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RECOMMENDATION
ADOPT the 2022 Transit Service Policy (Attachment A).

ISSUE

Metro’s Transit Service Policy (TSP) is periodically revised to reflect the policy framework for how the
agency meets existing and anticipated challenges with providing high quality transit service. This
policy is required as part of Federal Title VI compliance. Changes to the Metro TSP were last adopted
by the Metro Board in January 2020, reflecting the newly developed framework for the NextGen Bus
Plan focused on developing a fast, frequent, and reliable bus network. Since that time, the NextGen
Bus Plan has been adopted and the majority of the service plan has been implemented. This 2022
update for the TSP reflects the approved and implemented NextGen Bus Plan and will serve as a
fundamental guide for bus route design, scheduling, implementation and evaluation for Metro transit
service moving forward based on the principles established in the NextGen Bus Plan.

BACKGROUND

Metro’s Transit Service Policy (TSP) establishes criteria and guidelines to ensure that the transit
system is developed and managed consistent with policy guidance approved by the Metro Board of
Directors. These include criteria for service provision including minimum service frequencies, load
standards and route and stop spacing. The TSP also includes a formal process for evaluating
services, service design guidelines, and a process for implementing service changes.

DISCUSSION

This 2022 update of the Transit Service Policy (Attachment A) incorporates the following changes:

· Critical elements of the NextGen Bus Plan were updated to reflect the plan having been
adopted and largely implemented, including:

o NextGen frequency tiers
o Toolkit of bus speed and reliability tools,
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o Key system principals and design concepts

· Addition of Metro MicroTransit pilot service

· Metro’s Equity Platform, recognizing the need in planning service to consider higher need for
people to use transit in areas with a higher transit equity score, such as Equity Focus
Communities

· Restored documentation of on time performance standards

A redlined version of all of the changes is provided in Attachment B.

DETERMINATION OF SAFETY IMPACT

This Transit Service Policy and all recommendations identified will be implemented with full
adherence to established safety policies and procedures.

FINANCIAL IMPACT

Implementation of any of the recommendations, elements, and principles established in the policy
document would be reflected in the annual Metro Operating and Capital budgets brought to the
Board for approval. The adoption of this updated TSP document does not directly impact the budget.

EQUITY PLATFORM

This 2022 update of the TSP continues to incorporate Metro’s Title VI Service and Fare Equity
Analysis policy which provides for formal consideration of the impact on people of color (minority) and
low-income communities of any Metro major service change. This update also incorporates the 2022
Equity Focus Communities definition and addresses the Four Pillars of the Equity Platform.

The TSP also reflects the NextGen principles of all day frequent service based on a set of frequency
tiers, which resulted in more bus service resources in areas with higher Transit Equity scores and in
Equity Focus Communities (EFCs), where the need to use the Metro transit system is greatest. The
TSP also includes the NextGen Bus Speed and Reliability program of new bus lanes, signal priority,
all door boarding, plus bus stop and terminal optimization. The roll out of these enhancements will
further improve the rider experience through faster and more reliable travel, especially in areas with
higher Transit Equity scores and in EFCs where the most frequent and highest ridership bus services
are concentrated.

IMPLEMENTATION OF STRATEGIC PLAN GOALS

The recommendation supports strategic plan goal #1: Provide high quality mobility options that
enable people to spend less time traveling. This update to the TSP also encompasses two sub-goals:
1) Target infrastructure and service investments towards those with the greatest mobility needs; and
2) Invest in a world class bus system that is reliable, convenient, safe, and attractive to more users
for more trips.

Alternatives_Considered
ALTERNATIVES CONSIDERED
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This new version of the TSP updates the January 2020 version to reflect the NextGen Bus Plan
implementation. There are no other updates required at this time.

NEXT STEPS

With the adoption of the 2022 Metro Transit Service Policy, staff will continue to work towards the full
implementation of the NextGen Bus Plan with the roll out of addition bus speed and reliability
improvements. Lessons learned from this process will be included in future updates for the Transit
Service Policy.

ATTACHMENTS

Attachment A - December 2022 Metro Transit Service Policies and Standards
Attachment B - The redline version

Prepared by: Joe Forgiarini, Senior Executive Officer, Service Development
Lilia Montoya, Deputy Chief Operations Officer, Admin &
Development, (213) 922-4061

Reviewed by: Conan Cheung, Chief Operations Officer, Mobility Services & Development (213)
418-3034
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EXECU TIVE SU M M A RY

L os A n geles Coun tyM etropolitan Tran sportation A uth ority(M etro) serv es as tran sportation
plan n er,coordin ator,design er,b uilderan d operatorforL os A n geles Coun ty. M ore th an 10 .3
m illion people liv e,work ,an d playwith in its 1,469-square-m ile serv ice area.1

M etro’sTran sit Serv ice Policy(TSP) estab lish escriteria an d guidelin es toen sure th at th e tran sit
system is dev eloped an d m an aged con sisten t with policy guidan ce approv ed b y th e M etro
Board ofDirectors,in cludin g a form al processforev aluatin g services,service design guidelin es,
an d a process forim plem en tin g serv ice ch an ges.

In 20 18,th e Board adopted M etroVision 20 28 as th e agen cy’s strategic plan . Th e Plan outlin es
fiv e goals toguide th e dev elopm en t oftran sportation in L A Coun ty. Th ese goals will h elp M etro
en sure th at ourcustom ers feel safe w h en ridin g,th at th eydosoin clean equipm en t,serv ice is
reliab le an d on -tim e,an d ourstaffprov ides service in a courteous m an n er.

G oal 1:Provide h igh -qualitym obilityoption s th at en ab le people tospen d less tim e trav elin g

G oal 2:Deliv eroutstan din g trip experien ces forall users ofth e tran sportation system

G oal 3:En h an ce com m un ities an d liv es th rough m ob ilityan d access toopportun ity

G oal 4:Tran sform L A Coun tyth rough region al collab oration an d n ation al leadersh ip

G oal 5: Prov ide respon siv e, accoun tab le, an d trustworth y gov ern an ce with in th e M etro
organ ization

A lsoin 20 18,M etrob egan th e N extG en Bus Studytorev iew an d update th e M etrob us system
toen sure it prov ides a com petitiv e tran sit serv ice tom eet th e trav el n eeds of L A Coun ty
residen ts an d visitors. Th e N extG en Bus Studyin cluded a com preh en siv e look at b oth M etro
b us service perform an ce an d th e ov erall trav el m ark et in L A Coun tytodeterm in e w h ere M etro
b us serv ice could b e m ore useful.. Th e study in cluded sign ifican t in put from riders an d
stak eh olders toh elp dev elop a fram ework ofguidin g prin ciples for position in g M etro’s b us
serv ices tob e m ore com petitiv e in th e ov erall trav el m ark et an d tom ost effectiv elyserv e Equity
Focus Com m un ities,w h ere th e n eed forh igh qualitytran sit is greatest.

In early20 20 ,th e M etroBoard approv ed th e release ofa draft N extG en Bus Plan for pub lic
rev iew . Sign ifican t pub lic in put gath ered in th e first h alfof20 20 resulted in a rev ised draft
N extG en Bus Plan b ein g released ah ead ofpub lic h earin gs,Serv ice Coun cil approv als,an d
Board adoption ofth is plan in Octob er20 20 . Ph ased im plem en tation ofth e N extG en Bus Plan
occurred b egin n in g in Decem b er 20 20 , with addition al ph ases in Jun e an d
Septem b er/Decem b er-20 21. K ey elem en ts of th e N extG en Bus Plan , in cludin g a set of
frequen cytiers an d b us speed an d reliab ilitytools,are reflected in th is update ofth e Tran sit
Serv ice Policy.

1 Represen ts all people liv in g in th e Cen sus Tracts covered b yM etro’s service area perth e 20 20 Cen sus Data.
Service area is calculated from tak in g 0 .75 m ile b ufferaroun d all M etrob us lin e an d rail station s.
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SECTION 1:IN TRODU CTION ,PU RPOSE & BA CK G ROU N D

M etrofirst adopted a Tran sit Serv ice Policy(TSP) in 1986. Th e TSPis rev iewed on at least a
trian n ual b asis an d updated as n eeded tob etter reflect agen cygoals an d ob jectiv es,m ajor
in itiativ es,an d ch an ges in local,state,an d federal regulation s an d fun din g. It is a required
com pon en t ofM etro’s Title VIPlan . Th is docum en t updates th e m ost recen t v ersion adopted
b yth e Board as part ofth e N extG en Bus Plan adoption in Octob er20 20 2. Th is docum en t sets
forth th e policies,prin ciples,an d serv ice guidelin es th at are used b yM etrostaffin th e design
orm odification ofth e b us n etwork tob etterserv e custom ers an d m ak e m ore b en eficial use of
av ailab le operatin g resources. Th e TSPoutlin es th e serv ice ch an ge process th at provides th e
quan titativ e tools toev aluate th e system ,iden tifies th e process required toseek pub lic in put
on an d approv als for m ajor service ch an ges toth e system ,an d en sures th e region al tran sit
system is adjusted accordin g toth e serv ice goals an d ob jectiv es approv ed b yth e M etroBoard.

M etrooperates a com preh en siv e b us an d rail n etwork th at com plem en ts M etrolin k region al
rail an d m un icipal operator serv ices across L A Coun ty. Determ in in g th e m ost appropriate
tran sit serv ice on a corridordepen ds on sev eral factors such as dem an d,resource av ailab ility,
site an d corridor ch aracteristics,en v iron m en tal con sideration s,an d com m un ityacceptan ce.
Th e ch aracteristics th at determ in e w h ich type ofserv ice is m ost appropriate are sum m arized
in Tab le 1.1.

M etroBus
A sofDecem b er20 21,M etrooperates119 b usroutes. M etro’sb usoperation scon sist ofdirectly
operated an d con tract operated serv ices:10 3 routes are directlyoperated b yM etro,an d 16
routes are operated b ycon tractors. M etroserv esov er12,20 0 b us stops,in cludin g station stops
on th e G L in e (Oran ge) an d JL in e (Silv er) BRT system s. On week days,M etrooperates a fleet
ofov er1,60 0 b uses durin g peak serv ice h ours. M etrooperates th e largest portion ofall b us
serv ices prov ided in th e region . M un icipal an d L ocal Return operators prov ide addition al pub lic
b us an d paratran sit services in areas ofth e region w h ere M etroprovides lim ited orn oserv ice.
M etrorelies on A ccess Serv ices forprov ision ofA DA paratran sit service in th e M etroserv ice
area.

A s dev eloped in th e N extG en Bus Study,M etroclassifies its b us serv ices in totiers stratified b y
th e frequen cyofserv ice. Th e tiers are assign ed toin div idual routes in accordan ce with dem an d
an d propen sityforfuture growth . Tab le 1.2 describ es th e featuresofeach ofM etro’sb usserv ice
types. Tierdefin ition s are:

– Core (Tier1):week dayall dayh eadways of10 m in utes orb etter
– Con v en ien ce (Tier2):12 to15 m in utes
– Con n ectiv ity(Tier3):20 to30 m in utes
– Com m un ity(Tier4):40 to60 m in utes
– Com m uter(Tier5):Varies b yL in e

2 b oardagen das.m etro.n et/ b oard-report/ 20 20 -0 617/
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Th ese frequen cytiers are especiallyim portan t toen sure h igh frequen cyserv ice is prov ided on
k ey corridors servin g Equity Focus Com m un ities4 w h ere th e n eed for h igh -quality tran sit is
greatest.

Tab le 1.2 M etroBus Serv ice Types an d Features

Bus Service Type

Feature BRT an d L in er Rapid
Com m uter

(Tier5)

Core (Tier1),
Con v en ien ce (Tier2),
Con n ectiv ity(Tier3),
Com m un ity(Tier4)
L ocal Bus Services

Righ t ofW ay
Segregated righ t-

of-way

M ajorarterials;
peak h ourorall-

dayb us lan es

M ajorarterials an d
freeways.

M ajorarterials an d local
streets;peak h ourorall-day

b us lan es forCore Tier1
lin es,with b us b ulb s as

altern ativ e tob us lan es for
Tier1 an d 2 lin es

Target A v erage
Stop Spacin g

1.25 m iles 0 .75 m ile 1.25 m iles 0 .25 m ile

Target Trav el
M ark et

In ter-com m un ity,
region al

In ter-com m un ity
In ter-com m un ity,

region al
In ter-com m un ity,

n eigh borh ood

Veh icle Type
40 / 45/ 60 -foot

b uses
40 / 45/ 60 -foot

b uses
40 / 45/ 60 -foot

b uses
32/ 40 / 45/ 60 -foot b uses

Com m un ities
Serv ed

M ultiple M ultiple M ultiple M ultiple

Sign al Priority Yes Yes N o
Yes forCore an d

Con v en ien ce (Tiers 1 an d
2)

Fare Collection

On b oard JL in e
(Silv er)

Off-b oard pre-pay
G L in e (Oran ge)

On b oard On b oard

On b oard,with all-door
b oardin g a goal forCore
an d Con v en ien ce (Tier1

an d 2)

Passen ger
A m en ities

Sh elters an d
station s

Sh elters an d
station s

Sh elters an d
station s

Ben ch es an d sh elters

Real-tim e
Passen gerIn fo

Yes Yes Yes
A t som e stops an d v ia

sm art ph on e application s

M etroL in erTran sit

4 In 20 18,M etro’s Board adopted an th e EquityPlatform ,a fram ework th at guides h ow th e agen cywork s to
address in equities an d create m ore equitab le access toopportun ity. In 20 19,un derth e EquityPlatform ,th e
Board adopted a defin ition forcom m un itydesign ation called EquityFocus Com m u n ities (EFCs) toh elp iden tify
wh ere tran sportation n eeds are greatest. Th e EFCs are defin ition ofEFCs,as of20 22,ed as areas con sists of
areas wh ere th ere are h igh ercon cen tration s ofresiden t an d h ouseh old dem ograph ics associated with m ob ility
b arriers (low-in com e h ouseh olds earn in g less th an $60 ,0 0 0 peryear;Black ,In digen ous,orPeople ofColor
(BIPOC) population s;an d h ouseh olds th at don ot h av e a car) least 40 % ofresiden ts are low-in com e (earn in g
$35,0 0 0 orless peryear),an d 80 % ofresiden ts are people ofcolor,or10 % ofh ouseh olds don ot h av e a car.
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Figure 1.1 Bus b ulb

BusBulb Outs:On N extG en Core (Tier1) an d Con v en ien ce (Tier2) corridorsw h ere dedicated
b us lan es are un ab le tob e accom m odated due toth e n eed tom ain tain traffic an d park in g
capacity,orw h ere th e frequen cyofserv ice (less th an 7.5 m in ute h eadway) does n ot warran t
dedicated lan es,b us b ulb -outs can support tran sit serv ice bym in im izin g stop delay. Bulb -
outs are exten sion s ofth e b us zon e,typicallyacross th e first park in g lan e,th at en ab le b uses
toserv e th e b us stop from th e secon d traffic lan e. Th is reduces delays forb uses m ergin g in
an d out oftraffic an d creates addition al space fortran sit stop am en ities. Figure 1.1 prov ides
an illustratration .5

– Tran sit-Sign al Priority:Th is k eyN extG en Bus Speed an d Reliab ilitystrategyfacilitates th e
m ov em en ts of in -serv ice tran sit v eh icles th rough sign alized in tersection s toim prove
tran sit perform an ce b yexten din g th e green ph ase orsh orten in g th e red ph ase (adv an cin g
th e green ph ase) oftraffic sign als w h en a tran sit b us is detected at an in tersection . Th is
tech n ologyalready exists on form er an d existin g M etroRapid corridors in City of L A ,
selected oth ercities,an d L A Coun tyun in corporated areas,oris b ein g added toN extG en
Core (Tier1) an d Con v en ien ce (Tier 2) routes. M etrois work in g with L A DOT toadapt
L A DOT’s existin g Tran sit Sign al Prioritysystem tob etterserv e M etro’s N extG en service
m odel. Th e work un derwaywill adapt L A DOT’s system toprov ide sign al prioritytoall
M etrob uses. Certain con strain ts ofth e old system such as on lyservin g b uses th at arriv ed
late an d requirin g in div idual b uses tob e associated with a sin gle corridor will alsobe
rem ov ed. Th is project will prov ide im prov ed sign al priorityoperation forall M etrob uses
operatin g on equipped corridors. W ork on th is project is an ticipated tob e com plete b yfall
20 22.

– H eadway-Based Service M an agem en t:Operatin g th e m ost frequen t an d h igh est usage
b us lin es on a system b ased on m an agin g h eadways (orin tervals) b etween trips rath er
th an operatin g b ased on tim epoin ts toregulate serv ice offers th e ch an ce tok eep serv ice

5 Illustration from N ation al A ssociation ofCityTran sportation Officials U rb an Design G uide:
n acto.org/pub lication / urb an -street-design -guide/ street-design -elem en ts/ curb -exten sion s/ b us-b ulb s/
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m ov in g w h ile m in im izin g wait tim es an d trav el tim es for riders. Th is approach will b e
piloted as part ofth e N extG en Bus Speed an d Reliab ilityin itiativ es usin g a m ix ofstaff-
an d tech n ology-b ased lin e m an agem en t tech n iques.

– Bus Tran sit Cen ters an d Stop A m en ities:Station s an d sh elters prov ide custom ers with
en h an ced com fort an d safety. A s part ofth e N extG en Bus Plan ,M etrowill con tin ue to
work with m un icipalities tom axim ize th e n um b erofb us stops with seatin g an d sh elter,
as th is fun ction is led bym un icipalities. A n em ph asis will b e m ade on allocatin g m an yof
th ese am en ities toEquityFocus Com m un ities wh ere th e n eed forh igh qualitytran sit is
greatest.

– Streetscape: Streetscape an d oth er design features such as lan dscapin g, pedestrian
coun tdow n sign als, b icycle rack s, an d well-design ed crosswalk s m ak e it easier for
pedestrian s an d bicyclists toaccess th e station s.

– Fare Collection A m en ities:Forcon v en ien ce an d fasterserv ice,m ajorstation s h av e tick et
v en din g m ach in es (TVM s) w h ich allow custom ers topreload th eirTA Pcards. Forth e G
L in e (Oran ge),all fare collection is com pleted at th e station s an d th e fleet does n ot h av e
on -b oard fare b oxes. Th e JL in e (Silv er) h asTA Pvalidatorsat b oth th e fron t an d b ack doors
tofacilitate all-doorb oardin g tospeed up b oardin g an d reduce ridertrav el tim es. M etro
Rapid L in es 720 (W ilsh ire) an d 754 (Verm on t) operate on twoofM etro’s b usiest b us
serv ice corridors an d h av e alsopiloted th is option . A ll-doorb oardin g will b e exten ded to
all Core (Tier1) an d Con v en ien ce (Tier2) lin es bym id-decade toh elp reduce trav el tim es
form ost riders.

– Park & Ride Facilities:Prov ided in close proxim itytom ajorstops an d station s. A djacen t
dev elopm en t an d join t use park in g are en couraged.

– A dv an ced Tran sportation M an agem en t System s:A TM Sprov ide an arrayoftech n ologies
to im prov e serv ice reliab ility an d custom er experien ce in cludin g on -b oard stop
an n oun cem en ts.

A rticulated Buses
Th e G L in e (Oran ge) operates with a dedicated fleet of60 ’ h igh ercapacityarticulated b uses.
Th e advan tage of th e deploym en t of articulated b uses is th e opportun ity toreduce v eh icle
requirem en ts an d serv ice h ours w h ile m ain tain in g h igh ridersh ip capacity; h owev er,
deploym en t sh ould n ot in crease service in tervals toth e poin t w h ere service qualityis degraded.
Forth is reason ,b us lin es with a peak h eadwayoffiv e m in utes orb etterare ideal can didates for
th is type ofb us. In ev aluatin g services forh igh ercapacityarticulated b uses,oth erfactors m ust
b e con sidered in cludin g facilitycom patib ility,street design ,an d operation al factors such as
b uses th at operate on a m ix oflin es durin g th eiroperatin g day. Th e deploym en t ofarticulated
b usesm ust alsobe coordin ated with th e efforts tocon v ert th e M etrofleet tofullyzero-em ission
b uses.

M etroRail
A s ofM ay20 22,M etrooperates twoh eav yrail an d four ligh t rail lin es serv in g a total of96
station s across approxim ately10 1 route m iles,with a fleet of10 2 h eavyrail an d 293 ligh t rail
cars. M etroRail operates in h eav ily con gested, h igh -dem an d trav el corridors an d provides
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con n ection s tok eym ulti-m odal tran sportation h ub s. M etrooperates twotypes ofrail serv ice
tob etterm atch th e tran sit m ode with specific custom erdem an d an d n eeds. M etroh eav yrail
is h igh -capacity,twolin e rapid tran sit services operatin g alon g a dedicated sub wayrigh t-of-way,
serv in g full-scale tran sit station s in som e ofth e m ost den selypopulated areas ofL A Coun ty.
M etro’s existin g ligh t rail system con sists offour lin es with segm en ts ofm ixed flow,street
run n in g,orgrade separated righ t ofway,with full-scale tran sit station s. Th e rail system is a
critical pub lic tran sportation asset in th e greaterL os A n geles region ,lin k in g m an yk eym ulti-
m odal tran sportation cen ters an d destin ation s togeth er.

M etro’s h eav yrail is th e sub waysystem serv ed byth e Ban d D L in es (Red,Purple) powered by
a th ird rail an d operated with 4-or6-cartrain sets. M etro’s four ligh t rail lin es – A (Blue),C
(G reen ),E L in e (Expo),an d L L in e (G old) are powered b yov erh ead caten arywires,gen erally
use sh orter2-or3-cartrain sets,an d operate at slowerspeeds th an h eavyrail.

Th e first segm en t ofth e n ew 8.5 m ile,8-station Cren sh aw / L A X K L in e is expected toopen in
late 20 22. A n in th n ew station ,th e A irport M etroCon n ector(A M C) Station ,sh ould open byth e
en d of20 24. Th e n ew 1.9 m ile Region al Con n ectorligh t rail align m en t th rough dow n tow n L A
will alsoopen aroun d th e sam e tim e as th e K L in e,w h ich will see th e L L in e (G old) rail lin e
realign ed in toth e A L in e (Blue) an d E L in e (Expo) serv ices,creatin g direct lin k s from L on g
Beach toA zusa (A L in e) an d San ta M on ica toEast L A (E L in e) . Th is align m en t in cludes two
n ew station s an d on e replacem en t station .
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SECTION 2:DESIG N IN G A W ORL D CL A SSBU SSYSTEM

A s outlin ed in th e Executiv e Sum m ary,in 20 18,th e Board adopted M etroVision 20 28 as th e
agen cy’s strategic plan . Th e Plan outlin es fiv e goals toguide th e dev elopm en t oftran sportation
in L A Coun ty. Th e N extG en Bus Studywas alsoin itiated in 20 18 toreim agin e th e M etrob us
n etwork tob e m ore relev an t,reflectiv e of,an d attractiv e toth e div erse custom ern eeds with in
L os A n geles Coun ty. Th e N extG en Bus Plan an d Studywere com pleted toaddress G oal # 1:
Prov ide h igh qualitym ob ilityoption s th at en ab le people tospen d less tim e trav elin g. Th e study
alsoen com passed twosub -goals: 1) Target in frastructure an d serv ice in v estm en ts towards
th ose with th e greatest m ob ilityn eeds;an d 2) In v est in a world class b ussystem th at is reliab le,
con v en ien t,safe,an d attractiv e tom ore users form ore trips.

In addition toth e Vision 20 28 strategic plan , th e Board adopted M otion 38.1 (Jun e 20 18),
en dorsin g trav el speed,serv ice frequen cy,an d system reliab ilityas th e h igh est priorityservice
design ob jectiv es for th e N extG en Bus Study. Fin ally, regardless of th e lev el of resources
expen ded on th e b us n etwork ,optim izin g system perform an ce sh ould always b e an ob jectiv e
in n etwork design tom axim ize b en efit toth e pub lic from av ailab le resources.

Th ese goals an d ob jectiv es drov e th e dev elopm en t ofth e N extG en Bus Plan ,in cludin g guidin g
prin ciplesforroutin g,stop spacin g,frequen cy,span ofserv ice,an d coordin ation with m un icipal
operators. A set of perform an ce m easures are defin ed b elow to en sure th e b us n etwork
con tin ues toev olv e con sisten t with th e in ten t ofN extG en tocreate a com petitiv e b us serv ice
forL A Coun ty.

N extG en Bus Plan
M etroVision 20 28 en v ision s b uildin g a W orld Class Tran sportation System in w h ich a W orld
Class Bus System is a corn erston e toits success. Buildin g a W orld Class Bus System requires
im prov in g th e attractiv en ess an d com petitiv en ess ofth e b us n etwork . A ttractiv en ess in cludes
addressin g issues such as safety an d security, clean lin ess, com fort, real-tim e arriv al
in form ation , easy fare paym en t, wayfin din g an d sign age, an d first/ last m ile access.
Com petitiv en ess requires dev elopin g a b us n etwork th at m in im izes th e ov erall trav el tim e to
com plete a trip com pared toth e driv in g altern ativ e. Th is trav el tim e con siders directn ess of
route,access toan d from th e b us stop,waitin g tim e,an d on b oard trav el tim e.

A s m en tion ed in th e Executiv e Sum m ary, N extG en ’s prim ary purpose was toim prov e th e
com petitiv en ess ofth e b us n etwork . H owev er,th rough th is process,im prov em en ts tocertain
aspects of attractiv en ess can also b e ach iev ed. Th e followin g outlin es th e strategy of th e
N extG en Bus Plan ’s design as th e foun dation forb uildin g a fast,frequen t,an d reliab le W orld
Class Bus System .

Step 1:Recon n ect Scen ario:M etrocurren tlyprov ides rough ly7 m illion rev en ue serv ice h ours
(RSH ) ofb us serv ice peryear. Th e first step in creatin g a W orld Class Bus System is toredesign
th e routes an d sch edules toattract trips w h ere an d w h en th ere is th e greatest m ark et poten tial.
Th e lesson s learn ed in Ph ase 1 ofth e b us studypresen ted a path forward forrein v en tin g th e
b us n etwork th rough restructurin g th e b us lin es con sisten t with serv ice usage an d trav el
pattern s usin g th e followin g guidin g prin ciples iden tified in th e N extG en Bus Study:
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– 85% ofL A Coun tyresiden ts h av e used tran sit at least on ce in th e past year,TH ERFORE,
th e N extG en Bus Plan attem pts to m ain tain cov erage th rough out th e Coun ty by
m in im izin g discon tin ued segm en ts.

– Fast/frequen t/ reliab le serv ice is k ey;TH EREFORE,th e N extG en Bus Plan is design ed to
create a com petitiv e tran sit n etwork th at reduces ov erall trav el tim e by optim izin g all
com pon en ts ofth e trip,in cludin g walk in g,waitin g,an d ridin g.

– M etro’s pre-N extG en b us system was n ot always com petitiv e toget people w h ere th ey
wan t togo,TH EREFORE N extG en Bus Plan h as adjusted routin g toreflect th e k eyorigin s
an d destin ation s iden tified in cell ph on e location data an d ridersh ip pattern s.

– Th e greatest opportun itytogrow ridersh ip is b etween m idday& ev en in g w h en m an ytrips
are sh ort distan ce,TH EREFORE serv ice lev els un der th e N extG en Bus Plan h av e b een
im prov ed for off-peak periods, especially m idday week day an d week en ds, with m ore
im prov em en ts plan n ed,especiallyforev en in gs. N ew ov ern igh t Ow l serv ices h av e b een
added orare plan n ed.

– N eed toin tegrate M etro’s EquityFram ework in toth e plan n in g process,TH EREFORE
th e N extG en Bus Plan serv ice im prov em en ts prioritize equity-focus areas w h ere th e
n eed forh igh -qualitytran sit serv ice is greatest.

Th ese lesson s were in corporated in toth e Plan ’s Serv ice Design G uidelin es outlin ed in Section
3 to“recon n ect” routesan d sch eduleswith w h ere an d w h en people trav el todayas th e N extG en
Bus Plan Recon n ect scen ario im plem en ted across th e Decem b er 20 20 , Jun e 20 21, an d
Septem b er/Decem b er 20 21 serv ice ch an ge cycles. Recon n ect was estim ated to in crease
ridersh ip b y5% with n oaddition al in crease in rev en ue serv ice h ours. It will alsoh elp M etro
recov erfrom th e im pacts ofth e COVID-19 pan dem ic on ridersh ip.

Step 2:Tran sit First Scen ario:Buildin g upon th e Recon n ect scen arioofN extG en Bus Plan th at
prov ides a b us n etwork th at b etterreflects th e trav el pattern s oftoday,th e n ext step in b uildin g
a W orld Class Bus System is to:1) in v est in speed an d reliab ilityin frastructure,2) create safe
an d com fortab le waitin g en v iron m en ts,3) im prov e th e b oardin g an d ridin g experien ce,an d 4)
estab lish facilities tooptim ize layov ers. Th ese capital im prov em en ts create a m ore com petitiv e
an d attractiv e b us n etwork w h ile sav in g resources tob e rein v ested in tom ore frequen t serv ice.

– Speed an d Reliab ilityIm prov em en ts – A s b us system speeds h av e con tin ued todeclin e
ov erth e last decade,M etroh as h ad toallocate an addition al $10 m illion cum ulativ elyon
an an n ual b asis toprovide th e sam e am oun t ofserv ice. N ot on lydoes th is reduce th e
opportun itytoin crease serv ice,it degrades th e com petitiv en ess an d attractiv en ess ofb us
serv ice an d is n ot sustain ab le. Th erefore,in v estin g toim prov e th e speed an d reliabilityof
th e b us system is critical to th e success of N extG en . Som e im prov em en ts can b e
im plem en ted with in M etro’s con trol,such as optim izin g stop spacin g,im plem en tin g all-
door b oardin g, an d pilotin g h eadway-based serv ice m an agem en t. H owev er, oth er
im prov em en ts can on lyb e im plem en ted th rough collab oration with local jurisdiction s,
such as tran sit sign al prioritysystem upgrades an d expan sion ,n ew b us b ulb -outs,an d
b us-on lyorb us prioritylan es. U n derth e N extG en Tran sit First scen ario,a m ajor5-year
program of capital im prov em en ts was approv ed to support speed an d reliab ility
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im prov em en ts forth e region al b us n etwork . Th is in v estm en t is an ticipated tosav e 25 -
34% in system speed iffullyim plem en ted,an d toallow form ore frequen t serv ice tob e
deliv ered with out addin g addition al operatin g costs. N ew b us lan es h av e alreadyb een
rolled out in 20 20 an d 20 21 on 5th an d 6th Sts,G ran d A v ,Oliv e St,an d A lisoSt in down town
L A ,an d on A lv aradoSt b etween 7th St an d th e 10 1 freeway. Th ese are just th e b egin n in g
ofa program toadd ov er80 m iles ofdedicated b us lan es th rough partn ersh ips with City
ofL A an d oth erm un icipalities.

– Custom er W ait En v iron m en t – Th rough th e sign ifican t pub lic outreach con ducted in
Ph ase 1 ofth e N extG en Bus Study,as well as oth erM etroin itiativ es such as th e H ow
W om en Trav el Study6,we learn ed th at an un com fortab le an d un secured wait en v iron m en t
is a sign ifican t b arrier for custom ers in usin g th e b us n etwork . Th is is particularly
con cern in g forwom en w h oaccoun t forov erh alfofourcustom ers an d often trav el with
youn g ch ildren . M etrocom pleted th e M etroTran sfers Design G uide in M arch 20 187.
U n derth e Tran sit First scen ario,th e N extG en BusPlan isin ten ded tob egin im plem en tin g
th e recom m en dation s from th is policy docum en t at our b usiest wait an d tran sfer
location s. Th is in v estm en t is an ticipated tocost $150 m illion an d address sev eral ofth e
safetyan d com fort issues iden tified th rough th e N extG en outreach an d th e H ow W om en
Trav el Study. Im plem en tation will b e com pleted in partn ersh ip with local auth orities
respon sib le forth e provision ofb us stop am en ities th rough out th e M etrotran sit n etwork .

– Boardin g an d Ridin g Experien ce – M etroh as im plem en ted all-door b oardin g on th e G
L in e (Oran ge), JL in e (Silv er), an d Rapid L in es 720 (W ilsh ire) an d 754 (Verm on t) .
Experien ce on th e JL in e sh owed th at dwell tim es were reduced b yup to15% on av erage,
on -tim e perform an ce im prov ed,an d cash paym en t declin ed with m ore TA Ppen etration .
Surv eys con firm ed th at b oth custom ers an d operators were sign ifican tlysatisfied with th e
im plem en tation of all-door b oardin g. In early 20 22, th e M etro Board approv ed th e
purch ase ofreardoorvalidators an d oth erequipm en t toallow forim plem en tation ofall-
doorb oardin g across th e h igh erfrequen cyCore an d Con v en ien ce (Tiers 1 an d 2) local
b us lin es. Oth erstrategies toim prov e th e b oardin g an d ridin g experien ce h av e focused
on im prov ed real-tim e in form ation accuracy.

