8.2.1

STOPS
8.2 SIGNING APPLICATIONS FOR STOPS
8.2.1

General

Public transport stops may be required almost anywhere along
a recognised route. Policy on the siting of stops is outside the
scope of this chapter. For convenience generally in this text
reference is made to bus stops. Such references are equally
appropriate for minibus stops or tram stops. A "stop" is
considered to be a place where passengers are picked up
or dropped off but at which buses do not wait for any
significant period of time between services.

6

At the time of writing of this chapter, formal stopping places for
minibus services are not common other than at terminal points.
If the need should arise for a more formal approach appropriate
signs are available. Examples in subsequent sections are
included for illustration purposes.

7

Figures 8.9 to 8.11 illustrate examples of typical bus stop and
minor terminus locations, together with basic signing and road
marking criteria.

2

Public transport stops shall be formally identified by regulatory
signs R325 (Bus), R326 (Minibus) or R341 (Tram). These signs
reserve the use of the stopping place for the class of vehicle
indicated on the signface. If it is desired to permit more than
one class of public transport vehicle to stop at a specific place
two or more signs, one for each class of vehicle, should be
erected. In practice separation of stops for different classes of
vehicle, by at least twice the length of a typical vehicle, is
recommended. A bus stop sign may be used on its own or it
may be supplemented, where necessary, by appropriate road
markings (see Figures 8.10 and 8.11). Bus stop signs may be
located within a section of street designated as "No Stopping"
without any supplementary information, either to the bus stop
sign or any NO STOPPING signs R217.

8

If an EXCLUSIVE USE LANE facility is provided particular care
should be taken in the siting of stops because it will rarely be
possible for following vehicles to overtake a stopped vehicle.
The use of laybys on such a facility is therefore recommended
in order to maximise the lane capacity. If an exclusive lane is to
be used by a range of "public transport" vehicles, as
determined by the operating authority (see Subsection 8.5.3), it
is recommended that when stops are required they be signed
by means of BUS STOP sign R325 displaying the public
transport logo, used elsewhere on the route in signs R324,
R353 and/or R354 (see Figures 8.2. and 8.31).

3

Public transport routes commonly commence and end at a
terminus. In its simplest form a terminus can be a BUS STOP
sign R325 supplemented by a plate displaying the word
"TERMINUS". Buses may stand or wait at such stops in order
to start their service at a scheduled time. A single terminus stop
must therefore be sited with this requirement in mind.
Otherwise public transport vehicles should be
discouraged from standing, waiting or parking at a bus
stop sign (see Figures 8.7 and 8.9).

4

Bus stop signs may be reserved for use by one, or perhaps two
service operators, or may be made available to "ALL BUSES"
(see Volume 4 - Figure 2.8). Bus stop signs may also be
utilised by buses on different services operating on coincident
sections of route. Such provisions must always be subject to
operational safety assessment, particularly with respect to the
possibility of more than one bus arriving at the stop at the same
time.

5

The requirements for BUS STOP sign R325, MINIBUS STOP
sign R326, and TRAM STOP sign R341 permit wide flexibility
regarding the information which may be displayed with these
signs dealing with for example:

1

(a) routes;
(b) route zones;
(c) stages;
(d) destinations;
(e) operators.
Figures 8.7 and 8.8 illustrate a number of the principles
involved in public transport signing and the possible sign
combinations.
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Typical Bus/Minibus Layby Positioning
and Basic Terminal Treatment

The details in Figure 8.9 are diagrammatic only. Whilst they
imply good geometric design standards they are not drawn to
specific spacing or design requirements.
For basic safety reasons rural bus laybys must provide for the
bus or minibus to pull off the through portion of roadway. The
main functions of any road traffic signing provided for the
operational control of buses at laybys or minor terminals are:

Checklist
 can the stop be safely located closer to where passengers
come from?
 can passengers safely cross the road in the immediate
vicinity of the layby?
 are advance signs necessary?

(a) to control stopping places to safe locations;

 can buses and minibuses share a facility or not?

(b) to identify the stopping place to bus or minibus drivers and
to potential passengers.

 do the stops need to be shared by different operators?

Safety requirements may dictate that a stop be located in a
position which is not the optimum choice of potential
passengers, who, in a rural context, may have walked some
distance to reach a particular junction on the route. Where
necessary BUS STOP AHEAD information sign IN16 may be
provided indicating an appropriate distance to the closest safe
stopping place.

 are multiple stops required?

4

Rural bus or minibus laybys may commonly experience
significant peaking of movements. Their capacity to handle the
peak number of vehicles may require the use of more than one
BUS STOP sign R325 (or sign R326) with an indication of the
destination being served by each stop if necessary (see
Figures 8.7 and 8.11).

5

Similarly a larger layby may require a greater set back from the
edge of the travelled way due to the level of activity which
occurs during the loading of passengers and goods (see
Subsection 8.2.4).

6

In urban areas bus stops are commonly located in such a way
that stopping buses obstruct traffic. When such a mode of
operation becomes no longer acceptable urban authorities
often provide laybys in a manner very similar to rural practices,
namely away from junctions. This may be a disadvantage,
however, when the street in question has trees or parking, and
laybys may be difficult to provide.

7

It is therefore fairly common for bus stops to be located
immediately before or immediately after a junction. Such
positioning also commonly avoids the need for a layby to be
provided, particularly if the rest of the street is marked with
parking bays.

8

On lesser rural or urban bus routes, where bus numbers are
not high, terminal facilities at the outer end of the route will
commonly be provided at a bus stop. In both rural and urban
situations this terminal stop must be located so that:

 are any stops shared by different routes?
 is the provision of a bus shelter appropriate?

(a) buses can turn around safely without obstructing general
traffic; and
(b) buses can be stopped for some time to allow drivers to rest
or to wait for the scheduled time of departure on the return
trip.
Details 8.9.3 and 8.9.4 illustrate typical examples of such
terminals. Terminals are covered in more detail in Sections 8.3.
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Typical Bus/Minibus Laybys and Stops

1

The details in Fig. 8.10 are diagrammatic only. Whilst they
imply good geometric design standards they are not
necessarily drawn to a scale and should not be used as design
drawings for actual laybys.

2

The basic reason for providing bus laybys is to allow for the bus
or minibus to pull off the through portion of roadway to permit
safe stopping and loading/unloading of passengers. In urban
areas these benefits to bus operations and passenger safety
may be negated by the inability of buses to re-enter the traffic
stream from the layby under congested conditions.

