity 


One near side and one far 
side to eliminate 
pedestrian crossing to 
transfer 


i. If blocks are too long to have all stops at 
intersections 


Mid-block 


j. Major transit generators not served by 
stops at intersections 


Mid-block 


k. Mid-block pedestrian-crossing combined 
with mid-block pedestrian access into 
block 


Mid-block 


l. Transit center Off-street 
m. Major transit generator that cannot be 


served by on-street stop, or where 
ridership gain will far outweigh the 
inconvenience to passengers already on 
board 


Off-street 


 
NOTE: In most cases at signalized intersections, placing stops at the far side 
of the intersection is preferred for safety and traffic flow reasons. 


 
4. Bus Stop Layout & Design 


a. Successful bus stops are designed to link to other transportation modes, 
both existing and planned. Accommodating sidewalk systems is critical to 
assuring the safe & accessible transport of TriMet patrons between the 
origin or destination and the bus stop. 
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b. TriMet uses several standard bus stop layouts. Applicable diagrams will 
be provided by the TriMet Project Manager or Transit Development Staff. 
They are designed to respond to existing conditions and to incorporate 
only basic amenities. The diagrams will also indicate where buses stop 
and where patrons wait and board. The standard diagrams assume an 
accessible pedestrian system is already in place. 
 


5. Standard Clearance Requirements at Bus Stops 
Clearances are required at all stops per Table 23.3.C.5. 
NOTE:  If the stop has a shelter feature refer to Section 23.3.C.6. 
 


TABLE 23.3.C.5  STANDARD CLEARANCE REQUIREMENTS 
Description Requirement 


a. Sidewalk Clearance Minimum 5.0’of sidewalk clearance 


b. Accessible Pathway Minimum 5.0’ wide path between shelter and 
any utility objects 


c. Road Clearance Ideally at least 2’-6” with an absolute minimum 
of 2.0’ clearance between shelter and edge of 
curb  


d. ADA Landing Area  ADA minimum of 5’ x 8’. Ideally 8.0’ 
(perpendicular) x 10.0’(parallel to the curb) 
“clear and level surface” for lift or ramp 
operation located adjacent to TriMet bus stop 
sign 


 
6. Shelter Clearance Requirements at Bus Stops 


When shelters are used, they also have specific clearance requirements as 
shown in Table 23.3.C.6. 
 


TABLE 23.3.C.6  SHELTER CLEARANCE REQUIREMENTS 
Component Requirement 


a. ADA Waiting Areas 
in Shelters 


A minimum of 2’-6” x 4.0’of space must be kept 
clear for mandatory waiting area to 
accommodate mobility devices. 


b. Visibility Shelter must not block motorists’ or 
pedestrians’ line of sight. 


c. Building Clearance Minimum 12 inches from buildings, fences, and 
other structures to the bus shelter in order to 
allow room for maintenance 


d. Relation to Bus Stop Shelter should be close to landing area for 
access to bus (generally within 25 feet). 


e. Sight Distance The shelter shall be placed so that the 
passengers waiting in the shelter can see 
approaching buses. 
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D. Stop Elements, Amenities and Customer Information 


Bus stop elements help define the bus stop for patrons, operators, pedestrians, 
and motorists. Amenities promote ridership by making riders comfortable in the 
service. Customer information is essential to assist riders in determining service 
and schedules 
1. Bus Stop Elements 


Observe these standards for bus stop elements: 
a. Bus Stop Sign and Pole 


See Figure 23.3.D.1.a for the configurations of bus stop signs and poles. 
1. Signs 


a) Signs are flag mounted, half moon shaped, with TriMet information 
and colors printed on both sides. The unique shape and color of 
the signs make them easy to identify. 
 


b) TriMet bus stop signs are used at all bus stops. See Design 
Criteria, Chapter 25 – Signage and Graphics. 
 