– L ayov erOptim ization – Due tolim ited curb space,m an yroutes are exten ded purelyto
access a suitab le layov erlocation . Th ese route exten sion s are n ot required forriders an d
cost sev eral m illion dollars in operatin g costs peryear. Byin v estin g in off-street layov er
term in als tooptim ize layov erlocation s,M etrocan reallocate wasted resources tom ore
productiv e uses. In addition , th ese location s can prov ide facilities for b etter region al
m ob ilitycoordin ation ,b etter wait an d rest en v iron m en ts for custom ers an d operators,
im prov ed b us serv ice reliab ility,an d opportun ities forn ew en -route ZeroEm ission Bus
(ZEB) ch argin g in frastructure.

6 lib raryarch iv es.m etro.n et/DB_ A ttach m en ts/ 20 19-
0 294/U n derstan din gH owW om en Trav el_ FullReport_ FIN A L .pdf
7 dropb ox.com / s/ iv 6ruaxdw5g945b /M etro_ Tran sfers_ Design _ G uide_ 20 18-0 312.pdf?dl= 0
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Th is estim ated $1 b illion capital program ,plan n ed forim plem en tation ov era fiv e-yearperiod,
is expected toach iev e resource sav in gs bygen eratin g m ore rev en ue serv ice m iles/ trips with th e
sam e n um b erofrev en ue service h ours. Th ese sav in gs would b e rein v ested in toTran sit First
serv ice im prov em en ts,in cludin g:

– En surin g th at all b us lin es operate sev en days perweek ;

– In creased week daym iddayan d ev en in g serv ice lev els;

– In creased week en d serv ice lev els an d;

– Expan ded ow l (ov ern igh t) serv ice.

In v estin g “on e tim e” capital dollars in totran sit supportiv e in frastructure will in crease th e
attractiv en ess an d com petitiv en ess ofth e b us n etwork ,w h ile freein g resources torein v est in to
serv ice en h an cem en ts. U n derth e Tran sit First scen ario,th ese b en efits are expected togen erate
a 15-20 % in crease in ridersh ip (10 -15% ov eran d ab ov e w h at Recon n ect can ach iev e) with out
addition al in creases in rev en ue serv ice h ours.

Step 3:Future Fun din g Scen ario:Sh ould future fun din g b e secured th rough efforts such as
con gestion pricin g,addition al resources can b e added toth e N extG en Tran sit First n etwork .
H owev er,with out disin cen tiv es fordriv in g,th ere will b e dim in ish in g return s on b en efits sin ce
m ost custom ers would alreadyh av e b een serv ed with in th e Tran sit First Scen ario. Th erefore,a
34% in crease in rev en ue serv ice h ours toprov ide ev en m ore frequen t service,as plan n ed un der
a Future Fun din g Scen ario,would on lyb e expected toyield a 10 % in crease in ridersh ip ov er
Tran sit First.
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SECTION 3:SERVICE DESIG N G U IDEL IN ES

K eyPrin ciples ofN etwork Design

Th ree k eyelem en ts were tak en in tocon sideration durin g th e N extG en Bus Studyan d N extG en
Bus Plan toiden tifywh en an d w h ere tran sit can b e com petitiv e an d successful.

– Tran sit Propen sity– A reasw h ere th e propen sitytouse tran sit isth e greatest em b odyth ree
m ain ch aracteristics: first, th ere is a sign ifican tly large population of tran sit m ark et
segm en ts, in cludin g people w h orelyon tran sit (especially th ose iden tified in M etro’s
EquityFocus Com m un ities) form ost ofth eirtrav el such ascom m uters,studen ts w h ouse
tran sit for work an d sch ool trips, an d discretion arycustom ers w h och oose tran sit for
som e orall th eirtrips. Th e secon d ch aracteristic is th e in ten sityoftrav el dem an d toan d
from areas b ased on population an d em ploym en t den sities, retail an d en tertain m en t,
colleges an d un iv ersities,an d oth er trip gen erators. Th ird,a pedestrian -orien ted street
en v iron m en t th at in cludes safe an d well ligh ted path ways,sidewalk s an d curb -cuts,grid
street n etwork ,an d lev el topograph yis critical.

– Existin g Serv ice Perform an ce – It is im portan t toiden tifyth e m ost productiv e segm en ts
ofth e existin g b us n etwork w h ich articulate curren t tran sit dem an d. Th ese corridors an d
routes h av e b een optim ized th rough th e N extG en Bus Plan ,an d lesson s learn ed will b e
applied tooth erareas with sim ilardem an d an d serv ice ch aracteristics.

– Serv ice En v iron m en t – A tran sit-orien ted serv ice en v iron m en t isalsocritical toth e success
oftran sit,n ot just tofacilitate fast,frequen t,an d reliab le tran sit operation s,b ut alsoto
support to th e ab ility of tran sit to th riv e as a v iab le option . Th e im portan ce of
en v iron m en tal elem en ts such as pedestrian orien tation ofth e streets,lan d use,barriers
to oth er m odes such as lim ited an d costly park in g supply, an d tran sit supportiv e
in frastructure such as b us-on lylan es an d oth er tran sit prioritization design are critical.
Th e N extG en Bus Speed an d Reliab ilityprogram is work in g toaddress th is k eyelem en t.

On ce th ese k eyelem en ts are tak en in tocon sideration in th e N extG en Bus Plan ’s focus on
fast,frequen t,an d reliab le serv ice,th is tran sit orien tation can th en b e tran slated in todesign
con sideration s,in cludin g elem en ts explain ed in th e followin g sub -section s.

3.1 Serv ice Design Con cepts

Serv ice design con cepts were dev eloped as part ofth e N extG en Bus Studyan d in corporated
in toth e N extG en BusPlan b ased on th e feedback receiv ed th rough th e study’s stak eh olderan d
pub lic outreach session s an d estab lish ed as guidelin es. N etwork ch aracteristics m ost
im portan t toth e pub lic in clude:

– Fasterserv ice
– Frequen t serv ice th rough out th e day
– M ore reliab le serv ice

– Bettern etwork con n ectiv ity
– A ccessib ilitytok eydestin ation s
– Im prov ed security

Based on th ese th em es, th e followin g service design con cepts were in corporated in toth e
N extG en Bus Plan im plem en ted todeliv eran im prov ed M etrob us n etwork :
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H yb rid L ocal/Rapid Stop Spacin g – Past practice was th at stop spacin g was determ in ed b y
route classification . Forexam ple,L ocal lin eswere plan n ed with ¼ m ile stop spacin g w h ile Rapid
lin es h ad ¾ to1 m ile stop spacin g. A s a result,custom ers trav ellin g on L ocal lin es trav elled
m ore slow lyb ut h ad closeraccess toorigin s an d destin ation s. Con v ersely,Rapid custom ers
trav elled fasteralon g a corridor,b ut m ayh av e b een pick ed up ordropped offm uch furth erfrom
th eirorigin ordestin ation . In addition ,resources were split b etween th e L ocal an d Rapid lin es
resultin g in less frequen cy for each service. Th us ov erall en d-to-en d trav el tim e in cludin g
walk in g/rollin g to/from stops,waitin g forth e b us,an d in -v eh icle run tim e m ayresult in lon ger
ov erall trav el tim es on th e Rapid,especiallyforsh orterdistan ce trips.

Con solidatin g L ocal an d Rapid resources alon g 18 m ajortran sit corridors was im plem en ted in
20 20 / 20 21 as part ofth e in itial roll out ofth e N extG en Bus Plan . Th e sin gle h ybrid serv ice
retain ed on th ese k eycorridors provides m ore frequen t serv ice at all stops an d,wh en m atch ed
with optim ized ¼ m ile av erage stop spacin g adopted as part ofN extG en Bus Plan an d n ew b us
lan es,results in sh orterwait tim es,fasteron -b oard trav el tim es com pared toth e prev ious L ocal
serv ice,an d sh orter walk / roll com pared toRapid serv ice. In addition , th is stan dardizes th e
serv ice frequen cyalon g th e en tire corridoras com pared toprov idin g in con sisten t frequen cies
b etween L ocal an d Rapid services th at h av e differen t speeds. Stop spacin g can b e adjusted to
reflect local con dition swith th e n eeds ofk eydestin ation s such as sch ools,m edical cen ters,an d
sen iorcen ters b ein g tak en in toaccoun t w h ile b alan cin g th e im pact each stop h as n ot just for
th ose th at use th e stop,b ut forth ose on b oard th at are delayed byb uses stoppin g.

Sh orterRoute L en gth s an d Sub area Tran sit H ubs – L ocation -based cell ph on e data in dicates
th at alm ost h alfofall trips m ade in L os A n geles Coun tyare with in 1 to5 m iles. In addition ,th e
origin -destin ation trav el pattern s in dicate th at m an ypeople trav el locallyan d n ot n ecessarily
across th e region . Creatin g sh orter,core route len gth s with m axim ized serv ice frequen cyan d
b us speed im prov em en ts such as n ew b us lan es will im prov e sch edule reliab ility. Bein g ab le to
tie th e lin es tosubarea tran sit h ub s will im prove n etwork efficien cies an d prov ide safer an d
m ore con v en ien t location s fortran sfers.

M un icipal OperatorCoordin ation – M etroserv es as L A Coun ty’s region al coordin atoroftran sit
serv ices. Im proved coordin ation b etween all operators an d m odes is v ital toestab lish in g an
in tegrated region al tran sit n etwork . M etrooperates with in a h ierarch yofserv ices, in w h ich
M etrolin k provides th e region ’s com m uter rail toserv e h igh v olum e, lon ger distan ce trips.
M etroRail, M etroL in er [G L in e (Oran ge) an d JL in e (Silv er) ], an d M etroBus serv e as th e
b ack b on e of th e urb an tran sit n etwork with in m uch of L A Coun ty, an d are augm en ted by
m un icipal operators. M un icipal an d local return operators com plem en t th e system with
com m un ityan d sh uttle b uses th at serv e specific n eigh b orh ood n eeds.

It is im perativ e th at M etrob us serv ice b e closelycoordin ated with m un icipal tran sit serv ice as
rough lyon e-th ird oftran sit serv ice in L A Coun tyis prov ided b ym un icipal b us operators an d
M etrolin k . Th eircov erage is especiallystron g in San ta M on ica,Culv erCity,South Bay,G ateway
Cities,an d eastern San G ab riel Valleyas well as San ta Clarita an d th e A n telope Valleys. G iv en
th at sev eral m un icipal operatorsare curren tlyun dergoin g th eirow n system redesign s,th ere are
opportun ities towork togeth ertodev elop serv ice ch an ge ideas b etween M etroan d m un icipal
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serv ices toim prov e ov erall coordin ation forcustom ers. Th e N extG en Bus Plan in cluded four
tran sfers ofM etrob us serv ice tom un icipal operators,twoofwh ich were im plem en ted in 20 21
in cases w h ere th e lin e was m ore appropriate as part ofth e m un icipal operator’s n etwork .

M icroTran sit an d Oth erOn -Dem an d Serv ices – Som e areas ofth e Coun tyare difficult toserv e
with fixed-route tran sit due toterrain ,n arrow streets,dispersed lowerden sitydestin ation s,an d
relativ ely low trav el activ ity. To address th is, M etro is curren tly con ductin g a th ree-year
m icrotran sit pilot program , an on -dem an d, van -based ridesh are serv ice b ran ded as M etro
M icro. Th e service laun ch ed in Decem b er20 20 an d th e fin al eigh th zon e was im plem en ted in
Decem b er20 21. Th e zon es are:W atts/Com pton ,L A X/In glewood,N orth H ollywood/Burb an k ,
El M on te,H igh lan d Park / G len dale/Eagle Rock ,Pasaden a/ A ltaden a/Sierra M adre,N orth west
San Fern an doValley, an d W estwood/U CL A . Th e serv ice is design ed toprov ide sh ort trips
with in a zon e w h ere each riderwould h av e towait n om ore th an 15 m in utes from th e tim e a
reservation is m ade towh en th eyare pick ed up at a design ated pick up location . Reserv ation s
can b e m ade th e sam e dayan d up toa week in adv an ce. Riders can reserv e rides bycallin g
M etro’s Call Cen ter,th rough an on lin e reserv ation system ,orv ia th e service’s dedicated sm art
ph on e application . A ll pick up an d drop-offlocation s are located with in th e zon e an d m ust b e
A DA accessib le,b ut are n ot lim ited tob us stops. Th e pilot program will operate forth ree years,
afterw h ich M etrowill determ in e w h eth ertom ak e th e serv ice perm an en t orn ot. A n um b erof
lowerridersh ip fixed-route serv ices h av e b een discon tin ued with in th e n ew M etroM icrozon es
as part of th e N extG en Bus Plan im plem en tation , todeterm in e if m icrotran sit can b e an
effectiv e an d efficien t replacem en t forM etrofixed route b usservice in th ese h ard-toserv e areas.

Tab le 3.1 M in im um Rail an d N extG en Bus Plan Frequen cyb yServ ice Type

Service Type Peak
M idday

W eek day
W eek en d Ev en in g

H eavyRail 10 12 12 20

L igh t Rail 10 12-15 15 20

Core N etwork (Tier1)
M etroL in eran d M etroRapid

5-10 5-10 15 7.5

Con v en ien ce N etwork (Tier2) 12-15 12-15 30 10

Con n ectiv ityN etwork (Tier3) 20 -30 20 -30 60 15

Com m un ityN etwork (Tier4) 40 -60 40 -60 60 30

Com m uterN etwork (Tier5) v aries v aries v aries v aries

Stan dardize Frequen cies b yServ ice Tiers – Priortoth e im plem en tation ofth e N extG en Bus
Plan ,sch edules were written b ased on th e Board-adopted load stan dard forfrequen t serv ices
(15 m in orbetter) an d on policyserv ice lev els forlow frequen cyserv ices (less th an 15 m in ) . To
en sure th e core n etwork h as con sisten t frequen cies an d span ofserv ice,th e N extG en Bus Plan
categorized tran sit lin es in totiers b ased on tran sit propen sity,curren t ridersh ip,th e n ature of
th e service,an d ov erall trav el dem an d. Each tierh as b een assign ed a frequen cyran ge foreach
tim e period toen sure th at all services with in th e tierprov ide con sisten t serv ice lev els forease
oftran sferacross th e n etwork ,with m in im al adjustm en t from year toyear. Th ese frequen cy
lev els are defin ed in Tab le 3.1. A lin e m aysee frequen cyim prov ed at a selected tim e ofdayin
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respon se toh igh dem an d,con sisten t with th e Board-adopted load stan dard b ein g m et on all
trips operatin g on th e lin e.

Routin g toReflect Curren t Trav el Pattern san d Tran sit Propen sity– Corridorsare curren tlyb ein g
ev aluated b ysegm en ts b ased on th e origin -destin ation trav el pattern s iden tified usin g th e cell
ph on e location -based data an d region al TA Pdata. Th e segm en ts will b e con n ected togeth erto
create lin es th at b etteralign th e routin g with trav el pattern s. Th is is expected toreduce th e
n um b eroftran sfers required tom ak e a trip,an d toin crease th e distan ce trav elab le an d access
toopportun ities alon g th e n etwork with in a giv en tim e fram e. W h ile resources will b e focused
in areas with h igh tran sit propen sity,th ere will b e a con certed effort tom ain tain service in areas
oflow dem an d b ut with th e greatest m ob ilityn eeds.

Tran sit Supportiv e In frastructure – Serv ice design will iden tifytran sit supportiv e in frastructure
th at eith erim prov es ov erall trav el tim e an d reliab ility,orreduces in efficien cies in th e n etwork .
Speed an d reliab ility im prov em en ts in clude b us-on ly lan es, queue jum pers, b us b ulb-outs,
traffic sign al retim in g,tran sit sign al priority,all door-b oardin g,fare paym en t tech n ology,an d
oth ertech n ologies an d in frastructure th at im prov e th e attractiv en ess an d com petitiv en ess of
tran sit w h ile reducin g rev en ue h ours soth at th eycan b e reapplied toprov ide m ore frequen t
serv ice. In frastructure th at optim izes term in als an d layov erlocation s,reduces out ofdirection
m ov em en ts,an d im prov es tran sferm ov em en ts will reduce n on -rev en ue m iles an d h ours th at
can alsob e reallocated tom ore frequen t serv ice.

Tab le 3.2 Serv ice Design Con cepts

Faster
serv ice

Frequen t
serv ice

th rough out
th e day

M ore
reliab le
service

Better
n etwork

con n ectiv ity

A ccess to
k ey

destin ation s
Im proved
security

Routin g toreflect
curren t trav el pattern s
an d tran sit propen sity

X X X

Stan dardize frequen cy
b yservice tier

X X

Subarea tran sit h ub s X X

Sh orterroute len gth s X

Optim ize stop
spacin g

X X

M un icipal operator
coordin ation

X X

M icroTran sit an d
oth eron -dem an d

X X

Tran sit-supportiv e
in frastructure

X X X
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Tab le 3.2 illustrates h ow each serv ice con cept will address th e v arious th em es expressed byth e
pub lic an d stak eh olders.

3.2 Serv ice Stan dards

Board-adopted serv ice stan dards are estab lish ed toen sure th at serv ice lev els are m ain tain ed
tom eet a m in im um stan dard ofrider experien ce. Th ese focus on such item s as m axim um
av erage loads on trips an d on tim e perform an ce an d are discussed b elow .

H eadways
Th e h eadwaystan dard prov ides forth e m axim um sch eduled gap (in m in utes) b etween trips in
th e peak direction oftrav el at th e m axim um load poin t ofa lin e b ytim e ofday;it sh ould n ot b e
exceeded forat least 90 % ofall h ourlyperiods as sum m arized in Tab le 3.3. Th e frequen cies
b elow are th e m in im um serv ice lev els v ersus th e target frequen cies estab lish ed un derN extG en
Bus Plan sh own in Tab le 3.1 ab ov e.

Tab le 3.3 M in im um H eadwayb yServ ice Type

Service Type Peak (W eek day) Off-Peak (W eek day-W eek en d)

H eavyRail 10 20

L igh t Rail 12 20

L in er 12 30

Rapid 20 30

Core N etwork (Tier1) 10 10 -15

Con v en ien ce N etwork (Tier2) 15 15-30

Con n ectiv ityN etwork (Tier3) 30 30 -60

Com m un ityN etwork (Tier4) 60 60

Com m uterN etwork (Tier5) Varies Varies

Passen gerL oads
Passen gerload stan dards h av e b een dev eloped toen sure th ere is sufficien t capacityon M etro
Bus an d Rail service. Th e loadin g stan dard forbus is b ased on th e m axim um av erage ratioof
custom ers toav ailab le seatin g per v eh icle size (i.e. 40 -foot,45-foot,an d 60 -foot b uses) . Th e
loadin g stan dard for rail is b ased on th e m axim um av erage ratioofcustom ers per seat by
serv ice type (i.e. H eav yRail an d L igh t Rail) . Curren t loadin g stan dards are sh ow n in Tab le 3.4.

− Bus Passen gerL oadin g Stan dard expresses th e m axim um av erage ratioofcustom ers to
v eh icle size an d frequen cyb ydirection fora on e-h ourperiod th at sh ould n ot b e exceeded
forat least 95% ofall h ourlyperiods. Th is TSPsets th e curren t loadin g stan dard forM etro
b us to1.3 as recom m en ded b yth e 20 16 A PTA PeerRev iew Com m ittee. Veh icles used for
M icroTran sit will h av e a load stan dard of1.0 .

− Rail Passen gerL oadin g Stan dard expresses th e m axim um av erage ratioofcustom ers to
seats byserv ice type an d b ydirection foron e-h ourperiod b ytim e ofdayan d sh ould n ot
b e exceeded forat least 95% ofall h ourlyperiods.
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Tab le 3.4 Passen gerL oadin g Stan dards byVeh icle Type

Service Type
Seats per
Veh icle

Peak Passen gers
perSeat

Off-Peak
Passen gers perSeat

M axim um
Passen gers On b oard

H eavyRail 52 2.30 2.30 120

L igh t rail 60 -76 1.75 1.75 10 5-133

Bus – 40 foot 38 1.30 1.30 49

Bus – 45 foot 46 1.30 1.30 60

Bus – 60 foot 57 1.30 1.30 74

Van -M icroTran sit 10 1.0 1 .0 1 0

W h eelch airBoardin gs an d Pass ups.
Ideally,in a floatin g 6-m on th period,regularoperatin g b us serv ice will av erage n om ore th an
6% in pass-upsofcustom ersw h ouse w h eelch airsoroth erm ob ilitydev ices. Sh ould th e av erage
in crease toov er th e 6% th resh old, Serv ice Plan n in g will adjust serv ice tob etter serv e th e
ridersh ip pattern s ofth e route in such a waysoas tom in im ize pass-ups.

N etwork Route Spacin g
N etwork Route Spacin g refers toth e av erage distan ce b etween twoorm ore parallel b us an d/or
rail lin es. It is gen erallyaccepted th at custom ers are willin g towalk up to0 .25 m ile toa b us
stop. G en erally,b us routes operatin g parallel toeach oth erin an urb an area sh ould b e spaced
0 .5 m ile apart from on e an oth er,an d b us routes operatin g parallel torail sh ould b e spaced a
0 .5 m ile apart on eith erside ofa rail route. Bus routes operatin g parallel in a sub urb an area
sh ould b e spaced n om ore th an on e m ile apart from each oth er,an d b us routes operatin g in
low den sity or un derdev eloped areas sh ould b e operated w h ere n eeded in a cost-effectiv e
m an n er. W h ere possib le,altern ate deliv erym eth ods sh ould b e con sidered.

Stop/Station Spacin g
Stop/Station spacin g refers toth e av erage distan ce b etween con secutiv e stops/station s alon g
an en tire b us/rail route. Th e stan dard is expressed as th e m axim um av erage stop/station
spacin g in m iles bytype ofserv ice an d is n ot tob e exceeded b yat least 90 % ofall routes
operated. Stop/station spacin g is estab lish ed based on th e goals an d guidelin es each serv ice
type is design ed to ach iev e as discussed b elow . M etro’s m axim um av erage stop/station
spacin g bym ode is sum m arized in Tab le 3.4.

– H eav y/ L igh t Rail L in e station spacin g is greaterth an b us stop/station spacin g toach iev e
a h igh eroperatin g speed,recogn izin g th at riders are willin g toaccess such serv ice from a
greaterdistan ce an d toen sure th is m ode is com petitiv e forlon gerdistan ce trav el,w h ile
en surin g station s serv e k ey activ ity n odes an d tran sit con n ection poin ts. Rail station
location is determ in ed durin g th e design ph ase. Ideal av erage rail station spacin g sh ould
b e n ogreaterth an 1.50 m iles.

– M etroL in eran d Rapid Bus Routes ach iev e th e h igh est b us speeds th rough ev en greater
stop spacin g th an L ocal Core (Tier 1), Con v en ien ce (Tier 2), Con n ectiv ity (Tier 3),
Com m un ity(Tier4),an d Com m uter(Tier5) lin es. Toen sure th ese serv icesprov ide access
tom ajoractiv itycen ters an d tran sferpoin ts,av erage stop/station spacin g sh ould b e n o
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greater th an 1.25 m iles,th ough th ere m ayb e exception s due togeograph yor existin g
facilitydesign such as freewayH OT orH OV lan es. See Tab le 3.5 forfurth erdetails.

– Core,Con v en ien ce,Con n ectiv ity,an d Com m un ityBus Routes prim arilyoperate on city
streets an d secon dary streets respectiv ely. Th ese route types are design ed toprov ide
serv ice closertoa custom er’s destin ation an d reduce walk in g tim es. Th erefore,av erage
stop spacin g sh ould b e n ogreaterth an 0 .25 m ile forcon v en ien t walk access.

Decision sregardin g b usstop spacin g an d location call foran alysisofridersh ip den sity,custom er
serv ice requirem en ts such as b alan cin g access tok eydestin ation s an d im pact toon b oard
riders,rideran d operation al safety,equipm en t size,th e serv ice type prov ided,in teraction of
stopped b uses with gen eral traffic flow,an d coordin ation with oth ercurbside space allocation s
such as park in g an d driv eways. Stops sh ould b e closertogeth erin m ajorcom m ercial districts
an d farth erapart in outlyin g areas. In gen eral,b us stop spacin g sh ould n ot exceed 0 .3 m iles for
local b us serv ice except in areas w h ere local con dition s an d/orlack ofridersh ip gen erators m ay
result in a widergap b etween stops. Care sh ould b e tak en toav oid low usage stops in areas
w h ere th e b uses are closest toth e m axim um load on b oard th e b us. Special con sideration m ay
b e giv en tostops n earsch ools,sen iorcen ters,an d m edical cen ters w h ere th ere is reason ab le
ridersh ip (>= 15 b oardin gs oraligh tin gs on av erage perweek day) .

Tab le 3.5 Target A v erage Stop/Station Spacin g

Service Type A v erage Stop/Station Spacin g (m iles)

H eavyRail 1.50

L igh t Rail 1.50

BRT 1.25

Rapid 0 .75

Com m uter(Tier5) 1.25

Core (Tier1),Con v en ien ce (Tier2),
Con n ectiv ity(Tier3),Com m u n ity(Tier4)

0 .25

On -Tim e Perform an ce
A k ey elem en t of h igh quality tran sit serv ice, as con firm ed in th e N extG en Bus Study, is
reliability. Th is elem en t is m easured firstlyin term s ofon tim e perform an ce. M an agin g th is
m etric is in ten ded toprov ide a h igh stan dard ofserv ice reliab ility. On -tim e perform an ce for
b uses is defin ed as a ran ge from n om ore th an on e m in ute earlyton om ore th an fiv e m in utes
late,w h ich is m easured at all tim epoin ts alon g its route. Forrail lin es,on -tim e perform an ce is
m easured b ased on en d term in al arriv al. Th is stan dard varies b etween h eav yrail an d ligh t rail.
Th e on -tim e perform an ce stan dard is sum m arized in th e Tab le 3.6.

A s part ofth e N extG en Bus Plan speed an d reliab ilityim prov em en ts,a pilot ofh eadway-based
serv ice m an agem en t will b e con ducted. Th is in v olv es th e operation ofh igh -frequen cyb us lin es
with out in term ediate tim epoin tsalon g th e lin e. Th e reliab ilityofth istype ofserv ice will b e b ased
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on th e in terv als b etween b uses rem ain in g with in a ran ge. M ore in form ation will b e added an d
stan dards dev eloped forth is m ode ofoperation on ce th e pilot h as b een com pleted.

Tab le 3.6 Target Stan dard forOn -Tim e Perform an ce

Service Type On -Tim e Perform an ce

H eavyRail 95%

L igh t Rail 90 %

BRT 85%

Rapid 85%

Com m uter(Tier5) 85%

Core (Tier1 ),Con v en ien ce (Tier2),
Con n ectiv ity(Tier3),Com m u n ityBus (Tier4)

85%

Serv ice Can cellation s:
In recen t years,b oth pre-pan dem ic an d durin g tim es ofsign ifican t im pacts from th e COVID-19
pan dem ic on th e M etrooperatorwork force,can celled service due tolack ofav ailab le operators
h as h ad a sign ifican t im pact on serv ice reliab ility. M etrosh ould n ot en ter in toservice lev el
ch an ges un less sufficien t operators are av ailab le toprov ide th e required extrab oard operatoras
required (OA R) ratioof1.2 forb us an d 1.25 forrail at each operatin g div ision . Can celled serv ice
sh ould ideallyb e zeroeach dayin support ofth e b est custom erexperien ce. A s ofM arch 20 22,
a target of2% orlesscan celled serv ice h as b een set aspart ofserv ice restoration precon dition s.

3.2 Bus/ Rail In terface Plan n in g

A s th e M etroRail system expan ds,th e surroun din g b ussystem with in a h alfm ile ofeach station
is assessed foradjustm en ts th at would im prove access torail station s,tak e adv an tage ofn ew
tran sferfacilities,an d reduce b us an d rail serv ice duplication . Th e followin g guidelin es prov ide
direction forroutin g an d sch edulin g ch an ges th at will b e n ecessaryas th e M etroRail system is
expan ded:

Discon tin uation ofParallel L im ited an d Express Serv ice
Com petin g Com m un ityan d Com m uter(Tiers4 an d 5) b usserv ices th at parallel th e rail corridor
will b e discon tin ued w h ere duplication exists. Rev en ue serv icessh ould b e rein v ested toim prove
serv ice on lin es th at feed th e n ew rail serv ice w h ere possib le.

Bus Route Dev iation
Bus routes th at run parallel toa rail lin e m ayb e div erted toa station w h en :

– W alk tim e from th e n earest station is greaterth an 3 m in utes;

– Div ersion tim e in on e direction is 5 m in utes orless,an d;

– N et trav el tim e b en efit forcon n ectin g custom ers is positiv e i.e. th e tran sfertorail does
n ot result in ov erall in creased trav el tim e.
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Figure 3.1 40 -foot b us turn in g radius

Figure 3.2 45-foot b us turn in g radius
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– Buses:Buses will b e assign ed toin div idual facilities based on v eh icle size requirem en ts
forlin es supported b yeach facility. Th e fleet is alsodistrib uted toen sure th e av erage age
offleet is con sisten t across each div ision foreach b us type,soth at all areas m ayh av e
som e service deliv ered usin g th e n ewest b uses.

– L igh t Rail:L igh t Rail cars will b e assign ed toin div idual lin es b ased on a v arietyoffactors
in cludin g facilitycom patib ility,th e deposition ofth e feet durin g m id-life m odern ization
program s an d age soth at n osin gle ligh t rail lin e m ust solelyrelyon th e oldest rail fleet.
Ideally,th e n um b erofveh icle types/ m an ufacturers will b e k ept ton om ore th an twoat
an yfacilitytom in im ize parts storage an d m axim ize m ain ten an ce expertise/ train in g for
m ech an ics on th e differen t fleets. Th ere is alsoa weigh t restriction th at precludes th e
P2550 ligh t rail cars from b ein g assign ed toth e C L in e alon g th e I-10 5 freeway.

– H eav yRail:A ssign m en t policyis n ot applicab le toH eav yRail. Th e M etroBL in e (Red) an d
D L in e (Purple) operate out ofth e sam e div ision ,with th e sam e v eh icle type.

3.5 Sch ool Trippers

Sch ool trippers are extra service operated toprotect again st ov ercrowdin g on b us lin es serv in g
sch ools. M etro’spolicyon sch ool trippersisbased on FTA regulation s(49 CFR Part 60 5) . Th ese
regulation sare directed at protectin g th e priv ate sectoragain st un faircom petition an d en surin g
th at FTA fun din g is focused on prov idin g serv ices th at m eet th e n eeds ofth e gen eral pub lic.
Sch ool tripperserv ice m ayb e operated ifth e followin g criteria are m et:

– Th ere is sufficien t dem an d towarran t th e operation ofa tripperth at can n ot on av erage b e
accom m odated with in th e load factorapplicab le toth e regularserv ice availab le;

– Th ere are sufficien t resources tooperate a tripper;

– Th e sch ool tripperwill n ot result in a sign ifican t in crease in trav el tim e (n om ore th an 5
m in utes extra) forregularcustom ers ifth e serv ice is tob e deviated v ia a sch ool;an d

– Th e sch ool tripper is operated as part ofth e regularly-sch eduled pub lic tran sportation
serv ice an d is in cluded in such sch edules an d availab le foran yperson toride.

Sch ool tripperserv ice m ust m eet th e followin g requirem en ts:

– A ll sch ool trippers m ust fullycom plywith estab lish ed policies an d procedures;

– A ll regularlysch eduled sch ool trippers m ust b e pub lish ed on pub lic tim etab les;

– A ll location sw h ere trippers b oard oraligh t custom ers,in cludin g th e b usstops at dev iated
routes,m ust b e m ark ed with M etrosign age in cludin g th e b us lin e n um b ers serv icin g th e
stop;

– Sch ool tripperch an ges m ust b e prov ided toth e pub lic b ya service ch an ge n otice oron
th e M etroweb site at m etro.n et;an d

– Requests forn ew sch ool trippers orm odification s toexistin g sch ool trippers (b ell tim e
ch an ges, etc.) will b e con sidered wh en a n otice is giv en at least 30 -days in adv an ce
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– A ll requests forch arterserv ice m ust b e approv ed b yth e Ch iefExecutiv e Officeran d m ay
require a waiv erfrom th e FTA . Petition s fora waiv ersh ould b e requested in writin g 90
days in adv an ce ofth e ev en t w h en ev erpossib le.

– Th e rates forch arterservice sh all equal orexceed th e an n ual fullyallocated cost,in cludin g
depreciation ,ofprovidin g ch arterb us operation s,an d M etrosh all deduct th e m ileage an d
h ours from th e useful life ofth e b uses.

– Th e operation of ch arter service alsom ust com ply with relev an t state laws, in cludin g
Section 30 630 .5 ofth e Californ ia Pub lic U tilities Code.

Ch arterserv ice is th e use ofb uses,v an s orfacilities (rail system ) toprov ide a group ofperson s
un dera sin gle con tract,at a fixed ch arge,with th e exclusiv e use ofth e v eh icle orservice totrav el
togeth erun deran itin eraryeith erspecified in adv an ce orm odified afterh av in g left th e place of
origin . G en erally,forserv ice n ot tob e con sidered ch arter,it m ust m eet th e followin g tests:

– Be av ailab le toth e pub lic;

– Operate with in th e system ’s n orm al scope (existin g routin gs,fit with in n orm al h ours of
operation an d estab lish ed fare structure);

– Prov ide a pub lish ed tim etab le;an d

– Custom ers m ust payth eirow n fare.

