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EXECUTI VE SUWARY

S.1 PROBLEM STATEMENT

In March, 1993 the Draft Environnental |npact Statenent/Report -
Route 101 Si x-Lane Project Between MIpas Street in the Cty of
Santa Barbara and 1.1 Mles North of the Ventura County line in
the City of Carpinteria (draft EIR) was rel eased for public
comment by Caltrans. The release of this docunent resulted in
significant expressions of public concern regarding the
project’s inpacts on the community and its quality of life, and
generated public enthusiasm for the consideration of alternative
nodal solutions within the H ghway 101 Corri dor

Responding to the public’s interest in studying alternative
solutions within the H ghway 101 Corridor in the urbani zed South
Coast, the Santa Barbara County Association of Governments
(SBCAG initiated this study, Alternatives Analysis of H ghway
101 Corridor, in Decenber, 1993.

The purpose of the Alternatives Analysis of Hi ghway 101 Corridor
project is to identify and analyze all transportation nodes and
operati onal managenment strategies within the H ghway 101
Corridor in the urbanized South Coast. The study al so
denmonstrates the degree to which travel can be shifted from auto
use on Highway 101 to alternative nodes of transportation

These neasures are intended to forestall the need for additiona
vehi cl e capacity in the Corridor through the year 2015. For the
pur pose of this study, the H ghway 101 Corridor extends from
just west of the Ventura County line in Carpinteria to M| pas
Street in Santa Barbara.

To ensure that all participants in the study process acquired
and mai ntai ned a common understandi ng of the problemto be
addressed and the objective of the study, a Problem Statenent
and Study Objective were adopted by the Technical Advisory
Commttee (TAC) and the Conmmunity Advisory Commttee (CAC) at
t he beginning of the project. These served as starting points
in the process and as stimuli for the generation of solutions:

The objective of this study is to identify mnethods,
costs, and feasibility of accommodating future trave
t hrough the use of alternative transportation nodes
and related policies such that the need to w den
Route 101 between M I pas Street in downtown Santa
Barbara and the Ventura County |ine could be avoi ded
before the year 2015.

In recognition of our current reliance on single
occupant vehicle travel, it is inportant that the
study be prepared in a manner that creates an
alternative transportation environnment which entices
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the user and conpels its use.

In specific reference to that portion of H ghway 101
between M| pas Street and the Ventura County |ine,
what short termand |ong term prograns and projects
can be identified, funded and inplenented to
accomodate future travel through the use of

al ternative nodes and;
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1) avoi d the need to w den
H ghway 101 before the year 2015,

2) create an attractive alternative transportation
envi ronnment which entices the user and conpels its
use while maintaining nmobility standards, and

3) respect the conmunity’'s desire to maintain and
enhance a high quality of life and viabl e econony
for current and future generations.

S.1.1 Assessnent of the Setting
S.1.1.1Physical Characteristics of the Corridor

The 12-mile portion of H ghway 101 addressed in this study is a
four-lane freeway. Mlpas Street is the point where H ghway 101
transitions fromsix |anes to the four-lane configuration which
exi sts through the project area. Congestion occurs during peak
traffic periods at this transition point. From M/l pas Street to
approxi matel y Evans Avenue, through Montecito, Hi ghway 101 is
lined with mature vegetation which gives it a parkway-like
character and a physical beauty that is well-know throughout
Southern California and beyond. |t serves as a uni que gateway
to the City of Santa Barbara. The overcrossings and irregul ar
ranp configurations, such as the left-hand ranps at Hot Springs
Road and at Sheffield Drive, and the isolated ranps such as the
sout hbound on-ranp from South Jameson Lane, are substandard by
today’'s design criteria. There is some conmunity concern that
efforts to widen the roadway and/or upgrade the interchanges to
current standards will have significant negative inpacts on the
uni que character of this roadway and on the comunities
surrounding it. The traffic volunes along this segnent of

H ghway 101, approachi ng downtown Santa Barbara, tend to be

hi gher, by as nuch as thirty-five percent, conpared to the
eastern end of the Corridor. Significant weekend peak period
congestion occurs westbound (northbound) on Saturday.

The traffic volumes in the eastern portion of the Corridor are
somewhat | ower, although weekend peak period traffic,

particul arly eastbound (southbound) Sunday afternoon traffic,
results in congested conditions. In the city of Carpinteria,
the freeway forns a barrier to | ocal access and circul ati on,
with its [imted nunber of two-Ilane overcrossings. The
substandard ranps in this portion of the Corridor present
capacity and safety issues.

S.1.1.2Traffic Flow in the Corridor

Weekday peak period traffic flow on H ghway 101 is dom nant in
t he northbound direction during the norning peak period (7 a. m
to 9 aam) with the reverse occurring during the eveni ng peak
period (4 ppm to 6 p.m). Currently, while back-ups and del ay
do sonetinmes occur sout hbound during the eveni ng peak peri od,
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particularly in nerge/diverge sections such as the area west of
Ml pas Street, there is generally limted congestion or slow ng
during the weekday peak periods. However, when accidents occur,
long traffic queues result due to the heavy traffic vol une.

Al though there are several roads that are parallel to H ghway
101, including Casitas Pass Road and Padaro Lane, none are
conti nuous. This causes |ocal congestion as drivers are forced
to divert either onto H ghway 101 or other parallel facilities
to proceed through the Study Area.
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The heaviest traffic flow along H ghway 101 currently occurs in
t he eastbound direction during the Sunday afternoon peak period,
particularly during sunmrer nonths. This traffic is generally
conprised of tourists returning from weekend recreation in Santa
Barbara or coastal attractions to the north.

Based on the SBCAG s travel forecasts, traffic volunes al ong

H ghway 101 will increase by 24 to 41 percent dependi ng upon the
| ocation along the Corridor by the year 2015, even if no

i nprovenents are nmade al ong the H ghway 101 Corridor. Wth no
addi tional inprovenents and no significant shift in node of
travel or of vehicle occupancy trends, H ghway 101 is estimated
to operate at level of service E or worse along the entire
length of the Corridor by 2015. This condition represents
congested traffic flow with significant delays and reduced
travel speeds (approximately 20 to 30 mles per hour). Once
speeds along the freeway drop below 30 miles per hour, the
parallel arterials begin to offer attractive alternatives to
nmotorists, particularly those making shorter trips. As a
result, traffic volunes along these arterials will also
increase, with the acconpanyi ng probl ens of congestion, noise
and air quality deterioration and nei ghborhood intrusion.

S.1.1. 3Travel Characteristics

Travel forecast nodeling is used to estimate future travel
patterns within the Corridor. SBCAG s travel nodel is used for
regional as well as corridor level planning in the region.

Based on the SBCAG travel npdel sinulation of 1990 conditi ons,
approxi mtely 23 percent of the average daily trips generated in
the Corridor are work-related trips, with approximtely 12
percent being hone-based work trips. The largest trip purpose
(27 percent) in the Corridor is estimted to be hone-based- ot her
trips, which includes resident recreational trips, trips to the
doctors, and any other trip which is not to work, school or
shoppi ng. The non-hone-based-other trips conprise approxi mately
24 percent of the Study Area trips. Visitor trips are estimated
to conprise approxi mately 4 percent of the weekday Study Area
trips.

The intercept travel survey, conducted in April and May of 1994
as part of this study, found that the dom nant trip purpose (62
percent) for travelers on H ghway 101 during the weekday evening
peak period was hone-based-work, since nost of the drivers
during this tinme of day were comuters returning home from work
(see Table S-1).

Approxi mately 45 percent of the drivers surveyed on H ghway 101
i ndicated they began their trip in the South Coast and travel ed
to Ventura County.