3

It is strongly recommended that when a bus stop is provided on
a rural road, even on a gravel road, sufficient space must be
available for the bus to move sufficiently to the left to allow safe,
free flow of through traffic. If this is not possible then the stop
must be sited where visibility is such that a driver approaching
the rear of a stopped bus has a clear view of any on-coming
traffic.

4

Figure 8.10 illustrates a range of options for signing and
marking of bus stops. Details 8.10.1, 8.10.2 and 8.10.3 are
relevant in rural and urban areas although Detail 8.10.3 is only
appropriate on a minor rural road if the lane is sufficiently wide
that traffic will not be obstructed by a stopped bus or minibus.
Details 8.10.1 and 8.10.2 show single bus stops at laybys on
roads with a surfaced shoulder. Detail 8.10.1 shows a layby
which is set back completely behind the outer edge of the
surfaced shoulder whereas Detail 8.10.2 shows a layby which
will require a stopping vehicle to occupy the shoulder or part of
the shoulder. In the latter case a stopped bus represents an
obstruction on the shoulder. Since it is now permissible for
drivers of vehicles to drive on the surfaced shoulder under
certain circumstances when being overtaken, this type of
layby must be made adequately visible to such a driver. It
is recommended that the section of shoulder preceding
the layby be marked with PAINTED ISLAND marking RM5
as illustrated.

5

Bus or minibus laybys may commonly experience significant
peaking of movements. Their capacity to handle the peak
number of vehicles may require sufficient length to permit
occupation by more than one vehicle and the use of more than
one BUS STOP sign R325 (or sign R326), with an indication of
the destination being served by each stop, if necessary.

6

If an extended layby is provided so that buses, or minibuses,
can arrive and depart independently of each other ie. not queue
one behind the other, it is recommended that their correct
stopping positions be individually identified by signs R325 or
R326 (see Figure 8.11).

7

In urban areas bus stops are commonly located on- street and
are demarcated by an EXCLUSIVE PARKING BAY marking
RM7. The length of marking RM7 is not fixed but it shall be
greater than 6m. Appropriate supplementary oval road
markings RM7.1 are optional and may be marked
approximately half way along the length of the bay within the
adjacent lane. When the bay is more than 30m in length two or
more appropriate RM7.1 markings shall be displayed (see
Detail 8.10.3).
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8

Detail 8.10.3 also illustrates a minimum bus stop installation
commonly used in urban areas comprising sign R325 (or R326
or R341) only. The detail shows that such a sign may be
located on a street in which an optional NO STOPPING LINE
RM12 or NO PARKING LINE RM13 has been marked.

Checklist
 can a bus be stopped at the stop without causing
obstruction to other traffic?
 if obstruction is caused will it be safe and acceptable?
 can passengers safely cross the road in the immediate
vicinity of the layby?
 can buses and minibuses share a facility or not?
 are multiple stops required?
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Typical Bus/Minibus Laybys and Stops
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Multiple Bus / Minibus Laybys

The details in Figure 8.11 are diagrammatic only. Whilst they
imply good geometric design standards they are not drawn to a
scale and should not be used as design drawings for actual
laybys.
Detail 8.11.1 shows a wide long multiple bus layby which is
designed to permit individual and independent bus arrivals and
departures. To achieve this high operational level the individual
bus stops must be sufficiently far apart to permit the entry and
exit movements based on the least manoeuvrable class or type
of vehicle which is likely to use the layby. This separation
should be achieved by careful positioning of the bus stop signs.
A multiple layby of this type must also be sufficiently wide to
permit passing movements within the layby with a minimum risk
of encroachment into the adjacent travelled way. A separating
PAINTED ISLAND RM5 or a kerbed island is highly
recommended. Detail 8.11.1 shows examples of a multiple
layby on a 4-lane 2-way road and a 4-lane dual carriageway
road. This type of layby can also be used on a 2-lane 2-way
road when bus traffic warrants such treatment. On high-speed
roads the entry and exit tapers must be correctly designed
geometrically to permit safe slowing down on exit from the road
and acceleration on re-entry to the road. If the layby is created
over, or beyond, a surfaced shoulder the LEFT EDGE LINE
marking RM4.1, which defines the edge of roadway, should be
continued through the back of the layby as an edge line.

3

A multiple bus/minibus layby may therefore use more than one
BUS STOP sign R325 (or sign R326) with an indication of the
destination being served by each stop being available as an
option.

4

Detail 8.11.2 gives detail of road signs and markings which may
commonly be used in association with bus stops and laybys. It
is a common feature of bus stop siting that "inbound" and
outbound" stops or laybys are provided in close proximity to
each other. It is recommended in such situations that the stops
or laybys be staggered in a "tail-to-tail" manner as shown. This
arrangement is particularly relevant on 2-lane 2-way roads to
eliminate the risk of collisions between buses exiting
simultaneously from both laybys. The separation can be
increased further if volumes of pedestrians should warrant
crossing facilities.

5

Detail 8.11.2 also illustrates the recommended separation of
laybys provided for different classes of public transport vehicle.
In this detail the DIVIDING LINE marking WM2 could
commonly be replaced by a NO OVERTAKING LINE marking
RM1 or a NO CROSSING LINE marking RM2. The indicated
NO STOPPING LINE marking RM12 is recommended to
continue through laybys for buses and/or other public transport
classes of vehicle, and may be extended further to suit specific
site requirements.
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Checklist
 are opposite flow laybys correctly staggered?
 do different classes of public transport vehicle need to be
catered for?
 how many destinations are to be served?
 are buses or minibuses required to pass each other within
the layby?
 is a LEFT EDGE LINE marking RM4.1 provided on the
existing road?
 is NO STOPPING LINE marking RM12 required in the
vicinity of the layby(s)?
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Fig 8.11
Enlarged Laybys and
Laybys in Combination
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SIGNING
APPLICATIONS
TERMINALS AND RANKS

8.3.1

General

1

2

FOR
6

The distinction between terminals and ranks can be considered
difficult to define. Both terms are used, however, and to clarify
signing and operational characteristics it can be beneficial to
consider the differences. In general, in this chapter a "terminal"
refers to a bus terminal and a "rank" refers to a minibus rank or
taxi rank. A minibus rank may function as a terminal when it is
located at the end of a minibus route. A modal transfer
transport terminal may cater for several forms of public
transport and its operation should be designed around the
efficient movement of passengers between the different modes
of transport. Such a terminal can provide an interface between
buses and minibuses or even between heavy or light rail and
road based public transport (see Figures 8.18, 8.20 and 8.22).
It is the primary function of terminals and ranks to provide for
large volume picking-up and setting-down of passengers. To
achieve this buses and minibuses need to be segregated from
normal traffic and commonly from each other. Road traffic
signs, and their effective enforcement if necessary, play an
important role in providing for the operational efficiency of
terminals and ranks.