2. Poles 
a) At new or moved stops, TriMet signage shall be placed on 


dedicated TriMet poles. 
 


b) Poles shall be placed: 
1. A minimum of 2.5 feet clear of the curb face, with route number 


signs flag-mounted away from the street, or 
2. Behind the sidewalk, with route number signs flag-mounted 


towards the street.  
 


c) Far-side pole and sign placements should be a minimum of 50 feet 
clear of existing pedestrian crossings. 
 


d) Nearside pole and sign placements at signalized or controlled 
intersections should be setback 15 feet to 25 feet from pedestrian 
crossings. Nearside pole and sign placements at non-signalized 
intersections may be placed as close as 1 foot from a crosswalk. 
 


e) Proper placement and installation is critical to bus stop operation. 
Pole placement must be carefully planned to ensure that all bus 
stop elements work as designed, that all bus operators know 
exactly where to stop, and that all patrons know exactly where to 
board. Shapes and colors of TriMet signs and poles help to identify 
the bus stop. 
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FIGURE 23.3.D.1.a BUS STOP SIGN AND POLE CONFIGURATIONS 
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b. ADA Landing Pad 


1. Required at all new stops with moderate or better ridership (minimum 
20 daily boardings), and stops with any lift activity. Preferred at all bus 
stops. 
 


2. TriMet defines an ADA landing pad as “a clear, level landing area” a 
minimum of (10 feet parallel and 8 feet perpendicular) to the curb and 
the TriMet bus stop sign. The national ADA minimum requirement is 
5’x8’. Cross-slope shall not exceed 2 percent grade. 
 


3. Include concrete ADA pads at locations where a connection to a 
pedestrian pathway is possible. 
 


c. Rear Landing Pad 
1. TriMet prefers to have a landing pad at the rear door, in addition to an 


ADA accessible landing pad at the front door of buses. Consider a rear 
door landing pad when more than eight (8) daily passenger 
deboardings exist. At new construction sites, a rear-landing pad 
should always be pursued, but is not required. 
 


2. A rear door landing area must also be clear of obstacles and be at 
least 4 feet x 6 feet and must be accompanied by a front door ADA 
landing area. 
 


d. Bus Zone 
When necessary at new bus stops and those where accessibility 
improvements are planned and on-street parking is allowed, bus zones or 
No Parking Areas (NPAs) must be created to allow access to the stop. 
TriMet cannot guarantee bus stop accessibility unless the bus has a clear 
path to the curb. For more information see Section 23.3.E.9. 
 


2. Bus Stop Amenities 
This section discusses bus stop amenities, including shelters, ad panels, 
seating, public art, waste receptacles, and lighting.  See Design Criteria, 
Chapter 11 – Electrical System, Chapter 19 – Public Art, Chapter 27 – 
Lighting and Chapter 28 - Amenities. 
a. Shelters – Optional.  


1. TriMet uses ridership figures as the primary criterion for determining 
whether a shelter is warranted. Shelters are preferred for stops with 50 
or more passengers boarding per weekday. When ridership figures do 
not support shelter placement, several additional criteria are also 
considered. 
a) On less frequent service routes – Minimum of 35 daily boardings 


on routes where peak headways are greater than fifteen minutes. 
  


b) For frequent Lift use – Minimum of 15 weekday boardings and 4% 
lift usage. 
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c) In close proximity to senior housing – Minimum of 20 daily 
boardings. 
 


d) If shelters are funded and maintained by others. 
 


e) With development of large new activity centers adjacent to transit 
where ridership is projected to meet criteria. 
 


f) When consolidating bus stops – combined ridership increases the 
likelihood of shelter placement. 


 
2. If a bus stop meets TriMet’s shelter criteria, it might be considered for 


bus shelter placement. Meeting these criteria does not guarantee 
shelter installation. Existing site conditions and pedestrian 
infrastructure, public right-of-way availability, accessibility, safety 
issues, and other concerns must be reviewed and addressed before 
future bus shelter placements are confirmed. 


 
b. Exceptions 


1. Bus shelter placement and orientation should follow standard layout 
options available from TriMet’s project manager (PM) or Transit 
Development Staff. In instances where none of the suggested layouts 
apply, the following must be maintained: 
a) 5 feet of pedestrian pass-by, including clearance between poles, 


hydrants and other obstacles. 
 


b) ADA landing pad adjacent to sign and outside of shelter. 
 


c) Clear pathway from the ADA waiting area inside the shelter to the 
ADA landing pad. 
 


d) Clear pathway from the rear door landing area to the pedestrian 
path 
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c. Shelter Types 


A variety of bus shelter shapes and sizes are available to address site 
conditions and ridership needs. Table 23.3.D.2.c below provides 
descriptions of standard shelters. 