Table S-1
Summary of Survey Trips by Trip Purpose
PURPOSE SUNDAY PEAK PERI OD TUESDAY M DDAY TUESDAY PEAK PERI OD
No. of No. of No. of
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Home- Wr k
Home- Schoo
Home- Shop
Homre- Hot el
Home- Ot her
Wor k- Ot her
Wor k- Hot el
O her
TOTAL

Fi nal Report

Sur vey
Response
S

159
36
160
194
808

8

1

34

1, 400

Per cent
of Trips

11. 4%
2.6%
11. 4%
13. 9%
57. 7%
0.6%
0.1%
2.4%
100. 0%

Sur vey
Response

96
21
44
16
105
24
2
13
321

S

Per cent
of
Trips
29. 9%
6. 5%
13. 7%
5.0%
32. 7%
7.5%
0.6%
4. 0%
100. 0%

Sur vey
Response
S

895
56

86

39
268
64

3

29

1, 440

Per cent
of
Trips
62. 2%
3. 9%
6. 0%
2. 7%
18. 6%
4. 4%
0.2%
2.0%
100. 0%
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Al t hough forecast growth and devel opnent in Ventura County,
particularly in enploynent, may alter this pattern over tine, it
is expected that this conmute pattern will continue into the
future. The SBCAG travel nodel estimates a 30 percent growth in
tri pmaki ng between the South Coast and areas outside the County
by the year 2015, with the majority of these trips destined for
Ventura County.

The survey also found that during the Sunday peak period, hone-
based-other trips (including home-based-hotel trips returning
hone) represented al nbst 72 percent of the trips along H ghway
101.

Based on the SBCAG travel forecasts for year 2015, the current
distribution of trip purposes is projected to continue into the

future. Work-related trips will continue to represent
approxi mately 23 percent of the trips in the Study Area while
hone- based ot her and non- home- based other will conprise 27 and

24 percent of the trips respectively.

The majority of trips in the H ghway 101 Corridor are nade in
si ngl e-occupant autonobiles. Sixty-nine percent of the work-
commute trips in the Santa Barbara County Census Division (CCD)
that includes Santa Barbara and CGol eta and 70 percent of the
wor k-commute trips in the Carpinteria CCD in 1990 were drive-
alone trips. The result is an average vehicl e occupancy for
home-to-work comute trips in the Santa Barbara County of
approxi mately 1.11 persons per vehicle.

Aver age vehi cl e occupancy for other trip purposes, particularly
hone- based- shop and hone-based-other is typically higher than
for home-based-work trips. Wen trips of all purposes are
consi dered, the average vehicle occupancy for Santa Barbara
County is approximtely 1.41 persons per vehicle, up from1. 38
in 1980.

S.1.1.4Factors Affecting Mdde Choice

A conponent of the SBCAG travel nodel is node choice. Extensive
research in travel node choice behavi or has concl uded that
peopl e act as rational econom c consunmers of travel, choosing

t he node that provides themthe | east perceived “generalized
cost” for a given trip, in terns of both travel tine and
nonetary costs, as well as “quality of service” factors such as
confort, convenience of use, and reliability of arrival tines.
Travel tine is not equally valued by travelers; the tine spent
traveling within a vehicle (car, bus or train) is |ess onerous
(by a factor of 1/3 to 1/2) than the time spent wal king to/from
the vehicle or waiting for the vehicle. The cost of the tripis
perceived by travelers as the “out-of-pocket” cost of the trip,
interns of transit fares paid or autonobile parking charges and
tolls incurred during a trip. The perceived out-of-pocket costs
for a specific trip do not include the other, usually |arger,
costs of autonobile ownership such as depreciation, insurance,
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etc.

Therefore, to induce travelers to shift fromthe current

predom nant choi ce of single occupant vehicles (SOV) for at

| east sone of their daily trips, the relative “generalized
costs” of SOV versus alternative nodes such as carpool and
transit nust be changed fromthe current conditions; the
econom ¢ “signals” being sent to travelers nust be nodified.
This can be acconplished both by making alternatives to SOV use
nore conpetitive with H gh Occupancy Vehicles (HOV) and by
maki ng SOV usage | ess conpetitive with alternative nodes. These
underlying travel behavior concepts formed the basis for the
devel opnent of alternatives to the w dening of H ghway 101 and
their forecast ability to reduce future autonobile use. These
factors explain the reasons why particul ar nodes are nore
“attractive” to trip-makers for specific trips in the South
Coast, as el sewhere in North Anerica, and why the proposed
alternatives have the forecast travel inpacts that are shown.
(See the discussion of hidden costs in Section S.1.2.6.)

S.1.2 Analysis Alternatives

Three “analysis alternatives” to the H ghway 101 W deni ng
Project were devel oped with public input including many coments
whi ch shaped the Request for Proposal for this study. An early
scoping neeting in February 1994 identified basic ideas to
reduce congestion and generally reduce autonobile usage, which
the community identified as inportant. |deas were then grouped
and refined into prelimnary alternative nmeasures, shaped

t hrough review by both the TAC and CAC and refined into packages
of alternatives to be assessed for effectiveness in neeting
project goals. Each package represented a substantially
different strategy for accommodating travel demand in the

H ghway 101 Corridor in order to analyze a broad range of
options. They i ncl uded:

Enhanced bus transit to include express bus service between
Isla Vista and Ventura, and conpl enentary inprovenents to | oca
servi ce (Enhanced Bus analysis alternative).

| mpl ementation of rail transit between Carpinteria and Isla
Vista with conpl enentary express bus service between Santa
Bar bara and Ventura and enhanced | ocal bus services (Rai
Transit analysis alternative).

A significant parking pricing policy including enhanced
applications of Travel Demand Managenent (TDM strategies
(Pricing/ Enhanced TDM anal ysis al ternative).

S. 1. 2.1 Enhanced Bus Transit Analysis Alternative
The enhanced bus transit package woul d provi de significant

express bus service along the H ghway 101 Corridor on both
weekdays and weekends. Figure S-1 indicates conceptual bus
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station locations, route and shuttle rerouting, and new service
| ocati ons. Enhanced bus service includes:

Weekday express bus service along the I ength of H ghway
101/ Rout e 217 between downtown Ventura and Isla Vista/UCSB (15
addi ti onal buses).

Freeway Flyer stops at:

- Carpinteria at the Linden Avenue/ H ghway 101 i nterchange,

- Summer | and at the Via Real /Evans Avenue/ Hol i ster
Street/H ghway 101 interchange,

- Montecito at the San Ysidro Road/ H ghway 101 i nterchange,

- Downtown Santa Barbara at the Castillo Street/H ghway 101
i nt er change

- Five Points at the La Cunbre Road/Las Pal mas Drive/ H ghway

101 i nterchange
- Coleta at the Hollister/Route 217 interchange, and
- Isla Vista at the existing UCSB transfer center.

I ncreased service hours and frequency (peak period, base, and
eveni ng) on existing MID routes, for collection/distribution to
freeway flyer stops and express bus service (57 additiona
buses) .

An i ncrease of 182,800 annual revenue vehicle hours of
service

The capital costs for the enhanced bus analysis alternative are
estimated to range between $43 to $47 million, expressed in 1994
dollars. Annual operating and mai ntenance costs to inpl enment

t hese enhanced bus services are projected to cost an additiona
$10.3 and $11.7 million per year in 1994 dollars, over and above
MID s current operating and mai ntenance costs. The | ower
estimate i s based upon the assunption that the new express
services are contracted out to private conpany operation, while
t he hi gher nunber assumes that MID woul d operate all new
services as well as continue to operate the existing bus
services. However, these increased operating costs would be
partially offset by increases in passenger fare revenues from
increased ridership. Mre specific costs should be devel oped
once specific station and service |ocation adjustnments have been
recommended.