(a) blocking operation (queuing) or non-blocking operation; and
(b) on-street location or off-street location.
7

Public transport vehicles using urban ranks and terminals and
operating commuter services should be discouraged from
parking or holding at such ranks and terminals. If a need exists
for parking this can be provided separately within the terminus
or externally where high parking densities can be achieved (see
Section 8.4). This requirement may be relaxed at terminals
catering for long distance rural buses for which boarding times
tend to stretch over several hours and schedules may not be
adhered to very strictly.

8

For purposes of this chapter a rank for taxis or minibuses
should have one or more of the following characteristics:
(a) it will be on-street;
(b) it will permit more than one vehicle to take on passengers
at a time;

A terminal will commonly be located at the end of a route or at
a point where several routes meet, cross or connect with each
other. A rank may be similarly located although ranks, because
they can occur on-street or off-street, may be located anywhere
on a route where passenger numbers require.

3

A bus terminus handling any significant volume of buses will
almost certainly be located off-street, either in a large layby
(see Figure 8.16), or completely off-street with clearly defined
points of entry and exit. Minor terminals on low volume routes
may be located on-street provided a waiting bus will not
obstruct the reasonable flow of traffic. A common design
feature of a bus terminus is that buses can arrive and depart
from individual stops without waiting for other buses at other
stops within the terminal.

4

Minibus ranks may commonly be located on-street. Such ranks
will generally be limited in size. It is becoming more common to
provide off-street minibus terminals capable of handling large
numbers of passengers and vehicles. An operational feature of
minibus terminals and ranks, whether on-street or off-street is
that they operate on a queuing principle. In such an operation
several minibuses will form a queue behind each other so that
only the front minibus can actually leave the queue, at which
time the others may move forward and allow a new vehicle to
join the end of the queue. At peak times, at the very busy
terminals, it is not uncommon for platoons of minibuses to
arrive, load and depart virtually simultaneously.

5

Conventional metered taxis normally operate from ranks.
These are commonly located on-street within or adjacent to
normal parking bays. Taxi ranks can also be located within car
parks as an adjunct to "Park and Ride" operations or within the
environment of a modal transfer transport terminal.
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The operational characteristics of terminals and ranks, and their
signing requirements, tend to centre around two basic
locational or design features:

(c) it will permit vehicles to arrive and depart independently of
each other;
(d) vehicles will not be permitted to park or hold at the rank (in
this context "parking" means that the driver leaves the
vehicle unattended).
9

The geometric design and size of ranks and terminals will vary
significantly according to where they are located in the road
network and on the size and shape of the land available to
accommodate them. Terminals located close to residential
areas will tend to be smaller than those located in city centres.
The entry and exit signing for all should, however, conform to a
common practice. The past practice of signing the access to
a bus terminus with a NO ENTRY sign R3 and an "Except
Buses" information plate should be discontinued.
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Bus/Minibus Terminals

For the purposes of this section a bus, minibus or indeed a
"transport" terminal is normally considered to be a public
transport facility which requires the public transport vehicles to
leave the roadway completely to drop-off or pick-up
passengers. The vehicles then return to the road network to
continue their service. The points of entry and exit are therefore
specific and need to be clearly identifiable both in terms of the
general street scene, and one from the other. The terminus for
a very lightly used and/or infrequent service may, however,
simply be a roadside BUS STOP sign R325 or MINIBUS STOP
sign R326, suitably identified as a terminus (see Figures 8.7,
8.8 and 8.12). It is also possible that the operational and
geometric design of a bus terminal may incorporate a layby
stop for a specific service, or a minibus or taxi rank, on its
outside perimeter.
The geometric and operational characteristics of bus and/or
minibus terminals have a significant influence on their road
traffic signing requirements. Whilst it may be argued that the
drivers of public transport vehicles are essentially a "captive
audience", who know their routes and terminals in detail, there
is sufficient turn-over amongst drivers that clarity and safety
need to be satisfied. There are also limits to what can be
achieved by road traffic signs and poor geometry and/or
operational characteristics cannot be cured simply by signing.
The functions of road traffic signs in relation to public transport
terminals are therefore primarily as follows:
(a) to permit effective enforcement of regulations when
necessary;

5

Figure 8.13 illustrates three options for minibus terminal
facilities in a residential environment with increasing handling
capabilities shown from Detail 8.13.1 to Detail 8.13.3. Details
8.13.2 and 8.13.3 offer the ability to allow minibuses to return
along the route they have used on the outward trip whereas a
rank like that in Detail 8.13.1 requires that minibuses reverse
their direction by a different route or by going round the
adjacent street block.

6

Figure 8.14 shows one way in which bus and minibus terminals
can be provided in close proximity to each other for passenger
convenience and efficient provision of support services, such
as toilets, and yet still achieve the desired segregation of the
two classes of vehicle from a traffic management perspective.

Checklist
 are entry and exit points clearly identifiable?
 are control measures necessary to keep other vehicles
clear of the site?
 are pedestrians adequately catered for when leaving and
entering the site to or from the adjacent street network, and
within the site?
 do stops or groups of stops within the terminus need to be
specifically identified from each other to apply to specific
services?
 can buses/minibuses exit the site freely (are traffic signals
necessary to achieve this)?