3.6 Special Ev en t Serv ice

Special ev en t serv ices are b us routes design ed totak e custom ers toa specific v en ue an d are
n ot part ofregularlysch eduled operation s. M etrowill prov ide service un dercon tract tooth er
en tities on lyifth e prov ision ofth ese serv ices does n ot in terfere with M etro’s ab ilitytom eet
regularly sch eduled serv ice ob ligation s an d fits with in th e scope of th e agen cy’s regular
operation in term s ofroute structure,fares,an d span ofserv ice. Special ev en t services will b e
prov ided on a full cost recov eryb asis an d in con form an ce with th e agen cy’s ch arterb us policy
w h ich is con sisten t with FTA Ch arterBus regulation s.

3.7 Serv ice Tran sferG uidelin e

Th e region al pub lic tran sit n etwork in L A Coun tycon sistsof17 “In cluded orEligib le” fixed route
operators (in cludin g M etro) . In cluded operators (an d routes) are th ose th at were operatin g
with in L A Coun tyin 1971 at th e tim e ofadoption ofth e State ofCaliforn ia Tran sit Dev elopm en t
A ct/State Tran sit A ssistan ce statute. Eligib le operators (an d routes) are th ose added toth e
Form ula A llocation Procedure (FA P) sin ce th at tim e.

M uch ofth e fun din g foroperation of“In cluded orEligib le” fixed route pub lic tran sit serv ice in
L A Coun tyis distrib uted accordin g toan adopted FA P. Th e FA Pallocates sales tax receipts for
pub lic tran sit each fiscal yearin support ofpub lic tran sit th rough out th e region . M an yofth e
“In cluded an d Eligib le” system s operate un der th e guidelin es ofth e “reserv e serv ice areas”
estab lish ed in 1971. M un icipal operators h av e also grow n , prov idin g an expan ded route
n etwork th at h as im prov ed con n ection s to M etro’s region al lin es. In addition , th ere are
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n um erous L ocal Return fixed route tran sit prov iders w h oare n ot eligib le forFA Pfun din g,b ut
in stead are fun ded th rough Proposition s A an d C (1990 sales tax in itiativ e),M easure R (20 0 8
sales tax in itiativ e),an d M easure M (20 16 sales tax in itiativ e) . Th ese Operators are fun ded as
“L ocal Return ” operators (see A ppen dix Bfora list ofoperators fun ded as L ocal Return an d/or
In cluded/Eligib le M un icipal operators) .

Policyguidan ce states th at th e n etwork sh ould b e well in tegrated,coordin ated,reduce service
duplication ,an d sim plifyservice. Th erefore,th e ev aluation oftran sit corridors forcon sideration
tob e operated in th e future b yan oth eroperatorsh ould in clude:

– Existin g perform an ce relativ e toth e system av erage;

– Value toth e custom erth rough in tegration in toan estab lish ed n earb ytran sit prov ider;

– N et cost toeach operatoran d th e region ;

– Com pletion ofan oth eroperator’s route n etwork ;

– Prov ide im prov ed con n ection s toa M un icipal Operator’s estab lish ed n etwork ;

– Im pacts toexitin g an d projected ridersh ip;

– G en eration ofa n et cost sav in g toM etrob ased on M etro’s calculation ofth e FA Pim pacts
forall service realign m en t proposals.

A n ytran sferofdirectlyoperated M etroservicestoa m un icipal orcon tract operatorm ust adh ere
toth e term s an d con dition s gov ern in g such tran sfers as agreed towith in th e adopted collectiv e
b argain in g an d oth ersupersedin g agreem en ts b etween th e affected lab orun ion s an d M etro.

Ifa proposed serv ice ch an ge is adopted th at results in a reduction ofserv ice,M etrosh ould
rein v est at least h alfofth e n et sav in gs (operatin g cost less custom eran d FA Preduction ) to
im prov e service on M etro’s core n etwork ofregion allysign ifican t lin es in th e serv ice area from
w h ich th e savin gs were draw n .

A n ysign ifican t serv ice m odification s will b e sub ject torev iew un derth e latest FTA procedures
for adh eren ce toTitle VIof th e Civ il Righ ts A ct of 1964, as am en ded, th e approv al of th e
appropriate M etroServ ice Coun cil(s),an d th e local tran sit prov ider’sBoard ofG ov ern an ce,an d
m ust b e in com plian ce with local,region al,an d lab or legislation or agreem en ts. Fin ally,th e
agen cy th at assum es serv ice will b e required tom ain tain or im prov e th e days, span , an d
frequen cyofth e existin g M etroserv ice forat least a two-yearperiod (two-yearlag) forw h ich
M etrowill in clude such operation th rough th e FA P. In addition ,th e assum in g agen cym ust b e
a participan t in th e region al TA Pprogram tom in im ize fare ch an ge im pacts.

3.8 A ltern ativ e Serv ice Deliv eryOption s

A ltern ativ e serv ice deliv eryoption s gen erallyrefers toserv ices n ot directlyoperated b yM etro,
such as con tract serv ices, M un icipal an d L ocal Return Operators, taxis, an d oth er flexib le
destin ation operation s. Th ese altern ativ es can com plem en t tradition al tran sit serv ice. In
addition , A ccess Services prov ides m an datory A DA com plem en tary paratran sit services for
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fun ction allydisab led in div iduals in L os A n geles Coun tyas required byfederal A DA law . A ccess
Serv ices tran sportation serv ice is av ailab le for an yA DA paratran sit-eligib le in div idual toan y
location with in ¾ ofa m ile ofan yfixed route b us operated b yth e L os A n geles Coun typub lic
fixed route b us operators an d with in ¾ ofa m ile aroun d M etroRail station s durin g th e h ours
th at th e system s are operation al. Com plem en tary paratran sit serv ice is n ot required to
com plem en t com m uterrail an d com m uterb us serv ices,sin ce th e federal A DA law does n ot
require th at th ese serv ices prov ide com plem en taryparatran sit serv ice. 9

M etroh as laun ch ed twopilot program s tolev erage dem an d-respon siv e tech n ologytoim prov e
m ob ility,custom erexperien ce,an d system perform an ce byprovidin g addition al first-m ile an d
last-m ile serv ice option s:M ob ilityon Dem an d an d M icroTran sit.

Th e M ob ilityon Dem an d pilot laun ch ed in Jan uary20 19 an d operated for12 m on th s. M etro
partn ered with Via,a prov ider ofon -dem an d ride sourcin g services, todev elop on -dem an d
tech n ologytoin crease access toM etro’s tran sit system b yofferin g service toan d from th ree of
M etro’s tran sit station s: N orth H ollywood, A rtesia, an d El M on te. Th is pilot program was
fun ded in part bya $1.35-m illion M ob ilityon Dem an d (M OD) San db ox Dem on stration s gran t
from th e FTA . Th e system was operated utilizin g priv ate cars. Th e M obilityon Dem an d pilot
con cluded in Jan uary 20 21 an d th e th ree M obility on Dem an d zon es were tran sition ed to
b ecom e part ofth e M etroM icrom icrotran sit pilot program .

M etro’s m icrotran sit program ,M etroM icro,is a th ree year pilot ofon dem an d ride-source
serv ice operated with passen gerv an s with in eigh t design ated zon es,in ten ded totest a ran ge
ofuse cases in cludin g areas w h ere fixed route serv ice h as n ot b een effectiv e oris un ab le to
access parts ofa com m un ity. M etrois partn erin g with a th ird-partyv en dorforth e tech n ology
tosupport th ispilot program ,w h ile M etrostaffoperate an d m an age th e serv ice. Th e pilot zon es
were coordin ated with th e N extG en Bus Plan toreplace som e lowerusage fixed route lin es or
route segm en ts w h ere M etroM icroserv ice could b etterserv e such areas,th ough th is is on ly
on e ofa ran ge ofuse cases b ein g tested byM etroM icro.

Th e first twozon eswere laun ch ed in Decem b er20 20 (L A X/In glewood an d W atts/W illowb rook ) .
Th e th ree M ob ilityon Dem an d zon es were added toth e M etroM icroprogram in Jan uary20 21.
Twoaddition al M etroM icrozon es laun ch ed in Jun e 20 21 (H igh lan d Park /Eagle Rock / G len dale
an d A ltaden a/Pasaden a/Sierra M adre) . Th e N orth west San Fern an doValleyzon e was laun ch ed
in Septem b er20 21,an d th e fin al pilot zon e at U CL A /W estwood laun ch ed in Decem b er20 21,
fora total ofeigh t pilot zon es.

Based on experien ce todate, M etroM icrogen erallyserv es sh ort trips of approxim ately20
m in utes in v eh icle tim e an d on e tofiv e m iles in distan ce on av erage. Th ese sh ort trips are
in ten ded toserv e as con n ection s tooth ertran sit option s such as M etro-operated b us an d rail
serv ices an d m un icipal operators. Th e target m axim um size foreach zon e was origin allyset at
n ogreaterth an 20 square m iles toen sure th e goal ofn om ore th an an av erage 15-m in ute wait
tim e forpick up could b e con sisten tlyach iev ed. H owev er,a n um b erofzon es were expan ded to

9 accessla.org/ab out_ us/ov erv iew .h tm l
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h elp b etter replace som e low perform in g fixed route services durin g N extG en Bus Plan
im plem en tation , an d th e ov erlappin g A rtesia an d W atts/W illowb rook zon es were also
com b in ed in toa 35 square m ile m ega zon e (W atts/Com pton ) in Decem b er20 21.







20 22 M etroTran sit Serv ice Policies & Stan dards

36

– Pub lic Restroom s m ayb e prov ided at m ajor tran sit cen ters an d m ain tain ed for pub lic
safetyan d con v en ien ce.

– Sh elters prov ide waitin g custom ers with protection from clim ate con dition s an d h elp
iden tifyth e stop orstation . M etrodoes n ot own orin stall sh elters b ut coordin ates with
local jurisdiction s on placem en t w h ere appropriate. Th e N extG en Bus Plan in cludes an
in itiativ e tofun d addition al sh elters across th e M etrob us n etwork in partn ersh ip with
local jurisdiction s.

– Teleph on es/In tercom s prov ide access totran sit in form ation an d em ergen cyserv ices.

– Trash receptacles prov ide a place todiscard trash an d con trib ute tok eepin g b us stops
an d surroun din gs clean . Trash receptacles are placed at b us stop location s an d
m ain tain ed byin dividual m un icipalities.

Tab le 4.1 Custom erIn form ation an d A m en ities
A m en ity Service Type A llocation

Sh elters: H eavyRail: n / a

L igh t Rail: A t least 80 lin earft. perb ay

Bus Facilities: A t least 6 lin earft. perb ay

Seatin g: H eavyRail: A t least 12 seats

L igh t Rail: A t least 10 seats

Bus Facilities: A t least 3 seats perb ay

In form ation Displays: H eavyRail: A t least 12

L igh t Rail: A t least 10

Bus Facilities: A t least 3

L ED Displays: H eavyRail: A t least 8 arriv al/ departure screen s

L igh t Rail: n / a

Bus Facilities: n / a

TVM s: H eavyRail: A t least 2

L igh t Rail: A t least 2

Bus Facilities: n / a

Elev ators: H eavyRail: A t least 2

L igh t Rail: A t least 2 forelevated/ un dergroun d

Bus Facilities: A t least 2 form ulti-lev el term in als

Escalators: H eavyRail: A t least 4 (2 U p/ 2 Down )

L igh t Rail: A t least 2 form ulti-lev el term in als

Bus Facilities: A t least 2 form ulti-lev el term in als

Trash receptacles: H eavyRail: A t least 6

L igh t Rail: A t least 2

Bus Facilities: A t least 1 per3 bays/ 2 perfacility

M etroprov ides a m in im um set ofcustom er am en ities at all rail station s an d m ajor M etro-
own ed,off-street b us facilities th at allow forb oardin g as sum m arized in Tab le 4.1.
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4.3 Rail Station s an d Bus/M ulti-M odal Tran sit Cen ter-Facilities

W h en tran sit serv ice is n ot av ailab le n ear on e’s trip origin , driv in g toa Park & Ride lot or
utilizin g an oth erfirst-last m ile option such as a b icycle orscooter totran sit m ayb e a v iab le
altern ativ e. Park & Ride lots,b icycle storage,an d m icro-m ob ilitypark in g areas are im portan t
am en ities fortran sit custom ers.

– Park & Ride/Station Park in g Facilities prov ide park in g fortran sit custom ers w h ouse cars
toaccess a b us ortrain . Park & Ride facilities are usuallyprov ided at rail station s orb us
tran sit cen ters such as th e M etroEl M on te Station an d H arb orG atewayTran sit Cen ter.
Park & Ride lots in sub urb s serv e as a stagin g area forcom m utercustom ers. Park in g m ay
b e prov ided fortran sit riders at n ocost orfora n om in al fee,based on dem an d.

– Bicycle Storage m ayb e prov ided at tran sit station sw h ere dem an d existsan d space allows,
an d on tran sit v eh icles. Bicycle rack s,lock ers,an d h ub s m aybe prov ided at tran sit cen ter
an d station s. On tran sit v eh icles, b icycles m ay b e tran sported on b us-m oun ted rack s
located in fron t ofa b us oron b oard a rail carin design ated spaces. Bik e rack s prov ide a
sim ple,relativ elylow-cost approach an d can h old m an yb icyclesin a relativ elysm all space,
b ut b icycles are sub ject topoten tial dam age an d th eft. En closed b icycle lock ers an d h ubs
prov ide added protection from th eft an d from weath er b ut cost m ore toin stall an d
operate,an d require m ore space.

– M icroM ob ilityVeh icle Park in g is b ein g tested at k eyM etrosystem location s as a pilot
program . A t th eirJuly25,20 19 m eetin g,th e M etroBoard adopted a park in g ordin an ce to
regulate park in g ofm icrom ob ilitydev ices such as electric scooters. A s part ofth e pilot,
M etroh as design ated park in g areas at selected station s an d tran sit h ub s forpark in g of
m icrom ob ilitydev ices;th e priv ate firm s seek in g topark th eirv eh icles at M etrosites m ust
paya fee foruse ofth e park in g facilities.10

4.4 Bus Stop A m en ities

Tran sit serv icesare supported b yb usstop an d tran sit cen terfacilities. Th ese location sare often
th e first an d last poin ts of con tact with th e custom er. Th ese facilities are an essen tial
com pon en t oftran sit in frastructure th at direct custom ers toexistin g tran sit serv ices,provide a
safe an d com fortab le en v iron m en t in w h ich towait forservice,an d facilitate safe an d efficien t
tran sfers b etween serv ices. G iv en th eirim portan ce,w h ich was con firm ed in th e N extG en Bus
Study,it is v ital th at tran sit routes an d sch edules are dev eloped in con sideration ofth e quality,
appropriaten ess,an d availabilityoffacilities.

Bus stops are location s alon g th e route ofa b us lin e w h ere custom ers safelywait tob oard or
aligh t from a b us in service. Bus stops con sist ofa pole with a sign th at in cludes lin e n um b er,
destin ation an d serv ice qualification sign age,an d curb m ark in gs orpark in g restriction sign age.
Select b us stops alsoin clude a b us in form ation cub e affixed toth e pole. Tests are un derwayfor
n ew e-paperreal tim e in form ation sign s forb us stops. M ost b us stops are located alon g th e

10 Plan n in g an d Program m in g Com m ittee File # 20 19-0 0 85;L A CM TA A dm in istrativ e Code Title 8:M etroPark in g
Ordin an ce
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curb ofa street;oth ers are located at offsite facilities such as tran sit cen ters orrail station s th at
are ow n ed an d m ain tain ed b yM etro,orin som e cases b yth e local m un icipality..

M etroh as n ojurisdiction ov era b us stop b eyon d a b us stop sign post;am en ities are in stalled
b yth e m un icipalityw h ere th e stop is located. Th is fun ction is som etim es con tracted toth ird
partiesw h osupport in stallation an d m ain ten an ce,usuallyfun ded b yadv ertisin g rev en ues. Th e
N extG en Bus Plan n oted th e im portan ce ofb us stop am en ities such as seatin g an d sh elter,
an d M etrowill work with m un icipalities tom axim ize th e n um b erofM etrob us stops with such
am en ities av ailab le.

Tran sit station s are stops alon g a fixed guidewayan d h av e features such as loadin g platform s,
TVM s for pre-loadin g of TA P cards, sh elters, b en ch es, ligh tin g, in form ation displays, trash
receptacles,b ik e rack s an d/or lock ers,pub lic an n oun cem en t system s,securitycam eras,an d
em ergen cycall b oxes. M an yare located adjacen t toPark & Ride lotsan d custom erpick -up/drop
offareas.

Tran sit cen ters are h igh -v olum e tran sferpoin ts form ultiple tran sit serv ices an d layov erspaces
foren d-of-lin e b us storage an d turn aroun d. Features in clude custom erloadin g an d aligh tin g
areas, b en ch es, sh elters, ligh tin g, in form ation displays, b icycle rack s an d lock ers, trash
receptacles,an d b us layov erb ays.

On -street b us layov erzon es are design ated stopov erpoin ts forb uses at orn earth e en d ofth e
lin e. Th eym ayorm ayn ot allow forcustom erb oardin g an d aligh tin g. Bus layov erterm in als are
m ajor offsite layov er areas for m ultiple b us lin es an d m ay or m ay n ot allow for custom er
b oardin g an d aligh tin g.

L ocatin g b us layoverfacilities (oth er th an on -street stops) in h eavilycon gested orurb an ized
areasin creases th e b urden on th e tran sit operatortofin d layov erspaces forb uses an d operator
restroom s. Th e exten sion ofa lin e toa specific term in al m ayprov e un econ om ical an d at th e
v eryleast adds costs toan alreadyb udget con strain ed operation . M etrocon tin ues toin clude
such facilities in join t dev elopm en t projects w h ere feasib le tom axim ize th e efficien cyofb us
term in al operation s.

Cost an d m in im ization ofcustom erdisruption sare sign ifican t con cern sw h en locatin g facilities
forb us operation s. M etroOperation s staffcon tin ue toev aluate routes an d layov ers toreduce
costs an d im prov e efficien cyas well as m ain tain required access torestroom s foroperators. A s
a k eyin tern al stak eh older in th e en v iron m en tal plan n in g process, th e Serv ice Dev elopm en t
Departm en t sh ould b e in v olv ed earlyin th e an alysis ofaltern ativ es toan d th e dev elopm en t of
m itigation m easures to en sure adequate accom m odation s are in corporated to foster
con n ectiv ityoffuture join t dev elopm en t orprivate projects.

Capital costs ofn ew support facilities are an im portan t determ in an t;b ut m ore sign ifican t is th e
added operatin g cost th at m ayb e in curred due toin adequate facilities resultin g in expan ded
lin e operation s toreach suitab le altern ativ e layovers.
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4.5 Bus Stop/Station L ocation ,Design an d G uidelin es

Bus stops an d station stops allow for b oardin g an d aligh tin g of custom ers; th eir location s
sh ould b alan ce safe,con v en ien t access with pedestrian safetyas well as oth ercom m un itycurb
space n eeds. L ocation s sh ould support efficien t tran sit operation s,con v en ien t ridertran sfers,
m in im ize walk in g distan ces an d un n ecessarycrosswalk m ov em en ts,an d sh ould b e located at
a sign alized orsign ed crosswalk todisin cen tiv e/ m in im ize poten tial jaywalk in g. Bus stops are
gen erallylocated adjacen t toa b us/rail station orwith in a sh ort walk tom edical facilities,sch ools,
sh oppin g cen ters,office b uildin gs,m ulti-un it apartm en ts,oroth eractivitycen ters toprov ide
access foruses th at gen erallyattract tran sit custom ers. M edical cen ters,sen iorcen ters,an d
sch ools h av e h igh priorityw h en con siderin g n ew b us stop location s an d/orw h en relocatin g
existin g b us stops.

BRT/Rail station location s are determ in ed durin g th e design ph ase ofa fixed guideway/righ t-
of-way. Th ere are criteria associated with station location ,in cludin g con n ectiv ityan d cen trality
tocatch m en ts an d m ajorarterials,b ut alsotech n ical feasibilityw h ich is b eyon d th e scope of
th is TSP. G en erally,station s are located at m ajortran sferpoin ts with b us orrail an d prov ide
access tom ajoractiv itycen ters an d arterials. N ostan dard type ofstop can b e recom m en ded
forall location s,as each in tersection h as its own un ique ch aracteristics. A n in v en toryoflan d
uses th at serv e as m ajor trip producers an d attractors with in a 0 .25-m ile corridorofth e road
un dercon sideration sh ould b e tak en prior toestab lish m en t. Th e location of a tran sit stop
requires con curren ce ofth e m un icipalityin w h ich th e stop is located in .

In gen eral,far-side stops are preferab le,particularlyat sign alized in tersection s;h owev er,n ear
side orm id-b lock stops m ayb e justified in certain situation s. W h en twoorm ore b us routes
operate alon g th e sam e corridor,stops sh ould b e con solidated tofacilitate ease oftran sfer,a
sin gle location forall tran sit activity,av oid un n ecessarycrosswalk m ov em en ts an d m in im ize
con fusion as to wh ich stop custom ers sh ould wait to catch th eir b us w h erev er possib le.
H owev er,fora group ofb us lin esoperatin g alon g th e sam e street,in th e sam e direction ,servin g
th e sam e in tersection (such as in th e dow n tow n en v iron m en t), it m ay b e n ecessary to
im plem en t twostop location s (e.g. n earside an d farside) tom in im ize con gestion an d allow for
required turn m ov em en ts,un derth e followin g circum stan ces:

– Som e b us lin es will queue up tom ak e a righ t turn w h ile oth erlin es con tin ue th rough th e
in tersection (un safe righ t turn m ov em en ts)

– L ack ofspace av ailab ilityan d n oroom tolen gth en zon e due tob usin ess ow n erob jection ,
jurisdiction refusal toexten d,a loadin g zon e b ein g located b eh in d th e curren t stop,etc.)

Bus Stop/Station A ccessib ility
A ll stops an d station s sh ould b e fullyaccessib le in accordan ce with th e 1990 A m erican s with
Disab ilities A ct. Th is in cludes en surin g th ere are n oob struction s prev en tin g th e b oardin g an d
aligh tin g of custom ers w h ouse a w h eelch air or oth er assistiv e m ob ility dev ices, an d th at
path ways toan d from a stop orstation are un obstructed. Ifob struction s doexist,ev eryeffort
m ust b e m ade tom itigate th e issue(s) with th e respectiv e m un icipalities. In th e case ofb us
stops,th eycan eith erb e m ov ed toa n ew location on a perm an en t b asis ortem porarybasis
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Figure 4.1 G en eral Stan dard Bus Stop/ Zon e A ttrib utes
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Figure 4.2 Typical N ear-Side Bus Stop
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Figure 4.3 Typical Far-Side Bus Stop
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Figure 4.4 Typical M id-Block Bus Stop
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SECTION 5:SERVICE PERFORM A N CE EVA L U A TION

Th is M etro TSP estab lish es a set of perform an ce criteria an d stan dards th at b alan ces
optim ization for efficien cyan d productiv itywith custom er experien ce m easures ofsuccess.
Optim ization ofk eyperform an ce in dicators en sures th at th e services b ein g prov ided gen erate
th e m axim um b en efit in term s ofridersh ip at th e lowest cost. Custom er experien ce criteria
m easure h ow well th e tran sit system can attract custom ers touse th e system m ore often an d
forn ew trip purposes.

5.1 Route Perform an ce In dex

Th e Route Perform an ce In dex (RPI) is a con v en tion al in dustrym easure used toen sure tran sit
serv ices are effectiv e an d prov ide a reason ab le return on in v estm en t. M etro’s RPIis design ed
toprov ide an objectiv e m easure ofb us route perform an ce relativ e tosystem perform an ce. Th e
in dex is b ased on system ridersh ip an d fin an cial targets from th e curren t fiscal year M etro
Budget.

Th is m easure is applied toall M etrob us lin es th at h av e b een in operation form ore th an on e
year,allowin g tim e forn ew lin es toreach a lev el ofm aturitywh ere riders h av e adapted toth eir
av ailab ility. Th e RPIis used toiden tifyun der-perform in g lin es. Specific correctiv e action s are
tak en durin g th e service ch an ge process. Correctiv e action s m ayin clude m ark etin g,serv ice
restructurin g,im plem en tin g an altern ativ e serv ice,ordiscon tin uation ofserv ice.

Defin in g RPIVariab les
Th e RPIcon siders th e followin g th ree v ariab les in creatin g th e in dex. N oweigh t is giv en toan
in dividual m easure;rath erth e selected statistics represen t all facets ofth e operation in term s
ofcost efficien cy,serv ice effectiv en ess,an d custom eruse.

– U tilization ofResources:Passen gerBoardin gs perRev en ue Serv ice H our(RSH ) are used
as a m easure todeterm in e h ow effectiv ely resources are used on a giv en lin e. Th is
m easure is determ in ed b ydividin g th e total n um b erofb oardin gs b yth e RSH s operated.
A route h av in g a h igh er n um b erofb oardin gs perRSH represen ts a b etterutilization of
th e serv ice prov ided.

– U tilization ofCapacity:Passen gerM iles perSeat M ile is th e m easure used toev aluate
h ow th e seatin g capacityofth e system is b ein g used. Passen germ iles are calculated by
m ultiplyin g th e av erage distan ce trav eled percustom erb yth e n um b erofcustom ers usin g
th e serv ice. Seat m iles are calculated b ydeterm in in g th e n um b erofseats perv eh icle by
th e n um b er of serv ice m iles operated. A h igh er resultin g n um b er in dicates greater
utilization ofserv ice capacity.

– Fiscal Respon sib ility: Sub sidy per Passen ger is th e m easure for fiscal respon sib ility.
Sub sidyrefers toth e am oun t ofpub lic fun din g required tocov erth e differen ce b etween
th e cost ofoperation an d th e custom erfare rev en ues collected. H igh ersub sidyserv ices
require m ore pub lic fun din g support perpassen gerb oardin g.

Th e form ula forcalculation ofth e RPIforeach M etroBus lin e is as follows:
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discon tin uation . Serv ices th at h av e poten tial for exceedin g existin g perform an ce will b e
iden tified forpossib le en h an cem en ts as sh ould m ark ets th at are curren tlyn ot well serv ed. Th e
followin g priorities will b e con sidered wh en restructurin g th e M etrosystem :

– Priority1 – Restructure serv ices toin crease system speed,on -tim e perform an ce,serv ice
frequen cies con sisten t with N extG en Bus Plan ,productiv ity,an d b alan ce loads.

– Priority2 – Restructure serv ices th at are duplicativ e with M etroRail,oth erM etroBus
lin es,an d M un icipal an d L ocal Return operatorserv ices. Such serv ices will b e iden tified
for discon tin uation , con solidation , reduction an d/or reallocation to ach iev e greater
productiv ityan d cost efficien cy.

– Priority3 – Restructure rem ain in g serv ices (con strain ed byexistin g b udget) b ased on
th e serv ice con cept an d toaddress m ajorgaps an d deficien cies. Prioritize th ese service
adjustm en ts.

– Priority4 – Dev elop n ew serv ices (un con strain ed) toaddress all gaps an d deficien cies.
Prioritize th ese n ew services.

Sign ifican t ch an ges tom un icipal operator services are in corporated in toth e ev aluation of
existin g an d n ew services as possib le en h an cem en ts toaddress iden tified gaps ordeficien cies
in serv ice.

Serv ice Ch an ge Perform an ce Ev aluation
Sch edule adjustm en ts to b us or rail sh ould b e ev aluated sh ortly after im plem en tation to
determ in e if th ere are an y ob v ious issues. Th is sh ould in clude lin e rides an d visits toth e
operatin g div ision s toreceiv e com m en ts an d recom m en dation s from custom ers,operators
an d superv isors. A ppropriate adjustm en ts sh ould b e m ade as required. A fterth ree m on th s of
operation s, th e sch edules sh ould b e evaluated in detail tob egin th e process of sch edule
adjustm en ts forth e n ext serv ice ch an ge cycle.

Route m odification s tobus serv ice sh ould alsobe ev aluated afterim plem en tation b ased on th e
ev aluation outlin ed ab ov e. Th e ov erall goals ofth e serv ice ch an ges such as reducin g costs,
im prov in g con n ection s,in creasin g b us speeds,an d in creasin g ridersh ip,am on g oth ers,sh ould
h av e n ear term goals th at are estab lish ed prior toth e serv ice ch an ge process. A t ab out 6
m on th s after serv ice im plem en tation , th e perform an ce ofth e ch an ges sh ould b e ev aluated
relativ e toth e estab lish ed goals. Rem edial action s, if n ecessary, sh ould b e dev eloped an d
con sidered forth e n ext serv ice ch an ge cycle.
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SECTION 6:SERVICE CH A N G E PROCESS

In 20 0 3, M etrocreated fiv e localized serv ice areas (Figure 6.1), each tob e ov erseen by a
G ov ern an ce Coun cil. In 20 11,M etrorestructured an d re-estab lish ed a cen trallym an aged b us
operation toin clude th e serv ice plan n in g an d sch edulin g fun ction s, w h ile m ain tain in g th e
auth ority an d respon sibility of th e fiv e Region al Serv ice Coun cils toh elp locally coordin ate
serv ice ch an ges. M etrorestructured th e roles an d respon sib ilities ofth ese fiv e Region al Service
Coun cils.

Figure 6.1 M etroService Coun cil Region s

M etro’s fiv e Region al Serv ice Coun cils provide locallyaccessib le pub lic forum s forcom m un ity
m em b ers,tran sit users,an d local m un icipal operators tov oice con cern s,suggestion s,an d
question s on h ow M etrocan b est serv e custom ers. Th rough th ese forum s,Serv ice Coun cil
m em b ers can :

– b etterun derstan d custom ern eeds an d m ak e recom m en dation s;

– ev aluate opportun ities an d serv ice coordin ation issues;

– adv ise an d approv e th e plan n in g an d im plem en tation of serv ice ch an ges with in th eir
areas.

A s stated in th e 20 11 update toth e Serv ice Coun cil b ylaws,on e ofth e Serv ice Coun cil’s prim ary
respon sibilities is to ren der decision s on proposed b us route ch an ges con siderin g staff’s
recom m en dation s an d pub lic com m en ts. M etroServ ice Coun cils (M SC) will b e respon sib le for
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approv in g all proposed perm an en t m ajor serv ice ch an ges,excludin g turn aroun d an d out of
serv ice route m odification s. A ll m ajor serv ice ch an ges th at require pub lic h earin gs will b e
b rough t toth e M SCs wh owill con duct pub lic h earin gs th en v ote toapprov e,m odify,orden y
th e serv ice ch an ge proposals. A n ysign ifican t tem poraryserv ice ch an ge sh ould b e b rough t to
th e Coun cil forth eirin form ation b ut n ot approv al.

Each Region al Service Coun cil is respon sib le forh oldin g pub lic h earin gs th at relate tom ajor
serv ice ch an ges(asdefin ed in Title VISection 6.3 b elow ) toM etrob usan d rail lin es th at prov ide
sign ifican t serv ice with in th eirregion ,con sisten t with State an d Federal laws an d with M etro
policies pertain in g to pub lic h earin gs. Followin g receipt of pub lic in put, th e Coun cil is
respon sib le forapprov in g all m ajorserv ice ch an ges th at are tob e im plem en ted th at m odify,
add ordelete M etrob us routes with in th e Service Coun cil’s jurisdiction in con form an ce with
M etroserv ice stan dards,collectiv e b argain in g agreem en ts an d M etropolicies. W h en a m ajor
serv ice ch an ge program requires th ree orm ore Coun cils toh old pub lic h earin gs,an addition al
h earin g is h eld at a cen tral location , n orm ally at th e M etroh eadquarters b uildin g, on an
appropriate Saturday.

Tab le 6.1 M ajorService Ch an ge Tim elin e

K eyA ctiv ities
Required L ead Tim e

(M on th s PriortoIm plem en tation )

In itiate Plan n in g Process 12

Dev elop Prelim in aryRecom m en dation s 7-8

Im pact A n alysis forProposed Ch an ges 6-7

Title VIEquityA n alysis on M ajorService Ch an ge an d Fare
Ch an ge Proposals

5-7

Service Coun cil Review an d In put 6-7

Con ferwith L aborRelation an d U n ion Represen tativ es 6-7

Pub lic Review an d In put 5

Fin alize Service Ch an ge Program 4-5

Program A pproval 3-4

Dev elop N ew Service Sch edules 2-4

Prin t Pub lic Tim etab les an d OperatorA ssign m en ts 1-2

Fab ricate Decals forBus Blades 1-2

Tak e On es/RiderA lerts on Buses 0 .5-1

A ll route an d m ajorservice ch an ges th at are approv ed b yth e Region al Serv ice Coun cils will b e
b rough t toth e M etroBoard ofDirectorsasan in form ation item . Sh ould th e M etroBoard decide
tom ov e a Serv ice Coun cil approv ed service ch an ge toan A ction Item ,th e Serv ice Coun cil will
b e n otified ofth is ch an ge,priortoth e n ext Service Coun cil m on th lym eetin g. Tab le 6.1 prov ides
th e estab lish ed serv ice ch an ge tim elin e.
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6.1 Serv ice Ch an ge Program s

Serv ice ch an ge program s are dev eloped b ased on in put gen erated b ya wide v arietyofsources
in cludin g rider,com m un ity,an d em ployee in put,serv ice restructurin g studies,coordin ation
with m ajorM etrocapital projects such as n ew rail align m en ts orjoin t dev elopm en ts,requests
from oth er local operators,an d perform an ce m on itorin g results such as load lev els an d on -
tim e perform an ce. Th e serv ice ch an ge process in cludes pub lic rev iew of th e proposals, a
tech n ical ev aluation ofridersh ip im pact,an d Title VIequityan alysis.