S.1.2.2Rail Transit Service Analysis Alternative

The rail transit service analysis alternative assunes the
addition of newrail transit service along the Southern Pacific
Coast Line. The newrail transit service would operate al ong
the 22-m | e segnent between Carpinteria and Isla Vista. Figure
S-2 presents a conceptual layout of the rail transit service
package.

Trains could either share the existing rail line or operate

on a new, dedicated single-line track to be built adjacent to
t he existing track.
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Either Light Rail Transit (LRT) or D esel Rail Car (DRC)
The LRT, which is electrically powered via overhead wres
(catenary), would run at-grade along a new, dedicated single-
track line parallel to the existing Southern Pacific track. The
DRC, which is self propelled using diesel engines, would run on
the existing, nostly single track Southern Pacific (SP) |ine.

Changes to existing |ocal MID bus routes to provide feeder
and di stributor services (32 additional peak buses).

Seven rail stations (see Figure S-2) including:

- Carpinteria at Linden Avenue,

- Summer | and near the Evans Avenue entrance to the Look Qut
County Park,

- Montecito at Aive MI| Road,

- Downt own Santa Barbara at the existing Amrak station,

- Five Points area near the State Street railroad overpass,
- Coleta at the Patterson Avenue railroad underpass, and

- Isla Vista at the Storke Avenue/ d enn Anni e Road railroad
under pass.

Park-and-ride |lots at proposed rail transit stations at
Carpinteria, Downtown Santa Barbara, Coleta and Isla Vista.

Compl i mentary weekday express bus service between the Santa
Barbara and Ventura Antrak stations.

The estimated capital costs for the rail transit package range
from$134 mllion (1994 dollars) for the Diesel Rail Car (DRC)

t echnol ogy operating on existing Southern Pacific tracks to $357
mllion (1994 dollars) for a Light Rail Transit (LRT) system
which would require that 22 mles of new track be installed

al ong the Southern Pacific right-of-way, along with associ ated
el ectrical power distribution system Either rail technol ogies
woul d require a vehicle maintenance facility and associ at ed

vehi cl e storage yard along with the acquisition of vehicle
rolling stock. O these totals, it is estinmated that $10.5

mllion would be needed to purchase additional buses to operate
t he express bus service and expanded feeder bus routes contained
in this package and another $12 million in other support

el enents such as park-and-ride lots, rail stations, and
expansi on of bus maintenance facilities to accommbdate the
| arger fleet size.

Annual operating and nmai ntenance costs are estimted to increase
by $10.5 million over current levels for the LRT option and
$15.5 million for the DRC option. LRT is less costly to operate
and mai ntain than the DRC technol ogy, though it is significantly
nore costly to construct within this Corridor.

S.1.2.3Pricing/ Enhanced Travel Dermand Managenent (TDM
Anal ysis Alternative

The Pricing/ Enhanced TDM anal ysis alternative included no new
facilities or bus service. Two primary elenments were anal yzed.
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Enpl oyer elenent: full realization of the existing
Cty/ County TDM O di nance.

Areawi de elenent: pricing strategies which affect all nbdes
of travel, and pronotional strategies for enployers, residents
and visitors.

Enpl oyer Elenent: all enployers with 20 or nore enployees in
the regi on woul d be mandated to inpl enent aggressive TDM
prograns whi ch incl ude:

a part- or full-time enployee transportation coordinator,

ri demat chi ng and i nformati on servi ces,

-. flexible work hours for enployees who rideshare,

-. vanpool devel opnent with operating assi stance,

-. on-site bus pass sales and informati on prograns,

-. a guaranteed ride honme program

a 4/40 work week that would be available to and utilized
by 22 percent (based on national research) of the tota
enpl oyee popul ati on,

-. a 9/80 work week that would be available to and
utilized by 7 percent (based on national research) of
the total enpl oyee popul ation,

a tel ecommuting program woul d be available to and utilized
by 18 percent (based on national research) of the tota
enpl oyee popul ati on an average of two days per week,

preferential parking for carpools and vanpools which save
enpl oyees wal king tinme fromtheir vehicle to the
bui | di ng entrance, and

a transit subsidy of $0.50 per day for enpl oyees who take
the bus to work.

Area-w de El ement:
Autonobile Trip Pricing -

a parking fee or charge for parking of $3.00 per day
(1994 dollars) for single occupant vehicles (SOVs)
on |l ong term parking, and

a $0. 70 per carpool passenger per day on long term
par ki ng.

Transit fare reduction - 50%transit fare reduction for
all types of riders and trip types.

Currently, over 420 enployers with 20 or nore enpl oyees are

i npl emrenting TDM prograns for their enpl oyees in response to the
ordi nance. The commute options, incentives and | evel of effort
varies greatly anong conpanies. The 1993 enpl oyer survey
conducted by Traffic Sol utions found that between 17%to 33% of
enpl oyers are offering sone, but not all, of these measures. It
is recogni zed (Shoup, 1995) that pricing (e.g. charging drivers
for use of an auto) is one of the nost effective strategies for
reducing trips, and therefore, traffic congestion. Research on
ridership response to fare reductions indicates a national
average fare “elasticity” of 0.37; that is, for every 10%
decrease in fares, there is a corresponding 3. 7% increase in
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transit ridership. This level of transit fare reduction could
generate a 18.5% average increase in transit ridership.

Aggr egat e addi ti onal annual costs to South Coast enpl oyers for
the enpl oyer element are estimated at $4.7 nmillion per year in
1994 dollars (including the transit fare subsidy described
above). This estimate is based upon soon to be published
national research on observed costs of various TDM prograns.

The $3.00 per day fee on long term parking could generate
upwards of $25 million per year in revenues, which could be used
to reinburse enployers, to fund expansi on of bus services, and
subsidize transit passes. Therefore, the overall fiscal inpact
(including the parking fee) of this alternative to the public
and private sectors would be at worst neutral (all parking fee
revenues used to fund program el enments) or could generate excess
revenues for transportation or other inprovenents in the South
Coast .

S1.2.4 Elenments Conmon to All Strategies

Several elenents are common to all of the strategies; they
i ncl ude:

Nonnot ori zed support strategies and transportati on system
managenent neasures, activities and inprovenments were
included in all analysis alternatives.

Bi cycl e paths and support facilities (e.g. lockers at transit
stations) are included based on facilities identified as
needed within the Study Area limts in the Regional Bi keway
Study (SBCAG 1994).

Transportati on system managenment el enents, based on the Traffic
Operations System Plan for District 5 currently under
devel opnent, include the addition of ranp netering and
provi sion of HOV bypass | anes at the Linden Avenue, M| pas
Street, and Castillo Street freeway ranps.

Where sufficient shoul der width exists, the provision of bus-
only lanes, or other bus priorities to enhance bus schedul e
reliability at busy weekend or weekday peak peri ods.

S1.2.5 No Build and Build Alternatives

The No Build alternative assunes the existing configuration of
H ghway 101 and other |ocal streets in the year 2015. The

wi deni ng of H ghway 101 as described in the Caltrans draft EIR
assunmes a six-lane facility (three lanes in each direction)
between M| pas Street and the Ventura County I|ine.

S1.2.6 Hidden Costs of Autonobile Use
The costs of infrastructure built to accommbpdate auto traffic

are often underestimted in a general econom c sense under the
assunption that they encourage econonic devel opnent. That
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causes alternatives to new roadway construction, such as the
Enhanced Bus Transit alternative, to be at a conpetitive

di sadvant age since many of the costs associated with the H ghway
101 widening alternative are externalized and borne by society
rather than the user (MW Caneron, Efficiency and Fairness on
the Road: Strategies for Unsnarling Traffic in Southern
California, 1994). These costs are both internal and borne by

t he autonobil e user or external and borne by society in the form
of fuel taxes and registration fees. Table S-2 identifies

el ements of “hidden costs.”