(b) to ensure the correct management of the use and operation
of the terminus;
(c) to identify specific operational aspects of the terminus such
as entry and exit points;
(d) to promote the efficient movement of vehicles and
passengers within the terminus.
These functions are illustrated by the examples given in this
section.
4

Figure 8.12 shows a medium sized bus terminus which could
be expected in a residential environment at the outer end of a
busy route. Such a terminal illustrates the following features:
(a) separate entry and exit points;
(b) the ability for buses to return in the direction from which
they approached the terminal (in particular, but in other
directions as well);
(c) the ability to handle three buses simultaneously with
independence of arrival and departure - these buses can
service one busy route with small headways or up to three
different routes without sharing stops;
(d) a small holding area allows buses to be parked overnight
for commencement of service early in the morning (subject
to security this arrangement can save a length of "dead'
return trip to depot).
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Typical Bus Terminal Signing – Residential Area
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Combined Bus/Minibus Terminals – Residential Area
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Park and Ride Facilities

1

A "Park and Ride" terminal is a point of transfer whereby
commuters park their private vehicles and transfer to a mode of
public transport in order to reach their final destinations.

2

"Park and Ride" facilities are commonly associated with bus or
rail operations because of the high passenger densities these
modes of transport offer. If there is a requirement to cater for
minibuses or taxis at a "Park and Ride" facility signs are
available to cater for this. A "Park and Ride" parking area could
in fact be the starting point for an HOV (high occupancy
vehicle) operation.

3

"Park and Ride" facilities are normally located as close as
possible to a commuter public transport route e.g. a bus route
or a railway line (at a station). In order to keep walking
distances to a minimum it may be desirable to divert a selected
number of buses off their main route to service the "Park and
Ride" area. If it is not possible to locate a parking area at a
railway station it may be effective to provide a short shuttle
"Park and Ride" service from a more remote car park to the
station (and in the reverse direction) using minibuses or midibuses.

4

Figure 8.15 shows the typical signing required for a Park and
Ride Terminal. The ADVANCE TRANSPORT TRAILBLAZER
signs are versions of signs GE9 utilizing the symbols from
information PARK AND RIDE signs IN9 and IN10. The type of
signing shown is equally appropriate to a rail related "Park and
Ride" operation.

Checklist
 does the parking area have sufficient spare capacity to
satisfy a "Park and Ride" operation?
 is the parking area clearly visible without direction signs?
 is the parking area within walking distance of a bus route?
 do buses need to be diverted to service the area?
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Park and Ride Terminal Signing
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8.3.8
8.3.4
1

CBD Terminal Facilities

Figure 8.16 shows a representative CBD bus terminal facility
with the capability to provide segregated loading and drop-off
areas for different bus operators internally and at bus laybys
located on the adjacent street network. A number of holding
bays are also provided in the terminal facility which can be
clearly identified as such by PARKING RESERVATION sign
R301-P. These holding or parking bays allow for buses to be
held during off-peak periods or to be available in case of
breakdowns. Such a terminus could ideally be located on the
outer fringe of the CBD.

2

A terminus as large as that indicated in Figure 8.16 could be
used in a number of ways. The larger area to the north of the
site is designed to handle bus services operating to and from
the north and east whereas the smaller southern area handles
buses from the south. This arrangement allows interaction
between the various routes. To achieve this, some sort of
internal signing may be necessary for passengers. Typical
examples of such signing are shown in Figure 8.21. This type
of terminal could also operate very effectively as an interface
between long-distance rural services and local urban commuter
services. The southern part of the site is designed to cater for
very large volumes of passengers on an west-to-east routing.
The layby on the north side of the one way street can cater for
moderate passenger volumes off peak without buses needing
to enter the terminal, thus saving time.

3

All bus stopping points should be provided with BUS STOP
sign R325. These may be modified to indicate various routes,
regions or areas as shown in Figures 8.7 and 8.8.

4

Figure 8.17 shows a typical CBD minibus terminal facility with
separate drop off and loading areas. This figure also shows a
typical set of large on-street minibus ranks. MINIBUS STOP
signs R326 are provided to indicate the pick-up and drop-off
areas clearly.

5

Where roadside minibus ranks are provided consideration
should be given to the location of pedestrian facilities in the
vicinity of the ranks.

6

Figure 8.18 shows an example of a combined Bus/Minibus
terminal located close to an exclusive public transport roadway
and a railway station. Special attention must be paid to the
signing of roads in the vicinity of such a facility, several of which
may be dedicated to road based public transport use.

7

Access to segregated or shared bus and minibus terminals
should be controlled by means of reservation signs such as
R301, R310 or R327. Where required these signs can be
combined into Selective Restriction signs by using Exclusive
Secondary Message signs such as (R)522, (R)530 or (R)531.

8

This use of selective restriction signs may be extended to
various prohibition signs such as R209 or R210 or even NO
PARKING and NO STOPPING signs R216 and R217 by the
use of vehicle class specific secondary messages.

PUBLIC TRANSPORT

Checklist
 do stops or groups of stops within the terminus need to be
specifically identified from each other?
 are pedestrians adequately catered for leaving and entering
the site to and from the adjacent street network, and within
the site?
 are adjacent roads dedicated for road based public
transport use?
 are there facilities shared by different classes of public
transport vehicles?
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Fig 8.16
Typical CBD Bus Terminal Signing
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Fig 8.17
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Typical CBD Minibus Terminal Signing
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Fig 8.18
Combined CBD Bus/Minibus
Terminals
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Taxi Ranks

1

Taxi rank facilities can be located both on-and off-street.
Access to a taxi rank should be controlled using reservation
sign R309. It is recommended that a sign be placed at each
end of the rank, whether on-street or off-street.

2

Sign R309 may commonly be used as a selective restriction
sign in combination with Exclusive Secondary Message sign
(R)540. It may also be advantageous to indicate the extent of
the rank by combining these signs with IN11.502, 503 or 504
arrow signs.

3

Taxi ranks located on-street shall be demarcated by an
EXCLUSIVE PARKING BAY marking RM7. The length of the
parallel Exclusive Parking Bay marking is not fixed but shall be
greater than 6m. Supplementary oval marking RM7.1 may be
marked approximately in the centre of the bay. When the bay
is more than 30m in length two or more RM7.1 markings may
be displayed.

4

The word marking "TAXIS" is optional for taxi rank facilities.

5

A taxi rank may be combined with other public transport
facilities, when sufficient passengers may need the flexibility
offered by taxis, which are not limited to specific routes. This
may be particularly appropriate at a modal transfer terminal.