 
TABLE 23.3.D.2.c  SHELTER TYPES 


Shelter Type Description and Requirements 


1. B 


B is the basic and most common shelter. It is sited in 
business and retail districts, residential neighborhoods, 
industrial and manufacturing areas, etc. 
Dimensions: 8.5ft x 4.5ft x 8ft 
Minimum Required R.O.W. from Curb: 11ft 
Minimum Daily Boardings: 50  passengers 


2. A 


A is the narrow version of B. A is used when a B shelter 
is warranted but right-of-way is limited. 
Dimensions: 8.5ft x 2.5ft x 8ft 
Minimum Required R.O.W. from Curb: 9ft 
Minimum Daily Boardings: 50 passengers 


3. BX 


BX is a longer version of a B shelter. It is an option at 
stops with high use. 
Dimensions: 12ft x 4.5ft x 8ft 
Minimum Required R.O.W. from Curb: 11ft 
Minimum Daily Boardings: 100 passengers 


4. AX 


This type is rarely used. It is possible at stops with high 
use & limited setback. 
Dimensions: 12ft x 2.5ft x 8ft 
Minimum Required R.O.W. from Curb: 9ft 
Minimum Daily Boardings: 100 passengers 


5. BB 


BB is a double-length shelter. It is used only at stops 
with significant ridership and is likely only at activity 
centers. 
Dimensions: 16ft x 4.5ft x 8ft 
Minimum Required R.O.W. from Curb: 11 ft 
Minimum Daily Boardings: 150  passengers 


6. AA 
AA is a narrower version of BB and is rarely used. 
Dimensions: 16ft x 2.5ft x 8ft 
Minimum Required R.O.W. from Curb: 9 ft 
Minimum Daily Boardings: 150  passengers 


7. High 
Capacity 


This shelter type is for areas of extremely high use, 
such as transit centers, light rail stations, and high 
transfer points or for special projects as directed by 
TriMet.  
Dimensions and Setback: variable  
Minimum Daily Boardings: 200 passengers 


8. Awning Businesses may provide awning protection. Awning 
dimensions vary, and other requirements do not apply. 
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d. Advertising Panel - Optional 


In certain circumstances, TriMet places advertising panels in bus shelters. 
In addition to offsetting some of the cost of maintaining amenities, panels 
provide shelter lighting and a ready power connection for other shelter 
amenities.  
 


e. Seating Placement and Types - Optional 
1. Seating placement can be considered at any stop where: 


a) Placement does not compromise safety (is too close to the street, 
causes a tripping hazard, etc.) 


b) Placement does not compromise accessibility (bench/seat partially 
blocks the sidewalk, infringes on the ADA or rear landing pad, etc.) 


 
2. Generally, benches or seats are sited like bus shelters, but they 


should not be placed closer than 3½ feet from the curb, or 6 feet from 
the curb when a travel lane exists immediately adjacent to the curb. 
Clearance requirements for shelters apply to seating. Orient seats 
towards the street or in the direction of the approaching bus. Table 
23.3.D.2.e.2 below describes TriMet seating options. 


 
TABLE 23.3.D.2.e.2 SEATING TYPES 


 
Seating Type Description and Requirements 


a) Standard 1) Shelter 
Bench 


Placed in TriMet shelters 
Length: 4.0 feet 
Criteria for Placement: Placed in TriMet 
shelters. 


 2) Premium 
Bench 


Placed in business and retail districts where 
shelters are not appropriate 
Length: 6.5 feet 
Criteria for Placement: Minimum of 25 daily 
boardings; appropriate surroundings. 


  3) Ad Bench Placed for ad exposure or at TriMet’s request 
Length: approximately 6.0 feet  
Criteria for Placement: Can be considered at 
any stop lacking amenities if in a safe location. 


b) Specialized 1) Simme 
Seat 


Mounted on a bus stop pole if pole is placed 
behind the sidewalk; appropriate where there 
are curb-tight sidewalks or stand alone. 
Minimum 3.5 feet from a curb adjacent to 
parking lane or similar buffer and minimum 6 
feet clear of travel lane. 
Length: 3’-9 ½” 
Criteria for Placement:  Minimum of 12  daily 
boardings. 
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f. Public Art – Optional   
In certain circumstances, TriMet replaces shelter glass with glass that has 
been etched with a pattern provided by the Public Art Program. Etched 
panels are an opportunity to reuse glass that has been vandalized and 
contribute to a sense of safety and security, while enhancing the 
experience of patrons. 
 


g. Waste Receptacles – Optional 
1. Waste receptacles are placed in areas of high ridership, transfer 


locations and places where the potential for accumulating trash is 
apparent (near fast food restaurants, convenience stores and places 
where windblown trash collects). They are also placed at stops by 
request. TriMet will make the final decision on whether trash cans 
should be provided. 
 


