March 11, 2026

Sharon Kershbaum, Director

District Department of Transportation
250 M Street SE

Washington, DC 20003

Dear Director Kershbaum,

As Chair of the Multimodal Accessibility Advisory Council (MAAC), established under D.C.
Official Code § 50-2361.31, I am writing to ask why the District has not yet begun installing red
pavement markings at bus stops. The federal regulatory barrier was removed over two years
ago. At least four major U.S. cities have deployed red markings and published data showing
they work. DDOT’s own Clear Lanes cameras are generating a daily record of which stops are
most frequently blocked. The pieces are all there. We are asking DDOT to put them together.

The accessibility problem. When a car occupies a bus zone, the bus cannot pull flush to the curb.
The operator services the stop from the travel lane, and WMATA's boarding ramp—designed to
bridge the roughly eight-inch gap between the bus floor and a standard curb—must instead
deploy to street grade, doubling the vertical drop. For riders using wheelchairs, the resulting
slope can exceed ADA guidelines, and the ramp lands in a roadway environment with drainage
grates, debris, and moving traffic. Testimony submitted in support of Maryland’s Better Bus
Service Act of 2024 documented that vehicles parked at bus stops “prevent Marylanders with
disabilities from safely accessing transit buses, keeping us from reaching jobs, schools, healthcare
appointments and more on time—if at all.” The District has approximately 75,000 residents living
with disabilities, and nearly 40% of all D.C. households have no car. For these residents, the bus
is not a backup option.

The regulatory landscape has changed. The 11th Edition of the Manual on Uniform Traffic
Control Devices, published by FHWA in December 2023, moved red-colored pavement from
“experimental” to “optional” status and explicitly included transit stops:

“Red colored pavement may be installed within transit lanes, transit stops or stations,
or other facilities where transit vehicles have priority over other traffic, to enhance the
conspicuity of these locations.”

Under the prior edition, agencies needed an Interim Approval (IA-22) even to pilot red paint on
transit lanes, and the language around isolated stops was ambiguous. That ambiguity is gone.
Red bus stop markings are now a federally recognized traffic control device, and the District can
adopt them without any waiver or experiment.
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Other cities have the data. Philadelphia’s before-and-after evaluation of red-painted bus lanes
on Chestnut Street found a 53% reduction in stopping and parking violations and a 12% improve-
ment in bus speeds. In unpainted comparison sections of the same corridor, violations increased
by over 250% during the same period. New York City reported a 55% reduction in unauthorized
vehicle incursions on Select Bus Service corridors after applying red “terra cotta” treatment. San
Francisco has codified red curbs at bus zones for decades—they require no vertical signage to be
enforceable. Baltimore’s red bus lanes in the downtown core produced measurable travel-time
improvements across nearly all affected routes.

The consistent finding across these cities is that red pavement is largely self-enforcing. Drivers
perceive a red-painted zone differently from a white-lined one. White limit lines and vertical
signage compete with the visual clutter of a dense commercial corridor and get ignored. Red
pavement does not.

Clear Lanes is half the solution. MAAC supports the Clear Lanes automated enforcement
program, but it has structural limitations that physical infrastructure can address. Clear Lanes is
reactive: the citation arrives by mail, typically two weeks after the violation. It does nothing to
prevent the immediate boarding failure that a blocked stop causes.

More importantly, D.C. lacks reciprocity agreements with Maryland and Virginia for automated
traffic enforcement. A Maryland-registered driver who accumulates bus zone fines faces no
registration hold and no license consequence. For a meaningful share of the drivers blocking
D.C. bus stops, Clear Lanes carries no enforceable penalty. Red pavement works on a different
mechanism entirely—visual deterrence at the moment of the parking decision, regardless of the
driver’s home jurisdiction.

The effective approach, demonstrated in the peer-city data, combines both: red markings to
prevent the majority of violations and automated enforcement to catch the rest. The District
currently has only the second piece.

The cost is manageable if phased. The main durability concern at bus stops is the shear force of
heavy vehicles braking and turning. Standard traffic paint fails within six months. Thermoplastic
lasts one to two years. The appropriate material is a durable pavement marking that bonds
chemically to the asphalt surface and lasts five to eight years even under heavy transit use. Such
markings with high-friction aggregate (to maintain ADA-compliant slip resistance) cost roughly
$10-12 per square foot installed. For a standard 100-foot bus zone at 10 feet wide, that works out
to approximately $12,000 per stop.

A system-wide rollout across all 3,000-plus stops would run roughly $36 million. Nobody expects
that overnight. But a targeted first phase—the 50 highest-violation stops, identified from Clear
Lanes data—would cost approximately $600,000, which is less than 2% of the $30.5 million the
FY26 budget allocated for Bus Priority capital projects. NYC’s experience is instructive: they
found that red epoxy failed quickly at stops (where buses brake) but lasted years in lanes (where
buses roll through), confirming that a chemically bonded marking is essential specifically at
stops.

The “parking loss” objection is a misunderstanding. DCMR § 2409 already prohibits parking



within 80 feet of the approach side and 20 feet of the departure side of a bus stop sign. This
space is a no-parking zone today, whether or not it is painted. Red pavement does not remove
legal parking—it makes an existing prohibition visible. The fact that drivers currently park in
unmarked bus zones reflects a communication failure, not a legal entitlement. Notably, the fine
for violating a marked bus zone ($100) is double the fine for violating the unmarked default
rule ($50 under “within 20 feet of bus stop sign”), giving DDOT an additional enforcement and
revenue incentive to formalize these zones.

The ADA dimension. Title II of the Americans with Disabilities Act requires public entities to
maintain accessible features of their transit systems. A bus stop that is routinely rendered inac-
cessible because of inadequate curbside markings—when a proven, federally endorsed counter-
measure exists and has been demonstrated in peer jurisdictions—raises serious questions about
compliance. MAAC has the authority and the obligation to refer this matter to the FTA Office of
Civil Rights if progress is not made.

On behalf of the Multimodal Accessibility Advisory Council, we formally resolve:

That DDOT immediately begin installing red durable pavement markings covering
the full length of bus stop zones—the complete 80-foot approach and 20-foot de-
parture as defined by DCMR § 2409—starting with the highest-violation locations
identified by Clear Lanes enforcement data, and adopt full-length red markings as
a standard design element for all bus stop construction, reconstruction, and modi-
fication under the Better Bus network redesign and all future capital projects.

We request the following specific actions:

1. Install red durable pavement markings covering the full length of the bus stop zone at
the 50 highest-violation bus stops within 90 days, using existing Clear Lanes data to select
locations.

2. Adopt a durable, chemically bonded marking with high-friction aggregate as the manda-
tory material specification for bus stop pavement markings (Traffic Red, Federal Standard
595C #31136, with white retroreflective “BUS ZONE” thermoplastic lettering).

3. Mark the full maneuvering zone—80-foot approach and 20-foot departure—not only the
area adjacent to the bus stop flag.

4. Incorporate red bus stop markings as a standard element in all Better Bus stop designs.

5. Require utility companies excavating within marked bus zones to restore the red pavement
treatment as a condition of their street-cut permits.

6. Publish a phased deployment plan with annual targets and a dedicated budget line, sub-
mitted to the Council’s Committee on Transportation and the Environment.

7. Brief MAAC on implementation plans within 60 days of this letter.

MAAC is available to assist in identifying priority locations, reviewing material specifications,
and ensuring slip-resistance compliance for wheelchair users and pedestrians. We would wel-
come the opportunity to work with DDOT on this, and we look forward to your response.



Sincerely,
Dr. Karthik Balasubramanian
Chair, Multimodal Accessibility Advisory Council