Checklist
 how many taxis are expected to use the facility at any one
time?
 does a limit need to be placed on the number of taxis in a
specific rank at a time?
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Typical Taxi Rank Signing
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8.3.14
8.3.6 Public
Transport
Transfer Stations
1

2

Terminals/Modal

Public transport terminals/modal transfer stations can comprise
any combination of rail, bus, minibus and taxi facilities as
shown in Figures 8.20 and 8.22. Because of the volumes of
people handled at a major terminal or modal transfer station
there is almost invariably some form of associated commercial
development. Figure 8.20 shows a large shopping centre which
was developed in conjunction with the adjacent bus terminus
and minibus ranks. Figure 8.18 illustrates a similar situation
where there is scope for the development of small shops in
support of the passengers using the public transport facilities.
Figure 8.22 shows a spread of public transport facilities serving
the interface between road and rail transport. In this example
only informal commercial support exists in the form of hawkers.
The road traffic signs required for large facilities of this nature
can be grouped into the following functions and/or areas of
activity:
(a) signs to control access to the relevant areas to specific
classes of public transport vehicle - this is normally
achieved using reservation signs such as R301, R310 or
R309 - these signs may, if necessary, be qualified by the
use of secondary message signs making them selective
restriction signs;

proceed to the off-street rank or onto its normal route directly.
The drop-off areas are identified by MINIBUS STOP signs
R326. A small conventional parking area exists on the north
east side of the station. In order to control such an area and
prevent its use by public transport vehicles the use of sign
R308-P is recommended at the entrance to the parking area.
Checklist
 are all entry and exit point clearly identified by the
appropriate signs?
 are there areas from which public transport vehicles should
be prohibited?
 do bus stops and minibus stops need to be designated for
specific destinations (see Figures 8.7 and 8.8)?
 are pedestrian routes clearly marked and signed?
 do any minibus ranks or taxi ranks need to be limited to a
specific maximum number of vehicles?

(b) signs such as R325 or R326 to indicate bus and minibus
stopping places, both on-street and within the larger
components of the terminals;
(c) various prohibition signs to control public transport vehicles
so that they operate within acceptable parameters for good
traffic management of the terminal and its surrounding
area;
(d) guidance signs generally to assist pedestrian passengers to
find the transport mode of their choice or the specific route
stop which they wish to use.
3

In a similar way to Figure 8.16 the details of Figure 8.20 refer to
a bus terminus which is designed to handle slow turnaround
rural buses in the main area and high turnover commuter buses
in the central loop in front of the offices. Many of the
passengers using a terminus of this sort may do so infrequently
and they may need some assistance to find the required
platform. Detail 8.21.1 in Figure 8.21 gives examples of typical
passenger direction signs and platform identification signs.

4

Figure 8.21 also gives examples, in Detail 8.21.2, of modular
pictorial signs for passengers, to assist them find their way
around a major terminus or modal transfer station. These
modular signs form part of the GUIDANCE sign class of road
traffic signs and are described in Volume 1, Chapter 4 and in
Chapter 14 of this Volume. The signs may be used to give
direction, and to actually identify specific facilities such as
telephones or toilets.

5

In Figure 8.22 the public transport interface with heavy rail is
largely provided by minibuses with ranks on both sides of the
line of rail. In order to optimise space both sides of the station
are provided with drop-off areas in which minibuses are not
permitted to wait. Once passengers have been dropped off the
minibus
must
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Fig 8.22
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8.3.7 Public
Transport
Centres/Malls
1

2

TERMINALS AND RANKS
at

Shopping

The options for the provision of public transport are at shopping
centres or malls as varied as the designs and concepts of the
shopping centres themselves. This subsection simply identifies
the more relevant factors and cannot provide solutions to all
possible combinations of circumstances. The details covered
deal with situations in which it is desired to cater for accessibility
by patrons of the shopping centre to public transport routed past
the centre, and to show public transport authorities a number of
ways in which such a service may be provided, even to an
existing shopping centre. The details given in Figure 8.20 also
illustrate a shopping centre situation but are somewhat different
in that the shopping centre and bus terminus have been
developed as a co-ordinated exercise.
Figure 8.23 shows two basic ways in which public transport can
be catered for at a large shopping centre. For convenience
examples of both types of system are shown in the one figure. It
is most unlikely that a specific site would use both although an
intermediate compromise is always possible. The two principles
involved are:
(a) that all interface with modes of public transport occurs on
the external roads forming the perimeter of the site; and

6

The traditional layout of large shopping centres tends to result in
very large space requirements. There may often be an effective
synergy for developers if they combine the concepts of modal
transfer station with the commercial enterprise of a major
shopping complex. In such a situation the provision of a vertical
design element can create a viable operation if the shopping
areas are located between interfacing public transport modes. A
development of this nature may well require a greater provision
of guidance signs than is common at normal public transport
terminals. The signs for pedestrians illustrated in Figure 8.21
could also be of value.

Checklist
 are walking distances to the perimeter of the site
reasonable?
 can adequate space be provided at the perimeter for
queuing passengers?
 can a roofed area be provided for queuing passengers to
protect them from the weather?
 can internal roadways accommodate a bus?

(b) that the public transport vehicles enter the shopping centre
internal road network.

 can a bus get close to pedestrian access points to the
building?

3

The external or perimeter treatment is simple and comprises the
provision of laybys for buses and minibuses controlled by BUS
STOP signs R325 or MINIBUS STOP signs R326. If necessary
one or more limited minibus ranks may be provided at laybys. In
such an instance control should be provided by reservation
signs R310. These may be provided as selective restriction
signs R310 + (R)540, if the rank can only accommodate a
limited number of minibuses. When bus and minibus laybys are
provided on one section of road they should be adequately
separated from each other (see Figure 8.11).

 is there likely to be conflict between public transport vehicles
and delivery vehicles?

4

Given the size of modern shopping centres it is not
unreasonable that patrons could expect to have access to public
transport within the centre site. Figure 8.23 shows two examples
of minibus ranks provided in close proximity to access points to
the building itself. The signing indicated is intended to control
minibus movement to the shortest possible access route from
the external road network to these ranks. Figure 8.23 also
shows how a bus, or midi-bus, route could be provided within a
shopping centre. This type of public transport provision would
have to be designed at the initial development stage because
the roadway geometric standards required for buses would
exceed those traditionally provided at shopping centres.