2. Placement must not infringe upon an ADA pad or pedestrian pathway. 
It must not compromise direct access between the ADA waiting area 
and the ADA landing pad or access between either the ADA area and 
the sidewalk. Guidelines for approved waste receptacles can be found 
in TriMet’s Directive Drawings and Design Criteria, Chapter 28 – 
Amenities. 


 
h. Lighting – Optional  


Several TriMet standard lighting options exist. They can be hard-wired or 
solar powered.  The particular environment usually dictates which option 
to use. TriMet pursues both bus shelter lighting and overhead lighting 
oriented towards the bus stop boarding area. See Design Criteria, 
Chapter 27 – Lighting for bus stop lighting guidelines. 
 


3. Customer Information 
Customer information, such as schedule and arrival times, is provided in 
certain bus stops as directed by TriMet. Criteria for inclusion of customer 
information tools are dependent on many factors. Table 23.3.D.3 below 
summarizes common customer information devices and their use and 
placement. TriMet will provide project-specific requirements on application of 
customer information tools. 
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TABLE 23.3.D.3  CUSTOMER INFORMATION TOOLS 


Customer Information Tools 
Information Tool Function Placement 


a. Stop design 
consistency, bus 
stop location 
number, unique 
shape and color of 
sign and pole 


Identification All stops 


b. Bus stop sign Basic service 
information and 
orientation 


All stops 


c. Bus Catcher 
Information Display 
(BCID) units 


 


Schedule, route map 
 


On bus shelters or TriMet 
poles; at locations with 
high ridership, transfer 
points, transit centers, 
transit generators and in 
some cases to promote 
new service. 


d. Real-time 
information 
displays (web 
based, arrivals by 
phone, shelter 
displays) 


Automated bus 
arrival times Real 
time information is 
available for all bus 
stops by phone or 
web 


Stops with bus shelters, 
but focused at key 
frequent service lines 


e. Bus stop art Connection to 
community, creating 
sense of place 


Stops near neighborhood 
nodes, pedestrian activity 


 
4. Citizen Involvement 


Bus stops as public spaces are as much a part of a community as streets, 
pathways, parks and plazas. TriMet encourages communities and citizens to 
recognize their value and to build a sense of ownership. 
a. Adopt-A-Stop 


Adopt-A-Stop is a TriMet program where a business, church, community 
organization or similar, agrees to empty a TriMet provided waste 
receptacle, as needed. If there is any damage to or graffiti on the 
receptacle TriMet will take care of it. The sponsor benefits from having a 
waste receptacle at a stop where TriMet would not ordinarily be able to 
provide one. 


 
E. Multi-Modal Street Design 


1. General 
The design of multi-modal streets must include adequate provision for bus 
operations. This section provides criteria for efficient and safe bus operations 
on multi-modal streets. It is based on TriMet’s operational experience over 
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the years and current best practices. The City of Portland’s Transit 
Preferential Streets Program Sourcebook (June 1997), contains additional 
information on this topic. 
 


2. Turning Radii and Design of Curb Returns 
a. TriMet buses often have difficulty turning due to tight corner curb returns. 


In many instances, the bus must encroach on adjacent or oncoming travel 
lanes when turning, thus delaying bus operations and causing conflicts 
with other modes of transportation. A properly designed corner curb 
radius minimizes conflicts at intersections and reduces travel time. 
 


b. Acceptable curb radii can vary from 15 to 50 feet. The specific radius 
depends on whether there is on-street parking, the width of travel lanes, 
and whether encroachment on adjacent lanes is possible. Encroachment 
on adjacent lanes may be allowed on certain low-volume streets or where 
right-of-way is limited.  
 


c. TriMet will provide compound curve data at the start of the design. 
 


d. Pedestrian crossing distances increase as the intersection radius 
increases. Where larger radii are required, longer walking time at 
signalized intersections must be accommodated. In certain cases, curb 
extensions may be applicable. 
 


3. Lane Widths 
a. Curbside lane widths must provide adequate maneuvering space for 


buses to avoid sideswipe accidents, such as when a delivery truck is 
parked and encroaching on the curbside travel lane.  
 


b. Recommended guidelines are: 
1. 12 foot curbside lane width (exclusive of a bike lane or buffer) for 


normal bus operation on mixed traffic roadway (11 foot minimum). 
 


2. 14 foot curbside lane width along roadways where bus speeds and 
frequencies are higher or where on-street parking is present adjacent 
to the travel lane. 