Fi nal Report 5/ 30/ 95



Table S-2
Mbt or Vehicl e Hi dden Costs

Vari abl e Fi xed
I nt ernal Fuel Vehi cl e Purchase
(User)
Short-term Parki ng Vehi cl e Regi stration
Vehi cl e Mai nt enance I nsurance Payments
User Tine Long-term Par ki ng
Facilities
User Accident Risk Vehi cl e Mai nt enance
Stress
Ext er nal Road Mai nt enance Road Construction
(Soci al)
Traffic Law Enforcenent "Free" or Subsidized
Par ki ng
I nsurance Di sbursenents Traffic Pl anning
Congestion Del ays Street Lighting
Envi ronment al | npacts Land Use | npacts
Unconpensat ed Acci dent Soci al Inequity
Ri sk
Note: Italicized it:ns represent non-market costs

Source: T. Litman, Transportation Cost Analysis: Techniques, Estimtes and
I mplications, March 1995

These “hi dden” costs could be used to nore precisely devel op
estimtes of the true costs to the South Coast of the H ghway
101 widening alternative. Table S-3 sunmarizes typical interna
and external costs that have been estimated for autonobile
travel in the U S.

Table S-3
U S. Mtor Vehicle Costs
(By Mle and Total)

Vehicle Mles Internal Ext er nal Total Costs

Travel ed Per Mle % of Per Mle % of Per Mle

(billions) (doll ars) Tot al (doll ars) Tot al (dol l ars)
Ur ban Peak 460 $0.71 54% $0. 61 46% $1. 32

Peri od

Ur ban O f - Peak 920 $0.71 68% $0. 34 32% $1.05
Rur al 920 $0. 64 76% $0. 20 24% $0. 84
Wi ght ed $0. 67 68% $0. 32 32% $0. 99

Aver age
Source: T. Litman, Transportation Cost Analysis: Techniques, Estimates and
I mplications, March 1995

Based on this national analysis, a cost of $0.40 per mle can be
applied during the peak periods and $0.27 during the off-peak
peri ods to approxi mately account for the “hidden” (external)
costs of auto travel in Santa Barbara. These cost estimates, an
average of the urban and rural external costs during each of the
periods, reflect the |level of developrment in the H ghway 101
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Study Area. Gven an estimated average auto trip |l ength of
seven mles in the South Coast, these “hidden” costs can al so be
expressed as an average of $2.80 per peak period auto trip taken

and $1.89 per off-peak auto trip. These costs have not been
added to cost effectiveness analysis in this study.
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S.1.3 Evaluation of the Alternatives

Eval uation criteria identified by the public and those
ultimately approved by the TAC and CAC are listed in Table S-4.
Many of these neasures provide a quantitative basis for

conmpari son of the proposed alternatives. Travel statistics
serve as the basis for conparison in the neasures of the problem
and neasures of the solution. Oher neasures are qualitative in
nature and require subjective judgnents. Threshol ds of
significance such as those prescribed by |ocal policy or through
national, state, or |ocal environmental regulations are used
where avail able. Exanples include federal and state anmbient air
qgual ity standards, or Santa Barbara County’'s congestion
managenent program (CVMP) |evel of service (LOS) threshold, LOS
D, for roadways and intersections on the CWP system The

i npacts of the three “analysis alternatives”, the No Build and
the Build alternative are tabulated in Table S-5.

The Pricing/ Enhanced TDM anal ysis alternative achi eves the
greatest degree of inprovenent in the Measures of the Problem
Measures of the Sol ution, Measures of Effectiveness and Measures
of Environmental and Community |npact of the three alternatives
to the highway widening. This is primarily due to the assuned
area wi de parking fee disincentive. The best forecast traffic
Level of Service on H ghway 101 and | owest traffic vol unes on
parallel arterials are still predicted to result fromthe
hi ghway wi dening. This is due to the faster travel speeds which
result fromthe additional capacity offered by the w dening,
maki ng Hi ghway 101 the nost attractive route to drivers, even in
the face of increased traffic volunmes on H ghway 101 predicted
for the Build alternative. The highway wi dening is stil
predicted to result in the lowest traffic volunes on parallel
arterials. Travel speeds will be faster as a result of the
addi tional capacity, even in the face of increased traffic
vol unes predicted for the Build alternative.

S.1.3.1 Masures of the Probl em

Measures of the Problem conpare the forecast traffic volunes and
resulting |l evels of service along Hi ghway 101 and on parall el
arterials. H ghway 101 eval uations consider the average daily
traffic volunmes and the peak hour |evel of service congestion
which reflects the directional split in traffic flow The
parallel arterial conparison is based on average daily traffic
as directional splits were not available for these facilities.

Hi ghway 101 Traffic Volunes and Level of Service (LOS). Vehicle
Ml es of Travel (VMI) on H ghway 101 are forecast to increase
approxi mately 43 percent over 1993 |levels by the year 2015 for
the No Build alternative. Forecast VMI varies slightly anong
the alternatives, with the Build alternative forecast to have
t he hi ghest VMI on Hi ghway 101 and the Pricing/ Enhanced TDM
alternative the lowest, with a difference of 16 percent between
t hem
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Only the Build alternative is forecast to provide for acceptable
(as defined by the County’s CWP) traffic flow (LOS D or better)
along all segnents of Hi ghway 101 on an average daily basis in
the year 2015. Based on neasures of congestion, the
Prici ng/ Enhanced TDM alternative is the next nost effective
after the Build alternative in relieving forecast traffic
congestion in the Corridor. The forecasts show that the worst
LCS conditions on H ghway 101 in the study Corridor wll exist
both east of Salinas Street and east of San Ysidro Road.

H ghway 101 in the No Build alternative as well as in the
Enhanced Bus and Rail Transit analysis alternatives is forecast
to operate at LOS F in the p.m peak at these |ocations,
conpared to LOS E in 1993. The Build alternative is forecast to
i nprove Hi ghway 101 traffic LOS east of Salinas Street to LOS D
and to keep a level of LOS E east of San Ysidro Road. The

Pri ci ng/ Enhanced TDM anal ysis alternative offers the best
forecast LOS on Highway 101 of all the alternatives to the

wi deni ng, keeping both sections of the highway operating at LOCS
Ein the p.m peak period.

Parallel Arterials and CVMP Intersections. The No Build
alternative results in the highest forecast traffic volunes on
parallel arterials because forecast congestion on H ghway 101
will divert nore traffic to |local roads. The Enhanced Bus and
Rail Transit analysis alternatives are forecast to provide
slight reductions in traffic volunes on parallel roads conpared
to the No Build volunmes. |Increasing congestion on H ghway 101
Will result intraffic diversion to the parallel arterials. The
Pri ci ng/ Enhanced TDM anal ysis alternative is forecast to result
in traffic volumes on parallel arterials slightly higher than
1993 levels, but lower than all alternatives except the Build
alternative, which is forecast to have arterial volumes |ess

t han 1993 val ues.

CWP intersections are generally forecast to experience inproved
LCS under the Build, Bus, Rail or Pricing/Enhanced TDM
alternatives over those forecast for the No Build alternative.
Two intersections are predicted to fail the CVMP threshold (LGOS

D) under the No Build alternative and two are predicted to fai
the threshold under the Build alternative (See Table S-6). It
is the Pricing/Enhanced TDM alternative, with its major shift of
trips to carpooling and vanpooling which is predicted to result
in the greatest inprovenents in |local intersection perfornmance.
None of the critical intersections are predicted to fail under
the Pricing/ Enhanced TDM al ternati ve.