5

Although not directly a public transport issue Figure 8.23 also
illustrates ways in which signing for delivery vehicles could be
applied in the sort of situation illustrated by the figure. This has
been included because there is perhaps a potential for
increased conflict or congestion when buses, minibus and
delivery vehicles have to share common roadways or space.
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Fig 8.23
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8.4

SIGNING
APPLICATIONS
FOR
PARKING AND HOLDING AREAS

8.4.1

General

1

Parking or holding areas are areas separate from stops, ranks
or terminals where buses or minibuses may be held pending
re-entry into scheduled service. The main function of such
areas is to cater for the excess numbers of vehicles needed
during peak operating periods which cannot, and need not, be
accommodated at terminal facilities during off-peak periods.

2

Passengers should be discouraged from boarding or alighting
from buses in parking or holding areas. Since the vehicles are
not required to take on or drop off passengers within the area
no space is provided for the movement of pedestrians and the
buses or minibuses can be parked to much higher densities
than they can within a terminus.

3

Parking/holding areas may also be operationally effective when
bus or minibus services comprise many individual
driver-operators who do not have their own parking facilities.

4

In order to encourage the use of parking and holding areas
direction signs may be necessary to guide drivers towards their
allocated parking area. The signs used for this purpose can be
LOCAL DIRECTION signs GDL1 or GDL2, displaying symbols
such as BUS (GDLS A1-8), or MINIBUS (GDLS A1-9) together
with parking symbol "P" (GDLS A1-11). It is also desirable that
there is a good system of communication between the relevant
ranks and the holding areas so that additional vehicles can be
called into service when required.

5

Figure 8.24 shows a possible arrangement for a bus
parking/holding area. Detail 8.24.1 shows how GDL2 signs can
be used to direct buses from terminal facilities to the holding
area. Such an arrangement is most likely to be beneficial to a
public transport operation in which unfamiliar or infrequent
drivers use the terminal facilities. This may occur at a terminal
within an urban area serving rural bus services. Detail 8.24.2
illustrates the typical signing treatment of the entry and exit
points from the holding area. The bay arrangement shown is
only representative of an area which permits individual bus
entry and exit movements. Much higher parking densities can
be achieved without this flexibility of movement.

6

Figure 8.25 shows a similar situation for a minibus parking or
holding area.
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8.5

SIGNING
APPLICATIONS
RESERVED LANE/ROAD USE

8.5.1

General

1

FOR

use of a SELECTIVE RESTRICTION sign comprising a primary
message element R301 type sign and an EXCLUSIVE
SECONDARY MESSAGE element in the (R)500 series
involving a text message such as "and Local Access Only" (see
Figures 8.28, 8.30 and 8.32).

When it is considered necessary to significantly increase the
priority or road space allocation for public transport this may be
achieved in a number of ways including:
(a) by reserving one or more lanes of an existing roadway;
(b) by reserving the whole of the existing roadway;

6

(c) by building a new and dedicated public transport roadway.
Each of these methods of providing increased levels of priority
to public transport vehicles may in turn use techniques such as
traffic signal priorities to further enhance the operation of the
facility.
2

Public transport lanes may operate in conjunction with general
traffic, or they may be physically separated into an exclusive
roadway occupying only part of the original road. Public
transport lanes may also operate with the flow of general traffic
or in the opposite direction to the other traffic lanes of a
roadway. This latter manner of operation is commonly referred
to as "contra-flow" operation. In addition these operating
characteristics may apply to two-way roads or one-way roads.
The resultant traffic configurations are therefore many and
varied. This factor in itself creates difficult road safety and traffic
management conditions, particularly for pedestrians.

3

The so-called "contra-flow" operating condition has specifically
proven difficult to implement and operate safely. Particular care
must be taken over the signing and marking for this type of
operation (see Subsection 8.5.2 and Figure 8.29).

4

Reservation of lanes or roadways may be organised
operationally in one of the following ways:

Reserved public transport lanes and roadways are likely to
experience pedestrian conflict problems as indicated in
paragraph 8.1.3.8.

(a) exclusively to one class of vehicle i.e. buses - see
paragraph 8.1.1.3;
(b) shared between two or even three classes listed in
paragraph 8.1.1.3;
(c) shared by all vehicles classified by a public transport
authority as public transport vehicles;
(d) as a high occupancy vehicle (HOV) lane;
(e) shared between public transport vehicles and vehicles
requiring local access to property otherwise cut off from
access by the lane or roadway reservation.
5

The option listed in paragraph 8.5.1.4(e) presents a difficult
combination of circumstances to sign and, if necessary,
enforce. The requirement for local access may vary from the
need to service a single busy access approached by
"identifiable" traffic, to the need to provide for many frontage
accesses approached by essentially unidentifiable traffic. In the
first instance access may be controlled by the display of two
R300 series signs such as R301 permitting access to buses,
plus a version of sign R324 permitting access to vehicles
displaying a specific symbol, crest or logo appropriate to the
identifiable organisation requiring access. The second, more
general, example is most likely to be satisfied by the
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8.5.2
8.5.2
1

2

3

Signing for Bus Priority Systems
is an entering one-way street;

Bus priority systems involve the allocation of priority to buses in
one or several forms. The priority may require exclusive
phasing at one traffic signal, or a totally dedicated purpose built
roadway, or one of many possible intermediate levels of
prioritisation. Priority is invariably achieved by the use of road
traffic signs. An exclusive traffic signal phase needs to be
identified and dedicated roadway needs to be identified at its
point of commencement.
The concept of bus priority can be described as Bus Rapid
Transit, or BRT, and involves both bus priority and high
frequency operation. A bus lane may be used for BRT or for
less frequent services which are still accorded the priority use
of the lane. A bus lane may even only apply for a specific part
of the day (see Figures 8.4 and 8.31). The signing of bus lanes
involves the use of BUS LANE RESERVATION signs R302
and R303 and BUS LANE road marking RM9. This
combination of road traffic signs permits buses to use other
parts of the roadway as well as the bus lane should this be
necessary (in order to make a turn for example). If it is required
that all buses be forced to use the lane, signs R302 and/or
R303 should be replaced by BUSES ONLY sign R121. In order
to fulfill the legal significance of the road traffic signs used, and
allow other road users to cross a bus lane in order to leave the
road in which it is located, the bus lane must be interrupted.
Signs R302 or R121 must be repeated after any such
discontinuity. Although road marking RM9 is essentially
continuous (except for the breaks mentioned above) it is
necessary to repeat the sign message at regular intervals.
Signs R302 (R303 when appropriate), or R121, shall be placed
so that no two signs are more than 250 m apart.
If a bus lane is interrupted to permit, for example, left turning
traffic to enter the lane, and shortly thereafter make a left turn,
warning END OF EXCLUSIVE LANE arrow marking WM11.1
may be specified. When an exclusive lane continues beyond
such an interruption, marking WM11.1 may be followed by a
WHITE warning arrow marking WM7, indicating a turn to the
left so as to improve driver's understanding that they must not
proceed straight-on from the left lane. If such a lane is
terminated in mid-block or just prior to an intersection, warning
marking WM11.2 is appropriate.