 
4. Exclusive Bus Lanes 


a. Where high traffic volumes and congestion exist, exclusive bus lanes may 
be warranted. The Highway Capacity Manual (Transportation Research 
Board), states that a bus lane is considered necessary when 30 or more 
buses per hour are operating on that street during peak periods. 
Currently, certain portions of existing roadways have peak hour bus 
volumes that justify a bus lane (e.g., S.W. Madison Street between Front 
Street and 5th Avenue, SE 82nd Ave). Whether an exclusive bus lane is 
used depends on many factors, including local transportation policies, 
street classification, bus characteristics, and geometry.  
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b. Figure 23.3.E.4.b depicts recommended bus lane widths for two condi-
tions: mixed use and exclusive. Lane dimensions do not include an 
allowance for bike lanes, gutters, or on-street parking: 
1. For a bus lane adjacent to a mixed-use travel lane, provide a 12 foot 


bus lane width. 
  


2. For a bus lane independent of a normal street network (e.g., a park 
and ride facility or a transit center), provide lane widths of 14 feet for 
one-way operation and 24 feet for two-way, to accommodate the 
higher volume of buses that are expected. 







Design Criteria 23-23 Revised October 2017 


FIGURE 23.3.E.4.b  CURBSIDE LANE WIDTHS 
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5. Roadway Pavement 


a. A fully loaded standard bus has a rear axle weight of 26,000 pounds (dual 
tires). Under repeated bus loading, substandard roadways may 
deteriorate. In addition to all applicable local standards and codes, TriMet 
recommends the criteria below for use in multi-modal pavement design. 
Particularly in those areas where buses start, stop or turn, or along 
roadways with higher bus volumes, or in areas with special soil conditions, 
design considerations should include the effects of long-term maintenance 
and potential surface degradation. 
 


b. TriMet’s recommendations are: 
1. A minimum of one percent cross-slope is recommended. 


 
2. On roadways with fewer than 150 buses per day, design roadways 


with typical asphalt pavement sections. 
 


3. On roadways carrying 150 or more buses per day, incorporate 
concrete roadways to avoid the deterioration that typically occurs with 
asphalt, particularly in bus stopping and turning areas or areas with 
special soil conditions. 
 


4. For TriMet facilities, utilize rigid pavement with dowels. Crack control 
shall be provided with deformed reinforcement bars; wire mesh is not 
allowed. Where a rigid pavement ties into a flexible pavement, a 
transition slab shall be used. 
 


5. At high-volume bus stops, provide a reinforced concrete pad as 
illustrated in TriMet Directive Drawing BTM012. 


 
6. Speed Bumps 


a. When local jurisdictions plan or utilize speed bumps to slow traffic, TriMet 
recommends the following criteria to ensure minimum impacts to 
passenger safety and transit operations.   
1. Speeds bumps should be located so that the bus approaches and 


departs the bump at a 90-degree angle; therefore, bumps should not 
be located near bus stops or on curves. 


 
2. Since the bus must accelerate after slowing for a bump, speed bumps 


should be located away from sensitive noise receptors. 
 
3. Speed bumps should not be placed near manhole covers or storm 


drains because the vibration of the accelerating/decelerating buses 
may be transmitted to homes through the underground pipes. 


 
4. Speed bumps should be striped with yellow or white paint to assure 


that bus drivers see them. The use of reflective buttons is also 
recommended. 


 







Design Criteria 23-25 Revised October 2017 


5. Speed bumps should be posted at 15 mph for buses. Speeds beyond 
20 mph may be unsafe for passengers. 


 
6. When possible, speed bumps should be located at least 600 feet 


apart. Configurations using multiple sets of bumps placed 200 to 400 
feet apart are discouraged. 


 
7. Bus Access & Parking Requirements 


a. Bus access should be separated from general auto access to parking 
facilities, Park and Rides and Transit Centers, whenever possible. The 
bus-loading area should always be separated from the general-purpose 
traffic when the transit terminal is off-street.  
 


b. Bus parking requirements are based on the maximum number of transit 
vehicles requiring simultaneous pull-in and pull-out space at a facility. 
Efficiencies can be achieved if bus arrival and departure can be staggered 
and individual bus bays shared. Care should be used to assure the 
reliability of each intersecting bus route if staggered through a single 
transit center, especially if transfers are expected between routes. Bus 
stops and/or layovers should not be located within a parking garage 
structure, unless specifically approved by TriMet. 
 