Table S-6
Congesti on Managenent Pl an |Intersection Analysis
| NTERSECTI ON 91- 2015 2015 2015 2015 2015
94 NO- BUI LD BUI LD ENHANCED ENHANCED PRI CI NG/
cWP BUS RAI L ENHANCED
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LOS TDM

VI C LOS v/ C LOsS VI C LOS v/ C LOS v/ C
(1)
U.S. 101 NB. D .78 c .85 D .75 c .75 c .62
M | pas St.
U S. 101 SB- D .99 E .99 E .94 E .94 E .82
of f/ M ssion
St.
U.S. 101 NB- D 1.05 E .82 D 1.04 E 1.04 F 77

of f/

Las Positas

U.S. 101 NB/ EW D .87 D .69 B .74 c .74 c .55
Cal | e Real

Castillo Blvd./ D .48 A .54 A .47 A .47 A .37
Montecito

Street

Calle Real / D .68 B .98 £ .62 B .62 B .49

u.s. 101

The LOS results above reflect Intersection Inprovenents identified in the 1993 RTP
or the 1994 CWP.

(1) V/ICis volume to capacity ratio for highest traffic level intersection
approach vol ume.

S.1.3.2 Measures of the Sol ution

Measures of the Solution focuses on the ability of each
“analysis alternative” to result in a shift in travel node,
either to transit or bicycle.

Daily Transit Trips and Percent of Trips Made by Transit.
Conmpared to the Build alternative, the Pricing/Enhanced TDM
alternative is estimated to result in a reduction of 109, 100
daily vehicle trips in the Corridor, This is primarily due to
the area parking fee on each SOV trip taken. The

Pri ci ng/ Enhanced TDM al ternative achi eves a forecast transit
share of 2.4 percent, a level higher than that predicted under
the No Build alternative while |ower than the Bus or Rai

al ternatives because the Pricing/Enhanced TDM al ternati ve

i ncl uded no conplenentary inprovenments in transit service, only
i ncentives and disincentives encouraging its use (see Section
S.1.1.4).

Aver age Vehicle Qccupancy in the Corridor. The average daily
vehi cl e occupancy (AVO) is forecast to remain relatively
constant with today’s AVO under either the Build, Rail Transit
or the Enhanced Bus alternative. A slight decrease in AVOis
forecast under the Build alternative which is attributable to

i ncreased travel speeds and reduced congestion in the H ghway
101 Corridor, making it less attractive for travelers to
carpool. Increases predicted for the Enhanced Bus or Rai
alternatives reflect the increase in transit ridership. The

Pri ci ng/ Enhanced TDM alternative is forecast to achieve the

| argest increase in AVO of all “analysis alternatives”
evaluated, with a mgjor shift of travelers into carpools help to
defray the costs of the $3.00 per day SOV parking charge as wel |
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as reflect the effect on node choice of the assuned enpl oyer
i ncentives to use alternative nodes included in this
alternative.

Percent of Bicycle Trips. Changes in the nunbers of bicycle
trips are greatest for the bus and Rail Tranist analysis
alternatives as the shorter trip lengths associated with
bicycling (1-6 mles) and the additional facilities at stations
will create an incentive for conmuters with | onger commutes.
These trips will have |less inmpact on H ghway 101 traffic vol unes
than changes in other trip types. The U S. Census 1990 Journey
to Wrk Survey (U.S. Census, 1992) showed the Isla Vista area as
havi ng the hi ghest share (27.2% of bicycle use in the County.
The addition of rail service or enhanced bus service to the UCSB
canmpus area further supports increases in the bicycle share to

| evel s higher than those resulting fromthe Pricing/ Enhanced TDM
al ternative.

S. 1. 3. 3 Measures of Effectiveness

Ef fecti veness neasures conpare the costs of buil ding and/or
operating each alternative with the anmount of inprovenent on

H ghway 101 traffic flow This is neasured as a cost per trip
reduced. The Pricing/ Enhanced TDM al ternative results in the
nost “bang for the buck”. |Inplenentation of enployer-based TDM
measures and pricing disincentives which have significant

i npacts on driver choice, do not require the substanti al

i npl ementation costs that the other alternatives do. It is
significant to note that both the Pricing/ Enhanced TDM
alternative and the Enhanced Bus alternative can be inpl enented
at less total cost (and | ess annualized cost) than either the
Build or Rail alternative. The Enhanced Bus anal ysis
alternative is second to the Pricing/Enhanced TDM anal ysi s
alternative in neasures of effectiveness. The capital costs
associated with the Enhanced Bus Transit alternative are
substantially |l ess than those estimated for either the Rai
Transit or the Build alternatives. Operating and mai ntenance
costs per vehicle trip reduced are conparable to those estinmated
for Light Rail transit. Trips on H ghway 101 are not reduced
under the Build alternative and therefore are not reflected in
t he anal ysi s.

S.1.3.4 Measures of Community and Environnental |npact

A conbination of qualitative and quantitative eval uation
nmeasures were devel oped to assess the community and
environnental inpacts of the “analysis alternatives”. Social

i npacts receive a nore subjective rating systemwith a plus “+“
indicating a positive inmpact, an “X* indicating no perceived
impact and a “--” indicating a negative inpact as a result of
the alternative. Rating systenms for social inpacts are

expl ained in Chapter 4 and Appendi x D.

| npact on Vegetative Cover. The greatest inpacts on vegetative
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cover are estimated to occur with the Build alternati ve,

foll owed by the Enhanced Bus alternative. The inpacts under the
Enhanced Bus alternative are associated with the construction of
the internedi ate bus stations along the freeway. Sone m nor

i mpacts to vegetation are expected with the Rail Transit
alternative, in the vicinity of the proposed new and expanded
rail stations. None are predicted for the Pricing/Enhanced TDM
al ternative.

Nei ghbor hood Intrusion/lnpact on Community Character. This
criteria considers increases in traffic on local arterials,

i ncreased frequency of buses in residential neighborhoods and
conmpatibility with current |and uses to assess inpacts of

nei ghbor hood i ntrusi on and comunity character. Conmunity

i npacts to nei ghborhoods are not expected to result fromthe

Pri ci ng/ Enhanced TDM alternative. New facilities and increased
bus service are not needed to serve the additional riders from
the Pricing/ Enhanced TDM al ternati ve when conpared with either
the Rail Transit or Enhanced Bus alternatives. The Rail Transit
alternative is considered conpatible with the types of |and uses
encountered in the vicinity of each station. Provisions for
auto and bus transit ingress and egress would need to be

exam ned. At several |ocations extensive redesign of the
existing arterials and | ocal streets would be needed to nake
such candi date | ocations viable. No inpacts are predicted from
the Pricing/ Enhanced TDM al ternative for this criteria.

Conpatibility with Long-Term Conprehensive Pl anning. Both the
City and County of Santa Barbara’s general plans and
Carpinteria s general plan recognize the need for expanded
carrying capacity in the Hi ghway 101 Corridor to accommpdate a
projected increase in travel demand (Caltrans, March 1993).
Express bus service in the freeway would increase the person
trip carrying capacity of the Corridor. Enhanced and expanded
| ocal bus service will provide additional service capacity

bet ween portions of the Study Area therefore this alternative is
consi dered conpatible with the local plans. The
Prici ng/ Enhanced TDM alternative is predicted to be conpatible
with I ong term conprehensive planning as the predicted trip
reductions will provide the avail abl e capacity needed in the
H ghway 101 Corri dor.

S.2 RECOMMENDED SOLUTI ONS

A nmultinodal transportation strategy is recommended as an
alternative to widening H ghway 101. The strategy consists of
mul tiple action itens to be inplenmented by agencies, |oca

enpl oyers, business and public interest groups of the South
Coast communities, sonetinmes independently and sonetines
jointly. Inplenmentation is acconplished through individual
actions and through an annually repeated cycle of nonitoring and
adjustnments prepared jointly by all nenbers responsible for
actions. The nonitoring and adjustnent cycles ensure actions
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occur or are enhanced to keep pace with actual traffic growth
during the next 10 to fifteen years. Currently avail able
funding is identified for reprogramm ng and alternatives are
offered to rai se noney for unfunded actions. The schedul e
includes tinme to select and adopt a preferred fundi ng source.