4

Techniques used to create bus priority can be applied to lanes
or roads for other classes of public transport vehicle or in fact to
priority situations shared by more than one vehicle class. Signs
R302 and R303 or sign R121 may therefore be replaced by any
appropriate sign from the range given in Figure 8.3 when the
exclusive lane is provided for, or shared with, other classes of
public transport vehicle. Concepts used for bus lane treatments
can be considered equally appropriate to other forms of public
transport, subject to an engineering assessment.

5

Figure 8.26 shows the basic bus lane treatment which is the
simplest form of public transport prioritisation. Details worth
noting include:
(a) termination of the bus lane a minimum of 20 metres from an
intersecting side street or cross street - this requirement
only applies if general traffic is permitted to turn across the
bus lane - such turns will not occur if the side or cross street

(b) the lane which is allocated to the bus lane must be
indicated as a "lane drop" situation - if an advance sign
R303 + IN11.3 is used, this, plus the LANE REDUCTION
ARROW markings WM6 should be adequate - additional
"lane drop" signs such as W214 (or W215) or GS103 (or
any of GS101 to GS106) may also be specified;
(c) if it is required to make the bus lane operate for only a part
(or parts) of the day SELECTIVE RESTRICTION sign
R302-501, or similar, should replace sign R302 - no
alteration is made to EXCLUSIVE USE LANE LINE
marking RM9.
6

Figure 8.27 illustrates a major bus priority provision where a
whole street has been allocated to bus use. In addition the
cross street has a bus lane. Particular features of this example
are:
(a) the busway is marked to operate always in a two-way mode
with the direction of the central lane being reversible at
various times of the day - the signing for such operation is
not indicated since it is likely to require either overhead or
variable message customised signing, or both;
(b) the bus lane in the crossing street is frequently considered
as a "contra-flow" lane because all other lanes flow in the
opposite direction - it is recommended, however, that to
enhance pedestrian safety, the street be treated as a
two-way street ie. the use of ONE WAY signs R4.1 etc is
not recommended - this recommendation is based on the
fact that operationally, and certainly from a pedestrian point
of view, the road is running as a two-way road with the
difference that traffic in one direction is comprised
exclusively of buses (see also Figure 8.29);
(c) since the movements of buses have a measure of priority
(and this might extend to exclusive traffic signal phases) it
is recommended that bold diagrammatic signs (GS701 to
GS703) be provided for pedestrian guidance;
(d) it should be noted that general traffic on the cross street
can only proceed straight through the junction shown.

7

The need to share bus lanes or roadways may extend to local
residents or businesses whose means of access to the
property they occupy is via the bus lane. The signing of such
situations is best achieved by means of SELECTIVE
RESTRICTION signs based on signs R302 and R303 (or
R121), or by the use of an appropriate version of
AUTHORISED VEHICLE RESERVATION sign R324, or
AUTHORISED PASSENGER TRANSPORT VEHICLE SIGN
R353. Figure 8.28 illustrates such a situation where one half of
the roadway is reserved by sign R301 - 531 for buses and local
access traffic only. This figure also illustrates the use of
dedicated bus priority traffic signal faces S1B and diagrammatic
signs for pedestrians. In this example the use of ONE WAY
signs R4.1 is relevant. Signs R324 or R353 are particularly
relevant when the vehicles sharing the bus lane are destined
for one location within the bus lane environs (see Figure 8.32).
A similar situation in relation to Light Rail Transit is illustrated in
Figure 8.33.
(continued on page 8.5.7)
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(continued from page 8.5.2)
8

Figure 8.29 shows a portion of a high order metropolitan public
transport system in which a high degree of priority has been
allocated to maximising the mobility and efficiency of public
transport vehicles. The figure shows a public transport
roadway dedicated to buses and minibuses, a shared bus and
minibus lane, an exclusive bus only lane in a so-called
"contra-flow" mode of operation, and a tramway.

9

The road traffic signing of the individual elements of Figure
8.29 is covered in principle in Figures 8.26 to 8.28 and Figures
8.30 to 8.33. These principles are applied to the broader
example offered by Figure 8.29 and amplified where
necessary. Road markings in particular are covered in more
detail. Public transport systems of the type illustrated tend to
require a significant number of signs and markings in addition
to what might be required for normal traffic. There is therefore
a risk of confusion for drivers, and particularly pedestrians.
Special attention must be given to the co-ordinated and orderly
provision of all signs and markings to limit this risk.

10 The need to provide a safe environment for pedestrians
cannot be stressed enough. Figure 8.29 shows a number of
conceptual ideas to improve pedestrian awareness, and
thereby, safety. It is recommended that a "contra-flow"
operation be signed as a two-way street and not, as a
one-way street with "contra-flow" buses. It is considered
potentially hazardous for pedestrians to see ONE WAY
signs R4.1 and yet for two-way traffic to be operating. Bus
lane related markings are also shown through junctions and
pedestrian crossings to further enhance the awareness of both
drivers and pedestrians regarding bus operations.
Checklist
 is signing of the bus priority lane to be developed around
sign R121 or the R300 series?
 is the lane subject to shared use by more than one class of
public transport vehicle?
 is shared use by local residents required?
 is shared use required by a single traffic generator?
 is the lane a "contra-flow" lane?
 is pedestrian safety adequately provided for?
 is the provision of pedestrian railings adjacent to a bus
lane warranted?
 are traffic signal phases required exclusively for the public
transport vehicles?
 if the bus priority scheme is a new one, do existing route
marker signs need to be relocated?

Fig 8.29
Typical Bus Priority Signing - 4
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8.5.3 Public Transport Lanes/Roads -Use by
Different Vehicle Groups
1

2

In other subsections reference has been made to shared public
transport facilities and to facilities for use by high occupancy
vehicles (HOV) which may include public transport vehicles, but
which need not be exclusively public transport vehicles. Shared
facilities may be controlled by road traffic signs in essentially the
same way as for facilities exclusive to a single class of public
transport vehicle. Examples of shared facilities are illustrated in
Figures 8.30 to 8.32.