In accordan ce with con tractual agreem en ts with th e Sh eet M etal A ir,Rail an d Tran sit U n ion
(SM A RT) 11,b i-an n ual serv ice ch an ges will b e im plem en ted each yearin Jun e an d Decem b er.
M etroserv ice ch an gesare con ducted tom odifyserv ice b ased on ridersh ip an d load factors,on -
tim e perform an ce, oth er perform an ce m on itorin g results, rider an d com m un ity in put, an d
b udget con sideration s. A service ch an ge process work flow is prov ided in Figure 6.2.

A s part ofth e ev aluation process,resource im pacts toin -service h ours an d required v eh icles
are alsotrack ed toen sure com plian ce with b udget param eters. In sum m ary,th e purpose ofan
ev aluation on proposed serv ice ch an ges is to:

– Defin e an d ev aluate th e im pact on custom ers;

– Determ in e w h eth era proposed m ajorserv ice ch an ge orfare in crease will h av e disparate
im pact on m in orities or a disproportion ate b urden on low-in com e in dividuals b y
perform in g a Title VIEquityA n alysis;

– Con sider altern ativ es if a disparate adv erse im pact tom in orities or disproportion ate
b urden on low-in com e in div iduals are iden tified;

– Dev elop appropriate m itigation m easures ifn eeded;an d

– Con duct required pub lic h earin g forall m ajorserv ice ch an ges (see defin ition in Section
6.3 Title VIEquityA n alysis) .

Ch an ges toth e rail system occurless frequen tly. Th eygen erallyrelate toth e open in g ofa n ew
lin e oradjustm en ts toth e frequen cyorh ours ofoperation forexistin g serv ice. Ch an ges in rail
an d b us service follow th e sam e plan n in g an d im plem en tation process.

6.2 Title VIEquityA n alysis an d M etro’s EquityPlatform

M etro’s EquityPlatform was adopted in Feb ruary20 1812. Th e fram ework forequityb egin s with
Title VIofth e Civ il Righ ts A ct of1964 w h ich protects m in oritycom m un ities from disparate
an d disproportion ate n egativ e im pacts as a result ofm ajortran sit serv ice ch an ges. Executiv e
Order12898 -Federal A ction s toA ddress En v iron m en tal Justice in M in orityPopulation s an d

11 Th e U n ited Tran sportation U n ion (U TU ) m erged with th e Sh eet M etal W ork ers U n ion in 20 14 toform SM A RT.
12 h ttp:/ / m etro.legistar1.com / m etro/attach m en ts/ dab b a80 8-fdf7-4f71-8869-66f2f60 d40 c7.pdf13 H A STU S
(H oraires et A ssign m en ts pourSystem s de Tran sport U rb an et Sem i-U rb an ) refers toth e software used tocreate
sch edules. A TM S(A dvan ced Tran sportation M an agem en t System )
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L ow-In com e Population s prov ides furth erprotection oflow-in com e com m un ities from
disparate an d disproportion ate n egativ e im pacts.

Figure 6.2 Serv ice Ch an ge Process

A n alyze System
− Data collection
− Service perform an ce an alysis
− Iden tifyissues

Dev elop In itial Proposals
− Rev iew an alysis
− G en erate ideas an d proposals
− Perform im pact an alysis (costs,rev en ue serv ice h ours,an d b oardin gs)
− Rev iew proposals with th e M etroService Coun cils (M SC)
− M odify/rev ise proposals b ased on M SC’s feedb ack

Rev ise Proposals Based U pon Feedb ack from :
− M etroService Coun cils

− Pub lic com m en ts

Service Ch an ge N otification
− Prepare pub lic n otices
− Perform com m un ityoutreach
− Con duct pub lic h earin gs

M in orService Ch an ges
− Delegated toStaff

M ajorService Ch an ges
− Pub lic H earin g required
− Title VIEquityA n alysis

required
– Require RSC A pproval
– Require Board A pproval

A pproval ofService Ch an ges
− M etroService Coun cils

− M etroBoard ofDirectors

Sch edulin g Process:Sch edule b uildin g,run -cuttin g,rosterin g,an d dev elopin g sch edule related
reports.
Im plem en t A pproved Service Ch an ge

− Stops & Zon es

− Tim etab les
− Pub lic In form ation
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6.3 Title VIEquityA n alysisM etrom ust en sure a Title VIEquityA n alysis is perform ed on all
m ajorserv ice ch an ge proposals an d an yfare ch an ge proposals todeterm in e ifth ese proposals
will h av e a disparate adv erse im pact on m in orities ordisproportion ate b urden on low-in com e
in dividuals priortoa pub lic h earin g. Ifit is determ in ed th at th ese proposed ch an ges will h av e
a disparate adv erse im pact on m in orities or a disproportion ate b urden on low-in com e
in dividuals,M etrowill m ak e a good-faith effort tom itigate orreduce th e adv erse im pacts by
look in g foraltern ativ esth at can m eet legitim ate program goalswith a lesserim pact toprotected
groups.

In accordan ce with FTA ’s Title VICircular470 2.1B“Title VIRequirem en ts an d G uidelin es for
Federal Tran sit A dm in istration Recipien ts” (Effectiv e Octob er1,20 12),M etro’s A dm in istrativ e
Code was revised toin corporate FTA ’s requirem en ts un derTitle VI. Th e M etroBoard adopted
th e updated A dm in istrativ e Code in Jan uary20 13. Based on th is Circular,M etrois required to
perform a Title VIEquityA n alysis on all proposed m ajorservice ch an ges orfare ch an ges prior
toim plem en tation . Th e goal is toen sure th ere is n odisparate adv erse im pact tom in orities or
disproportion ate b urden on low-in com e in div iduals created b ya m ajorserv ice orfare ch an ge.

Th e followin g defin ition s an d criteria were updated an d adopted b yth e Board in Septem b er
20 19. Th e FTA is con siderin g dev elopin g an updated circularin 20 22. Th e A dm in istrativ e Code
n ow con tain s a referen ce toth ese defin ition s soth at it n eed n ot b e am en ded ev erytim e th ere
is a n eed tom odifyth e defin ition s:

Disparate Im pact Policy:
Disparate im pact refers toa faciallyn eutral policyor practice th at disproportion atelyaffects
m em b ers ofa group iden tified byrace,colororn ation al origin an d th e policylack s a sub stan tial
legitim ate justification ,in cludin g on e orm ore altern ativ es th at would serv e th e sam e legitim ate
ob jectiv es b ut with less disproportion ate effects on th e b asis ofrace,colororn ation al origin .
Th is policydefin es th e th resh old M etrowill utilize w h en an alyzin g th e im pacts tom in ority
population s an d/orm in oritycustom ers.

a. Form ajorserv ice ch an ges,a disparate im pact will b e deem ed toh av e occurred ifth e
ab solute differen ce b etween th e percen tage of m in ority adv ersely affected an d th e
ov erall percen tage ofm in orities is at least fiv e percen t (5% ) .

b . Foran yapplicab le fare ch an ges,a disparate im pact will b e deem ed toh av e occurred if
th e ab solute differen ce b etween th e percen tage ofm in orityadv erselyaffected an d th e
ov erall percen tage ofm in orities is at least fiv e percen t (5% )

Disproportion ate Burden Policy:
Disproportion ate b urden refers toa faciallyn eutral policyorpractice th at disproportion ately
affects low-in com e population sm ore th an th ose population s th at are n ot low-in com e. A fin din g
of disproportion ate b urden for m ajor serv ice an d fare ch an ges requires M etrotoev aluate
altern ativ es an d m itigate b urden s w h ere practicab le.

1. For m ajor serv ice ch an ges, a disproportion ate b urden will b e deem ed toexist if an
ab solute differen ce b etween percen tage oflow-in com e adv erselyaffected b yth e serv ice
ch an ge an d th e ov erall percen tage oflow-in com e person s is at least fiv e percen t (5% ) .
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2. For fare ch an ges, a disproportion ate b urden will b e deem ed toexist if an absolute
differen ce b etween th e percen tage of low-in com e adv ersely affected an d th e ov erall
percen tage oflow-in com e is at least fiv e percen t (5% )

Discretion ofth e M etroBoard ofDirectors
A m ajorserv ice ch an ge orfare in crease m ayb e im plem en ted ev en ifth e Title VIEquityA n alysis
determ in es a disparate adv erse im pact tom in orities was created b yth e ch an ge. H owev er,th e
M etroBoard ofDirectors m ust first en sure th ese ch an ges m eet twotests:

– Th ere is a sub stan tial legitim ate justification for adoptin g th e proposed m ajor serv ice
ch an ge orfare in crease,m ean in g th e selected serv ice ch an ge orfare in crease m eetsa goal
th at is in tegral toth e m ission ofM etro;an d

– Th e selected altern ativ e would h av e a less sev ere adv erse effect on Title VIprotected
population s th an oth eraltern ativ es th at were studied.

M ajorService Ch an ge
M ajor service ch an ges are defin ed in M etro’s A dm in istrativ e Code in Ch apter 2-50 Pub lic
H earin gs Sub section 2-50 -0 10 as an yserv ice ch an ge th at m eets at least on e ofth e followin g
criteria:

1. A rev ision toan existin g tran sit route th at in creases ordecreases th e route m iles an d/or
th e rev en ue m iles operated b y25% orm ore at on e tim e orcum ulativ elyin an yperiod
with in 36 con secutiv e m on th s sin ce th e last m ajorserv ice ch an ge;

2. A rev ision toan existin g tran sit serv ice th at in creases ordecreases th e sch eduled trips
operated b yat least 25% at on e tim e orcum ulativ elyin an yperiod with in 36 con secutiv e
m on th s sin ce th e last m ajorserv ice ch an ge;

3. A n in crease ordecrease toth e span ofserv ice ofa tran sit lin e ofat least 25% at an yon e
tim e orcum ulativ elyin an yperiod with in 36 con secutiv e m on th s sin ce th e last m ajor
serv ice ch an ge;

4. Th e im plem en tation ofa n ew tran sit route th at prov ides at least 50 % ofits route m iles
with out duplicatin g oth erroutes;

5. Six m on th s priortoth e open in g ofan yn ew fixed guidewayproject (e.g. BRT lin e orrail
lin e) regardless of wh eth er or n ot th e am oun t of serv ice b ein g ch an ged m eets th e
requirem en ts in th e sub section s 1-5 ab ov e tob e in clusiv e of an y b us/rail in terface
ch an ges.

6. Experim en tal,dem on stration orem ergen cyservice ch an ges m ayb e in stituted foron e
yearorless with out a Title VIEquityA n alysis b ein g com pleted an d con sidered byth e
Board ofDirectors. Ifth e service is required tobe operated b eyon d on e yearth e Title VI
EquityA n alysis m ust b e com pleted an d con sidered b yth e Board ofDirectors b efore th e
en d ofth e on e yearexperim en tal,dem on stration orem ergen cy.

7. A Title VIEquityA n alysis sh all n ot b e required ifa M etrotran sit serv ice is replaced b ya
differen t route,m ode,or operator prov idin g a serv ice with th e sam e h eadways,fare,
tran sferoption s,span ofserv ice an d stops.
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Fare Ch an ges
A n yfare ch an ge requires an equityevaluation con sisten t with th e followin g guidan ce:

1. A Fare EquityA n alysis sh all b e prepared foran yfare ch an ge (in crease ordecrease) . Th is
in cludes b ut is n ot lim ited toperm an en t fare ch an ges,tem porarych an ges,prom otion al
fare ch an ges, an d pilot fare program s. Th e an alysis will ev aluate th e effects of fare
ch an ges on Title VIprotected population s an d low-in com e population s. Th e an alysis
will b e don e for fares n ot availab le toth e gen eral pub lic such as special discoun t
program s forstuden ts,groups orem ployers.

2. Iffare ch an gesare plan n ed due toth e open in g ofa n ew fixed guidewayproject,an equity
an alysis sh all b e com pleted six m on th s priortoopen in g ofth e serv ice.

3. Each Title VIFare EquityA n alysis sh all b e com pleted an d presen ted forcon sideration of
th e Board ofDirectors in adv an ce ofth e approv al ofth e proposed fare orfare m edia
ch an ge byth e Board ofDirectors. Th e EquityA n alysis will th en b e forwarded toth e FTA
with a record ofaction tak en b yth e Board.

4. A Title VIan alysis is n ot required wh en :
a) A ch an ge is in stituted th at prov ides free fares forall custom ers;
b ) Tem poraryfare reduction s are prov ided tom itigate for oth er action s tak en by

M etro;
c) Prom otion al fare reduction s are less th an six m on th s in duration . A n equity

an alysis m ust b e con ducted priortom ak in g an ytem poraryfare ch an ge in toa
perm an en t part ofth e fare system .

6.4 3 M etro’s EquityPlatform

Th e N extG en Bus Study aim ed togoab ov e an d b eyon d Title VIrequirem en ts toan alyze
disparate im pacts an d disproportion ate b urden on m in orityan d low-in com e population s to
iden tify com m un ities with th e greatest m ob ility n eeds. b ut to furth er im prov e service for
com m un ities with th e greatest m obilityn eeds tob e serv ed bytran sit Todoth is,M etro’s Equity
Platform was in tegrated in toth e N extG en Bus Studyplan n in g an d pub lic en gagem en t process.
Th e Platform provides a fram ework th at guides h ow th e agen cywork s toaddress in equities an d
create m ore equitab le access toopportun ity.

M etro’s EquityPlatform b uilds upon Title VIin twodistin ct ways. First,it goes b eyon d th e Title
VIEquity A n alysis of disparate im pacts an d disproportion ate b urden on m in ority an d low
in com e population s eth n icityan d in com e toiden tifydeterm in e com m un ities with th e greatest
m ob ilityn eeds. Th e N extG en processstarted with an alysisofEquityFocusCom m un ities(EFCs)
is used to h elp iden tify w h ere M etro’s com m un ity design ation th at defin es areas w h ere
tran sportation n eeds are greatest. EFCs con sider w h ere th ere are h igh er con cen tration s of
residen t an d h ouseh old dem ograph ics associated with m obility b arriers (low-in com e
h ouseh olds earn in g less th an $60 ,0 0 0 peryear;Black ,In digen ous,orPeople ofColor(BIPOC)
population s; an d h ouseh olds th at don ot h av e a car) . A ddition ally, th e N extG en sough t to
capture oth erm etrics toiden tifytran sit propen sitytoen sure in v estm en t in tran sit targeted area
population s with th e m ost n eed touse tran sit.Th rough m ark et research ,surv eys,an d pub lic
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in put,oth ergroups determ in ed tob e m ost relian t on tran sit in clude n on -En glish speak in g n ew
im m igran ts,youth an d sen iors,person s with out access toan autom obile eith erb ych oice or
n ecessity,person s with disabilities,an d wom en ,w h oten d tom ak e m ore tran sit trips th an m en .

Th e FourPillars ofth e EquityPlatform were in tegrated in toth e N extG en Bus Studyas follows
doth is,th e Four Pillars ofth e EquityPlatform were in tegrated in toth e N extG en Bus Study
plan n in g an d pub lic en gagem en t process.

I. Defin e an d M easure – U se EFCs Title VIas a b aselin e foriden tifyin g com m un ities with
th e greatest n eeds,an d supplem en t th ose with m ark et research toiden tifyth e segm en ts
ofpopulation an d trips with th e h igh est propen sityfortran sit use. Ev aluate b us n etwork
ch an ges b ased on custom er-focused perform an ce m etrics estab lish ed with in th is
Tran sit Service Policydocum en t with particular focus on EquityFocus Com m un ities
with th e greatest m ob ilityn eeds as iden tified ab ov e.

II. L isten & L earn –Th e tech n ical work of th e N extG en Bus Study iden tified im portan t
in form ation ab out M etro’s curren t an d poten tial custom ers. Th is data was validated b y
a rob ust coun tywide pub lic en gagem en t effort th at in cluded en gagin g custom ers on
b oard b uses, at outreach session s at com m un ity ev en ts, stak eh older b riefin gs,
in teractiv e pub lic work sh ops, digital en gagem en t, an d prin t adv ertisin g. Com m en ts
receiv ed were in corporated in toth e system wide serv ice design as well as in dividual
route ch an ges.

III. Focus & Deliv er– Serv ice design con cepts estab lish ed with in th is Tran sit Serv ice Policy
docum en t are in ten ded toaddress th e recurrin g th em es iden tified from th e pub lic
outreach an d m ark et research , in cludin g faster an d m ore frequen t serv ice, b etter
reliabilityan d accessib ilitytok eydestin ation s,b ettercon n ectiv ityparticularlywith th e
m un icipal operators,an d im prov ed perception ofsafetyecurityon b oard b uses an d at
b us stops. Th ese con cepts, describ ed b elow,were used toredesign th e routes an d
sch edules forth e N extG en Bus Plan .

In addition , a Tran sit Propen sity In dex score was dev eloped an d assign ed toev ery
Cen sus Tract in L os A n geles Coun ty. Th is in dex score con siders th e v arious m ark et
segm en ts lik elih ood touse tran sit, th e tran sit orien tation of th e en v iron m en t b ein g
serv ed, an d th e trav el dem an d with in th e area. A reas with h igh scores sh ould b e
prioritized forh igh qualitytran sit serv ice.

L astly, oth er custom er experien ce en h an cem en ts such as im prov ed safetyecurity,
accurate real tim e arriv al in form ation ,clean lin ess,an d im prov ed first/ last m ile service
are critical toattractin g custom ers touse tran sit.

Th e Board-adopted Tran sit Service Policywill b e updated toreflect th e Region al Serv ice
Con cept as adopted b yth e Board,in cludin g th e goals an d ob jectiv es ofth e b us n etwork ,
m easures ofsuccess,route an d n etwork design con cepts b ased on pub lic in put an d
data an alysis,an d th e fram ework referen ced forb alan cin g tradeoffs in con sideration of
M etro’s EquityPlatform .
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IV. Train & G row –Th e Board-adopted Tran sit Serv ice Policywill b e updated toreflect th e
Region al Serv ice Con cept as adopted b yth e Board,in cludin g th e goals an d ob jectiv es
ofth e b us n etwork ,m easures ofsuccess,route an d n etwork design con cepts b ased on
pub lic in put an d data an alysis,an d th e fram ework referen ced forb alan cin g tradeoffs in
con sideration ofM etro’s EquityPlatform . Serv ice Plan n in g h as adopted n ew tools to
an alyze th e poten tial im pacts of service ch an ges on EFCs. A In addition , an an n ual
m on itorin g program will b e estab lish ed totrack th e progress ofach iev em en t towards
th e goals an d objectiv es,an d toin form on n ecessaryadjustm en ts.

6.54 Pub lic Outreach

Priortoa pub lic h earin g,pub lic outreach iscon ducted soth at th e greatest n um b erofcustom ers
m ayrespon d toth e ch an ges at eith era pub lic h earin g orb ysub m ittin g written com m en ts at a
h earin g,orv ia em ail,m ail,orfax. Th e distrib ution ofin form ation will in clude lin e n um b er,lin e
n am e,route ch an ge in form ation ,an d/orfare ch an ge proposals. Oth erpub lic outreach occurs
at k eytran sportation cen ters,b us stops,an d b us an d rail station s 30 days priortoth e pub lic
h earin g date. Th ese efforts are m ade toreach an d en gage custom ers wh om ayn ot h av e tim e
toatten d a pub lic h earin g an d toin form th em ofaltern ativ e com m un ication m eth ods av ailab le
tofile pub lic com m en ts. Pub lic participation in th e pub lic h earin g process is an im portan t step
in assistin g staffan d M etroServ ice Coun cils in dev elopin g an d approv in g fin al serv ice ch an ge
proposals. Tab le 6.2 prov ides a tim elin e forpub lic n otification activ ities.

Tab le 6.2 Tim elin e forPub lic N otification A ctiv ities

A ctiv ity
M on th s Priorto
Service Ch an ge

Service Plan n in g staffrev iews prelim in aryproposals. 7

M etroService Coun cils set dates ofpub lic m eetin gs,pub lish h earin g n otices in
local n ewspapers an d sen d L EPan d m in oritycom m un ities written n otification to
elected officials,oth eroperators an d k eystak eh oldergroups. Con ferwith L ab or
Relation s an d U n ion represen tativ es.

5-6

Service Plan n in g staffprovides in form ation on proposed ch an ges toth e M etro
Bus Operators Sub com m ittee an d at quarterlym eetin gs h eld with th e region ’s
m un icipal an d local operators.

3

Com m un ication Departm en t posts in form ation proposed ch an ges on M etro’s
web site.

5

Operation s staffdistrib utes m eetin g n otices on b oard v eh icles. Pub lic outreach
at k eytran sportation cen ters,b us stops,an d on -b oard custom erin terface occurs
as well.

M in im um on e
m on th priorto
pub lic h earin gs

M etroService Coun cils con duct pub lic h earin gs. 4

M etroService Coun cils approve fin al serv ice ch an ge program . 3

M etroBoard receiv es th e Service Coun cils’approved serv ice ch an ge program as
a Receiv e an d File item .

2

Com m un ication Departm en t prepares press releases on fin al program an d
program b roch ures are distrib uted on -b oard M etroveh icles an d oth eroutlets.

1
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Th ese procedures are in accordan ce with M etro’s A dm in istrativ e Code in Ch apter2-50 Pub lic
H earin gs Sub section 2-50 -0 25:

A . A n ypub lic h earin g required bySection 2-20 -0 20 sh all b e con ducted as set forth in th is
section .

B. N otice ofth e h earin g sh all b e pub lish ed in at least on e En glish lan guage an d Span ish
lan guage n ewspaperofgen eral circulation an d at least th irty(30 ) days priortoth e date
ofth e h earin g. N otice at least th irty(30 ) days priortoth e date ofth e h earin g sh all also
b e pub lish ed in th e n eigh b orh ood an d foreign lan guage an d eth n ic n ewspapers as
appropriate toprov ide n otice toth e m em b ers ofth e pub lic m ost lik elytob e im pacted
b yth e proposed action .

C. N otice ofth e pub lic h earin g sh all alsob e an n oun ced b yb roch ures in En glish ,Span ish
an d oth erappropriate lan guages on tran sit v eh icles servin g th e areas tob e im pacted
an d at custom erserv ice cen ters.

D . To en sure th at th e v iews an d com m en ts expressed by th e pub lic are tak en in to
con sideration ,M TA staffsh all prepare a written respon se toth e issues raised at th e
pub lic h earin g. Th at respon se sh ould alsoin clude a gen eral assessm en t ofth e social,
econ om ic an d en v iron m en tal im pacts ofth e proposed ch an ge,in cludin g an yim pact on
en ergycon serv ation .

E. Th e pub lic h earin g related toa recom m en dation toin crease tran sit fares ch arged th e
pub lic sh all b e h eld b efore th e Board ofDirectors an d an yaction tak en toin crease th e
fares ch arged th e gen eral pub lic m ust b e approv ed b ya two-th irds v ote ofth e m em b ers
ofth e Board ofDirectors. Th e Board ofDirectors m aydelegate toan oth er b odyora
h earin g officerappoin ted b yth e Ch iefExecutiv e Officerth e auth oritytoh old th e pub lic
h earin g related toa ch an ge in tran sit serv ice.

6.56 Pub lic H earin g Process

On ce a Serv ice Ch an ge Program h as b een dev eloped b yM etroServ ice Plan n in g Staff,th e M etro
Serv ice Coun cils are ask ed toset a date,tim e an d place forth eirpub lic h earin gs. Durin g th e
period b etween pub lication ofth e h earin g n otices an d pub lic h earin gs,each Serv ice Coun cil is
prov ided a detailed presen tation on serv ice ch an ge proposals an d giv en an opportun ity to
discuss th e ch an ges th at will b e th e subject ofpub lic com m en t. A ftereach h earin g,each Service
Coun cil will m eet tocon sideran d approv e,m odify,orden yall proposed serv ice ch an ges. Th ese
action s will th en b e sum m arized an d presen ted in an in form ation al report toth e M etroBoard
ofDirectors.

U n derM etro’s Service Coun cil b ylaws,all serv ice ch an ges m ust b e reviewed an d approv ed by
th eirrespectiv e Serv ice Coun cil(s) . Pub lic h earin gs are usuallyh eld at th e sam e location w h ere
th e Serv ice Coun cils h old th eirm eetin gs b ut m ayb e h eld at oth erlocation s in ordertobe m ore
accessib le toth ose custom ers w h owould b e affected b yth e proposed serv ice ch an ges. W h en
a m ajor serv ice ch an ge program requirin g th e associated Coun cils toh old pub lic h earin gs
affects th ree or m ore serv ice region s, th us, an addition al h earin g will b e h eld at a cen tral
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location , n orm ally at th e M etro h eadquarters b uildin g, on an appropriate Saturday. In
accordan ce with M etro’s A dm in istrativ e Code in Ch apter2-50 Pub lic H earin gs Sub section 2-
50 -0 20 ,M etrowill h old a pub lic h earin g on all m ajorserv ice ch an ge orfare ch an ge proposals
th at are subject toa Title VIEquityA n alysis. Th ese proposals are subject toM etroRegion al
Serv ice Coun cil an d M etroBoard approv al.

6.67 Im plem en tin g M in orCh an ges on an In terim Basis

M in orserv ice ch an ges are gen erallyroute m odification s th at can b e accom m odated with out
im pactin g th e v eh icle oroperatorrequirem en ts ofth e service. M in orservice ch an ges don ot
require a pub lic h earin g b ut are sh ared with th e relev an t Serv ice Coun cils as a courtesyan d
can b e im plem en ted at th e discretion ofstaff.
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A PPEN DIX A :M etroL in e Iden tification

Th e purpose ofestab lish in g tran sit serv ice lin e iden tification stan dards is tocreate a sim ple
way for custom ers toiden tify, locate, an d referen ce M etroservices, an d th ereby m ak e th e
serv ices easierforcustom ers touse.

Th e lin e iden tification stan dards sh all b e adh ered towh en iden tifyin g M etroBus an d M etroRail
lin es b yn am e. Th e stan dards sh all b e im plem en ted across all in tern al an d extern al m edium s
in cludin g b ut n ot lim ited to,rail station sign s,b us stop sign s,b us station sign s,v eh icle h ead
sign s,v eh icle destin ation sign s,tim etab les,H A STU San d A TM S13. Th e description s an d ch art
b elow h elp explain th e stan dards,an d h ow an d w h en th eysh ould b e im plem en ted.

G en eral Stan dards
− Tran sit lin es will b e iden tified usin g a com b in ation oflin e n um b er,destin ation s (b oth

term in als) an d th e corridor(s) th e lin e trav els alon g. M etroRail an d M etroBRT serv ice
w h ich prev iouslyused th e estab lish ed operation al n am es (e.g.,M etroRed L in e,M etro
Purple L in e,M etroOran ge L in e) are b ein g tran sition ed toa letter-based design ation . To
en sure con sisten t usage of tran sition al n am in g for Rail an d BRT lin es, updates to
custom erin form ation sh ould b e referred toth e Com m un ication s Departm en t.

− A cceptab le destin ation n am es in clude a city,com m un ity,m ajorlan dm ark ,tran sit cen ter
orrail station . Street in tersection s are n olon gertob e used as a destin ation ,un less th e
in tersection is required toiden tifysh ort-lin e serv ice.

− Th e destin ation poin ts will b e listed in a W est toEast orN orth toSouth order,con sisten t
with h ow th e lin e would b e read on a m ap. Destin ation s on h ead sign s,destin ation sign s,
tim etab les,an d ph ysical sign age m ust always b e con sisten t.

− L in es th at h av e Dow n tow n L A ason e ofth e lin e’sen d poin tswill list itsfirst,asDow n tow n
L A .

− Th e n am e ofth e lin e will alsolist at least on e m ajorcorridoron wh ich it trav els.

− N am e ab brev iation s, street exten sion s an d oth er topics will b e dictated b y th e M etro
Sign age G uidelin es.

Prin ted M aterials an d Electron ic Custom erIn form ation
− Th e lin e will b e presen ted usin g th e full n am e,listin g b oth th e destin ation s an d m ajor

corridor(s) .

− Prin ted m aterials in clude, b ut are n ot lim ited to, tim etab les, service ch an ge
an n oun cem en ts,b roch ures,system m aps,an d serv ice reports.

− Electron ic custom er in form ation in cludes th e lin e in form ation presen ted on m etro.n et
an d un derlyin g electron ic datab ases such as H A STU San d A TM S.

13 H A STU S(H oraires et A ssign m en ts pourSystem s de Tran sport U rb an et Sem i-U rb an ) refers toth e software
used tocreate sch edules. A TM S(A dvan ced Tran sportation M an agem en t System )
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− Trip Plan n ers an d m ob ile application s prov idin g real-tim e data toriders will presen t th e
lin e n am e sim ilarlytowh at will b e sh ow n on th e v eh icle h ead sign an d b us stop sign ,so
custom ers can easilylocate th e appropriate lin e at th e stop.

Rail Station Sign age
− Th e lin e will b e presen ted usin g th e lin e letterdesign ation ,an d destin ation poin t th at th e

v eh icle is trav elin g toin each direction .

Bus Stop Sign age
− Th e lin e will b e presen ted usin g th e lin e n um b er,serv ice b ran d,color an d destin ation

poin t th at th e v eh icle is trav elin g toin each direction .

− Th e m ain corridor(s) will alsob e listed as well as special service qualifiers in cludin g,b ut
n ot lim ited to,rush -h ourserv ice an d week day-on lyserv ice.

− Sh ort-lin e trip destin ation s will n ot b e sh ow n on b us stop sign s.

Bus Route N um b erin g Con v en tion
Bus lin e n um b ers are assign ed toin dicate th e type ofserv ice prov ided an d w h ere th e lin e
trav els.

L in e N um b ers Type ofServ ice
1-99 Trav el in todown town L os A n geles,referen cin g gen eral corridors

con secutiv elyin a coun terclock wise rotation
10 0 s Operate from east towest an d trav el outside ofdown tow n L os A n geles
20 0 s Operate from n orth tosouth an d trav el outside ofdow n tow n L os A n geles
30 0 s M etroL ocal b uses with lim ited stop serv ice
40 0 s A rterial express b us services to/from dow n tow n L os A n geles
50 0 s Freewayexpress b us serv ices outside ofdown tow n L os A n geles
60 0 s Operate local sh uttle b us service
70 0 s M etroRapid b us serv ice
80 0 s Bus b ridges forth e rail n etwork
90 0 s M etroL in erb us serv ice

Veh icle H ead Sign s
− H ead sign s will list th e destin ation in w h ich th e v eh icle is trav elin g towards in on e fram e.

− H ead sign s on Rail an d BRT v eh icles will list th e lin e letterdesign ation in on e fram e.

− Forsh ort-lin e trips,th e lin e n um b eran d destin ation sh ow n will b e th e destin ation ofth at
trip an d n ot ofth e en tire lin e.

− W h en th e lin e is n ot in serv ice,th e sign will read “N ot in Serv ice” an d displayth e route
n um b erperOperation s N otice # 0 9-18.

− N am e ab brev iation s, street exten sion s an d oth er topics will b e dictated b y th e M etro
Sign age G uidelin es.
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EXECUTIVE SUMMARY 

Los Angeles County Metropolitan Transportation Authority (Metro) serves as transportation 
planner and, coordinator, designer, builder and operator for Los Angeles County. More than 
8.610.3 million people live, work, and play within its 1,469-square-mile service area.1 
 
Metro’s Transit Service Policy (TSP) establishes criteria and guidelines to ensure that the transit 
system is developed and managed consistent with policy guidance approved by the Metro 
Board of Directors, including a formal process for evaluating services, service design guidelines, 
and a process for implementing service changes.  
 
In 2018, the Board adopted Metro Vision 2028 as the agency’s strategic plan. The planPlan 
outlines five goals to guide the development of transportation in LA County. These goals will 
help Metro must ensure that: our customers feel safe when riding, that they do so in clean 
equipment, service is reliable and on-time, and our staff provides service in a courteous 
manner.  
 

Goal 1: Provide high-quality mobility options that enable people to spend less time traveling 
 

Goal 2: Deliver outstanding trip experiences for all users of the transportation system 
 

Goal 3: Enhance communities and lives through mobility and access to opportunity 
 

Goal 4: Transform LA County through regional collaboration and national leadership 
 

Goal 5: Provide responsive, accountable, and trustworthy governance within the Metro 
organization 

 
Also in 2018, Metro began the NextGen Bus Study to review and update the Metro bus system 
to ensure it provides a competitive transit service to meet the travel needs of LA County 
residents and visitors. The NextGen Bus Study included a comprehensive look at both Metro 
bus service performance and the overall travel market in LA County to determine where Metro 
bus service could be more useful.. The study included significant input from riders and 
stakeholders to help develop a framework of guiding principles for positioning Metro’s bus 
services to be more competitive in the overall travel market and to serve Equity Focus 
Communities most effectively, where the need for high quality transit is greatest.    
 