c. Several parking and bus access configurations are possible, including 
linear bays, saw-toothed bays and loops. Examples of the various types 
and applications are shown at the end of this chapter in the following 
figures: 


 
Figure 23.3.E.7.c-1 – Linear Bus Bay Design 
Figure 23.3.E.7.c-2 – Linear Bus Bay Application 
Figure 23.3.E.7.c-3 – Saw-Toothed Bus Bay Design 
Figure 23.3.E.7.c-4 – Saw-Toothed Bus Bay Application 
Figure 23.3.E.7.c-5 – Bus Loop Design 
Figure 23.3.E.7.c-6 – Bus Loop Application 
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8. Bus Stop Access 
a. It is essential that bus riders have safe access to their bus stops. Walking 


on narrow roadway shoulders or through mud, puddles, or ditches is 
unacceptable to most bus riders and is generally unsafe. 
 


b. TriMet will assist local jurisdictions to identify deficiencies in pedestrian 
access to bus stops. Recommended access features include: 
1. Direct, paved, ADA compliant walk connections 
2. Street lighting, especially at street crossings 
3. ADA compliant curb ramps at each intersection 
4. Sidewalks in good repair and free of trip hazards 
5. Sidewalks and bus stops that are coordinated to provide ADA 


clearances and amenities of mutual benefit to both pedestrians and 
bus riders 


 
c. TriMet will assist in efforts to secure funding for pedestrian network 


development including federal programs and their local allocation, 
designation of improvement districts, or assignment of local Traffic Impact 
Fees (TIF) or other local tax mechanisms. 
 


9. Bus Zones or Other Parking Restrictions 
a. A bus stop is not considered accessible unless the bus can reach the 


curb. Bus zones, no parking areas (NPAs) and other parking restrictions 
are often needed to ensure access. Bus zones or NPAs are required 
when on-street parking is allowed and; 
1. A new stop is created 
2. An existing stop must be accessible 
3. A curb extension is not considered appropriate 
4. Buses lay over 
 


b. Bus zones must be clearly marked. Signage, pavement marking, and 
enforcement are provided by the local jurisdiction. Generally, bus zones 
are marked by both a front and rear zone sign/pole. An NPA sign/pole 
may be added at the front of a bus zone to clearly define ambiguous 
frontage (i.e., between a zone and a driveway, or a zone and a fire 
hydrant). The City of Portland applies yellow tape to the curb tops in bus 
zones to further define the space. 
 


c. Guidelines for bus zones are discussed below: 
1. Near-side (NS) Bus Zones 


Preferred length is 90  feet measured from the bus stop sign. In 
extreme circumstances NS bus zones can be shortened to 60 feet, but 
buses may not be able to clear the travel lane. At signalized 
intersections, the bus should stop a minimum of 15feet from the 
pedestrian crossing so that approaching drivers can see pedestrians 
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using the crosswalk. The area between crosswalk and bus stop must 
also prohibit parking. 
 


2. Far-side (FS) Bus Zones 
Preferred length is 90  feet measured from the crosswalk. In all 
instances the rear of the bus must clear the crosswalk. 
 


3. Mid-block (At or Opposite) Bus Zones 
Preferred length is 100  feet measured from the bus stop sign. The 
minimum length is determined on a site-by-site basis. These zones are 
used infrequently, but are found on “super-blocks,” at ‘T’ intersections 
in high-density areas and along mid- and lower-density area roadways 
with few intersections. 
 


10. Curb Extensions Incorporating Transit Stops 
a. Curb extensions are often used in streetscape improvement plans. For 


best effect, extensions are placed along a corridor in series of two or four 
to an intersection. The extensions improve pedestrian connections by 
shortening street crossing distances and improving sight angles for 
pedestrians and motorists.  
 


b. Transit curb extensions offer several benefits for bus operations: 
1. They provide buses with access to the curb from the travel lane 


without pulling in or merging, thereby reducing bus travel time 
 


2. They reduce near-side stop turning conflicts on two lane roads by 
limiting through traffic 
 


3. They provide patron waiting and boarding areas separated from 
pedestrian movements on side-walks 
 


4. They provide room for stop amenities or streetscape features 
 


5. They help create a street with a pedestrian friendly appearance 
 


c. Designing curb extensions that work well for bus operations is complex. 
Cross slopes and drainage can limit available space and prohibit a landing 
area that allows low floor bus ramps to deploy at an ADA-acceptable 
slope. 
 


d. The general requirements for transit stop curb extensions are as follows: 
1. Transit curb extensions should be paired with a pedestrian or transit 


curb extension across the travel street. 
 