(d) buses, midi-buses and minibuses (sign R334);
(e) HOV with 2 or more passengers on board (sign R352);
(f) any vehicle classified by the authority as a public transport
vehicle no matter what number of passengers it is carrying
(sign R324).
8

It is recommended that if a lane or road is to be shared the
RESERVATION class of regulatory signs be used rather than
the COMMAND mandatory class of regulatory signs. The latter
should only be used if use is mandatory to one or more class of
vehicle. These classes of sign may be used on a lane only
basis, as follows (see also Figures 8.30 to 8.32):

If a lane or a roadway is to be reserved for the use of more than
one class of vehicle, one of five methods of signing may be
considered. The choice should be made according to the mix of
vehicle classes permitted to use the facility. The signing
principles of the five methods are as follows:
(a) for a lane or roadway used by more than one class of
vehicle (up to three classes) the sign used includes the two
or three appropriate vehicle class symbols (see examples in
Figures 8.3, 8.30 and 8.31); or

(a) on overhead diagrammatic signs such as GS603;

(b) for a lane or roadway used by all classes of vehicle which
are operating in terms of an authorities' regulations as
"public transport", whether full, partly occupied or empty, the
sign used should be R324 with a logo or device
representing the public transport authority (this logo should
appear as a "permit" on all vehicles authorised to use the
lane in order for effective enforcement to be exercised); or

(b) on ground-mounted diagrammatic signs such as LANE USE
CONTROL BY REGULATION signs in the GS300 series.
3

Figure 8.30 shows three similar signing examples, using sign
R302 (Detail 8.3.1), R329 (Detail 8.30.2) and sign R337 (Detail
8.30.3). All examples utilise the EXCLUSIVE USE LANE LINE
marking RM9.

4

Figure 8.30 also illustrates a point often missed by road, traffic
or public transport authorities. The reservation class signs may
be any one of six standard sizes, as shown in Detail 8.30.4 (see
Volume 4, Chapter 2). There is a tendency to specify signs of
the same size as similar parking reservation signs. Parking
signs are, however, read at low speeds, or by pedestrians, and
are closely spaced. For the higher speeds associated with
reserved public transport lanes, and the likely sign spacing of
250 m, a larger size is recommended.

(c) for a lane or roadway used by any vehicle, public transport
or private, carrying the number of passengers displayed in
the symbol on sign R352; or

Figure 8.31 takes the principles given in Figure 8.30 one step
further up the road hierarchy. Exclusive use lanes are shown on
a dual carriageway road which could, in fact, be a freeway. In
this case the "fast" lane has been allocated to public transport
vehicles. This would be most appropriate for a rapid transit
operation where the public transport vehicles stay in the median
side lane for some kilometres, and would normally only exit the
lane when it is discontinued.

(e) for a lane or roadway used by more than one class of
vehicle, one of which is not a public transport vehicle, two
signs should be provided - one should relate to the public
transport vehicle(s) and the other to the non-public transport
class - the public transport sign may be a shared facility
sign- (see the example in Figure 8.32).

5

6

7

The signing for the arrangement in Figure 8.31 requires large
ground mounted signs of the GS300 series type, or overhead
signs in the GS600 series, mounted on cantilever or gantry
supports (see Detail 8.31.2). In each case these
DIAGRAMMATIC
signs
incorporate
an
appropriate
RESERVATION class regulatory sign.
A variety of sign types may be used to cater for single or
multiple classes of vehicle. Detail 8.31.4 shows the variations
which may be made to achieve the desired level of control.
RESERVATION class regulatory signs can thus be displayed to
cover use by:
(a) buses (sign R302);
(b) buses and minibuses (sign R327);

(d) for limited shared situations there may be a need to permit
local access by private vehicle along the reserved public
transport lane or roadway - in this case a SELECTIVE
RESTRICTION reservation sign such as R301 - 534 is most
appropriate (see Figures 8.4, 8.28 and 8.33 for examples);
or

As can be seen from Detail 8.31.4 all of the facilities described
can be made applicable to a selected time or times of the day
by means of appropriate SELECTIVE RESTRICTION signs.
9

Figure 8.32 shows a number of details relating to the sharing of
a busway. The example shows a CBD type of environment and
the section of busway has only one side access to it, all other
property accesses being from other street frontages. Traffic
using this access must be identified by a suitable logo. The use
of sign R324 and, in this case, sign R108 - 579 is appropriate.
Only one lane is available to the private access traffic.
Ground-mounted or overhead diagrammatic signs should also
be used. The private organisation should be approached to
co-operate by ensuring that all vehicles using the lane display
the same logo or device on their windscreens as is shown on
the signs. Known visitors to the site can be supplied with such a
piece of information by FAX if necessary.

(c) buses and midi-buses (sign R330);
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Signing for Shared
Public Transport Facilities - 2
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8.5.4

Light Rapid Transit LRT Signing

1

This chapter of Volume 2 would be incomplete without some
guidelines regarding the possible future developments of public
transport infrastructure. Cities in other parts of the world, the
size of our major South African cities, often have a light rail
based public transport system to compliment heavy rail and
bus/minibus based systems. Each mode of transport has its
place in the overall transport system of a large city. Light rail
transit or LRT involves the use of rail-based trams. In order to
provide some basis for future planners to work on, appropriate
symbols have been adopted to create the basic signs required
to set up an LRT public transport system. The relevant signs
are shown in Figures 8.1 (R138), 8.2 (R338, R339 and R340)
and 8.4 (W362 and GS704 to GS706). Figures 8.3 and 8.5
illustrate other applications of the two tram symbols.

2

Figure 8.33 shows a typical junction on a tramway. This
junction represents a conversion of a busway shown in Figure
8.28 to a tramway. The similarity in the two signing plans can
be clearly seen. Basically the signing for Figure 8.33 involves
the replacement of the bus symbol by the tram symbol.

3

The information given in this subsection is not intended to be
conclusive. It is very likely that if an LRT system is
developed in the future there will be a need to adopt or
adapt additional specialised signs and/or signals which
have been used elsewhere in LRT systems, for the specific
direction and guidance of tram drivers.
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