In early 2020, the Metro Board approved the release of a draft NextGen Bus Plan for public 
review. Significant public input gathered in the first half of 2020 resulted in a revised draft 
NextGen Bus Plan being released ahead of public hearings, Service Council approvals, and 
Board adoption of this plan in October 2020. Phased implementation of the NextGen Bus Plan 
occurred beginning in December 2020, with additional phases in June and 
September/December-2021. Key elements of the NextGen Bus Plan, including a set of 

 

1 FY19 National Transit Database  Represents all people living in the Census Tracts covered by Metro’s service 
area per the 2020 Census Data. Service area is calculated from taking 0.75 mile buffer around all Metro bus line 
and rail stations.  
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frequency tiers and bus speed and reliability tools, are reflected in this update of the Transit 
Service Policy.   
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Metro’s Transit Service Policy (TSP) establishes criteria and guidelines to ensure that the transit 
system is developed and managed consistent with policy guidance approved by the Metro 
Board of Directors, including a formal process for evaluating services, service design guidelines, 
and a process for implementing service changes.  
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SECTION 1: INTRODUCTION, PURPOSE & BACKGROUND 

Metro first adopted a Transit Service Policy (TSP) in 1986. The TSP is reviewed on at least a 
triannual basis and updated as needed to better reflect agency goals and objectives, major 
initiatives, and changes in local, state, and federal regulations and funding. It is a required 
component of Metro’s Title VI Plan. This document updates the most recent version adopted 
by the Board as part of the NextGen Bus Plan adoption in October 20202. This document sets 
forth the policies, principles, and service guidelines that are used by Metro staff in the design 
or modification of the bus network to better serve customers and make more beneficial use of 
available operating resources. The TSP outlines the service change process that provides the 
quantitative tools to evaluate the system, identifies the process required to seek public input 
on and approvals for major service changes to the system, and ensures the regional transit 
system is adjusted according to the service goals and objectives approved by the Metro Board.  
 
Metro operates a comprehensive bus and rail network that complements Metro RailMetrolink 
regional rail and municipal operator services. across LA County. Determining the most 
appropriate transit service inon a corridor depends on several factors such as level of demand, 
resource availability, site orand corridor characteristics, environmental considerations, and 
community acceptance. The characteristics that determine which type of service is most 
appropriate are summarized in Table 1.1.  
 
Table 1.1  Service Type Determination3 

Service Type Corridor Optimal Characteristics 

Heavy Rail 
(Subway) 

Operate 100% within an exclusive 
right of way. 

- 2,500 boardings per route mile or more 
than 50,000 boardings per day. 
- Ability to construct a fully grade-
separated facility.  

Light Rail Operate in mixed flow traffic or an 
exclusive right of way. 

- 1,000 boardings per route mile or more 
than 25,000 boardings per day. 
- Ability to construct a guideway within or 
adjacent to the corridor. 

Commuter Routes Operate in mixed flow traffic in 
along either an HOV or HOT Lane 
and may operate a segment of 
their route on local streets. 

300 or more boardings during peak-hour 
and in peak direction of travel. 

 

2 boardagendas.metro.net/board-report/2020-0617/  
3Capacity limits adapted from TCRP, Research Results Digest, November 1999—Number 35, Highlight of Large 
Transit Capacity and Quality of Service Manual, Figure 1 Achievable Capacity (Peak direction passengers/hour) 

https://lacmta-my.sharepoint.com/personal/ramosd_metro_net/Documents/Reference/TSP%20-%20Transit%20Service%20Policy/TSP%202022/boardagendas.metro.net/board-report/2020-0617/
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BRT and Rapid  Operated using 40’, 45’ or 60’ 
buses.  
- Metro G Line (Orange) (BRT) 
operates on a fixed guideway.  
- Metro Rapid and Hybrid Lines 
operate in exclusive bus lanes or 
mixed flow traffic on local streets 
with signal priority.  

- 300 or more boardings during peak-
hour and in peak direction of travel. 
- Daily average of more than 500 
boardings per route mile or more than 
10,000 daily boardings. 
- Ability to implement operating speed 
improvements in the corridor. 

Core, Convenience, 
Connectivity and 

Community Routes 

Operate in mixed flow traffic on 
local streets by 32’, 40’, 45’, or 60’ 
buses. 

- The median bus route carries about 
4,500 daily boardings. 
- Core and Convenience services are 
expected to carry more than the daily 
median, while Connectivity and 
Community are anticipated to carry less. 

 
Metro Bus  
As of December 2021, Metro currently operates 165119 bus routes, of which 18. Metro’s bus 
operations consist of directly operated and contract operated services: 103 routes are 
contracted out.directly operated by Metro, and 16 routes are operated by contractors. Metro 
serves nearly 14,000over 12,200 bus stops, including station stops on the G Line (Orange) and 
J Line (Silver) BRT systems. On weekdays, Metro operates a fleet of over 2,3001,600 buses. 
Metro’s bus operations consist of both directly operated and contract operated services. during 
peak service hours. Metro operates the largest shareportion of all bus services provided in the 
region. Municipal and Local Return operators provide additional public bus and paratransit 
services in areas of the region where Metro provides limited service or no service at allor no 
service. Metro relies on Access Services for provision of ADA paratransit service in the Metro 
service area. 
 
As developed in the NextGen Bus Study, Metro classifies its bus services into tiers stratified by 
the frequency of service. The tiers are assigned to individual routes in accordance with demand 
and propensity for future growth. Table 1.2 describes the features of each of Metro’s bus service 
types. Tier definitions are:  
 

– Core (Tier 1): weekday all day headways of 7.510 minutes or better 
– Convenience (Tier 2): 7.512 to 1015 minutes  
– Connectivity (Tier 3): 1020 to 1530 minutes  
– Community (Tier 4): 1540 to 30+60 minutes  
– Commuter (Tier 5): Varies by Line 

Table 1.1  Service Type Determination4 

Service Type Corridor Optimal Characteristics 

 

4Capacity limits adapted from TCRP, Research Results Digest, November 1999—Number 35, Highlight of Large 
Transit Capacity and Quality of Service Manual, Figure 1 Achievable Capacity (Peak direction passengers/hour) 
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Heavy Rail 
(Subway) 

Operate 100% within an exclusive 
right of way. 

− 2,500 boardings per route mile or 
more than 50,000 boardings per 
day. 

− Ability to construct a fully grade-
separated facility.  

Light Rail Operate in mixed flow traffic, semi-
exclusive or a fully- exclusive right of 
way. 

− 1,000 boardings per route mile or 
more than 25,000 boardings per 
day. 

− Ability to construct a guideway 
within or adjacent to the corridor. 

Commuter Routes  
(Tier 5) 

Operate in mixed-flow traffic in 
either a High Occupancy Vehicle 
(HOV) or High Occupancy Toll 
(HOT) Lane. May operate segments 
of the route on local streets. 
Operated using 40’, 45’, or 60’ 
buses. 

− 300 or more boardings during 
peak-hour and in peak direction of 
travel. 

Metro Liner and  
Metro Rapid  

Operated using 40’, 45’ or 60’ buses.  
− Metro G Line BRT and J Line 

(Metro Liner) operate entirely or 
partially on a fixed guideway 
dedicated to transit buses.  

− Metro Rapid Lines operate in 
exclusive peak period or all day 
bus lanes or mixed flow traffic on 
local streets with signal priority.  

− 300 or more boardings during 
peak-hour and in peak direction of 
travel. 

− Daily average of more than 500 
boardings per route mile or more 
than 10,000 daily boardings. 

− Ability to implement operating 
speed improvements in the 
corridor. 

Core (Tier 1), 
Convenience (Tier 2),  
Connectivity (Tier 3), 

and  
Community (Tier 4) 

Local Routes 

Operate in mixed flow traffic on local 
streets by 32’, 40’, 45’, or 60’ buses.  
− Core lines to be supported by 

exclusive peak period or all day 
bus lanes and signal priority on 
existing and former Metro Rapid 
corridors.  

− Lines are also defined in terms of 
the frequency of service offered, 
with Core lines being the most 
frequent and Community lines 
having a minimum frequency of 
at least hourly, with all tiers 
intended to run all days of the 
week. 

− The median bus route carries 
about 4,500 average weekday 
boardings (pre-COVID, 2019). 

− Core and Convenience services are 
expected to carry more than the 
daily median, while Connectivity 
and Community are anticipated to 
carry less. 

These frequency tiers are especially important to ensure high frequency service is provided on 
key corridors serving Equity Focus Communities5 where the need for high-quality transit is 
greatest. 

 

5 In 2018, Metro’s Board adopted the Equity Platform, a framework that guides how the agency works to address 
 

https://www.dropbox.com/s/uvijroidnsqbvkx/equity-platform-overview.pdf?dl=0
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Table 1.2  Metro Bus Service Types and Features 

 Bus Service Type 

Feature BRT and Liner  Rapid 
Commuter  

(Tier 5)  

Core,  (Tier 1), 
Convenience, (Tier 2), 
Connectivity, (Tier 3), 
Community (Tier 4)  
Local Bus Services 

Right of Way 
DedicatedSegrega

ted right-of-way 

Major arterials; 
peak hour or all-

day bus lanes 

Major arterials and 
freeways. 

Major arterials and local 
streets; peak hour or all-day 

bus lanes for Core Tier 1 
lines, with bus bulbs as 

alternative to bus lanes for 
Tier 1 and 2 lines 

MinimumTarge
t Average Stop 

Spacing 
1.25 miles 0.75 mile 1.25 miles 0.2 - 0.3025 mile 

Target Travel 
Market 

Inter-community, 
regional 

Inter-community 
Inter-community, 

regional 
Inter-community, 

neighborhood 

Vehicle Type 
40/45/60-foot 

buses 
40/45/60-foot 

buses 
40/45/60-foot 

busbuses 
32/40/45/60-foot buses 

Communities 
Served 

Multiple Multiple Multiple Multiple 

Signal Priority Yes Yes No 
Yes for Core and 

Convenience (Tiers 1 and 
2)  

Fare Collection 

On board J Line 
(Silver) 

/Off-board pre-
pay G Line 
(Orange) 

On Boardboard On Boardboard 

On BoardOn board, with 
all-door boarding a goal for 
Core and Convenience (Tier 

1 and 2)  

Passenger 
Amenities 

Shelters and 
stations 

Shelters and 
stations 

Shelters and 
stations 

Benches and shelters 

Real-time 
Passenger Info 

Yes Yes Yes 
At some stops and via 

smart phone applications 
 
Note: Proposed stop spacing standards provide for the average stop spacing in miles by type 
of service and spacing should fall within 0.1 mile of the specified average at least 90% of the 
time.  
 

 

inequities and create more equitable access to opportunity. In 2019, under the Equity Platform, the Board 
adopted a community designation called Equity Focus Communities (EFCs) to help identify where transportation 
needs are greatest. The definition of EFCs, as of 2022, consists of areas where there are higher concentrations of 
resident and household demographics associated with mobility barriers (low-income households earning less 
than $60,000 per year; Black, Indigenous, or People of Color (BIPOC) populations; and households that do not 
have a car).  

https://www.dropbox.com/s/uvijroidnsqbvkx/equity-platform-overview.pdf?dl=0
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Metro Bus RapidLiner Transit (BRT) 
To support BRT, Metro incorporates a series of design features to reduce delays, increase 
reliability and improve customer comfort. Metro operates two high-capacity vehicle types: 45-
foot buses with 46 seats and articulated 60-foot buses with 57 seats. Ideally, high-capacity 
vehicles should primarily be operated on high-volume trunk service routes with more than 
10,000 total daily boardings. Metro BRT services operate on an exclusive right-of-way, major 
arterials, or in HOV/HOT lanes.  
 
Metro operates two such routes: the Metro Liner transit provides regional, high-speed line haul 
service in high-volume corridors. These lines are designed to operate like rail service, complete 
with separated right-of-way, wide stop spacing, bus stations, pre-paid and/or all door boarding, 
real time customer information, and transit signal priority. Currently, Metro operates two Metro 
Liner services:  
 

– G Line (Orange) which operates on its own semi-exclusive right-of-way, and the meets the 
Federal Transit Administration (FTA) definition of Bus Rapid Transit (BRT) 

 

– J Line (Silver) which operates on the I-10 and I-110 ExpressLanes (freeway toll lanes) as 
well as surface streets through downtown. These are considered Tier 1 services. BRT 
services charge a premium fare Los Angeles, so it does not fully meet the FTA definition 
of BRT. J Line charges a premium fare (coordinated with Foothill Transit service fares on 
same corridor) since it operates on the freeway.  

 
– Dedicated Bus Lanes: A bus lane is an exclusive lane used by transit on urban streets 

along a roadway through widening or dedication of one or more existing general traffic or 
parking lanes for transit use. These lanes can be designated for transit use during peak 
periods only or all day. Bus lanes typically allow use by general traffic for right turn 
movements, bicycles, parking, and local access to and from driveway, and are most 
effective in those areas where there are very high bus or customer volumes and where 
operational efficiencies can be achieved. Bus lanes should be a minimum of 17 feet wide. 
This right of way provides fewer traffic conflicts and obstructions and reduces delays and 
travel time. Metro is currently studying the feasibility of adding bus lanes on several major 
corridors to further improve travel times. 

 

– High-Capacity Vehicles: State-of-the-art high-capacity vehicles are used to meet high 
demand and provide greater customer comfort. 

 

Attributes supporting the Metro Liner services and other Metro bus services as part of the 
NextGen Bus Speed and Reliability focus are: 
 

– Separated Bus Lanes: There are three types of segregated bus lanes that Metro Liner 
service can use: 
 

• Fully segregated transit bus right-of-way: segregated bus lanes reserved exclusively for 
transit service on a full-time basis such as the right-of-way built for the G Line (Orange) 
or the I-10 transitway for the J Line (Silver) other transit services. These lanes can either 
be spaced apart from streets and freeways or be physically separated with either 
physical barriers or painted lines.  
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• Exclusive bus lanes operating on existing arterial roads and local streets on a part-time 
basis (e.g. peak period weekday, daytime weekday, etc.). These lanes are also being 
implemented to support the NextGen Core (Tier 1) Local bus lines and Metro Rapid 
lines.  

• HOV travel lanes reserved not only for transit but also for high occupancy vehicles and 
sometimes vehicles paying a toll. Separation is achieved with either physical barriers 
or painted lines. J Line (Silver) and Metro Commuter (Tier 5) services use this third 
type of lane on parts of the I-10 and I-110 freeways. 

 

 
          Figure 1.1 Bus bulb  

Bus Bulb Outs: On NextGen Core (Tier 1) and Convenience (Tier 2) corridors where dedicated 
bus lanes are unable to be accommodated due to the need to maintain traffic and parking 
capacity, or where the frequency of service (less than 7.5 minute headway) does not warrant 
dedicated lanes, bus bulb-outs can support transit service by minimizing stop delay. Bulb-
outs are extensions of the bus zone, typically across the first parking lane, that enable  buses 
to serve the bus stop from the second traffic lane. This reduces delays for buses merging in 
and out of traffic and creates additional space for transit stop amenities. Figure 1.1 provides 
an illustratration.6 
 

– Transit-Signal Priority: An operationalThis key NextGen Bus Speed and Reliability strategy 
that facilitates the movements of in-service transit vehicles through signalized 
intersections to improve transit performance by extending the green phase or shortening 
the red phase of traffic signals.(advancing the green phase) of traffic signals when a transit 
bus is detected at an intersection. This technology already exists on former and existing 
Metro Rapid corridors in City of LA, selected other cities, and LA County unincorporated 
areas, or is being added to NextGen Core (Tier 1) and Convenience (Tier 2) routes. Metro 
is working with LADOT to adapt LADOT’s existing Transit Signal Priority system to better 

 

6 Illustration from National Association of City Transportation Officials Urban Design Guide: 
nacto.org/publication/urban-street-design-guide/street-design-elements/curb-extensions/bus-bulbs/  

https://nacto.org/publication/urban-street-design-guide/street-design-elements/curb-extensions/bus-bulbs/
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serve Metro’s NextGen service model. The work underway will adapt LADOT’s system to 
provide signal priority to all Metro buses. Certain constraints of the old system such as 
only serving buses that arrived late and requiring individual buses to be associated with a 
single corridor will also be removed. This project will provide improved signal priority 
operation for all Metro buses operating on equipped corridors. Work on this project is 
anticipated to be complete by fall 2022.  

 

– Bus StationsHeadway-Based Service Management: Operating the most frequent and 
Sheltershighest usage bus lines on a system based on managing headways (or intervals) 
between trips rather than operating based on timepoints to regulate service offers the 
chance to keep service moving while minimizing wait times and travel times for riders. 
This approach will be piloted as part of the NextGen Bus Speed and Reliability initiatives 
using a mix of staff- and technology-based line management techniques. 

 

– Bus Transit Centers and Stop Amenities: Stations and shelters provide customers with 
enhanced comfort and safety. As part of the NextGen Bus Plan, Metro will continue to 
work with municipalities to maximize the number of bus stops with seating and shelter, 
as this function is led by municipalities. An emphasis will be made on allocating many of 
these amenities to Equity Focus Communities where the need for high quality transit is 
greatest.   

 

– Streetscape: Streetscape and other design features such as landscaping, pedestrian 
count-downcountdown signals, bicycle racks, and well-designed crosswalks make it easier 
for pedestrians and bicyclists to access the stations. 

 

– Improved Fare Collection Amenities: For convenience and faster service and convenience, 
major stations have ticket vending machines (TVMs) which allow customer scustomers 
to preload their TAP cards. For the G Line (Orange), all fare collection is completed at the 
stations and the fleet does not have on-board fare boxes. The J Line (Silver) has TAP 
validators at both the front and back doors to facilitate all-door boarding to speed up 
boarding and reduce rider travel times. Metro Rapid Lines 720 (Wilshire) and 754 
(Vermont) operate on two of Metro’s busiest bus service corridors and have also piloted 
this option. All-door boarding will be extended to all Core (Tier 1) and Convenience (Tier 
2) lines by mid-decade to help reduce travel times for most riders.  

 

– Park & Ride Facilities: Provided in close proximity to major stops and stations. Adjacent 
development and joint use parking are encouraged. 

 

– Advanced Transportation Management Systems: ATMS provide an array of technologies 
to improve service reliability and customer travelexperience including on-board stop 
announcements. 

 
Articulated Buses 
The G Line (Orange) operates with a dedicated fleet of 60’ higher capacity articulated buses. 
The advantage of theirthe deployment of articulated buses is the opportunity to reduce vehicle 
requirements and service hours while maintaining high ridership capacity; however, 
deployment should not increase service intervals to the point where service quality is degraded. 
For this reason, bus lines with a peak headway of five minutes or lessbetter are ideal candidates 
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for this type of vehiclebus. In evaluating services for higher capacity vehiclesarticulated buses, 
other factors must be considered including facility compatibility, street design, and potential 
impactsoperational factors such as buses that operate on a mix of lines during their operating 
day. The deployment of articulated buses must also be coordinated with the efforts to services 
where schedules have been interlined.convert the Metro fleet to fully zero-emission buses.  
 
Metro Rail 
As of May 2022, Metro operates two heavy rail and four light rail lines serving a total of 96 
stations across approximately 101 route miles, with a fleet of  406102 heavy rail and 293 light 
rail cars. 
 
 Metro Rail operates in heavily congested, high-demand travel corridors and provides 
connections to key multi-modal transportation hubs. Metro operates two types of rail service 
to better match the transit mode with specific customer demand and needs. Metro Railheavy 
rail is high-capacity, two line rapid transit serviceservices operating along a dedicated subway 
right-of-way, serving full-scale transit stations, and powered by electricity. in some of the most 
densely populated areas of LA County. Metro’s existing light rail system consists of four lines 
with segments of mixed flow, street running, or grade separated right of way, with full-scale 
transit stations. The rail system supportsis a critical public transportation asset in the greater 
Los Angeles region, linking many key multi-modal transportation centers and destinations 
together. 
 
Rail service operates in high-demand travel corridors and is offered in two forms – heavy rail 
and light rail. Metro’s heavy rail is the subway system served by the B and D Lines (Red, Purple) 
powered by a third rail. and operated with 4- or 6-car train sets. Metro’s four light rail lines – A 
(Blue), C (Green), E Line (Expo), and L Line (Gold) and E (Expo) – are powered by overhead 
catenary wires, generally use shorter trains2- or 3-car train sets, and operate at slower speeds 
than heavy rail. Unlike heavy rail, light rail lines run along a right-of-way ranging from complete 
grade separation to at-grade in mixed flow traffic.  
 
Transit Service Policy (TSP) 
The TSP was originally adopted in 1986 and is reviewed on an annual basis. This document sets 
forth the policies, principles, and service guidelines that are used by Metro staff in the design 
or modification of the bus network to better serve customers and make more beneficial use of 
available operating resources. This document outlines the service change process that provides 
the quantitative tools to evaluate the system, identifies opportunities for service improvements, 
and ensures the regional transit system is adjusted according to the service goals and objectives 
approved by the Metro Board. 
 
The TSP is updated as needed to better reflect agency goals and objectives, major initiatives, 
and changes in local, state, and federal regulations and funding.  
 
This document updates the most recent version adopted by the Board in FY2016.  
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The first segment of the new 8.5 mile, 8-station Crenshaw/LAX K Line is expected to open in 
late 2022. A ninth new station, the Airport Metro Connector (AMC) Station, should open by the 
end of 2024. The new 1.9 mile Regional Connector light rail alignment through downtown LA 
will also open around the same time as the K Line, which will see the L Line (Gold) rail line 
realigned into the A Line (Blue) and E Line (Expo) services, creating direct links from Long 
Beach to Azusa (A Line) and Santa Monica to East LA (E Line). This alignment includes two 
new stations and one replacement station. 
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SECTION 2: DESIGNING A WORLD CLASS BUS SYSTEM 

InAs outlined in the Executive Summary, in 2018, the Board adopted Metro Vision 2028 as the 
agency’s strategic plan. The planPlan outlines five goals to guide the development of 
transportation in LA County. The NextGen Bus Study was also initiated in 2018 to reimagine 
the Metro bus network to be more relevant, reflective of, and attractive to the diverse customer 
needs within Los Angeles County. The NextGen addressesBus Plan and Study were completed 
to address Goal #1: Provide high quality mobility options that enable people to spend less time 
traveling. The study also encompassesencompassed two sub-goals: 1) Target infrastructure 
and service investments towards those with the greatest mobility needs; and 2) Invest in a world 
class bus system that is reliable, convenient, safe, and attractive to more users for more trips. 
 
In addition to the Vision 2028 strategic plan, the Board adopted Motion 38.1 (June 2018), 
endorsing travel speed, service frequency, and system reliability as the highest priority service 
design objectives for the NextGen Bus Study. Finally, regardless of the level of resources 
expended on the bus network, optimizing system performance should always be an objective 
in network design to maximize benefit to the public from available resources. 
 
These goals and objectives drivedrove the development of the NextGen ServiceBus Plan, 
including guiding principles for routing, stop spacing, frequency, span of service, and 
coordination with municipal operators. In addition, a A set of performance measures have 
beenare defined below to ensure the bus network continues to evolve consistent with the goals 
and objectives defined by the Board. 
 
intent of NextGen Serviceto create a competitive bus service for LA County.  
 
NextGen Bus Plan 
Metro Vision 2028 envisions building a World Class Transportation System in which a World 
Class Bus System is a cornerstone to its success. Building a World Class Bus System requires 
improving the attractiveness and competitiveness of the bus network. Attractiveness includes 
addressing issues such as safety and security, cleanliness, comfort, real -time arrival 
information, easy fare payment, wayfinding and signage, and first/last mile access. 
Competitiveness requires developing a bus network that minimizes the overall travel time to 
complete a trip compared to the driving alternative. This travel time considers directness of 
route, access to and from the bus stop, waiting time, and onboard travel time.  
 
As mentioned in the Executive Summary, NextGen’s primary purpose iswas to improve the 
competitiveness of the bus network. However, through this process, improvements to certain 
aspects of attractiveness can also be achieved. The following outlines athe strategy for howof 
the NextGen will setBus Plan’s design as the foundation for building a fast, frequent, and 
reliable World Class Bus System. 
 
Step 1: Reconnect Scenario: Metro currently provides roughly 7 million revenue service hours 
(RSH) of bus service per year. The first step in creating a World Class Bus System is to redesign 
the routes and schedules to attract trips where and when there is the greatest market potential. 
The lessons learned in Phase 1 of the bus study presentpresented a path forward for reinventing 
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the bus network through restructuring the bus lines consistent with service usage and travel 
patterns using the following guiding principles identified in the NextGen Bus Study: 
 

– 85% of LA County residents have used transit at least once in the past year, THERFORE, 
we should attemptthe NextGen Bus Plan attempts to maintain coverage throughout the 
County by minimizing discontinued segments. 

 

– Fast/Frequentfrequent/reliable service is key; THEREFORE, we needthe NextGen Bus 
Plan is designed to create a competitive transit network that reduces overall travel time by 
optimizing all components of the trip, including walking, waiting, and riding. 

 

– Metro’s currentpre-NextGen bus system iswas not always competitive to get people where 
they want to go, THEREFORE routing should beNextGen Bus Plan has adjusted routing 
to reflect the key origins and destinations identified in the cell phone location data. and 
ridership patterns.  

 

– The greatest opportunity to grow ridership is between midday & evening when many trips 
are short distance, THEREFORE service levels should beunder the NextGen Bus Plan have 
been improved for off-peak periods, especially midday, evenings weekday and weekends, 
with more improvements planned, especially for evenings. New overnight Owl services 
have been added or are planned. 

 

– Need to integrate Metro’s Equity Framework into the planning process, THEREFORE 
the NextGen Bus Plan service improvements should be prioritized for prioritize equity-
focusedfocus areas where the need for high-quality transit service is greatest. 

 
These lessons learned to “reconnect” routes and schedules with where and when people travel 
today were incorporated into the Plan’s Service Design Guidelines outlined in Section 3 to 
develop the NextGen “reconnect” routes and schedules with where and when people travel 
today as the NextGen Bus Plan Reconnect service plan.scenario implemented across the 
December 2020, June 2021, and September/December 2021 service change cycles. Reconnect 
iswas estimated to increase ridership by 5% with no additional increase in revenue service 
hours. It will also help Metro recover from the impacts of the COVID-19 pandemic on ridership. 
 
Step 2: Transit First Scenario: Once theBuilding upon the Reconnect scenario of NextGen Bus 
Plan that provides a bus network is reestablished to reflectthat better reflects the travel patterns 
of today, the next step in building a World Class Bus System is to: 1) invest in speed and 
reliability infrastructure, 2) create safe and comfortable waiting environments, 3) improve the 
boarding and riding experience, and 4) establish facilities to optimize layovers. These capital 
improvements create a more competitive and attractive bus network while saving resources to 
be reinvested into more frequent service.  
 

– Speed and Reliability Improvements – As bus system speeds continuehave continued to 
decline over the last decade, Metro musthas had to allocate an additional $10 million 
cumulatively every yearon an annual basis to provide the same amount of service. Not 
only does this reduce the opportunity to increase service, it degrades ourthe 
competitiveness and attractiveness of bus service and is not sustainable. Therefore, 
investing to improve the speed and reliability of the bus system is critical to the success 
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of NextGen. Some improvements can be implemented within METRO’sMetro’s control, 
such as optimizing stop spacing, implementing all -door boarding, and piloting headway-
based service management. However, other improvements can only be implemented 
through collaboration with local jurisdictions, includingsuch as transit priorities,signal 
priority system upgrades and expansion, new bus bulb -outs, and bus -only or bus priority 
lanes. Under the NextGen Transit First scenario, $750 million ina major 5-year program 
of capital improvements are proposedwas approved to support speed and reliability 
improvements for the regional bus network. This investment is anticipated to save 25%-
34% in system speed if fully implemented. - 34% in system speed if fully implemented, 
and to allow for more frequent service to be delivered without adding additional operating 
costs. New bus lanes have already been rolled out in 2020 and 2021 on 5th and 6th Sts, 
Grand Av, Olive St, and Aliso St in downtown LA, and on Alvarado St between 7th St and 
the 101 freeway. These are just the beginning of a program to add over 80 miles of 
dedicated bus lanes through partnerships with City of LA and other municipalities.  

 

– Customer Wait Environment – Through the significant public outreach conducted in 
Phase 1 of the NextGen Bus Study, as well as other Metro effortsinitiatives such as the 
How Women Travel Study7, we learned that an uncomfortable and unsecured wait 
environment is a significant barrier for customers in using the bus network. This is 
particularly concerning for women who account for over half of our customers and often 
travel with young children. Metro completed the TransferMetro Transfers Design 
GuidelineGuide in March 20188. Under the Transit First scenario, we planthe NextGen 
Bus Plan is intended to begin implementing the recommendations from this policy 
document at our busiest wait and transfer locations. This investment is anticipated to cost 
$150 million and address several of the safety and comfort issues identified inthrough the 
NextGen outreach and the How Women Travel Study. Implementation will be completed 
in partnership with local authorities responsible for the provision of bus stop amenities 
throughout the Metro transit network.  

 

– Boarding and Riding Experience – Metro has implemented All Door Boarding on several 
lines, including all-door boarding on the G Line (Orange), J Line (Silver), Lineand Rapid 
Lines 720 (Wilshire),) and Line 754 (Vermont). Experience on the J Line (Silver) showed 
that dwell times were reduced by up to 15% on average, on -time performance improved, 
and cash payment declined with more TAP penetration, and significant customer and 
operator satisfaction.. Surveys confirmed that both customers and operators were 
significantly satisfied with the implementation of all-door boarding. In early 2022, the 
Metro Board approved the purchase of rear door validators and other equipment to allow 
for implementation of all-door boarding across the higher frequency Core and 
Convenience (Tiers 1 and 2) local bus lines. Other strategies to improve the boarding and 
on boardriding experience include level boarding at key stops and have focused on 
improved on boardreal-time information. These improvements are estimated at $100 
million systemwide.  accuracy. 

 

7 libraryarchives.metro.net/DB_Attachments/2019-
0294/UnderstandingHowWomenTravel_FullReport_FINAL.pdf 
8 dropbox.com/s/iv6ruaxdw5g945b/Metro_Transfers_Design_Guide_2018-0312.pdf?dl=0 

https://lacmta-my.sharepoint.com/personal/ramosd_metro_net/Documents/Reference/TSP%20-%20Transit%20Service%20Policy/TSP%202022/libraryarchives.metro.net/DB_Attachments/2019-0294/UnderstandingHowWomenTravel_FullReport_FINAL.pdf
https://lacmta-my.sharepoint.com/personal/ramosd_metro_net/Documents/Reference/TSP%20-%20Transit%20Service%20Policy/TSP%202022/libraryarchives.metro.net/DB_Attachments/2019-0294/UnderstandingHowWomenTravel_FullReport_FINAL.pdf
https://lacmta-my.sharepoint.com/personal/ramosd_metro_net/Documents/Reference/TSP%20-%20Transit%20Service%20Policy/TSP%202022/dropbox.com/s/iv6ruaxdw5g945b/Metro_Transfers_Design_Guide_2018-0312.pdf?dl=0
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– Layover Optimization – Due to limited curb space, many routes are extended purely to 
access a suitable layover location. These unnecessary route extensions are not required 
for riders and cost several million dollars in operating costcosts per year with little to no 
benefit to the customer.. By investing in off -street layover terminals to optimize layover 
locations, weMetro can reallocate wasted resources and reallocate it to more productive 
useuses. In addition, these locations wouldcan provide facilities for better regional 
mobility coordination, a better wait and rest environmentenvironments for customers and 
operators, improveimproved bus service reliability, and opportunities for new en -route 
Zero EmissionsEmission Bus (ZEB) charging infrastructure.  

 
This estimated $1 billion capital program, planned for implementation over a five-year period, 
is expected to achieve resource savings by generating more revenue service miles/trips 
withinwith the same number of revenue service hours. These savings would be reinvested into 
Transit First service improvements, including: 
 

– EnsureEnsuring that all bus lines operate seven days per week; 
 

– Ensure no wider than 30 minute headways on any line between 6:00 am and 7:00 pm; 
 

– Expand owl (overnight) service on an additional eight lines; 
 

– IncreaseIncreased weekday midday and evening service levels; 
 

– Increase weekday eveningIncreased weekend service levels. and; 
 

– Expanded owl (overnight) service. 
 
Investing “one time” capital dollars into transit supportive infrastructure wouldwill increase the 
attractiveness and competitiveness of the bus network, while freeing resources to reinvest into 
service enhancements. Under the Transit First scenario, these benefits are expected to generate 
a 15-20% increase in ridership (10-15% over and above what Reconnect can achieve) without 
additional increases in revenue service hours. 
 
Step 3: Future Funding Scenario: Should future funding be secured through efforts such as de-
congestion pricing, additional resources can be added to the NextGen Transit First network. 
However, without disincentives for driving, there will be diminishing returns on benefits since 
most customers would already have been served within the Transit First Scenario. Therefore, a 
34% increase in revenue service hours to provide even more frequent service, as planned under 
a Future Funding Scenario, would only be expected to yield a 10% increase in ridership over 
Transit First.  
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SECTION 3: SERVICE DESIGN GUIDELINES 

Key Principles of Network Design 
 

Three key elements arewere taken into consideration during the Network Development 
ProcessNextGen Bus Study and NextGen Bus Plan to identify when and where transit can be 
competitive and successful. 
 