2. Curb extensions must be clearly marked to improve their visibility to 
motorists. 
 


3. Extensions must provide at least 32 feet of tangent curb-line, which is 
free of ramps, wings and curb returns. At far-side extensions, the bus 
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must be clear of the crosswalk, which requires at least 42 feet of clear 
tangent curb line. 
 


4. An ADA landing pad and a 6 ft x 8 ft clear space must be available at 
front and rear door locations respectively. See Section 23.3.D.1.b for 
ADA landing pad specifications.   
 


5. Bus stop poles, trees, and waste receptacles must be placed a 
minimum of 2.5 feet clear of the curb face.  Shelters, benches and 
amenities intended for waiting patrons must be placed in the furnishing 
zone adjoining the curb extension, a minimum of six feet, and 
preferably eight feet, clear of the curb face. 
 


6. Generally, near-side curb extensions are preferred at non-signalized 
intersections. 


 
11. Side Boarding Islands 


a. Side boarding islands are sometimes considered in association with 
protected bikeway projects. They enhance cyclist safety by reducing their 
interaction with transit vehicle operations.  They are, however, a mixed 
bag for transit patron circulation and safety.  In all instances transit patron 
safety should be given the highest priority. 
 


b. Side boarding islands offer a few benefits for bus operations: 
1. Provide buses with access to the curb from the travel lane without 


pulling in or merging, thereby reducing bus travel time. 
 


2. They can reduce near-side stop turning conflicts on two lane roads by 
limiting through traffic. 
 


c. They also can impact transit patrons by: 
1. Placing waiting patrons directly adjacent to vehicle travel lanes with no 


buffer (permissible at posted travel speeds of 25 mph or less, or 35 
mph when adjacent to transit exclusive lane). 
 


2. Reduce circulation when widths are less than standard sidewalk 
requirements (12’) 


 
3. Require patrons to cross a cycle lane to access stop 


 
4. Reduce ADA access points 


 
d. Side boarding island dimensions for standard buses: 


1. Platform height should not exceed 8”.  All examples of 10” platforms 
(shared with buses) in Portland have been damaged due to lack of 
clearance. (BRT exclusive platform height may be 10”.) 
 


2. Minimum platform width is 10’ 
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3. Length of platform will vary based on several factors – see Table 
23.3.E.11.d.3 for bus stop/bicycle facility integration information.  


 
4. Minimum length to accommodate one bus is 40’ of tangent. 


 
TABLE 23.3.E.11.d.3 BUS STOP / BICYCLE FACILITY INTEGRATION 
 


Stop Type Total Ridership/ 
Ridership by Trip/Peak 


Headway 


Posted 
Speed 


 


Operational and 
Environmental factors 


Pullout  or bus zone 
with direct curb 
access 


No minimum Above 
35 
or 


Time point , or layover,  or 
operator exchange ,or 
medical/institutional facility, 
or dwell required 


In bike or vehicle lane 
stop with direct curb 
access 
 


No Minimum 35 and 
below 


Not  appropriate if dwell 
required 


Curb extension No Minimum 35 and 
below 


Not appropriate if dwell 
required 


Side boarding island 
with mixed travel lane 
stop 


Not to exceed 100/12/20 
minimum unless 2 bays 


25 and 
below 


Not appropriate if: dwell 
required, adjacent land use 
includes active public 
space, pedestrian ROW that 
is wider than transit island 
or will provide superior 
accessibility, patron 
circulation, and 
accommodation. 


Side boarding island 
with transit exclusive 
lane 


Not to exceed 100/12/20 
minimum unless 2 bays 


40 and 
below 


 


Ok if time point, or layover, 
or operator exchange, or 
dwell required.  Not 
appropriate if adjacent land 
use includes active public 
space, pedestrian ROW that 
is wider than transit island 
or will provide superior 
accessibility, patron 
circulation, and 
accommodation 


    
 
NOTE:  New facilities (including new amenity placements) at stops and stations that serve 
more than 15 monthly lifts must provide a layout that ensures circulation for two persons 
with mobility devices and clearly separates ADA waiting and boarding/alighting zones.   
Further, if the boarding facility is separated from the adjacent pedestrian network, more than 
one accessible entry/egress point is required. If only one entry/egress is possible then the 
curb ramps and crossings must accommodate two mobility devices at the same time. 
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12. Bus Pullouts and Bus Pads 


a. The primary purpose of a bus pullout is to allow buses to move out of 
travel lanes where they impede traffic flow. Generally, TriMet does not 
desire pullouts at most bus stops because it reduces the efficiency of 
transit service.  
 