This recommendation is detailed and conplex. In conparison,

wi deni ng the highway nay appear sinple. It relies on the active
participation of all segnents of the South Coast community. The
nmonitoring and adjustnment cycles place the responsibility for
performance of individual action itens and the deci sions on
adjustnments to actions on_all segnents of the South Coast
community. The reconmmended actions and nonitoring and

adj ustnment cycles can lead to an alternative transportation

envi ronment whi ch should entice the user and conpel its use.

The actions identify short termand | ong term prograns and
projects which can be funded and inplenented to accomodat e
future travel through the use of alternative nodes. This is not
any easy choice. Funding, inplenentation and regional issues of
the nmultinodal transportation strategy are many. These have
been listed and are discussed in nore detail in Chapter 5.

S. 2. 1A Reconmended Mul timodal Transportation Strategy

The nul tinodal transportation strategy builds fromkey el enents
of the Pricing/Enhanced TDM “anal ysis alternative” while

i ncorporating selected el enents fromthe enhanced bus and rai
“anal ysis” alternatives into an integrated and phased program
Seven el enments are recomended.

Enhancenent of the G ty/ County TDM Ordi nance and the Traffic
Sol uti ons program

Expanded transit services,

-.Bi cycl e system i nprovenents,

-.H ghway 101 operational inprovenents,

-.Land use pl anning considerations to facilitate use of
al ternati ve nodes,

-.Performance nonitoring of H ghway 101, and

-.Strategies to reduce visitor/tourist auto trips.

An i npl enmentati on schedule, a nonitoring and adj ustnent process,
and a funding el enent conplete the nmultinodal transportation
system package. Table S-7 identifies the detail ed el enents of

t he seven conponents and the action tinme frames, responsible
agenci es and the recomended nonitoring or programm ng tools for
each el ement. Recomendations are intended to be phased in over
time, as traveler response warrants the expansion of services
and prograns.

1.0 Enhance the Cty/ County TDM O di nance and Traffic Sol utions
Pr ogr ans

Traffic Solutions in conjunction with |ocal enployers, MID and
SBCAG, should collect nore and better eval uative data on
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i ndi vi dual enpl oyer strategy effectiveness at reduci ng HOV
trips.

Traffic Solutions should assess the current, nost effective, TDM
strategies and their applications based on | ocal and
nati onal experience (Comsis et. al., 1993).

Expand Pronotional Activities for Enhanced TDM Traffic
Sol utions should target during the next few years its
pronotional activities ainmed at enployers to focus on those
TDM strat egi es whi ch have been identified as effective.
Pronoti onal activities should include transit subsidies, a
par ki ng cash out program 4/40 work schedul es, and
tel ecomut i ng.

Traffic Solutions, in coordination with MID, should encourage
enpl oyers and MID to experinment with financial incentives
for transit ridershinp.

SBCAG in association with the |ocal chanbers of comrerce, the
Sant a Barbara Conference and Visitors Bureau, the Santa
Bar bara | ndustrial Association, the Coalition for Labor,
Agriculture and Business, Grass Roots 101 and ot her | ocal
busi ness and advocacy groups shoul d devel op a parking
pricing denonstration programin the H ghway 101 Corri dor
Such a denonstration program should quantify how a parKking
pricing program affects enpl oyee trip reduction and | ocal
busi nesses.

Traffic Solutions should establish a TDM ordi nance revi ew
comm ttee which includes |ocal business community and
citizens group representation to review the existing TDM
ordi nance provi sions.

Traffic Solutions should evaluate the effectiveness of the
enhanced TDM ordi nance in conjunction with the Congestion
Managenent Plan (CWP), two and five years after the
ordi nance revision, if pursued.

11 Establish an expanded education effort through Traffic
Sol utions to include broader information targeted at the
general public, as well as the tourist, business traveler,
and visitor.

12 SBCAG and its nenber agencies should devel op a fundi ng
strategy with identified funding sources for the enhanced
TDM activities identified for Traffic Sol utions.

Expand Transit Services.

SCAT and MID shoul d i ntroduce peak period express bus service
bet ween Oxnard and Ventura and Carpinteri a,

Mont eci t o/ Sunmer | and, downt own Santa Barbara, CGoleta as well
as UCSB.

MID shoul d prepare an operations study which identifies costs
of : additional express bus services, additional |ocal
shuttle service to serve express bus stops, freeway flyer
transit station |ocations, and additional maintenance
facilities needed to support the expanded service.

MID and SBCAG shoul d prepare and inplenent a funding strategy to
i npl ement the recomended service inprovenents based on the
costs identified in the operations study.
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MID, Carpinteria, the Gty and County of Santa Barbara, SBCAG
and Caltrans should prepare a detailed freeway flyer transit
station devel opnent program which refines and designs
transit stations as located in the H ghway 101 right of way
and construct the stations.

Caltrans, MID, Carpinteria, the City and County of Santa
Bar bara, and SBCAG shoul d devel op park and ride lots at
sel ected | ocations along the Corridor.

3.0 Inplenent Bicycle Systens | nprovenents

Compl ete the m ssing segnents and install identified new
facilities - Phase |.

Conpl ete the Regi onal Bi keway Program s (SBCAG 1994) internodal
connection action program

31. Conpl ete the Regional Bikeway Progranmis (SBCAG 1994)
fundi ng action program

Conpl ete the Regi onal Bikeway Programis (SBCAG 1994) inter-
jurisdictional action program

32. Compl ete the missing segnents and install identified new
facilities - Phase II.

4.0 Define, Fund and Construct Operational |nprovenents to
H ghway 101.

Caltrans, in association with the Cty and County of Santa
Bar bara, should test and establish a ranp netering system on
sel ected interchange on-ranps in the Hi ghway 101 Corridor in
t he Sout h Coast .

Desi gn, fund, and construct programmed interchange inprovenments
on Hi ghway 101 at M I pas Street, La Cunbre Road, Route 154
north and south, and at Storke Road as progranmed in the
Measure D Strategic Plan.

Defi ne and establish an el ectronic detection system and
nonitoring systens within the South Coast Hi ghway 101
Corridor.

Defi ne and establish an incident response programw thin the
H ghway 101 Corri dor.

41. Define locations for and establish a changeabl e nessage sign
programto alert notorists to delays, accidents, and
al ternative routes.

42. Define locations for and establish a H ghway Advisory Radio
(HAR) programw thin the South Coast H ghway 101 Corri dor.

5.0 Initiate a Transit Oliented Land Use Transition Program

Establ i sh Policy-Based Commitnents from Local CGovernnents.
Devel op Transit-Supportive U ban Design Packages for Sel ected
Station Locations.

6.0 Visitor/Tourist Auto Trip Reduction Program

SBCAG and Traffic Solutions should establish a Tourism Travel
Incentive Programwi th the Conference and Visitors Bureau.
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7.0 Monitor and Report on Performance of H ghway 101 and the
Mul t i nodal
Transportation Strateqy

Expand existing Caltrans and | ocal agency traffic and travel
monitoring efforts in the foll ow ng areas:
Traffic vol unes,

-1 Aver age vehicl e occupancy,

-2 Travel speeds and | evels of congestion,

-3 Acci dent s,

-4 Trip purpose and conponents of travel,

-5 Origins and destinations,

-6 Ef fects of Tourist Pronotional Efforts, and
TDM Moni t ori ng.