– Transit Propensity – Areas where the propensity to use transit is the greatest embody three 
main characteristics. First: first, there is a significantly large population of transit market 
segments, including people who rely on transit (especially those identified in Metro’s 
Equity Focus Communities) for most of their travel, such as commuters and, students 
who use transit for work and school trips, and discretionary customers who choose transit 
for some or all their trips. Second,The second characteristic is the intensity of travel 
demand to and from areas based on population and employment densities, retail and 
entertainment, colleges and universities, and other trip generators. AThird, a pedestrian -
oriented street environment is also critical, includingthat includes safe and well lighted 
pathways, sidewalks and curb-cuts, grid street network, and level topography is critical.  

 

– Existing Service Performance – It is important to identify the most productive segments 
of the existing bus network which articulatesarticulate current transit demand. These 
corridors and routes should behave been optimized through the network development 
processNextGen Bus Plan, and lessons learned shouldwill be applied to other areas with 
similar demand and service characteristics.  

 

– Service Environment -– A transit-oriented service environment is also critical to the 
success of transit, includingnot just to facilitate fast, frequent, and reliable transit 
operations, but also to support to the ability of transit to thrive as a viable option. The 
importance of environmental elements such as pedestrian orientation of the streets and, 
land use, barriers to other modes such as limited and costly parking supply, and transit 
supportive infrastructure includingsuch as bus -only lanes and other transit priorities. 
prioritization design are critical. The NextGen Bus Speed and Reliability program is 
working to address this key element. 

 
Once these key elements are taken into consideration in the Network Development 
ProcessNextGen Bus Plan’s focus on fast, frequent, and reliable service, this transit 
orientation can then be translated into design considerations, including elements explained in 
the following sub-sections. 
 
3.1 Service Design Concepts 
 

Service design concepts, were developed as part of the NextGen Bus Study, are guidelines 
established  and incorporated into the NextGen Bus Plan  based on the feedback received 
through the study’s stakeholder and public outreach sessions and established as guidelines. 
Network characteristics most important to the public include: 
 

– Faster service 
– Frequent service throughout the day 

– More reliable service 
– Better network connectivity 
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– Accessibility to key destinations – Improved security 
 
Based on these service themes, the following service design concepts will guidewere 
incorporated into the design of the NextGen Bus Plan implemented to deliver an improved 
Metro bus network: 
 
Hybrid Local/Rapid Stop Spacing – Currently Past practice was that stop spacing iswas 
determined by route classification. For example, localLocal lines arewere planned with ¼ mile 
stop spacing while Rapid lines havehad ¾ to 1 mile stop spacing. As a result, customers 
travelling on localLocal lines go slower between communitiestravelled more slowly but havehad 
closer access to origins and destinations. Conversely, Rapid customers traveltravelled faster 
along a corridor, but may behave been picked up or dropped off much further from their origin 
or destination. In addition, resources arewere split between the localLocal and Rapid lines 
resulting in wider headways less frequency for each service. Therefore,Thus overall end -to -end 
travel time including walking/rolling to the stop/from stops, waiting for the bus, and finally the 
in-vehicle run time may result in longer overall travel times on the Rapid, especially for shorter 
distance trips. 
 
Consolidating localLocal and Rapid resources along a corridor will provide much better 
headways,18 major transit corridors was implemented in 2020/2021 as part of the initial roll 
out of the NextGen Bus Plan. The single hybrid service retained on these key corridors provides 
more frequent service at all stops and customizing, when matched with optimized ¼ mile 
average stop spacing along the corridor based on changing land use densities along a 
corridoradopted as part of NextGen Bus Plan and new bus lanes, results in shorter wait times, 
faster on -board travel times compared to the localprevious Local service, and shorter walk/roll 
compared to Rapid service. In addition, this standardizes the service frequency along the entire 
corridor, vs as compared to providing inconsistent frequencies between localLocal and Rapid 
services that have different speeds. Stop spacing can be adjusted to reflect local conditions with 
the needs of key destinations such as schools, medical centers, and senior centers being taken 
into account while balancing the impact each stop has not just for those that use the stop, but 
for those on board that are delayed by buses stopping.  
 
Shorter Route Lengths and Subarea Transit Hubs – The Location-based cell phone location 
based data indicates that almost half of all traveltrips made in Los Angeles County are within 1 
to 5 miles. In addition, the origin-destination travel patterns indicate that many people travel 
locally and not necessarily regionally across the region. Creating shorter, core route lengths with 
maximized service frequency and bus speed improvements such as new bus lanes will improve 
schedule reliability. Being able to tie the lines to subarea transit hubs will improve network 
efficiencies and provide a safer and more convenient locationlocations for transfers. 
 
Municipal Operator Coordination – Metro serves as LA County’s regional coordinator of transit 
services. Improved coordination between all operators and modes is vital to establishing an 
integrated regional transit network. Metro operates within a hierarchy of services, in which 
Metrolink provides the region’s commuter rail to serve high volume, longer distance trips. 
Metro Rail, Metro BRTLiner [G Line (Orange) and J Line (Silver)], and Metro Bus servesserve 
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as the backbone of the urban transit network, which is within much of LA County, and are 
augmented by municipal operators. Municipal and local return operators complement the 
system with community and shuttle buses that serve specific neighborhood needs. 
 
RoughlyIt is imperative that Metro bus service be closely coordinated with municipal transit 
service as roughly one -third of transit service in LA County is provided by municipal bus 
operators and Metrolink. Their coverage is especially strong in Santa Monica, Culver City, South 
Bay, Gateway Cities, and eastern San Gabriel Valley. Therefore, it is imperative that Metro bus 
service is closely coordinated with municipal transit service. as well as Santa Clarita and the 
Antelope Valleys. Given that several of the municipal operators are currently undergoing their 
own system redesigns, there is an opportunityare opportunities to work together to develop 
service change ideas between Metro and municipal services to improve overall coordination for 
customers. The NextGen Bus Plan included four transfers of Metro bus service to municipal 
operators, two of which were implemented in 2021 in cases where the line was more 
appropriate as part of the municipal operator’s network. 
 
MicroTransit and Other On-Demand Services – Some areas of the County are difficult to serve 
with fixed -route transit due to terrain, narrow streets, and dispersed lower density destinations. 
In addition, , and relatively low travel activity in some areas are low during certain times of day 
or days of week.. To address this, Metro is currently piloting Mobility on Demand and will be 
implementingconducting a three-year microtransit pilot program for MicroTransit. These , an 
on-demand, van-based rideshare service modes may be more appropriate for areasbranded as 
Metro Micro. The service launched in December 2020 and the final eighth zone was 
implemented in December 2021. The zones are: Watts/Compton, LAX/Inglewood, North 
Hollywood/Burbank, El Monte, Highland Park/Glendale/Eagle Rock, 
Pasadena/Altadena/Sierra Madre, Northwest San Fernando Valley, and times of day 
Westwood/UCLA. The service is designed to provide short trips within a zone where fixed route 
cannot be competitive each rider would have to wait no more than 15 minutes from the time a 
reservation is made to when they are picked up at a designated pickup location. Reservations 
can be made the same day and will be considered for up to a week in advance. Riders can 
reserve rides by calling Metro’s Call Center, through an online reservation system, or via the 
service’s dedicated smart phone application in lieu of. All pickup and drop-off locations are 
located within the zone and must be ADA accessible, but are not limited to bus stops. The pilot 
program will operate for three years, after which Metro will determine whether to make the 
service permanent or not. A number of lower ridership fixed-route services have been 
discontinued within the new Metro Micro zones as part of the NextGen Bus Plan 
implementation, to determine if microtransit can be an effective and efficient replacement for 
Metro fixed route if warrantedbus service in these hard-to serve areas. 
 
Table 3.1 Minimum Rail and NextGen Bus Plan Frequency by Service Type 

Service Type Peak 
Midday 

Weekday 
Weekend Evening 

Heavy Rail 10 12 12 20 

Light Rail 10 12-15 15 20 
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Core Network (Tier 1)  
Metro Liner and Metro Rapid  

5-10 5-10 15 7.5 

Convenience Network (Tier 2) 12-15 12-15 30 10 

Connectivity Network (Tier 3) 20-30 20-30 60 15 

Community Network (Tier 4) 40-60 40-60 60 30 

Commuter Network (Tier 5) varies varies varies varies 

 
Standardize Frequencies by Service Tiers – CurrentlyPrior to the implementation of the 
NextGen Bus Plan, schedules arewere written based on the Board-adopted load standard for 
frequent services (15 min or better) and based on policy service levels for in-frequentlow 
frequency services (widerless than 15 min). To ensure the core network has consistent 
frequencies and span of service, corridors will bethe NextGen Bus Plan categorized transit lines 
into tiers based on transit propensity, current ridership, the nature of the service, and overall 
travel demand. Each tier will behas been assigned a frequency designation (e.g. 10 min peak/12 
min base)range for each time period to ensure that all services within the tier provide consistent 
service levels for ease of transfer alongacross the network. If a , with minimal adjustment from 
year to year. These frequency levels are defined in Table 3.1. A line requires better frequencies 
than the tier designation, it will be set based on the may see frequency improved at a selected 
time of day in response to high demand, consistent with the Board-adopted load standard. 
being met on all trips operating on the line.  
 
Routing to Reflect Current Travel Patterns and Transit Propensity – Currently corridorsCorridors 
are currently being evaluated by segments. Based based on the origin – -destination travel 
patterns identified using the cell phone location -based data as well asand regional TAP data, 
the. The segments will be connected together to create lines. Better aligning that better align 
the routing with travel patterns. This is expected to reduce the number of transfers required to 
make a trip, and to increase the distance travelable and access to opportunities along the 
network within 15 min, 30 min, etca given time frame. While resources will be focused in areas 
with high transit propensity, there will be a concerted effort to maintain service in areas of low 
demand but with the greatest mobility needs. 

 
Transit Supportive Infrastructure – Service design will identify transit supportive infrastructure 
that either improves overall travel time and reliability, or reduces inefficiencies in the network. 
Speed and reliability improvements include bus-only lanes, queue jumpers, bus bulb-outs, 
traffic signal retiming, transit signal priority, all door-boarding, fare payment technology, and 
other technologies and infrastructure that improve the attractiveness and competitiveness of 
transit while reducing revenue hours so that they can be reapplied to provide more frequent 
service. Infrastructure that optimizes terminals and layover locations, reduces out of direction 
movements, and improves transfer movements will reduce non-revenue miles and hours that 
can also be reallocated to more frequent service. 
 
Table 3.12  Service Design Concepts 
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Faster 
service 

Frequent 
service 

throughout 
the day 

More 
reliable 
service 

Better 
network 

connectivity 

Access 
 to key 

destinations 
Improved 
security 

Routing to reflect 
current travel patterns 
and transit propensity 

   X X X 

Standardize 
Frequenciesfrequency 
by Service Tiersservice 
tier 

X X     

Subarea transit hubs    X  X 

Shorter route lengths   X    

Optimize stop 
spacing 

X  X    

Municipal operator 
coordination 

   X X  

MicroTransit and 
other on- demand 

 X   X  

Transit -supportive 
infrastructure 

X  X   X 

 
Transit Supportive Infrastructure – The service design will identify transit supportive 
infrastructure that either improves overall travel time and reliability or reduces inefficiencies in 
the network. Speed and reliability improvements include bus only lanes, queue jumpers, bus 
bulb outs, signal retiming, All Door Boarding, fare payment technology, etc. improves the 
attractiveness and competitiveness of transit while reducing revenue hours that can be 
reapplied to better use. Infrastructure that optimizes terminals and layover locations, reduce 
out of direction movements, and improves transfer movements will reduce non-revenue miles 
and hours that can be reallocated to revenue service. 
 
Table 3.12 illustrates how each service concept will address the various themes expressed by 
the public and stakeholders. 
 
3.2 Service Standards 
 

Service Board-adopted service standards are established to ensure that service levels are 
maintained basedto meet a minimum standard of rider experience. These focus on board 
adopted standards.such items as maximum average loads on trips and on time performance 
and are discussed below.  
 
Headways 
The headway standard provides for the maximum scheduled gap (in minutes) between trips in 
the peak direction of travel at the maximum load point of a line by time of day, and; it should 
not be exceeded for at least 90% of all hourly periods as summarized in Table 3.23. The 
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frequencies below are the minimum service levels versus the target frequencies established 
under NextGen Bus Plan shown in Table 3.1 above.  
 
Table 3.2 Maximum3  Minimum Headway by Service Type 

Service Type Peak (Weekday) Off-Peak (Weekday-Weekend) 

Heavy Rail 10 20 

Light Rail 12 20 

Liner 12 30 

Rapid 20 30 

Core Network (Tier 1) 7.510 7.510-15  

Convenience Network (Tier 2) 1015 1015-30 

Connectivity Network (Tier 3) 1530 1530-60 

Community Network (Tier 4) 3060 3060 

Commuter Network (Tier 5) variesVaries variesVaries 

Micro-Transit varies varies 

 
Passenger Loads  
Passenger loadingload standards have been developed to ensure there is sufficient service 
capacity on Metro Bus and Rail service. The loading standard for bus is based on the maximum 
average ratio of customer scustomers to available seating per vehicle size (i.e. 40-foot, 45-foot, 
and 60-foot buses). The loading standard for rail is based on the maximum average ratio of 
customer scustomers per seat by service type (i.e. Heavy Rail and Light Rail). Current loading 
standards are shown in Table 3.34. 
 

− Bus Passenger Loading Standard expresses the maximum average ratio of customer 
scustomers to vehicle size and frequency by direction for a one-hour period that should 
not be exceeded for at least 95% of all hourly periods. This TSP sets the current loading 
standard for Metro bus to 1.3 as recommended by the 2016 APTA Peer Review Committee. 
Vehicles used for MicroTransit or Mobility-on-Demand will have a load standard of 1.0.  

 

− Rail Passenger Loading Standard expresses the maximum average ratio of customer 
scustomers to seats by service type and by direction for one-hour period by time of day 
and should not be exceeded for at least 95% of all hourly periods. 

 
Table 3.34 Passenger Loading Standards by Vehicle Type 

Service Type 
Seats per 
Vehicle 

Peak Passengers 
per Seat 

Off-Peak 
Passengers per Seat 

Maximum 
Passengers Onboard 

Heavy Rail 5452 2.30 1242.30 120 

Light rail 60-76 1.75 1.75 105-133 

Bus – 40 foot 38 1.30 1.30 49 

Bus – 45 foot 46 1.30 1.30 60 

Bus – 60 foot 57 1.30 1.30 74 

Inserted Cells

Inserted Cells

Inserted Cells
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Van - MicroTransit 10 1.0 1.0 10 

 
Wheelchair Boardings and Pass ups.  
Ideally, in a floating 6-month period, regular operating bus service will average of no more than 
6% in pass-ups of customers who use wheelchairs or other mobility devices. Should the average 
increase to over the 6% threshold of 6%,, Service Planning will adjust service to better serve the 
ridership patterns of the route in such a way so as to minimize pass-ups.  
 
Network Route Spacing 
Network Route Spacing refers to the average distance between two or more parallel bus and/or 
rail lines. It is generally accepted that customers are willing to walk up to 0.25 mile to a bus 
stop. Generally, bus routes operating parallel to each other in an urban area should be spaced 
0.5 mile apart from one another, and bus routes operating parallel to rail should be spaced a 
0.5 mile apart on either side of a rail route. Bus routes operating parallel in a suburban area 
should be spaced no more than one mile apart from each other, and bus routes operating in 
low density or underdeveloped areas should be operated where needed in a cost-effective 
manner. Where possible, alternate delivery methods should be considered. 
 
Bus Stop/Station Spacing 
Stop/Station spacing refers to the average distance between consecutive stops/stations along 
an entire bus/rail route. The standard is expressed as the maximum average stop/station 
spacing in miles by type of service and is not to be exceeded by at least 90% of all routes 
operated. Stop/Stationstation spacing is established based on the goals and guidelines each 
service type is designed to achieve as discussed below. Metro’s maximum average stop/station 
spacing by mode is summarized in Table 3.4.3.  
 

– Heavy/Light Rail Line station spacing is greater than bus stop/station spacing to achieve 
the highesta higher operating speed, recognizing that riders are willing to access such 
service from a greater distance and to ensure this mode is competitive for longer distance 
travel, while ensuring stations serve key activity nodes and transit connection points. Rail 
station location is determined during the design phase. Ideal average rail station spacing 
should be no greater than 1.50 miles.  

 

– BRTMetro Liner and CommuterRapid Bus Routes achieve the highest bus speeds through 
even greater stop spacing than Rapid,Local Core, (Tier 1), Convenience, (Tier 2), 
Connectivity, and (Tier 3), Community routes(Tier 4), and Commuter (Tier 5) lines. To 
ensure these services provide access to major activity centers and transfer points, average 
stop/station spacing should be no greater than 1.25 miles, thoughtthough there may be 
exceptions due to geography or existing facility design. such as freeway HOT or HOV 
lanes. See Table 3.45 for further details.  

 

– Core, Convenience, Connectivity, and Community Bus Routes primarily operate on city 
streets and secondary streets respectively. These route types are designed to provide 
service closer to a customer ’scustomer’s destination and reduce walking times. 
Therefore, average stop spacing should be no greater than 0.25 mile for convenient walk 
access. 
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Decisions regarding bus stop spacing and location call for analysis of ridership density, customer 
service requirements, the such as balancing access to key destinations and impact to on board 
riders, rider and operational safety of customer s, operators, equipment size, the service type 
provided, interaction of stopped buses with general traffic flow., and coordination with other 
curbside space allocations such as parking and driveways. Stops should be closer together in 
major commercial districts and farther apart in outlying areas. In general, bus stop spacing 
should not exceed 0.3 miles for local bus service except in areas where local conditions and/or 
lack of ridership generators may result in a wider gap between stops. Care should be taken to 
avoid low usage stops in areas where the buses are closest to the maximum load on board the 
bus. Special consideration may be given to stops near schools, senior centers, and medical 
centers where there is reasonable ridership (>= 15 boardings or alightings on average per 
weekday).  
 
Table 3.4 Maximum Avg.5 Target Average Stop/Station Spacing 

Service Type Average Stop/Station Spacing (miles) 

Heavy Rail 1.50 

Light Rail 1.50 

BRT 1.25 

Rapid 0.75 

Commuter (Tier 5) 1.25 

Core, (Tier1), Convenience,  (Tier 2),  
Connectivity, (Tier 3), Community (Tier 4) 

0.3025 

 
On-Time Performance 
A key element of high quality transit service, as confirmed in the NextGen Bus Study, is 
reliability. This element is measured firstly in terms of on time performance. Managing this 
metric is intended to provide a high standard of service reliability. On-time performance for 
buses is defined as a range from no more than one minute early to no more than five minutes 
late, which is measured at all timepoints along its route. For rail lines, on-time performance is 
measured based on end terminal arrival. This standard varies between heavy rail and light rail. 
The on-time performance standard is summarized in the Table 3.6. 
 
As part of the NextGen Bus Plan speed and reliability improvements, a pilot of headway-based 
service management will be conducted. This involves the operation of high- frequency bus lines 
without intermediate timepoints along the line. The reliability of this type of service will be based 
on the intervals between buses remaining within a range. More information will be added and 
standards developed for this mode of operation once the pilot has been completed. 
 
Table 3.6 Target Standard for On-Time Performance 

Service Type On-Time Performance 
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Heavy Rail 95% 

Light Rail 90% 

BRT 85% 

Rapid 85% 

Commuter (Tier 5) 85% 

Core (Tier 1), Convenience (Tier 2),  
Connectivity (Tier 3), Community Bus (Tier 4) 

85% 

 
Service Cancellations: 
In recent years, both pre-pandemic and during times of significant impacts from the COVID-19 
pandemic on the Metro operator workforce, cancelled service due to lack of available operators 
has had a significant impact on service reliability. Metro should not enter into service level 
changes unless sufficient operators are available to provide the required extraboard operator as 
required (OAR) ratio of 1.2 for bus and 1.25 for rail at each operating division. Cancelled service 
should ideally be zero each day in support of the best customer experience. As of March 2022, 
a target of 2% or less cancelled service has been set as part of service restoration preconditions.  
 
3.2 Bus/Rail Interface Planning 
 

As the Metro Rail system expands, adjustments are made to the surrounding bus system 
towithin a half mile of each station is assessed for adjustments that would improve access to 
rail stations, take advantage of new transfer facilities, and reduce bus and rail service 
duplication. The following guidelines provide direction tofor routing and scheduling changes 
that will be necessary as the Metro Rail system is expanded: 
 
Discontinuation of Parallel Limited and Express Service 
Competing Community and Commuter (Tiers 4 and 5) bus services that parallel the rail corridor 
will be discontinued whenwhere duplication exists. Revenue services should be reinvested to 
improve service on lines that feed the new rail service where possible. 
 
Bus Route Deviation 
Bus routes that run parallel to a rail line may be diverted to a station when:  
 

– Walk time from the nearest station is greater than 3 minutes; 
 

– Diversion time in one direction is 5 minutes or less;, and; 
 

– Net travel time benefit for connecting customer s exceedscustomers is positive i.e. the 
transfer to rail does not result in overall increased travel for through traveltime. 

 
Intersecting bus lines or ones that travel in a perpendicular direction to a rail line will be diverted 
to serve the closest rail station when:  
 

– Diversion time in one direction is 5 minutes or less 
 

– Net travel time benefit for connections and through travel 
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Extend Terminating Lines 
Bus routes that end within one mile of a rail station will be extended to terminate at the station. 
Routes that terminate at distances greater than one mile may be extended if the rerouting will 
create a valuable link to the rail system consistent with area travel patterns or will result in a 
reduction in travel time for a significant number of customers. 
 
New Bus Routes 
New rail feeder service will be considered as part of the service change process if a need is 
demonstrated based on significant area travel patterns and if funding is available. 
 
Scheduling Rail/Bus Interface 
Bus arrival and departure times should be governed by the rail arrival and departure times when 
predominant movement is from bus to rail. Bus routes with frequencies of 20 minutes or 
greater ending at a rail station should be scheduled to arrive 5 minutes before the rail departure 
time. (plus walk time between the modes). When the predominant movement is from rail to 
bus, terminal buses should be scheduled to depart 5 minutes after the scheduled rail arrival 
time. (plus walk time between the modes). 
 
3.3 Metro Bus Routing Guidelines 
 

An easy-to-understand-and-use transit system relies on simple network and route design. 
Consolidating duplicative services on the same or parallel corridors within a quarter-mile to a 
half-mile distance provides an opportunity to simplify the network for ease of use and, reduce 
unusedunderutilized capacity, and invest those resources into other areas of the network. This 
concept requires better coordination of schedules and transfer points and will result in an 
easier-to-use and more convenient system while reducing wait time and overall travel time.  
 
Metro’s directly -operated service primarily operates three types of buses: a standard 40-foot 
bus, a 45-foot bus, and a 60-foot “articulated” bus. To ensure that buses can adequately 
navigate route alignments and serve bus stops, Metro established the following standards: 
 

– Transit Centers /Bus Terminals 

• Layover zones should be designed to accommodate various sizes of buses. 

• Layover zones should utilize sawtooth bay configurations where possible to ensure 
curb space is more efficiently and reliably utilized, and accommodating 60’ buses 
where needed. 

• Re-striping of layover zones should be completed as needed based on the needs of 
the service and bus sizes scheduled. 

• Routes should be scheduled so that the amount of layover space needed is available. 
Layover zones should be placed as close as possible to the route terminal. Where not 
accommodated by the design, the added operating cost to serve the location will be 
computed and made part of the decision-making process for bus/rail interface. 
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– Minimum turning radius clearance required for each type size bus movement 

• 50 feet for 40-foot buses (Figure 3.1) 

• 47.5 feet for 45-foot buses (Figure 3.3) 

• 44 feet for 60-foot articulated buses (Figure 3.2) 
 

 
              Figure 3.1 40-foot bus turning radius 
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                Figure 3.2 45-foot bus turning radius 
 

 
                Figure 3.3 Articulated 60-foot bus turning radius  
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– Desired street lane widths for bus operations should be 12 feet or more. 
 

– Optimal Bus Stop Curb Lengths and Zone - 40-foot buses should at minimum: 
40-foot buses should at minimum: 
• Far-side – 90 feet 

• Near-side – 100 feet 

• Mid-block –150 feet 
 

For two 40-foot buses servicing a stop simultaneously, add 50 feet. Additional bus stop 
curb length may be needed for 45-foot buses. 
 

– 60-foot bus should at a minimum: 

• Far-side and mid-block – 120 feet 

• Near-side – 170 feet 
 

For two 60-foot buses servicing a stop simultaneously, add 70 feet. 
 

 
                               Figure 3.1 40-foot bus turning radius 
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        Figure 3.2 45-foot bus turning radius 
 

 
        Figure 3.3 Articulated 60-foot bus turning radius  
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– Bus Layover Zone general space requirements based on frequency between scheduled 

trips: 

• One space – 15 minutes20 minute service or less frequent 

• Two spaces – 12 minutes to 15 minute frequency 

• Three spaces – 7.5 to 10 minute frequency 

• Four spaces – 5 to 6 minutesminute frequency 
 

3.4 Vehicle Assignment 
 

Metro’s goal is to ensure a consistent basis for assigning vehicles to facilities to meet operating 
needs at a minimal cost and improveprovide equitable access to the newest vehicles across the 
Metro network to enhance  quality of service. This policy ensures that operating needs are met 
at a minimal cost and improve quality of service. 
 
Metro’s transit system consists of light rail, heavy rail, and bus operations.9 On any given As of 
October 2019 (pre-COVID), for an average weekday, Metro servesserved approximately 925,000 
bus boardings and 297,000 rail boardings.10  
 

– Buses: Buses will be assigned to individual facilities based on vehicle size requirements 
for lines supported by each facility. The fleet is also distributed to ensure the average age 
of fleet is consistent across each division for each bus type, so that all areas may have 
some service delivered using the newest buses. 

 

– Light Rail: Light Rail cars will be assigned to individual lines based on a variety of factors 
including facility compatibility of vehicle controllers with each line’s signal system, the 
deposition of the feet during mid-life modernization programs and age so that no single 
light rail line must solely rely on the oldest rail fleet. Ideally, the number of vehicle 
types/manufacturers will be kept to no more than two at any facility to minimize parts 
storage and maximize maintenance expertise/training for mechanics on the different 
fleets. There is also a weight restriction that precludes the P2550 light rail cars from being 
assigned to the C Line along the I-105 freeway. 

 

– Heavy Rail: Assignment policy is not applicable to Heavy Rail. The Metro B Line (Red) and 
D Line (Purple) operate out of the same division and both are operated by, with the same 
vehicle type.  

 
3.5 School Trippers 
 

School trippers are extra service operated to protect against overcrowding on bus routeslines 
serving schools. Metro’s policy on school trippers is based on FTA regulations (49 CFR Part 

 

9 Source: lacmta.sharepoint.com/sites/MyMetro/Operations/Pages/Home.aspx 
10 Figures taken from October 2019 data; selected for seasonal average and adjusted for BlueA Line (Blue) 
closure.  
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605). These regulations are directed at protecting the private sector against unfair competition 
and ensuring that FTA funding is focused on providing services that meet the needs of the 
general public. School tripper service may be operated if it meets the following criteria are met: 
 

– There is sufficient demand to warrant the operation of a tripper that cannot on average be 
accommodated within the load factor applicable to the regular service available; 

 

– There are sufficient resources to operate a tripper; 
 

– The school tripper will not result in a significant increase in travel time (no more than 5 
minutes extra) for regular customers if the service is to be deviated via a school; and 

 

– The school tripper is operated as part of the regularly-scheduled public transportation 
service and is included in such schedules and available for any person to ride. 

 
School tripper service must meet the following requirements: 
 

– All school trippers must fully comply with established policies and procedures; 
 

– All regularly scheduled school trippers must be published on public timetables; 
 

– All locations where trippers board or alight customers, including the bus stops at deviated 
routes, must be marked with Metro signage including the bus line numbers servicing the 
stop; 
 

– School tripper changes must be provided to the public by a service change notice or on 
the Metro website at www.metro.net;metro.net; and 
 

– Requests for new school trippers or modifications to existing school trippers (bell time 
changes, etc.) will be considered when a notice is given at least two weeks30-days in 
advance providing ample time to complete an appropriate analysis of the request and to 
allow appropriate notification of changes to the public. 

 
School tripper services changes must comply with the following procedures 
 

– Service Development Managers (SDM) in the Service Planning & Scheduling Department 
are responsible for certifyingensuring that all school trippers in their respective service 
area fully comply with Metro’s School Tripper Policy as discussed herein. Each SDM will 
submit a report prior to each major service change program that details all existing and 
proposed school tripper service. 

 

– School tripper “pink letters” require notification to the public through use of a service 
change notice or on Metro’s webpage. 

 

– Uniform standards for the documentation of daily school tripper pink lettersarrangements 
must be employed. This includes standardizing the pink letter documentation form and 
oversight of the pink letterdocumented information being input into the SLS 
2000scheduling system to ensure accuracy. All requests for new school trippers and 
modifications to existing school trippers must be logged into the SLS2000scheduling 
system regardless ifof whether the requested new or modified school tripper is 
implemented. 

http://www.metro.net/
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– SDMs are responsible for working with school districts in their service area which use 
school tripper service. For example, a specific protocol has been established with LAUSD 
in which their monthly Operations Coordinators’ Meeting has a standing agenda item, 
“Metro Coordination,”, where special events and bell-time changes are disseminated to 
Metro through communication with district staff and the meeting’s minutes. 

–  

– The information fed to transit apps and trip planners, such as Transit App and Google 
Transit, is made available via a General Transit Feed Specification (GTFS) compatible feed 
which is updated weekly to reflect school tripper service changes captured in the transit 
service scheduling software calendar utilized by Metro.  

 
3.5  Charter Service 
 

As a grantee of Federal funds, Metro is prohibited from using its federally-funded equipment 
and facilities to provide charter service except on an incidental basis and when one or more of 
the applicable exceptions below apply: 
 

– Charter service shall be incidental to the mass transportation service and shall be provided 
only during times of the day when vehicles are not needed for regularly scheduled service. 

 

– Charter service will only be considered when one of the following exceptions apply:  
 

• There are no willing or able private charter operators; 
 

• For special events the private operators are not capable of providing the service;  
 

• When there is a formal agreement regarding the provision of charter services between 
the recipient and all private charter operators who have been identified to be willing 
and able; and  
 

• For government or certain non-profit organizations, if the trip involves a significant 
number of handicapped persons, or if the organization is a qualified social service 
agency, or if it receives public welfare assistance funds whose implementation may 
require transportation services.  

 

– All requests for Charter Servicecharter service must be approved by the Chief Executive 
Officer and may require a waiver from the Federal Transit AdministrationFTA. Petitions 
for a waiver should be requested in writing 90 days in advance of the event whenever 
possible. 

 

– The rates for charter service shall equal or exceed the annual fully allocated cost, including 
depreciation, of providing charter bus operations, and Metro shall deduct the mileage and 
hours from the useful life of the buses. 

 

– The operation of charter service also must comply with relevant state laws, including 
Section 30630.5 of the California Public Utilities Code. 
 

Charter service is the use of buses, vans or facilities (rail system) to provide a group of persons 
under a single contract, at a fixed charge, with the exclusive use of the vehicle or service to travel 
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together under an itinerary either specified in advance or modified after having left the place of 
origin. Generally, for service not to be considered charter, it must meet the following tests: 
 

– Be available to the public;  
 

– Operate within the system’s normal scope (existing routings, fit within normal hours of 
operation and established fare structure);  
 

– Provide a published timetable; and  
 

– Customers must pay their own fare. 
 
3.6  Special Event Service 
 

Special event services are bus routes designed to take customer scustomers to a specific venue 
and are not part of regularly scheduled operations. Metro will provide service under contract to 
other entities only if the provision of these services does not interfere with Metro’s ability to 
meet regularly scheduled service obligations and fits within the scope of the agency’s regular 
operation in terms of route structure, fares, and span of service. Special event services will be 
provided on a full cost recovery basis and in conformance with the agency’s charter bus policy 
which is consistent with FTA Charter Bus regulations. 
 
3.7 Service Transfer Guideline 
 

The regional public transit network in LA County consists of 17 “Included or Eligible” fixed route 
operators (including Metro). Included operators (and routes) are those that were operating 
within LA County in 1971 at the time of adoption of the TDA/STA statute.State of California 
Transit Development Act/State Transit Assistance statute. Eligible operators (and routes) are 
those added to the Formula Allocation Procedure (FAP) since that time. 
 
Much of the funding for operation of “Included or Eligible” fixed route public transit service in 
LA County is distributed according to an adopted FAP. The FAP allocates sales tax receipts for 
public transit each fiscal year in support of public transit throughout the region. Many of the 
“Included and Eligible” systems operate under the guidelines of the “reserve service areas” 
established in 1971. Municipal operators have also grown, providing an expanded route 
network that has improved connections to Metro’s regional lines. In addition, there are 
numerous Local Return fixed route transit providers who are not eligible for FAP funding, but 
instead are funded through Propositions A and C (1990 sales tax initiative), Measure R (2008 
sales tax initiative), and Measure M (2016 sales tax initiative). These Operators are funded as 
“Local Return” operators (see Appendix B for a list of operators funded as Local Return and/or 
Included/Eligible Municipal operators). 
 