b. TriMet will consider pullouts at layovers and at far side stops at signalized 
intersections meeting at least two of the following conditions: 
1. Posted speed limit is 40 mph or more 
2. Ridership is more than 50 daily boardings or 6 daily lift boardings 
3. Potential safety issues 
4. Transfer or time point locations 
 


c. Bus pullouts must allow adequate tapers and lane widths to accommodate 
bus movements.  Figure 23.3.E.12 summarizes the range of dimensional 
requirements for bus pullouts. 
1. Along arterials with posted speeds over 30 mph, provide a 12 foot 


wide pullout lane to reduce the potential for sideswipe accidents. 
Adjacent to bike lanes, the pullout lane width may be reduced to 11 
feet unless buses will be stopped for extended periods of time (e.g., 
layovers). 
 


2. At far-side pullouts, provide a minimum 5:1 exit taper. An entrance 
taper may be necessary if the intersection cannot accommodate a 60-
foot-long deceleration movement into the pullout. 
 


3. At far-side pullouts with curb bulb-outs and at midblock pullouts, allow 
for a 10:1 entrance and a 5:1 exit taper if traffic speeds range from 30 
to 40 mph. Where roadway design speeds are less than 30 mph or 
exceed 40 mph, design entrance and exit tapers according to the 
following formula: 
 


L=WS/3  
 
Where: L = Length of taper 


W = Pullout width 
S = Roadway design speed 


 
4. Allow a 60 foot stopping length for a standard bus and 80 feet for an 


articulated bus.  Coordinate with TriMet on what type of vehicle serves 
a particular site. 
 


d. Concrete bus pads are often incorporated in pullout designs but are also 
used at curbside bus stops. Bus pads are considered on a case-by-case 
basis but are generally found at stops with frequent service, significant 
ridership, or where heavy bus braking and acceleration is needed. 
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13. Bus Priority Treatments 
a. Within the context of an overall Transportation System Management 


(TSM) Program, bus priority treatments can be used to increase the 
efficiency of the system as a whole. To be successful, bus priority 
measures must be carefully coordinated with the local transportation 
agencies directly responsible for roadway planning and operations. These 
treatments should be used on major trunk routes, cross-town routes, or 
any high frequency bus routes that have significant traffic delays during 
peak periods. 


 
b. There are four types of bus priority treatments: 


1. Movement Priority 
Movement priority provides Transit-Only lanes. The downtown 
Portland bus mall is an example. 


 
2. Bypass Priority 


Bypass priority allows buses to bypass queues and point congestion. 
Exclusive lanes on freeway ramps and queue jump signals are 
examples. 


 
3. Exemptions and Special Handling Priorities 


Exemptions and special handling priorities allow buses to make turns 
or stops that are not available to other traffic. “Except Bus” signage is 
the most common treatment, where buses use the right turn pocket at 
a signalized intersection to bypass the queue of stopped vehicles 
stopped at that intersection. Special stopping privileges and priority 
merges are other examples. 


 
4. Signal System Priority 


Signal system priority reduces the time buses wait for signal changes 
or extend the “green” phase in the direction the bus is traveling. Signal 
preemption systems are an example. 


 
c. TriMet staff will assist traffic planners and engineers in assessing bus 


priority treatments in major traffic corridors. 
 


14. Comfort Stations 
Comfort stations (restrooms) for transit operators should be provided adjacent 
to all layover locations and within all transit centers. It is generally preferable 
to provide facilities exclusively for transit operators, for security and to limit 
schedule delays. The actual number of restrooms required will be determined 
by TriMet. 
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FIGURE 23.3.E.7.c-1 LINEAR BUS BAY DESIGN 
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FIGURE 23.3.E.7.c-2 LINEAR BUS BAY APPLICATION 
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FIGURE 23.3.E.7.c-3 SAW-TOOTHED BUS BAY DESIGN 
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FIGURE 23.3.E.7.c-4 SAW-TOOTHED BUS BAY APPLICATION 
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FIGURE 23.3.E.7.c-5 BUS LOOP DESIGN 
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FIGURE 23.3.E.7.c-6 BUS LOOP APPLICATION 
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FIGURE 23.3.E.12 BUS PULL OUT AND BUS PAD 
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