SBCAG with input and financial support from Caltrans and | ocal
agenci es, should create a “State of the Corridor” newsletter.

Devel op a Funding Strategy for the enhanced nonitoring and
reporting efforts.

Prepare three to five year evaluation reports which conpare the
i npl ementation status and effectiveness of individual action
el enents with the H ghway 101 nonitoring reports. Devel op
adjustments and revisions to the action itens list in
response to the results.

S.2.2 Inplenmentation, Scheduling and Mnitoring

The nmul tinodal transportation strategy is inplenmented through
regul ar cycles of nonitoring H ghway 101 Corridor performance
and adjustnments to actions by inplenenting agencies in response
to the results. This strategic inplenentation approach is the
essential component of the entire reconmendati on.

Threshol ds of Significance Wich Require Adjustnents to

| npl enent ati on Actions. A threshold of significance is
essential to determ ne whether performance nonitoring results
require adjustnents or acceleration of actions. Separate

t hreshol ds are recomended for highway, |ocal roadways, express
transit service, and TDM performance. Recomended threshol ds
are:

Hi ghway 101 Performance. A traffic level of service level (LOS)
of E and average operating speeds of 40 m|es per hour on
H ghway 101 for consecutive segnents of the highway totaling
3-4 mles in length over two consecutive years.

Local Roadway Perfornmance. Level of Service D for CW
intersections as adopted in Santa Barbara’ s current
Congesti on Managerment Pl an (SBCAG 1995).

Express Bus Service Performance. Express bus transit ridership
of 35 or nore riders per revenue vehicle hour
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TDM Per f ormance. I ndividual enployer attainment of existing TDM
ordi nance performance standards (average regional average of
6 percent over baseline) through 1997 and to the revised
standards after the 1997 ordi nance revision cycle. Enployer
based share of TDMtrip reductions will not be expected to
exceed the estimted 10 percent reduction in home based work
trips.

No i ndi vi dual performance threshol ds are reconmended for

bi cycl e, highway operational inprovenents, transit oriented |and
use, or visitor tourist trip reduction programelenents as their
impact will be reflected in the four neasures above.

How to | npl ement Mbonitoring and Adjustnent Cycles. The
i npl ementation nonitoring and adj ust nent process for each period
is listed bel ow

First Inplementation Period — 1995 (Adoption of Strategy) - 2000

Devel op the nonitoring programdetails during the first two to
t hree years.

Initiate and conplete period one action elenents according to
descriptions and recomended schedul e.

Moni tor and conpare results with performance threshol ds
annual | y.

Initiate first program adjustnent cycle in the fifth year.

Devel op, eval uate and adopt recomended adjustnments to action

program

Compl et e recomended funding strategy actions and adopt fundi ng
programw thin the first five year period.

I ncorporate funding actions during regularly schedul ed RTP
RTI P, SRTP and capital inprovenent program cycles.

Eval uate results of the Pricing Denonstration Program

Second | npl ementation Period — 2001 - 2005

Initiate and conplete period two action el enents according to
descriptions and recommended schedul e.

Continue to nmonitor and conpare results with performance
t hreshol ds annual | y.

Revi ew performance threshol ds and adjust as needed.

Initiate adjustnment cycles as needed (expected to be annually)
based on nonitoring results.

Eval uate the TDM actions to determne if enployer based trip
reduction threshold has been reached and if pricing program
nmust be establ i shed.

Third I npl enentation Period — 2006 - 2010

Initiate and conplete period three action elenents according to
descriptions and recomended schedul e.

Continue to nmonitor and conpare results with performance
t hreshol ds annual |l y

Eval uate revi sed bus service performance and adj ust frequencies
as suggested by the results.
Initiate land use nonitoring at freeway flyer and ot her
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transit stops to establish base case for future conpari sons.

Revi ew performance threshol ds and adjust as needed.

Initiate adjustnment cycles as needed (expected to be annually)
based on nonitoring results.

Re- eval uate TDM actions and any previous pricing decisions to
det erm ne needed adj ust nents.

Fourth I nplenentation Period — 2011 - 2015

Conmpare nmonitored traffic with updated RTP forecasts to begin to
adj ust program

Begi n nonitoring conpari son of changes to |land use densities in
the vicinity of freeway bus stations (may only need to be
twice during this period).

Continue to nmonitor and conpare results with performance
t hreshol ds annual |l y

Revi ew performance threshol ds and adjust as needed.

Initiate adjustnment cycles as needed (expected to be annually)
based on nonitoring results.

More detail ed schedules for individual action item

i npl ementation are discussed in Chapter 5. Actual timng for

i ndi vidual actions beyond the initial 3 to 5 year start-up
period nust be accelerated if congestion |evels increase at a
faster pace than actual traffic reductions occur as a result of

node shifts. Adjustnents will require, at sone tine in the
second or third period, a choice of inplenenting a pricing
strategy or returning to the build alternative. This will be a

difficult choice for the South Coast whenever it occurs.
S.2.3 Funding the Miultinodal Transportation Strategy

What Does The Miultinpdal Transportation Strategy Cost? Table S
8 details capital and operations cost estimates. Additionally,
annual O8&M bus costs are initially estimated at approximately $6
mllion a year, including transit farebox revenues. It is
assunmed that 25 to 30 percent of the bus O&M costs coul d be
recovered through the farebox for the recomended new services
as with current MID services. The recommended operations plans
and fundi ng strategy actions should be used to detail and refine
t hese esti mates.

Avail able Funding and Ability to Be Reprogramred. At the
present tinme, the first two segnents of the H ghway 101 w deni ng
project (fromMIlpas Street to Padaro Lane) are included in the
State Transportation | nprovenent Program and funding for the
project has been allocated (approximately $63 mllion) by the
California Transportation Conm ssion. |n addition, SBCAG has
all ocated approximately $19 nmillion from Measure D sal es tax
noneys to incorporate |locally desired enhancenments and
anenities. Current budget shortfalls at the state |evel and
reprogranmng for seismc retrofitting of existing highway
infrastructure, cause uncertainty in funding availability in the
1997-1999 tine period. Use of these funds for the reconmended
strategy in this sane tinme frame woul d therefore al so be
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uncertain. The phased inplenentation, could allow the draw down
of funds to be spread over nore fiscal years, inproving with the
availability of the funding stream
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Table S-8
Esti mated Capital and O&M Costs for Miltinodal Strategy

Total Capital Costs Annual Program and
(mllion 19949%) Q&M Cost s
(1,000 1994 3%)

Enhanced TDM Acti ons - $1, 000 - $1,500 (1)
Expanded Transit Services $29.0 - $35.0 $4,500 - $5,000 (2)
Bi cycl e System | nprovenents $2.0 - $2.5 (3) TBD

Hi ghway Operational | nprovenents $19.0 - $25.0 —

Transit Oriented Land Use — $50- $100

Pr ogr ans

Strategies to Reduce — $100- $300

Visitor/ Tourist Auto Trips

Per f or mance Monitoring of Hi ghway - $20- $30
101
Total s $50.6 - $62.5 $5,670 - $6, 840
(1) Includes both public and private sector costs, in excess of current program
costs.

(2) Additional transit O&M costs net of transit fare revenues.
(3) Source: A. Law er, SBCAG Staff, Novenber, 1994.

Funds for the reprogramm ng actions require the approval of
SBCAG and the California Transportati on Comm ssion (CTC) and/or
| ocal agenci es and i ncl ude:

Real | ocate current STIP allocations of eligible federal and
state funds during the next RTIP update and conformty review
(assunes federal portion ( +$60 mllion) are | STEA Surface
Transportation Program (STP) funds).

Reprogram state matching funds (20 percent) to identified
H ghway Operational |nprovenents.