Policy guidance states that the network should be well integrated, coordinated, reduce service 
duplication, and simplify service. Therefore, the evaluation of transit corridors for consideration 
to be operated in the future by another operator should include: 
 

– Existing performance relative to the system average; 
 

– Value to the customer through integration into an established nearby transit provider; 
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– Net cost to each operator and the region; 
 

– Completion of another operator’s route network; 
 

– Provide improved connections to a Municipal Operator’s established network; 
 

– Impacts to exiting and projected ridership;  
 

– Generation of a net cost savingssaving to Metro based on Metro’s calculation of the FAP 
impacts for all service realignment proposals. 
 

Any transfer of directly operated Metro services to a municipal or contract operator must adhere 
to the terms and conditions governing such transfers as agreed to within the adopted collective 
bargaining and other superseding agreements between the affected labor unions and Metro. 
 
If a proposed service change is adopted that results in a reduction of service, Metro should 
reinvest at least half of the net savings (operating cost less customer and FAP reduction) to 
improve service on Metro’s core network of regionally significant lines in the service area from 
which the savings were drawn. 
 
Any significant service modifications will be subject to review under the latest FTA procedures 
for adherence to Title VI of the Civil Rights Act of 1964, as amended, the approval of the 
appropriate Metro Service Council(s)), and the local transit provider’s Board of Governance, 
and must be in compliance with local, regional, and labor legislation or agreements. Finally, the 
agency that assumes service will be required to maintain or improve the days, spreadspan, and 
frequency of the exitingexisting Metro service for at least a onetwo-year period (two-year lag) 
for which Metro will include such operation through the FAP. In addition, the assuming agency 
must be a participant in the regional TAP program to minimize fare change impacts.  
 
 

3.8 Alternative Service Delivery Options 
 

Alternative service delivery options generally refers to services not directly operated by Metro, 
such as contract services, Municipal and Local Return Operators, taxis, and other flexible 
destination operations. These alternatives can complement traditional transit service. In 
addition, Access Services provides mandatory ADA complimentarycomplementary paratransit 
services for functionally disabled individuals in Los Angeles County. as required by federal ADA 
law. Access Services transportation service is available for any ADA paratransit -eligible 
individual to any location within ¾ of a mile of any fixed route bus operated by the Los Angeles 
County public fixed route bus operators and within ¾ of a mile around Metro Rail stations 
during the hours that the systems are operational. Complementary paratransit service is not 
required to complement commuter rail and commuter bus services, since the federal ADA law 
does not require that these services provide complementary paratransit service. 11 
 

 

11 https://accessla.org/riding_access/overview.html accessla.org/about_us/overview.html 

https://accessla.org/about_us/overview.html
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Metro has launched two pilot programs to leverage demand-responsive technology to improve 
mobility, customer experience, and system performance by providing additional first-mile and 
last-mile service options: Mobility on Demand and MicroTransit.  
 
The Mobility on Demand pilot launched in January 2019 and will operateoperated for 12 
months. Metro has partnered with Via, a provider of on-demand shared ridesride sourcing 
services, to develop on-demand technology to increase access to Metro’s transit system by 
offering service to and from three of Metro’s transit stations: North Hollywood, Artesia, and El 
Monte. This pilot program iswas funded in part by a $1.35-million Mobility on Demand (MOD) 
Sandbox Demonstrations grant from the Federal Transit Administration (FTA).. The system 
was operated utilizing private cars. The Mobility on Demand pilot concluded in January 2021 
and the three Mobility on Demand zones were transitioned to become part of the Metro Micro 
microtransit pilot program.  
 
The MicroTransit Pilot ProjectMetro’s microtransit program, Metro Micro, is anticipateda three 
year pilot of on demand ride-source service operated with passenger vans within eight 
designated zones, intended to launch in late 2019.test a range of use cases including areas 
where fixed route service has not been effective or is unable to access parts of a community. 
Metro is partnering with RideCo, NoMad/Via, and Transdev to develop on-demand a third-party 
vendor for the technology to increase access to Metro’s transit system. MicroTransitsupport 
this pilot program, while Metro staff operate and manage the service. The pilot zones were 
coordinated with the NextGen Bus Plan to replace some lower usage fixed route lines or route 
segments where Metro Micro service could better serve such areas, though this is only one of 
a range of use cases being tested by Metro Micro.  
 
The first two zones were launched in December 2020 (LAX/Inglewood and Watts/Willowbrook). 
The three Mobility on Demand zones were added to the Metro Micro program in January 2021. 
Two additional Metro Micro zones launched in June 2021 (Highland Park/Eagle Rock/Glendale 
and Altadena/Pasadena/Sierra Madre). The Northwest San Fernando Valley zone was launched 
in September 2021, and the final pilot zone at UCLA/Westwood launched in December 2021, 
for a total of eight pilot zones.  
 
Based on experience to date, Metro Micro generally serves short trips will beof approximately 
20 minsminutes in vehicle time and run one to five miles in distance on average. These short 
trips may connect customersare intended to serve as connections to other transit options such 
as Metro -operated bus and rail services and to municipal operators. The target maximum size 
for each zone was originally set at no greater than 20 square miles to ensure the goal of no 
more than an average 15-minute wait time for pick up could be consistently achieved. However, 
a number of zones were expanded to help better replace some low performing fixed route 
services during NextGen Bus Plan implementation, and the overlapping Artesia and 
Watts/Willowbrook zones were also combined into a 35 square mile mega zone 
(Watts/Compton) in December 2021.  
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SECTION 4: CUSTOMER INFORMATION AND AMENITIES  

Customer information instructs both regular customers and infrequent customers on how to 
use transit as a viable mode of transportation to and from their destinations. Clear, accurate, 
and timely information is an important adjunct to service quality, particularly when bus and rail 
services are not operating as planned. Amenities aid in the comfort and security of customers. 
 
4.1 Customer Information 

 

Customers need to know how to use transit: where to go to access it, where to alight to access 
their destination, whether transfers are required, when transit services are scheduled to depart 
and arrive, and how planned and unplanned service changes or disruptions impact travel. Both 
regular and infrequent users require specific route information when they need to travel to a 
location they rarely visit or that is new to them. Information must be provided in accessible 
formats. Metro provides customer trip planning and help information via telephone, through 
customer service representatives, on-board announcements, mobile. Metro buses, railcars, and 
stations also include announcement systems for stops and stations as well as other general 
service information. Mobile device applications and text/SMS messaging, have expanded 
significantly as smart phones have become a common part of life for many people. Published 
schedules, maps, and other information are also available through Metro Customer Service 
Centers and by mail,. Significant information is also provided online at the metro.netmetro.net 
website, and byvia email alerts for customers who sign up to receive them. Information is also 
provided on signage at major stops and stations. 
 

– Signage at transit infrastructures such as stations and shelters, signs directing motorists 
to Park & Ride lots, and bus stop signs that indicate the presence of service to people not 
currently using transit. 

 

– Audible Announcements at bus stops, rail stations and on-board vehicles to assist 
customers with visual impairments and customers unfamiliar with the route or area. 

 

– Online Information is available 24- hours to anyone with Internet access such as: 

• Nextrip’s next bus arrival (detour notices should be posted on this service, Metro’s 
website, as well as other Real-time information streamed to many transit information 
applications) 

• , including the Transit App, Metro's official smartphone app, as well as being displayed 
on Google, Apple, and Bing Maps and in use by their trip planners. 

• Metro’s own website metro.net:  

o Route maps and timetables, fare information, and Trip Plannerdetour notices, 
service change information, cancelled service alerts, special event detours, and 
other service-related information 

o Metro's blogs, “The Source” and “El Pasajero” 

o Specialized guides (Bikes, Riders with Disabilities, Safety & Security) 

o Commuter program information (carpools, vanpools, employer programs, etc.) 

http://www.metro.net/
http://www.metro.net/
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o News and media information 

o Latest information on Metro projects and programs 

o Contact information 

• Special event information 
• SocialMetro’s social media accounts including Facebook, Twitter, and Instagram  

 

– Bus and Train Real-Time Information: Accurate, timely, relevant, and readily available trip 
information is useful for reassuring customers when the next transit vehicle will arrive or 
how long the expected delay time is if there has been a service disruption. It should 
provide them with enough information to help them decide whether to continue to wait 
for the next transit vehicle, consider alternate routes, or take another mode of 
transportation to complete their trip. Real-time information is provided within selected 
transit shelters across the Metro network. Metro is testing e-paper real time information 
signs at a limited number of bus stops and plans to roll out this amenity in a larger pilot 
in FY23. 

 

– Printed and Distributed Information, such as timetables, maps, service change notices, 
customer newsletters, etc., preferablyare made available at multiple locations such as 
Metro’s own Customer Service Centers, regional libraries, and recreation and community 
centers.  

 

– Posted Information, such as system maps, bus cubes posted at stops, stations, and on 
board transit vehicles.  

 

– Route NumberingSignage Convention at stops and on transit vehicle head signs assist 
customers to quickly identify what stops to wait at and what transit vehicle to board related 
to printed and posted information. See Appendix Aas well as direction of travel and 
location the lines terminate at, as well as names of major corridors served. 

 

– Wayfinding is the process of communicating information to support the ability to navigate 
using signage, system/route maps, kiosks, bus cubes, directions, etc. so that customers 
can easily determine where they are, where they want to go, and how to get there.  

 

– Visual Displays to assist customers with hearing impairments and to supplement on-
board announcements that may be muffled by other noise. 

 

– Customer Information Panels (CIPs) are interactive touch screen panels that display 
vehicle arrivals, service alerts, system and local maps, Metro Arts programming, 
advertising, and Agency PSAspublic service announcements.  

 
4.2 Customer Amenities 
 

Customer amenities are those elements provided at a transit stops, transit centers, and station 
stopsstations to enhance comfort, convenience, and security. Amenities include items such as 
shelters, benches, vending machines, trash receptacles, lighting, restrooms, vending machines, 
and emergency telephones. In some instances, Metro coordinates with municipalities to 
provide appropriate amenities. Metro is provides a minimum set of customer amenities at all 
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rail stations and major Metro-owned off-street bus facilities that allow for boarding as 
summarized in Table 4.1.  
 

– Benches provide comfortseating for waiting customers, help identify the stop or station, 
and provide an affordable alternative to shelters. Benches are provided by the local 
jurisdiction in coordination with Metro.  

 

– Elevator/Escalators provide accessibility for those who otherwise cannot use stairs to 
elevated or lowered station stops. 

 

– Lighting increases visibility, and security, and discourages misuse of bus stops when 
transit operations are not in service. 

 

– Public Restrooms may be provided at major transit centers and maintained for public 
safety and convenience.  

 

– Shelters provide comfort for waiting customers, with protection from climate conditions, 
and help identify the stop or station. Metro does not own or install benches and shelters 
but will coordinatecoordinates with local jurisdictions on their placement where 
appropriate. The NextGen Bus Plan includes an initiative to fund additional shelters 
across the Metro bus network in partnership with local jurisdictions. 

 

– Telephones/Intercoms provide access to transit information and emergency services.  
 

– Trash receptacles provide a place to discard trash and contribute to keeping bus stops 
and surroundings clean. Trash receptacles are placed at bus stop locations and 
maintained by individual municipalities at bus stop locations..  

 
 
 
Table 4.1 Customer Information and Amenities 

Amenity Service Type Allocation 

Shelters: Heavy Rail:  n/a  
 Light Rail:  At least 80 linear ft. per bay 
 Bus Facilities:  At least 6 linear ft. per bay  
Seating: Heavy Rail:  At least 12 seats  
 Light Rail:  At least 10 seats  
 Bus Facilities: At least 3 seats per bay  
InfoInformation 
Displays: Heavy Rail:  At least 12  
 Light Rail:  At least 10  
 Bus Facilities:  At least 3  
LED Displays: Heavy Rail:  At least 8 arrival/departure screens  
 Light Rail:  n/a  
 Bus Facilities:  n/a  
TVMs: Heavy Rail:  At least 2  
 Light Rail:  At least 2  
 Bus Facilities:  n/a  
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Elevators: Heavy Rail:  At least 2  
 Light Rail:  At least 12 for elevated/underground  
 Bus Facilities:  At least 12 for multi-level terminals  
Escalators: Heavy Rail:  At least 4 (2 Up/2 Down)  
 Light Rail:  n/a At least 2 for multi-level terminals  
 Bus Facilities:  n/a At least 2 for multi-level terminals  
Trash receptacles: Heavy Rail:  At least 6  
 Light Rail: At least 2  
 Bus Facilities: At least 1 per 3 bays/2 per facility 

 
Metro provides a minimum set of customer amenities at all rail stations and major Metro-
owned, off-street bus facilities that allow for boarding as summarized in Table 4.1. 
 
4.3 Rail Stations and Major Off-Street Bus /Multi-Modal Transit Center-Facilities 
 

When transit service is not providedavailable near one’s trip origin, driving to a Park & Ride lot 
or utilizing another first-last mile option such as a bicycle or scooter to transit may be a viable 
alternativesalternative. Park & Ride lots, bicycle storage, and micro-mobility parking areas are 
important amenities for transit customers. 

 

– Park & Ride/Station Parking Facilities provide parking for transit customers who use their 
cars to access a bus or train. Park & Ride facilities are usually provided at station stopsrail 
stations or bus transit centers such as the Metro El Monte Station, and Harbor Gateway 
Transit Center, and at various rail stations.. Park & Ride lots also can be found in suburbs 
to serve as a staging area for commuter customers. Parking may be provided for transit 
riders at no cost or for a nominal fee, based on demand.  

 

– Bicycle Storage may be provided at transit stations where demand exists and space allows, 
and on transit vehicles. Bicycle racks, lockers, and hubs may be provided at transit center 
and stations. On transit vehicles, bicycles may be transported on bus-mounted racks 
located in front of a bus or on board a rail car in designated spaces. Bike racks provide a 
simple, relatively low-cost approach and can hold many bicycles in a relatively small space, 
but bicycles are subject to potential damage and theft. Enclosed bicycle lockers and hubs 
provide added protection from theft and from weather but cost more to install and 
operate, and require more space. 

 

– Micro Mobility Vehicle Parking is being tested at key Metro system locations as a pilot 
program. At their July 25, 2019 meeting, the Metro Board adopted a parking ordinance to 
regulate parking of micro mobility devices such as electric scooters and other similar 
devices.. As part of the pilot, Metro has designated parking areas at selectselected stations 
and transit hubs for parking of micro mobility devices; the private firms seeking to park 
their vehicles at Metro sites must pay a fee for use of the parking facilities.12 

 

 

12 Planning and Programming Committee File #2019-0085; LACMTA Administrative Code Title 8: Metro Parking 
Ordinance 
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4.4 Bus Stop Amenities 
 

There are no standards for bus stop amenities because apart from painting the curb red and 
erecting bus stop signage, Metro has no jurisdiction over street-sitting fixtures or other 
appurtenances; those are installed by the municipality where the stop is located and often 
contracted to third parties who support installation and maintenance through advertising 
revenues. 
 

Transit services are supported by bus stop, and transit center and stations facilities. These 
locations are often the first and last points of contact with the customer. These facilities are an 
essential component of transit infrastructure that direct customers to existing transit services, 
provide a safe and comfortable environment in which to wait for service, and facilitate safe and 
efficient transfers between services. Given their importance, which was confirmed in the 
NextGen Bus Study, it is vital that transit routes and schedules are developed in consideration 
of the quality, appropriateness, and availability of facilities. 
 
Bus stops are locations along the route of a bus line where customers safely wait to board or 
alight from a bus in service. Bus stops consist of a pole with a sign that includes route line 
number, destination and service qualification signage, and curb markings or parking restriction 
signage. Select bus stops also include a bus information cube affixed to the pole. Tests are 
underway for new e-paper real time information signs for bus stops. Most bus stops are located 
along the curb of a street; others are located at offsite facilities such as transit centers or rail 
stations that are owned and maintained by Metro, or in some cases by the local municipality or 
by Metro... 
 
Metro has no jurisdiction over a bus stop beyond a bus stop sign post; amenities are installed 
by the municipality where the stop is located. This function is sometimes contracted to third 
parties who support installation and maintenance, usually funded by advertising revenues. The 
NextGen Bus Plan noted the importance of bus stop amenities such as seating and shelter, 
and Metro will work with municipalities to maximize the number of Metro bus stops with such 
amenities available. 

 
Transit stations are stops along a fixed guideway and have features such as loading platforms, 
TVMs for fare pre-paymentloading of TAP cards, shelters, benches, lighting, information 
displays, trash receptacles, bike racks and/or lockers, public announcement systems, security 
cameras, and emergency call boxes. Many are located adjacent to Park & Ride lots and customer 
pick-up/drop off areas. 
 
Transit centers are high -volume transfer points for multiple transit services and layover spaces 
for end-of-line bus storage and turn around. Features include customer loading and alighting 
areas, benches, shelters, lighting, information displays, bicycle racks and lockers, trash 
receptacles, and bus layover bays. 
 
On-street bus layover zones are designated stopover points for buses at or near the end of the 
line. They may or may not allow for customer boarding and alighting. Bus layover terminals are 
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major offsite layover areas for multiple bus lines and may or may not allow for customer 
boarding and alighting. 
 
Locating bus layover facilities (other than on-street stops) in heavily congested or urbanized 
areas increases the burden on the transit operator to find layover spaces for buses and operator 
restrooms. The extension of a line to a specific terminal may prove uneconomical and at the 
very least addadds costs to an already budget constrained operation. Metro continues to 
include such facilities in joint development projects where feasible to maximize the efficiency 
of bus terminal operations.  
 
Cost and minimization of customer disruptions are significant concerns when locating facilities 
for bus operations. Metro Operations continuesstaff continue to evaluate routes and layovers 
to reduce costs and improve efficiency as well as maintain required access to restrooms for 
operators. As a key internal stakeholder in the environmental planning process, the Service 
Development Department should be involved early in the analysis of alternatives to and the 
development of mitigation measures to ensure adequate accommodations are incorporated to 
foster connectivity of future joint development or private projects.  
 
Capital costs of new support facilities are an important determinant; but more significant is the 
added operating cost that may be incurred due to inadequate facilities. resulting in expanded 
line operations to reach suitable alternative layovers.  
 
4.5 Bus Stop/Station Location, Design and Guidelines 
 

Bus stops and station stops allow for boarding and alighting of customers; their locations 
should balance safe, convenient access with pedestrian safety. as well as other community curb 
space needs. Locations should support efficient transit operations, convenient rider transfers, 
minimize walking distances and unnecessary crosswalk movements, and preferablyshould be 
located at a signalized or signed crosswalk to preventdisincentive/minimize potential 
jaywalking. Bus stops are generally located adjacent to a bus/rail station or within a short walk to 
medical facilities, schools, shopping centers, office buildings, multi-unit apartments, or other 
major activity centers to provide access for uses that generally attract transit customers. 
HospitalsMedical centers, senior centers, and schools have high priority when considering new 
bus stop locations and/or when relocating existing bus stops. 
 
BRT/Rail station locations are determined during the design phase of a fixed guideway/right-
of-way. There are criteria associated with station location, but thisincluding connectivity and 
centrality to catchments and major arterials, but also technical feasibility which is beyond the 
scope of this TSP. Generally, stations are located at major transfer points with bus or rail and 
provide access to major activity centers. and arterials. No standard type of stop can be 
recommended for all locations, as each intersection has its own unique characteristics. An 
inventory of land uses that serve as major trip producers and attractors within a 0.25-mile 
corridor of the road under consideration should be taken prior to establishment. The location of 
a transit stop requires concurrence of the municipality in which the stop is located in. 
 



20202022 Metro Transit Service Policies & Standards 

 

49 

In general, far-side stops are preferable, particularly at signalized intersections; however, near 
side or mid-block stops may be justified in certain situations. A summary of advantages and 
disadvantages to each location are provided in Table 4.2. TCRP Report 19 “Guidelines for the 
Location and Design of Bus Stops” (1996) provides a more detailed discussion.  
 
Table 4.2 Comparative Analysis of Bus Stop Locations 
Stop Type Advantages Disadvantages 

Near- 
Side 

 Minimizes interference when traffic is 
heavy on the far side of the intersection 

 customers access buses closest to 
crosswalk 

 Intersection available to assist in pulling 
away from curb 

 Buses can service customers while 
stopped at a red light 

 Provides driver with opportunity to look 
for oncoming traffic including other buses 
with potential customers 

 Conflicts with right turning vehicles are 
increased 

 Stopped buses may obscure curbside 
traffic control devices and crossing 
pedestrians 

 Sight distance is obscured for crossing 
vehicles stopped to the right of the bus. 

 The through lane may be blocked 
during peak periods by queuing buses 

 Increases sight distance problems for 
crossing pedestrians 

Far-Side 

 Minimizes conflicts between right turning 
vehicles 

 Provides additional right turn capacity by 
making curb lane available for traffic 

 Minimizes sight distance problems on 
approaches to intersection 

 Encourages pedestrians to cross behind 
the bus 

 Requires shorter deceleration distances for 
buses 

 Gaps in traffic flow are created for buses 
re-entering the flow of traffic at signalized 
intersections 

 Allows bus routes that operate signal 
priority to take advantage this technology 
at signalized intersections. 

 Intersections may be blocked during 
peak periods by queuing buses 

 Sight distance may be obscured for 
crossing vehicles 

 Increases sight distance problems for 
crossing pedestrians 

 May increase number of rear-end 
accidents since drivers do not expect 
buses to stop again after stopping at a 
red light 

Mid-Block 

− Minimizes sight distance problems for 
vehicles and pedestrians 

− Passenger waiting areas experience less 
pedestrian congestion 

− Requires additional distance for no-
parking restrictions 

− Encourages customers to cross street 
at mid-block (jaywalking) 

− Increases walking distance for 
customers crossing at intersections 
and for transferring customers 

Source: FTA webpage (http://www.fta.dot.gov/12351_4361.html) 
 
When two or more bus routes operate along the same corridor, stops should be consolidated 
to facilitate ease of transfer, a single location for all transit activity, avoid unnecessary crosswalk 
movements and minimize confusion as to which stop customers should wait to catch their bus 
wherever possible. However, iffor a group of bus lines operating along the same street, in the 
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same direction, serving the same intersection (such as in the downtown environment), it may 
be necessary to implement two stop locations (e.g. nearside and farside) to minimize 
congestion and negatively impact bus operationsallow for required turn movements, under the 
following circumstances:  
 

– Some bus lines will queue up to make a right turn while other lines continue through the 
intersection (unsafe right turn movements) 
 

– Lack of space availability and no room to lengthen zone due to business owner objection, 
jurisdiction refusal to extend, a loading zone being located behind the current stop, etc.) 

 
Bus Stop/Station Accessibility:   
All stops and stations should be fully accessible in accordance with the 1990 Americans with 
Disabilities Act. This includes ensuring there are no obstructions preventing the boarding and 
alighting of customers who use a wheelchair or other assistive mobility devices, and that 
pathways to and from a stop or station are unobstructed. If obstructions do exist, every effort 
must be made to mitigate the issue(s) with the respective municipalities. In the case of bus 
stops, they can either be moved to a new location on a permanent basis or temporary basis 
depending on situations, such as during construction. A summary of advantages and 
disadvantages to each location are provided in Table 4.2.  
 
Table 4.2 Comparative Analysis of Bus Stop Locations 
Stop Type Advantages Disadvantages 

Near-Side 

− Minimizes interference when traffic is 
heavy on the far side of the intersection 

− Customers access buses closest to 
crosswalk 

− Intersection available to assist in pulling 
away from curb 

− Buses can service customers while 
stopped at a red light 

− Provides driver with opportunity to look 
for oncoming traffic including other buses 
with potential customers 

− Conflicts with right turning vehicles are 
increased 

− Stopped buses may obscure curbside 
traffic control devices and crossing 
pedestrians 

− Sight distance is obscured for crossing 
vehicles stopped to the right of the bus. 

− The through lane may be blocked 
during peak periods by queuing buses 

− Increases sight distance problems for 
crossing pedestrians 

Far-Side 

− Minimizes conflicts between right turning 
vehicles 

− Provides additional right turn capacity by 
making curb lane available for traffic 

− Minimizes sight distance problems on 
approaches to intersection 

− Encourages pedestrians to cross behind 
the bus 

− Requires shorter deceleration distances for 
buses 

− Gaps in traffic flow are created for buses 
re-entering the flow of traffic at signalized 
intersections 

− Intersections may be blocked during 
peak periods by queuing buses 

− Sight distance may be obscured for 
crossing vehicles 

− Increases sight distance problems for 
crossing pedestrians 

− May increase number of rear-end 
accidents since drivers do not expect 
buses to stop again after stopping at a 
red light 
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− Allows bus routes that operate with signal 
priority to reap benefits of the technology 
at signalized intersections. 

Mid-Block 

− Minimizes sight distance problems for 
vehicles and pedestrians 

− Passenger waiting areas experience less 
pedestrian congestion 

− Requires additional distance for no-
parking restrictions 

− Encourages customers to cross street 
at mid-block (jaywalking) 

− Increases walking distance for 
customers crossing at intersections 
and for transferring customers 

Source: FTA webpage (http://www.fta.dot.gov/12351_4361.html) 
 
 
The following renderings (Figures 4.1 – -4.4) illustrate a typical bus stop/zone design and offers 
guideline for near-side, far-side, and mid-block locations. TCRPTransit Cooperative Research 
Program (TCRP) Report 19 “Guidelines for the Location and Design of Bus Stops” (1996) 
provides a more detailed discussion. Metro also adopted its own Transfers Design Guide in 
2018 – see Section 2, page 15 for more information. 
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Figure 4.1 General Standard Bus Stop/Zone Attributes 
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Figure 4.2 Typical Near-Side Bus Stop 
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Figure 4.3 Typical Far-Side Bus Stop 
 
  



20202022 Metro Transit Service Policies & Standards 

 

56 

Figure 4.4 Typical Mid-Block Bus Stop 
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SECTION 5: SERVICE PERFORMANCE EVALUATION 

The 2019This Metro TSP establishes a set of performance criteria and standards that balances 
optimization for efficiency and productivity with customer experience measures of success. 
Optimization of key performance indicators ensures that the services being provided generate 
the maximum benefit in terms of ridership at the lowest cost. Customer experience 
criterioncriteria measure how well the transit system can attract customers to use the system 
more often and for new trip purposes. 
 
5.1 Route Performance Index 
 

The Route Performance Index (RPI) is a conventional industry measure used to ensure 
Metrotransit services are effective and provide a reasonable return on investment. TheMetro’s 
RPI is designed to provide an objective measure of bus route performance relative to system 
performance. The index is based on system ridership and financial targets from the current 
fiscal year Metro Budget.  
 
This measure is applied to all Metro bus lines that have been in operation for more than one 
year., allowing time for new lines to reach a level of maturity where riders have adapted to their 
availability. The RPI is used to identify under-performing lines. Specific corrective actions are 
taken during the service change process. Corrective actions may include marketing, service 
restructuring, implementing an alternative service, or discontinuation of service. 
 
Defining RPI Variables 
The RPI considers the following three variables in creating the index. No weight is given to an 
individual measure; rather the selected statistics represent all facets of the operation in terms 
of cost efficiency, service effectiveness, and customer use. 
 

– Utilization of Resources: Passenger Boardings per Revenue Service Hour (RSH) isare 
used as a measure to determine how effectively resources are used on a given line. This 
measure is determined by dividing the total number of boardings by the RSHs operated. 
A route having a higher number of boardings per RSH represents a better utilization of 
resources such as buses, operators and fuelthe service provided. 

 

– Utilization of Capacity: Passenger Miles per Seat Mile is the measure used to evaluate 
how the seating capacity of the system is being used. Passenger miles are calculated by 
multiplying the average distance traveled per customer by the number of customers using 
the service. Seat miles are calculated by determining the number of seats per vehicle by 
the number of service miles operated. A higher resulting number indicates greater 
utilization of systemservice capacity. 

 

– Fiscal Responsibility: Subsidy per Passenger is the measure for fiscal responsibility. 
Subsidy refers to the amount of public funding required to cover the difference between 
the cost of operation and the customer fare revenues collected. Higher subsidy services 
require more public funding support per passenger boarding. 

 
The formula for calculation of the RPI for each Metro Bus line is as follows: 
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RPI = ((Passengers/RSH/System Avg.) +(Passengers Miles per Seat Mile/System Avg.) 
+(Subsidy per Passenger / System Avg.))/3 
 
Lines with an index of 1.0 perform at the system average, while lines with an index of less than 
1.0 perform below the average. Lines with an RPI lower than 0.6 are defined as performing 
poorly and targeted for corrective action. Lines that have been subjected to corrective actions 
and do not meet the 0.60 productivity index after six additional months of operation may be 
discontinued, subject to the Title VI, Metro Service Council, and Board approval processes.  
 
The RPI is calculated and reported quarterly by Metro’s Service Planning & Scheduling 
Department. The performance measurement standardsstaff for eachuse in developing revised 
service plans to improve route are set annually relative to the percentage improvement of 
overall system performance relative to the previous year’s performance. This percentage 
improvement will be based on the performance objectives outlined in the Metro Annual 
Operating Budget.performance. .  
 
5.2 Customer Experience 
 

Providing high quality mobility options that enable people to spend less time traveling on the 
transit network requires that we areservice be available when and where our customers want to 
travel, we arethat service be competitive enough to have them customers be willing to try 
ustransit over other options, and we arethat service be attractive enough to ensure theyriders 
return for the same trip and ideally for more trips. Therefore, ourthe recommended measures 
of success are aimed at evaluating the bus network implemented under the NextGen Bus Plan 
within these three stages ofelements, referred to as Find, Try, and Rely. These customer -
focused measures help to balance ourthe traditional metrics of productivity and efficiency (e.g. 
ridership, boardings per hour, subsidy per boarding). Several of these measures (italicized 
below) will be used to evaluate the network through the lens of equity. 
 

Find - How well do people understand how effectively transit can serve their needs? Is the 
system easy to understand and use? Proposed measures include: 

– Services and information is Readily Availableare readily available 

• Percentage of trip ends within ¼ mile of transit stop 

• Trip planner, app,planning apps and website usage rates 

• Percent of public considering transit (survey-based) 
 

– The Bus Systemsystem is Easyeasy to Understandunderstand and Useuse 

• Percentage of out -of -direction travel 

• Percentage of route miles with all-day frequent service (<(<=15 min headways) 

• Percent of public understandthat understands how to use system (survey-based) 
 

Try - How can we encourage customers to try the regional transit system? (Metro and Municipal 
Bus Operators) Proposed measures include: 
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– Bus Goes Where/When Customers Want 
– Bus goes where/when customers want 

• Percentage of trips compatible with transit by time of day and day of week 

• Number of jobs and activity centers accessible within a 15 -minute and 30 -minute 
transit ride 

• Number of unique transit users 
 

– Bus system is Competitivecompetitive 

• Door-to-door travel times 

• Competitiveness of transit time to drive time 

• System-wide boardings 
 

– Coverage is Adequateadequate 

• Population within ¼-mile of transit stops by frequency of service 
 

– Transit Journeysjourneys are Simplesimple 

• Average number of transfers 

• Percent of trips that are one-seat rides 
 

Rely - How can we provide services that customers can rely on for their travel needs? Proposed 
measures include: 

– Bus Systemsystem is Effectiveeffective and Productiveproductive 

• Competitive transit paths for short, evening, midday, and weekend trips 

• Number of frequent customers 

• Boardings by time of day and day of week 

• Boardings per revenue hours and miles 

• Cost per passenger mile  
 

– Buses are Reliablereliable 

• Headway regularity on frequent routes 

• On-time performance 

• Real time arrival accuracy 
 

– Customers are Satisfiedsatisfied 

• Rides per week for frequent and infrequent users 

• Percentage of customers satisfied with Metro services (survey-based) 
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5.3 Service Evaluation Process 
 

Services are evaluated monthly, quarterly, and biannually based on the network, lines and 
segments (geographic, time of day, and day of week) .). Services that are inconsistent with 
demand or do not meet system standards are identified for restructuring, reduction, or 
discontinuation. Services that have potential for exceeding existing performance will be 
identified for possible enhancements as should markets that are currently not well served. The 
following priorities will be considered when restructuring the Metro system: 
 

– Priority 1 – Restructure services to increase system speed, on-time performance, service 
frequencies consistent with NextGen Bus Plan, productivity, and balance loads. 

 

– Priority 2 – Restructure services that are duplicative with Metro Rail, other Metro Bus 
routeslines, and Municipal and Local Return operator services. Such services will be 
identified for discontinuation, consolidation, reduction and/or reallocation to achieve 
greater productivity and cost efficiency. 
 

– Priority 3 – Restructure remaining services (constrained by existing budget) based on 
the service concept and to address major gaps and deficiencies. Prioritize these service 
adjustments. 
 

– Priority 4 – Develop new services (unconstrained) to address all gaps and deficiencies. 
Prioritize these new services. 

 
Significant changes to municipal operator services are incorporated into the evaluation of 
existing and new services as possible enhancements to address identified gaps or deficiencies 
in service. 
 
Service Change Performance Evaluation 
Schedule adjustments to bus or rail should be evaluated shortly after implementation to 
determine if there are any obvious issues. This should include line rides and visits to the 
operating divisions to receive comments and recommendations from customers, operators 
and supervisors. Appropriate adjustments should be made as required. After three months of 
operations, the schedules should be evaluated in detail to begin the process of schedule 
adjustments for the next service change cycle. 

 
Route modifications to bus service should also be evaluated shortly after implementation 
likebased on the schedule evaluation outlined above. The overall goals of the service changes 
such as reducing costs, improving connections, increasing bus speeds, and increasing 
ridership, among others, should have near term goals that are established prior to the service 
change process. At about 6 months after service implementation, the performance of the 
changes should be evaluated relative to the established goals. Remedial actions, if necessary, 
should be developed and considered for the next service change cycle. 
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SECTION 6: SERVICE CHANGE PROCESS 

In 2003, Metro created five localized service areas (Figure 6.1), each to be overseen by a 
Governance Council. In 2011, Metro restructured and re-established a centralizedcentrally 
managed bus-controlled operation to include the service planning and scheduling 
functionfunctions, while maintaining the authority and responsibility of the five Regional 
Service Councils to help locally coordinate service changes. Metro restructured the roles and 
responsibilities of the Governance Councils, now referred to asthese five Regional Service 
Councils. 
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Figure 6.1 Metro Service Council AreasRegions 
 
MetroMetro’s five Regional Service Councils provide locally accessible public forums for 
community members, transit users, and local municipal operators to voice concerns, 
suggestions, and questions on how Metro can best serve customers. Through these forums, 
Service Council members can: 
 

– better understand customer needs and make recommendations; 

– evaluate opportunities and service coordination issues;  

– advise and approve the planning and implementation of service changes within their 
areas.  

 
As stated in the 2011 update to the Service Council bylaws, one of the Service Council’s primary 
responsibilities is to render decisions on proposed bus route changes considering staff’s 
recommendations and public comments. Metro Service Councils (MSC) will be responsible for 
approving all proposed permanent route major service changes, excluding turnaround and out 
of service route modifications, which exceed a cumulative $100,000 annual operating cost 
change.. All major service level changes that require public hearings will be brought to the MSCs 
who will conduct public hearings then vote to approve, modify, or deny the service change 
proposals. Any significant temporary service change should be brought to the Council for their 
information but not approval.  
 
Each MSC will beRegional Service Council is responsible for holding public hearings that relate 
to major service changes (as defined in Title VI Section 6.3 below) to Metro bus and rail lines 
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that provide significant service within their Regionregion, consistent with State and Federal laws 
and with Metro policies pertaining to public hearings. Following receipt of public input, the 
CouncilsCouncil is responsible for approving all major service changes that are to be 
implemented that modify, add or delete Metro bus routes within the Service Council’s 
jurisdiction in conformance with Metro service standards, collective bargaining agreements 
and Metro policies. When a major service change program requires three or more Councils to 
hold public hearings, an additional hearing will beis held at a central location, normally at the 
Metro headquarters building, on an appropriate Saturday. 
 
Table 6.1 Major Service Change Timeline 

Key Activities 
Required Lead Time 

(Months Prior to Implementation) 

Initiate Planning Process 12 

Develop Preliminary Recommendations 7-8 

Impact Analysis for Proposed Changes 6-7 

Title VI Equity Analysis on Major Service Change and Fare 
Change Proposals 

5-7 

Service Council Review and Input 6-7 

Confer with Labor Relation and Union Representatives 6-7 

Public Review and Input 5 

Finalize Service Change Program 4-5 

Program Approval 3-4 

Develop New Service Schedules 2-4 

Print Public Timetables and Operator Assignments 1-2 

Fabricate Decals for Bus Blades 1-2 

Take Ones/Rider Alerts on Buses 0.5-1 

 
All route and major service changes that are approved by the MSCRegional Service Councils 
will be brought to the Metro Board of Directors as an information item. Should the Metro Board 
decide to move a Service Council approved service change to an Action Item, the Service 
Council will be notified of this change, prior to the next Service Council monthly meeting. Table 
6.1 provides the established service change timeline. 
 
 
6.1  Service Change Programs 
 

Service change programs are developed based on input generated by a wide variety of sources 
including customerrider, community, and employee input, service restructuring studies, 
coordination with major Metro capital projects such as new rail alignments or joint 
developments, requests from other local operators, and performance monitoring results such 
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as load levels and on-time performance. The service change process includes public review of 
the proposals, a technical evaluation of ridership impact, and Title VI equity analysis. 
 
In accordance with contractual agreements with the Sheet Metal Air, Rail and Transit Union 
(SMART)13, bi-annual service changes will be implemented each year in June and December. 
Metro service changes are conducted to modify service based on customer demand, running 
ridership and load factors, on-time adjustments,performance, other performance monitoring 
results, rider and community input, and budget considerations. A service change process 
workflow is provided in Figure 6.2. 
 
Other factors considered are service performance, availability of alternatives, and mitigation 
strategies. As part of the evaluation process, resource impacts to in-service hours and required 
vehicles are also tracked to ensure compliance with budget parameters. In summary, the 
purpose of an evaluation on proposed service changes is to: 
 

– Define and evaluate the impact on customers;  
 

– Determine whether a proposed major service change or fare increase will have disparate 
adverse impact on minorities or a disproportionate burden on low-income individuals by 
performing a Title VI Equity Analysis; 

 

– Consider alternatives if a disparate adverse impact to minorities or disproportionate 
burden on low-income individuals are identified; 

 

– Develop appropriate mitigation measures if needed; and 
 

– Determine whether a public hearing is required 
– Conduct required public hearing for all major service changes (see definition in Section 

6.3 Title VI Equity Analysis). 
 

Changes to the rail system occur less frequently. They generally relate to the opening of a new 
line or adjustments to the frequency or hours of operation for existing service. Changes in rail 
and bus service follow the same planning and implementation process. 
 
6.2 Title VI and Metro’s Equity PlatformAnalysis  
 

Metro’s Equity Platform was adopted in February 2017. The framework for equity begins with 
Title VI of the Civil Rights Act of 1964 which protects minority and low-income communities 
from disparate and disproportionate negative impacts as a result of major transit service 
changes. Executive Order 12898 - Federal Actions to Address Environmental Justice in 
Minority Populations and Low-Income Populations provides further protection of low-income 
communities from disparate and disproportionate negative impacts.   

 

13 The United Transportation Union (UTU) merged with the Sheet Metal Workers Union in 2014 to form SMART. 
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Figure 6.2  Service Change Process 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
  
 
 
 
 
 
 
 
 
 
 
 
 
 

Analyze System 
− Data collection 
− Service performance analysis 
− Identify issues 

Analyze System 
− Data Collection 
− Service Performance Analysis 
− Identify Issues 

Develop Initial Proposals 
− Review Analysis 
− Generate Ideas and Proposals 
− Perform Impact Analysis (Costs, Revenue Service Hours, and Boardings) 
− Review Proposals with the Metro Service Councils (MSC) 
− Modify / Revise Proposals based on MSC’s Feedback 

Revise Proposals Based Upon Feedback from: 
− Metro Service Councils 
− Public Comments 

Service Change Notification 
− Prepare Public Notices 
− Perform Community Outreach 
− Conduct Public Hearings 

Minor Service Changes 
− Delegated to Staff 

Major Service Changes 
− Public Hearing Required 
− Title VI Equity Analysis 

Required 
– Require MSC Approval 
– Require Board Approval 

Approval of Service Changes 
− Metro Service Councils 
− Metro Board of Directors 

Scheduling Process: Schedule building, Run-cutting, Rostering, and developing schedule related 
reports. 
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6.3 Title VI Equity Analysis 
 

In addition,  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
  
 
 
 
 
 
 
 
 
 
 
 
 

Develop Initial Proposals 
− Review analysis 
− Generate ideas and proposals 
− Perform impact analysis (costs, revenue service hours, and boardings) 
− Review proposals with the Metro Service Councils (MSC) 
− Modify/revise proposals based on MSC’s feedback 

Revise Proposals Based Upon Feedback from: 
− Metro Service Councils 
− Public comments 

Service Change Notification 
− Prepare public notices 
− Perform community outreach 
− Conduct public hearings 

Minor Service Changes 
− Delegated to Staff 

Major Service Changes 
− Public Hearing required 
− Title VI Equity Analysis 

required 
– Require RSC Approval 
– Require Board Approval 

Approval of Service Changes 
− Metro Service Councils 
− Metro Board of Directors 

Scheduling Process: Schedule building, run-cutting, rostering, and developing schedule related 
reports. 

Implement Approved Service Change 
− Stops & Zones 
− Timetables 
− Public Information 
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Metro willmust ensure a Title VI Equity Analysis is performed on all major service change 
proposals and any fare change proposals to determine if these proposals will have a disparate 
adverse impact on minorities or disproportionate burden on low-income individuals prior to a 
public hearing. If it is determined that these proposed changes will have a disparate adverse 
impact on minorities or a disproportionate burden on low-income individuals, Metro will make 
a good-faith effort to mitigate or reduce the adverse impacts by looking for alternatives that can 
meet legitimate program goals with a lesser impact to protected groups.  
 
The framework for equity begins with Title VI of the Civil Rights Act of 1964 which protects 
people from discrimination based on race, color, or national origin. Impacts on minority and 
low-income communities must be analyzed to identify disparate and disproportionate negative 
impacts resulting from a fare change or major transit service changes. 
 
In accordance with FTA’s Title VI Circular 4702.1B “Title VI Requirements and Guidelines for 
Federal Transit Administration Recipients” (Effective October 1, 2012), Metro’s Administrative 
Code was revised to incorporate FTA’s requirements under Title VI. The Metro Board adopted 
the updated Administrative Code in January 2013. Based on this Circular, Metro is required to 
perform a Title VI Equity Analysis on all proposed major service changes or fare changes prior 
to implementation. The goal is to ensure there is no disparate adverse impact to minorities or 
disproportionate burden on low-income individuals created by a major service or fare change.  
 
The following definitions and criteria were updated and adopted by the Board in September 
2019. The FTA is considering developing an updated circular in 2022. The Administrative Code 
now contains a reference to these definitions so that it need not be amended every time there 
is a need to modify the definitions: 
 
Disparate Impact Policy: 
Disparate impact refers to a facially neutral policy or practice that disproportionately affects 
members of a group identified by race, color or national origin and the policy lacks a substantial 
legitimate justification, including one or more alternatives that would serve the same legitimate 
objectives but with less disproportionate effects on the basis of race, color or national origin. 
This policy defines the threshold Metro will utilize when analyzing the impacts to minority 
populations and/or minority customers. 
 

a. For major service changes, a disparate impact will be deemed to have occurred if the 
absolute difference between the percentage of minority adversely affected and the 
overall percentage of minorities is at least five percent (5%). 
 

Implement Approved Service Change 
− Stops & Zones 
− Timetables 
− Public Information 
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b. For any applicable fare changes, a disparate impact will be deemed to have occurred if 
the absolute difference between the percentage of minority adversely affected and the 
overall percentage of minorities is at least five percent (5%) 

 
Disproportionate Burden Policy: 
Disproportionate burden refers to a facially neutral policy or practice that disproportionately 
affects low-income populations more than those populations that are not low-income. A finding 
of disproportionate burden for major service and fare changes requires Metro to evaluate 
alternatives and mitigate burdens where practicable. 
 

1. For major service changes, a disproportionate burden will be deemed to exist if an 
absolute difference between percentage of low-income adversely affected by the service 
change and the overall percentage of low-income persons is at least five percent (5%). 
 

2. For fare changes, a disproportionate burden will be deemed to exist if an absolute 
difference between the percentage of low-income adversely affected and the overall 
percentage of low-income is at least five percent (5%) 

 
Discretion of the Metro Board of Directors 
A major service change or fare increase may be implemented even if the Title VI Equity Analysis 
determines a disparate adverse impact to minorities was created by the change. However, the 
Metro Board of Directors must first ensure these changes meet two tests: 
 

– There is a substantial legitimate justification for adopting the proposed major service 
change or fare increase, meaning the selected service change or fare increase meets a goal 
that is integral to the mission of Metro; and 

 

– The selected alternative would have a less severe adverse effect on Title VI protected 
populations than other alternatives that were studied. 

 
Major Service Change 
Major service changes are defined in Metro’s Administrative Code in Chapter 2-50 Public 
Hearings Subsection 2-50-010 as any service change that meets at least one of the following 
criteria: 
 

1. A revision to an existing transit route that increases or decreases the route miles and/or 
the revenue miles operated by 25% or more at one time or cumulatively in any period 
within 36 consecutive months since the last major service change; 
 

2. A revision to an existing transit service that increases or decreases the scheduled trips 
operated by at least 25% at one time or cumulatively in any period within 36 consecutive 
months since the last major service change; 
 

3. An increase or decrease to the span of service of a transit line of at least 25% at any one 
time or cumulatively in any period within 36 consecutive months since the last major 
service change;  
 

4. The implementation of a new transit route that provides at least 50% of its route miles 
without duplicating other routes; 
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5. Six months prior to the opening of any new fixed guideway project (e.g. BRT line or rail 
line) regardless of whether or not the amount of service being changed meets the 
requirements in the subsections 1-5 above to be inclusive of any bus/rail interface 
changes. 
 

6. Experimental, demonstration or emergency service changes may be instituted for one 
year or less without a Title VI Equity Analysis being completed and considered by the 
Board of Directors. If the service is required to be operated beyond one year the Title VI 
Equity Analysis must be completed and considered by the Board of Directors before the 
end of the one year experimental, demonstration or emergency. 
 

7. A Title VI Equity Analysis shall not be required if a Metro transit service is replaced by a 
different route, mode, or operator providing a service with the same headways, fare, 
transfer options, span of service and stops. 

 
Fare Changes 
Any fare change requires an equity evaluation consistent with the following guidance:  
 

1. A Fare Equity Analysis shall be prepared for any fare change (increase or decrease). This 
includes but is not limited to permanent fare changes, temporary changes, promotional 
fare changes, and pilot fare programs. The analysis will evaluate the effects of fare 
changes on Title VI protected populations and low-income populations. The analysis 
will be done for fares not available to the general public such as special discount 
programs for students, groups or employers.  

 

2. If fare changes are planned due to the opening of a new fixed guideway project, an equity 
analysis shall be completed six months prior to opening of the service.  

 

3. Each Title VI Fare Equity Analysis shall be completed and presented for consideration of 
the Board of Directors in advance of the approval of the proposed fare or fare media 
change by the Board of Directors. The Equity Analysis will then be forwarded to the FTA 
with a record of action taken by the Board.  

 

4. A Title VI analysis is not required when: 
a) A change is instituted that provides free fares for all customers;  
b) Temporary fare reductions are provided to mitigate for other actions taken by 

Metro; 
c) Promotional fare reductions are less than six months in duration. An equity 

analysis must be conducted prior to making any temporary fare change into a 
permanent part of the fare system.  

 
6.43 Metro’s Equity Platform 
 

Metro’s Equity Platform builds upon The NextGen Bus Study aimed to go above and beyond 
Title VI in two distinct ways. First, it goes beyond ethnicity and requirements to analyze 
disparate impacts and disproportionate burden on minority and low-income populations to 
determineidentify communities with the greatest mobility needs. To do this, Metro’s Equity 
Platform was integrated into the NextGen Bus Study planning and public engagement process. 
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The Platform provides a framework that guides how the agency works to address inequities and 
create more equitable access to opportunity.  
 
The NextGen process started with analysis of Equity Focus Communities(EFCs) Metro’s 
community designation that defines areas where transportation needs are greatest. EFCs 
consider where there are higher concentrations of resident and household demographics 
associated with mobility barriers (low-income households earning less than $60,000 per year; 
Black, Indigenous, or People of Color (BIPOC) populations; and households that do not have a 
car). Additionally, the NextGen sought to capture other metrics in a Transit Equity Index to 
identify transit propensity to ensure investment in transit targeted area populations with the 
most need to use transit. Through market research, surveys, and public input, other groups 
determined to be most reliant on transit include non-English speaking new immigrants, youth 
and seniors, persons without access to an automobile either by choice or necessity, persons 
with disabilities, and women, who tend to make more transit trips than men. Data available for 
these groups was used in the calculation of the Transit Equity Index.  
 
Second, NextGen Bus Study aims to go above and beyond Title VI, to not only protect against 
negative impacts, but to further improve service for communities with the greatest mobility 
needs. To do this, theThe Four Pillars of the Equity Platform have beenwere integrated into the 
NextGen Bus Study planning and public engagement process.as follows 
 

I. Define and Measure – Use Title VIEFCs as a baseline for identifying communities with 
the greatest needs, and supplement those with market research to identify the segments 
of population and trips with the highest propensity for transit use. Evaluate bus network 
changes based on the customer -focused performance metrics established within this 
reportTransit Service Policy document with particular focus on communitiesEquity 
Focus Communities with the greatest mobility needs as identified above. 
 

II. Listen & Learn –The technical work of the NextGen Bus Study identified important 
information about Metro’s current and potential customers. This data was validated by 
thea robust countywide public engagement effort, including that included engaging 
customers onboardon board buses, at outreach sessions at community events, 
stakeholder briefings, interactive public workshops, digital engagement, and print 
advertising. Comments received will bewere incorporated into the systemwide service 
design as well as individual route changes.  
 

III. Focus & Deliver – Service design concepts (discussed above) have been established 
within this Transit Service Policy document are intended to address the recurring 
themes identified from the public outreach and market research, including faster and 
more frequent service, better reliability and accessibility to key destinations, better 
connectivity particularly with the municipal operators, and improved perception of 
securitysafety on board buses and at bus stops. These concepts, described below, will 
be were used to redesign the routes and schedules for the NextGen Bus Plan.  
 

In addition, a Transit Propensity Index score has beenwas developed and assigned to 
every Census Tract in Los Angeles County. This index score considers the various market 
segments likelihood to use transit, the transit orientation of the environment being 
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served, and the travel demand within the area. Areas with high scores should be 
prioritized for high quality transit service. 
 

Lastly, other customer experience enhancements such as improved securitysafety, 
accurate real time arrival information, cleanliness, and improved first/last mile service 
are critical to attracting customers to use transit.  
 

Train & Grow – The Board -adopted Transit Service Policy will be updated to reflect the 
Regional Service Concept as adopted by the Board, including the goals and objectives 
of the bus network, measures of success, route and network design concepts based on 
public input and data analysis, and the framework referenced for balancing tradeoffs in 
consideration of Metro’s Equity Platform. In addition, an 
 

IV. Train & Grow –Service Planning has adopted new tools to analyze the potential impacts 
of service changes on EFCs. An annual monitoring program will be established to track 
the progress of achievement towards the goals and objectives, and to inform on 
necessary adjustments. 

 
 
6.4 Public Outreach 
 

Prior to a public hearing, several public outreach efforts are madeis conducted so that the 
greatest number of customers may respond to the changes at either a public hearing or by 
submitting written comments at a hearing, or via email, mail, or fax. The distribution of 
information will include line number, line name, route change information, and/or fare change 
proposals. Other public outreach occurs at key transportation centers, bus stops, and bus and 
rail stations 30 days prior to the public hearing date. These efforts are made to reach and engage 
customers who may not have time to attend a public hearing and to inform them of alternative 
communication methods available to file public comments. Public participation in the public 
hearing process is an important step in assisting staff and Metro Service Councils in developing 
and approving final service change proposals. Table 6.2 provides a timeline for public 
notification activities. 

 
Table 6.2 Timeline for Public Notification Activities 

Activity 
Months Prior to 
Service Change 

Service Planning staff reviews preliminary proposals. 7 

Metro Service Councils set dates of public meetings, publish hearing notices in 
local newspapers and send LEP and minority communities written notification to 
elected officials, other operators and key stakeholder groups. Confer with Labor 
Relations and Union representatives. 

5-6 

Service Planning staff provides information on proposed changes to the Metro 
Bus Operators Subcommittee and at quarterly meetings held with the region’s 
municipal and local operators. 

3 

Communication Department posts information proposed changes on Metro’s 
website. 

5 
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Operations staff distributes meeting notices on board vehicles. Public outreach 
at key transportation centers, bus stops, and on-board customer interface occurs 
as well. 

Minimum one 
month prior to 
public hearings 

Metro Service Councils conduct public hearings. 4 

Metro Service Councils approve final service change program. 3 

Metro Board receives the Service Councils’ approved service change program as 
a Receive and File item.  

2 

Communication Department prepares press releases on final program and 
program brochures are distributed on-board Metro vehicles and other outlets. 

1 

 
InThese procedures are in accordance with Metro’s Administrative Code in Chapter 2-50 Public 
Hearings Subsection 2-50-025: 
 

A. Any public hearing required by Section 2-20-020 shall be conducted as set forth in this 
section. 

 

B. Notice of the hearing shall be published in at least one English language and Spanish 
language newspaper of general circulation and at least thirty (30) days prior to the date 
of the hearing. Notice at least thirty (30) days prior to the date of the hearing shall also 
be published in the neighborhood and foreign language and ethnic newspapers as 
appropriate to provide notice to the members of the public most likely to be impacted 
by the proposed action.  

 

C. Notice of the public hearing shall also be announced by brochures in English, Spanish 
and other appropriate languages on transit vehicles serving the areas to be impacted 
and at customer service centers.  

 

D. To ensure that the views and comments expressed by the public are taken into 
consideration, MTA staff shall prepare a written response to the issues raised at the 
public hearing. That response should also include a general assessment of the social, 
economic and environmental impacts of the proposed change, including any impact on 
energy conservation.  

 

E. The public hearing related to a recommendation to increase transit fares charged the 
public shall be held before the Board of Directors and any action taken to increase the 
fares charged the general public must be approved by a two-thirds vote of the members 
of the Board of Directors. The Board of Directors may delegate to another body or a 
hearing officer appointed by the Chief Executive Officer the authority to hold the public 
hearing related to a change in transit service.  

 
Table 6.2 Timeline for Public Notification Activities 

Activity 
Months Prior to 
Service Change 

Service Planning staff reviews preliminary proposals. 7 
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Metro Service Councils set dates of public meetings, publish hearing notices in 
local newspapers and send LEP and minority communities written notification to 
elected officials, other operators and key stakeholder groups. Confer with Labor 
Relations and Union representatives. 

5-6 

Service Planning staff provides information on proposed changes to the Metro 
Bus Operators Subcommittee and at quarterly meetings held with the region’s 
municipal and local operators. 

3 

Communication Department posts information proposed changes on Metro’s 
website. 

5 

Operations staff distributes meeting notices on board vehicles. Public outreach 
at key transportation centers, bus stops, and on-board customer interface occurs 
as well. 

Minimum one 
month prior to 
public hearings 

Metro Service Councils conduct public hearings. 4 

Metro Service Councils approve final service change program. 3 

Metro Board receives the Service Councils’ approved service change program as 
a Receive and File item.  

2 

Communication Department prepares press releases on final program and 
program brochures are distributed on-board Metro vehicles and other outlets. 

1 

 
The distribution of information will include line number, line name, route change information, 
and/or fare change proposals. Other public outreach occurs at key transportation centers, bus 
stops, and bus and rail stations 30 days prior to the public hearing date. These efforts are made 
to reach and engage customers who may not have time to attend a public hearing and to inform 
them of alternative communication methods available to file public comments. Public 
participation in the public hearing process is an important step in assisting staff and Metro 
Service Councils in developing and approving final service change proposals. Table 6.2 provides 
a timeline for public notification activities. 

 
6.5 Public Hearing Process  
 

Once a Service Change Program has been developed by Metro Service Planning Staff, the Metro 
Service Councils are asked to set a date, time and place for their public hearings. During the 
period between publication of the hearing notices and public hearings, each Service Council is 
provided a detailed presentation on service change proposals and given an opportunity to 
discuss the changes that will be the subject of public comment. After each hearing, each Service 
Council will meet to consider and approve, modify, or deny all proposed service changes. These 
actions will then be summarized and presented in an informational report to the Metro Board 
of Directors. 
 
Under Metro’s Service Council by-lawsbylaws, all service changes must be reviewed and 
approved by their respective Service Council(s). Public hearings are usually held at the same 
location where the Service Councils hold their meetings but may be held at other locations at 
their discretion.in order to be more accessible to those customers who would be affected by the 
proposed service changes. When a major service change program requires three or more 
requiring the associated Councils to hold public hearings affects three or more service regions, 
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thus, an additional hearing will be held at a central location, normally at the Metro headquarters 
building, on an appropriate Saturday. In accordance with Metro’s Administrative Code in 
Chapter 2-50 Public Hearings Subsection 2-50-020, Metro will hold a public hearing on all major 
service change or fare change proposals that are subject to a Title VI Equity Analysis. These 
proposals are subject to Metro Regional Service Council and Metro Board approval.  
 
6.6 Implementing Minor Changes on an Interim Basis 
 

Minor service changes are generally route modifications that can be accommodated without 
impacting the vehicle or operator requirements of the service. Minor service changes do not 
require a public hearing but are shared with the relevant Service Councils as a courtesy and 
can be implemented at the discretion of staff.  
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APPENDIX A: Metro Line Identification 

 
The purpose of establishing transit service line identification standards is to create a simple 
way for customers to identify, locate, and reference Metro services, and thereby make the 
services easier for customers to use. 
 
The line identification standards shall be adhered to when identifying Metro Bus and Metro Rail 
lines by name. The standards shall be implemented across all internal and external mediums 
including but not limited to, rail station signs, bus stop signs, bus station signs, vehicle head 
signs, vehicle destination signs, timetables, the Metro Transit Trip Planner, HASTUS and 
ATMS14. The descriptions and chart below help explain the standards, and how and when they 
should be implemented. 
 
General Standards 
− Transit service lines will be identified using a combination of line number, destinations 

(both terminals) and the corridor(s) the line travels along. Metro Rail and Metro BRT 
service which previously used the established operational names (e.g., Metro Red Line, 
Metro Purple Line, Metro Orange Line) are being transitioned to names based on a letter-
based designation. To ensure consistent usage of transitional naming for Rail and BRT 
lines, updates to customer information should be referred to the Communications 
Department.   
 

− Acceptable destination names include a city, community, major landmark, transit center 
or rail station. Street intersections are no longer to be used as a destination, unless the 
intersection is required to identify short-line service. 
 

− The destination points will be listed in a West to East or North to South order, consistent 
with how the line would be read on a map. Destinations on head signs, destination signs, 
timetables, and physical signage must always be consistent.  
 

− Lines that have Downtown LA as one of the line’s end points will list its first, as Downtown 
LA.  
 

− The name of the line will also list at least one major corridor on which it travels. 
 

− Name abbreviations, street extensions and other topics will be dictated by the Metro 
Signage Guidelines. 

 
Printed Materials and Electronic Customer Information 
− The line will be presented using the full name, listing both the destinations and major 

corridor(s). 
 

− Printed materials include, but are not limited to, timetables, service change 
announcements, brochures, system maps, and service reports. 

 

 

14 HASTUS (Horaires et Assignments pour Systems de Transport Urban et Semi-Urban) refers to the software 
used to create schedules. ATMS (Advanced Transportation Management System) 
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− Electronic customer information includes the line information presented on 
metro.netmetro.net and underlying electronic databases such as HASTUS and ATMS. 

 

− The Metro Transit Trip PlannerTrip Planners and mobile applications providing real-time 
data to riders will present the line name similarly to what will be shown on the vehicle 
head sign and bus stop sign, so customers can easily locate the appropriate line at the 
stop. 

 
Rail Station Signage 
− The line will be presented using the line letter designation, and destination point that the 

vehicle is traveling to in each direction. 
 
Bus Stop Signage 
− The line will be presented using the line number, service brand, color and destination 

point that the vehicle is traveling to in each direction. 
 

− The main corridor(s) will also be listed as well as special service qualifiers including, but 
not limited to, rush-hour service and weekday-only service. 
 

− Short-line trip destinations will not be shown on bus stop signs. 
 
Bus Route Numbering Convention 
Bus line numbers are assigned to indicate the type of service provided and where the line 
travels.  
 

Line Numbers Type of Service 
1-99 Travel into downtown Los Angeles, referencing general corridors 

consecutively in a counterclockwise rotation 
100s Operate from east to west and travel outside of downtown Los Angeles 
200s Operate from north to south and travel outside of downtown Los Angeles 
300s Metro Local buses with limited stop service 
400s Arterial express bus services to/from downtown Los Angeles 
500s Freeway express bus services outside of downtown Los Angeles 
600s Operate local shuttle bus service 
700s Metro Rapid bus service 
800s Bus bridges for the rail network 
900s Metro Liner bus service 

 
Vehicle Head Signs 
− Head signs will list the destination in which the vehicle is traveling towards in one frame. 

 

− Head signs on Rail and BRT vehicles will list the line letter designation in one frame.  
 

− For short-line trips, the line number and destination shown will be the destination of that 
trip and not of the entire line. 
 

− When the line is not in service, the sign will read “Not in Service” and display the route 
number per Operations Notice #09-18. 

http://www.metro.net/
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− Name abbreviations, street extensions and other topics will be dictated by the Metro 
Signage Guidelines. 

 

Automatic Voice Announcements 
− External On-Board Announcements: 

• The line will be identified in automatic external voice announcements using the line 
number and destination point that the vehicle is traveling to in each direction. 
 

• For short-line trips, the destination noted will be the destination of that trip and not of 
the entire line. 

 
− Internal On-Board Announcements: 

• When the automatic voice announcement system identifies a stop, the end destination 
of that line will follow. 
 

• The stops and stations announced onboard should be consistent with names used on 
maps, timetables and other printed materials. 

 
 
 

Assigning Line Identifiers 
It is expected that the standards will be easily applied to the majority of lines; however, it is also 
understood that exceptions will have to be made for some lines due to unfamiliar end points or 
corridors, or where temporary solutions are necessary due to construction, temporary service 
changes, or pilot program deployment. In these 
limited cases, Service Planning staff and 
Communications must be in consensus regarding 
these changes before deciding to deviate from the 
standards. The Stop and Zones Department may 
also deploy temporary signage at bus and rail 
facilities as needed when emergency closures or 
other service changes impact scheduled service. 
For detailed guidance on using Metro signage 
standards, Metro Signage and Environmental 
Graphic Design Standards documents may be 
obtained from the Communications Department.  
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Metro’s Rail Line Identification, Naming, and Color Conventions 
Rail and BRT lines previously denoted by a color will transitiontransitioned to a letter/color 
combination beginning in November 2019 when the Metro Blue Line reopens after an extended 
upgrade. Metro’s BRT lines will also transition to this naming convention. The letters assigned 
to each rail line generally conform to the order in which each line went into operation. The 
current planned designations are depicted in the adjacent chart. 
 
The current planned designations follow: 

 
The Gold Line has been assigned the letter L for clarity and consistency systemwide while. The 
service plans are being developedplan for the Regional Connector Project. When will result in 
the Regional Connector is completed, L designation being phased out and the 
appropriaterelevant sections of the Gold Line will become the A Line to Azuza or the E Line.
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 to East LA. The Crenshaw Line will be known as the K Line with a pink color.
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APPENDIX B: Los Angeles County Local Fixed and Demand Response  
Route Transit Operators  

 

Operator Municipal 
Local 

Return 
General 

Dial a Ride 
Special Purpose 

Dial a Ride 
 s  X  X 

  X X  
ope Valley Transit Authority (AVTA) 

 
 e 
 er 
 s of Unincorporated Los Angeles 

 

X X   

    X 
  X   
  X   

  X   
 rk  X   

 s Transit serves: 
 o Beach 
 tan Beach 
 a Beach 
  ndo  

X X   

   X   
 s  X   

  X   
 s  X   

  X   
  X   

  X   
  X   

 X X   
  X   

  X   
  X   

  X X   
 ar    X 

  X   
  X   

   X   
   X   

 nsit serves member cities of 
  
  

X X   

Operator Municipal 
Local 

Return 
General 

Dial a Ride 
Special Purpose 

Dial a Ride 
• Baldwin Park 

Member cities served by Foothill Transit continued 
• Bradbury 
• Claremont 
• Covina 
• Diamond Bar 
• Duarte 
• Glendora 
• Industry 
• Irwindale 
• La Puente 
• La Verne 
• Monrovia 
• Pasadena  
• Pomona 
• San Dimas 
• South El Monte 
• Temple City 
• Walnut 
• West Covina 

Gardena X X   
Glendale  X   
Glendora  X   
Hawaiian Gardens  X X  
Hawthorne  X   
Hermosa Beach  X   
Huntington Park  X   
Inglewood  X   
La Cañada Flintridge  X X X 
La Habra Heights   X X 
La Mirada    X 
La Puente  X X  
La Verne   X  
Lakewood   X  
Lawndale  X   
Lomita    X 
Long Beach X X   
Los Angeles X X   
Los Angeles County  X   

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells

Inserted Cells
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Operator Municipal 
Local 

Return 
General 

Dial a Ride 
Special Purpose 

Dial a Ride 
  X   

 Beach  X   
  X   

  X   
  X   

 X X   
 ark  X   

 X X   
 s Estates  X   

  X   
  X   

   X   
  X   
 each  X   

 s Estates  X   
  X   

    X  
 do  X   

 Gabriel X X X  
     X 

Operator Municipal 
Local 

Return 
General 

Dial a Ride 
Special Purpose 

Dial a Ride 
Santa Clarita Valley Transit (SCVT) serves 
• Santa Clarita 
• Portions of Unincorporated Los Angeles 

County 

X X   

Santa Fe Springs  X   
Santa Monica X X   
Sierra Madre  X   
Signal Hill   X  X 
South El Monte   X  
South Gate  X   
South Pasadena  X  X 
Temple City   X X 
Torrance X X   
Walnut    X 
West Covina  X   
West Hollywood  X   
Westlake Village  X   
Whittier  X   
Total 1213 6269   

 
Many of the Local Return systems listed above do not provide fixed route service but instead 
provide Demand Response services: Hawthorne, Malibu, and Manhattan Beach are examples. 
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