Reprogram (+$2.7 mllion) Measure D or Transportation
Devel oprment Act (TDA) funds for the STP-required 20 percent
match for bus fleet expansion and station construction.

Local Funding of bicycle inmprovenents and mai ntenance, Traffic
Sol uti ons and ot her TDM actions through annual budget and
capi tal inprovenent prograns.

. Explore alternative federal funding (Federal Transit
Adm ni stration (FTA) Section 3 (now called 5309) Bus Capital)

Eval uate real |l ocati on of CMAQ (Congestion Mtigation and Air
Qual ity Funds) for transit O&M costs, (for only a maxi num
period of two years).
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The estimated cost of the initial bus service elenent is an
addi tional $4.5-%$5.0 million in annual public subsidies. This
is equivalent to approximately a 1/7 percent sal es and use tax

applied countywide. |In addition, there will be an estinmated

$1.3 to $1.8 million per year in public and private sector
program costs to provide the other elenents of the nultinoda
strat egy.

New Fundi ng Sources. The county and local jurisdictions wll
need to consider new sources for funding the multinoda
i mprovenent strategy. These would include:

A countywi de increase in the |ocal sales and use tax for transit
operations which would require a two thirds voter approval
and approval by the cities and county.

Property tax increases by local jurisdictions, requiring a two
thirds voter approval.

Assessnent districts covering the area receiving the benefits of
the transportation inprovenents, which would have to be
approved by the cities and the county.

Transportation Uniform Mtigation Fees - a cooperative
interjurisdictional funding programstructured to neet
California nexus requirenents and to provide revenues for
specific Corridor inprovenents.

Par ki ng pricing approaches such as parking discounts for
carpool s and vanpool, parking fees, and parking cash-out
whi ch woul d have to be approved by local jurisdiction and

enpl oyers.

These are likely to be politically difficult to enact, and an

ext ensi ve voter education canpaign would need to be undertaken

to convince residents of the South Coast that additional taxes

and/or fees are ultimately worthwhile to their overall quality
of life.

S.2.4Policy |Issues Raised By Choosing A Miultinodal Alternative
To The Hi ghway 101 W deni ng

Three general policy issues suggest thenselves in the H ghway
101 alternatives analysis: fiscal, inplenentation and regional
O hers will suggest thenselves to the reader. |Issues within
each policy area are listed and described in Chapter 5. In the
end, policy issues are left to the decision nakers.

Fi scal issues in selecting a nultinodal strategy
- The risk of reprogranmm ng avail able funds fromthe
wi dening to el sewhere in the state.

The ability of currently programred funds to be used for
ot her inprovenents (e.g. transit capital, bicycle
facilities, highway operations).

The ability to obtain new revenue sources for transit
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oper ati ons.
- The difficulties in establishing funding priorities
bet ween recommended el enent s.
- The potential for public acceptance of any approach to
instituting pricing elenments.

| mpl ement ati on i ssues of the nultinodal strategy

- The ability to achieve predicted results with the

mul ti nodal strategy is | ess known than results achi eved by
wi deni ng t he hi ghway.

- The effects of not inplenmenting sel ected el enents.

- The community’s tol erance of increased congestion during
phases of inplenmentation.
- The difficulties in an annual review of and adjustnent to
actions and el enents of the strategy. (How to nmake it
wor k. )

Regi onal issues regarding the relationship of the nultinodal
strategy to other progranms and pl anned projects
- The risk to air quality conformty determ nations of

changi ng the Hi ghway 101 project definition.

- Plans to widen H ghway 101 between Castillo and Route 217

to eight |anes.
- The issues in intercounty coordination and inplenentation
of the nultinodal transportation strategy.
- Rail recommendations fromjoint SBCAG and VCTC rail study.

S. 3 CONCLUSI ON

The recommended nul ti nodal transportation strategy offers an
alternative method to accommopdate future travel through the use
of alternative transportation nodes and rel ated policies such
that the need to widen Route 101 between M| pas Street in
downt own Santa Barbara and the Ventura County |ine could be
avoi ded before the year 2015. The study places the ultimte
feasibility and success of the approach on the South Coast
conmmuni ti es, businesses and individuals. Costs of the
alternatives and potential funding sources are identified. The
actions will create an alternative transportati on environnment.
The acconpanyi ng i npl ementati on program with its cycles of
nmonitoring and adjusting action itens, creates a perfornmance
based strategy which will either conpel the use of the
alternative nodes or fail to maintain currently accepted
performance standards. The inclusion of bicycle and transit
oriented | and use actions pronotes the community’s desire to
mai ntai n and enhance a high quality of life and a viable
economy.

WIIl this strategy avoid the need to wi den H ghway 101 before
the year 2015? While there are many site specific success
stories to date fromaround the country where individual
prograns and policies have nmeasurably reduced SOV use, they have
been, to date, nmuch | ess successful on a Corridor or an area
wi de basis in urban settings of simlar size and character to
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the South Coast. The change in ingrained travel habits will be
a challenge for the residents and public officials of the South
Coast. The 1994 State of the Conmmute Report (CTS, Inc.) which
annual |y surveys Los Angel es area conmuters, notes that while 80
percent of commuters in areas nost affected by the Northridge
eart hquake reported that they had changed their conmute habits,
only 2 percent switched to taking the bus or train and 4 percent
switched to carpooling fromdriving alone. Mst sinply changed
their route or working hours. Human nature will be a powerful
force in the success or failure of this strategy.

The choice to reduce congestion on Hi ghway 101 through a
mul ti nodal transportation strategy in lieu of w dening the
hi ghway is a fundanental policy decision of the SBCAG board.
Ei ther choice results in inpacts to Santa Barbara and its
residents. Neither alternative results in a post 2015 sol ution
to forecast traffic growth in traffic. Each choice has
opportunities and ri sks.
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Table S-4
Evaluation Criteria

Public ldentified
Eval uation Criteria
Measures of the Problem
Future congestion, |ack of capacity
Absence of nobility

Lack of integration of transportation
nmodes

Hi gh proportions of single occupant
vehicl es

Measures of the Sol utions

Integration of Transportation Mdes

I ncrease in average vehicle occupancy
Increase in transit node share

Measures of Effectiveness

Freedom of nobility

Mai nt enance of a viable & healthy |ocal
economny
Maxi m zi ng “bang for the buck”
Avoi dance of the need to wi den Hi ghway
101

Measures of Comrunity and

Envi ronnent al | nmpact

Saf ety

M ni mi zi ng environnental harm and damage
Conpatibility with long term
conpr ehensi ve pl anni ng
Mai nt enance of the area's “quality of
life”

Fi nal Report

TAC/ CAC Approved
Eval uation Criteria
Measures of the Problem
Daily Traffic on Hi ghway 101
Daily Level
st Daily Traffic On Parallel Arterials
Vehicle Mles of Travel (VMI) on Hi ghway

Vehi cl e Hours of Travel
t of VMI Operating at
t of VMI Operating at

on Hi ghway 101
LOS F
LOS E

Daily Vehicle Trips Produced in the Corridor

t Single Occupant Vehicles (SOV)
Measures of the Sol utions
Daily Transit Ridership
Percent Transit Ridership

e Vehicle Occupancy (AVO) in

t Daily Bike Trips

e Speed (MPH) on Hi ghway 101

duction in Daily Vehicle Trips
Measures of Effectiveness

st of the Alternative

mnual i zed Cost of the Alternative

ized Total Cost Per Vehicle Trip Reduced

ized Capital Cost Per Vehicle Trip Reduced

ized O&M Cost Per Vehicle Trip Reduced

e Daily Cost Per Driver ????

Measures of Comrunity and
Envi ronnent al | npact

I'y Runni ng Em ssions

ect Energy Consunption
on Vegetative Cover
on Community Character

| Compatibility

the Corridor
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