4 EVALUATI ON OF ALTERNATI VES

This chapter sunmarizes the evaluation criteria used to assess the
three “analysis alternatives” (Enhanced Bus, Rail Transit and

Pri ci ng/ Enhanced TDM and the results of the evaluation. Evaluation
criteria were proposed to the Technical Advisory Commttee (TAC) and
Communi ty Advisory Committee (CAC) in April and May of 1994 (see
Chapter 3 Section 3.1 and Appendix D Evaluation Criteria for the
Assessment of Highway 101 Alternatives). TAC and CAC comments,
originally included in the project Request for Proposal, and other
identified concerns were incorporated into the criteria. Fina
evaluation criteria and a detail ed discussion of quantification

nmet hods used are found in Appendi x D.

Each alternative should be considered as an “analysis alternative,”
or a neasurable transportation strategy which can serve as a basis
for estimating the transportation inpacts of a broad range of

inpl enentation strategies to avoid the need to w den H ghway 101.
Simlar levels of traffic congestion relief and environnmental and
community inpacts are expected fromthese nore expansive

i npl ementation strategies. Individual strategies will then be
conmbined into an integrated, nultinodal alternative to the highway
wi deni ng.

4.1 EVALUATI ON CRI TERI A

Techni cal and community based interests and concerns identified

t hrough the public scoping workshop and neetings conducted with the
TAC and CAC fall into the followi ng categories. These can be used to
assess how well each alternative neets the community’s objectives:

Ef fecti veness in reducing single occupant vehicles and avoi ding the
need to wi den Hi ghway 101

Safety

.. Freedom of mobility
Cost - ef fecti veness
M ni m zi ng environnental harm and damage
Mai nt enance of a viable and healthy | ocal econony
Compatibility with | ong-term conprehensive pl anni ng
Integration of transportati on nodes
Mai nt enance of the area’s “quality of life” and character
Maxi m zi ng “bang for the buck”

A four part set of evaluation criteria were devel oped for this study.
Eval uation criteria were initially identified in the revi sed Request
for Proposal issued for this study. Criteria were then enhanced to
i ncl ude neasures which reflect identified community interests and
concerns, as well as traditional performance indicators as used by
transportation planners to assess transit and travel demand
managenent strategies. The criteria used in this study were approved
by the TAC and CAC in May of 1994.
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These criteria were further detailed into individual neasures which
are consistent with those specified in the United States Departnent
of Transportation s regulations for evaluating major nmetropolitan
transportation investnents and with the types of neasures typically
used to evaluate multinodal transportation alternatives in
California. Table 4-1 lists both what evaluation criteria the public
asked for and what criteria the TAC and CAC approved under each of
four broad categories. The methods used in this study to quantify
each neasure are described in Appendix D.

Many of these neasures provide a quantitative basis for conparison of
the “analysis alternatives”. Forecast travel statistics serve as the
basis for conparison in the Measures of the Problem and Measures of
the Solution evaluation categories. Oher neasures are qualitative
in nature and required subjective judgnents by technica

prof essi onal s conducting the study. Thresholds of significance such
as those prescribed by |ocal policies or through national, state, or

| ocal environnmental regulations are used where avail able. Exanples
include federal and state anmbient air quality standards, or Santa

Bar bara County’s Congestion Managenent Program (CWP) traffic |evel of
service (LOS) threshold, LOS D, for roadways and intersections on the
CWP system (see Figure 4-1).

4.2 | MPACT ASSESSMENT OF ANALYSI S ALTERNATI VES

The inpacts of each of the three “analysis alternatives” are
tabulated in Table 4-2. These inpacts were estimated primarily from
the application of the SBCAG regional travel forecasting nodel,

suppl enented by the Federal H ghway Administration's (FHW) two

Pri ci ng/ Enhanced TDM Anal ysi s Mddel devel oped by Consis Corp. under
contract to FHWA. The node choi ce conponents of these nodels are
based upon extensive research over the past three decades (e.g. Lave,
1969; Stopher, 1967; Spear, 1976; Donenci ch and McFadden, 1975;

Koppl eman, 1980; McCord and Villoria, 1987; Neels and Mather, 1987)
of the determ nants of travel nobde choi ce, behavi or has concl uded

t hat people act as rational econom c consuners of travel, choosing
the node that provides themthe | east perceived “generalized cost”
for a given trip, in ternms of both travel time and nonetary costs, as
well as “quality of service” factors such as confort, conveni ence of
use, and reliability of arrival tinmes. These factors explain the
reasons why particular 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.

This research has shown that travel tinme is not equally val ued by
travelers, that the time spent traveling within a vehicle (car, bus
or train) is less onerous (by a factor of 1/3 to 1/2) than the tine
spent wal king to/fromthe vehicle or waiting for the vehicle.
Additionally, this research has denonstrated that the cost of the
trip is perceived by travelers as the “out-of-pocket” cost of the
trip, interns of transit fares paid or autonobile parking charges

Fi nal Report 5/ 30/ 95



and tolls incurred during a trip. The research has al so shown t hat

t hese perceived out-of - pocket costs for a specific trip do not
include the other, usually larger, costs of autonobile ownership such
as depreciation, insurance, etc.

Therefore, to induce travelers to shift fromthe currently

predom nant choi ce of single occupant vehicles (SOV) for at |east
sonme 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 c “signals” being sent to
travel ers nust be nodified. This can be acconplished both by naking
alternatives to SOV use nore conpetitive with SOV and by maki ng SOV
usage | ess conpetitive with alternative nodes. Making the
alternative nodes nore conpetitive involves inproving travel tines
for those alternatives as well as making them cheaper to use on an
“out - of - pocket” cost basis. Making SOV usage | ess conpetitive can be
acconpl i shed by increasing SOV travel tines (e.g. by allow ng
increased traffic congestion, limting the availability of
conveniently |l ocated parking, etc.) and by increasing the out-of-
pocket costs of SOV use (e.g. charging higher parking fees,
increasing the price of gasoline through taxes or fees, inposing
tolls, etc.). These underlying travel behavior concepts forned the
basis for the devel opnment of alternatives to the w dening of H ghway
101 and their forecast ability to reduce future autonobile use.

Recent literature in transportation costs analysis (e.g. Litman
1995; MIler and Moffet, 1993) extends this conclusion with efforts
to bring out “hidden costs” of auto ownership and operation with the

idea that the public will nake nore realistic node choices. The
“hi dden cost” concept is described in nore detail in Section 4.2.3
below. “As a significant share of drivers face paying nore of the

full cost of operating vehicles, sonme of them would choose
alternatives. Transit mght pick up some passengers and auto
occupanci es may increase” (Polzin, 1994).

A conparison can be made between the results of each “anal ysis
alternative”, the No Build alternative and the results forecast for

t he hi ghway wi dening (Build Alternative) as proposed in Caltrans’
Draft Environnental |npact Report (DEIR) of Cctober, 1993, The No
Build alternative assunes the existing configuration of H ghway 101
and nost other local streets in the year 2015. (See section 2.3.2 of
Chapter 2 for a description of assunmed inprovenents in |local streets
and roads.) The wi dening of Hi ghway 101, as described in the
Caltrans DEIR, assunes a six lane facility (3 lanes in each
direction) between M| pas Street and the Ventura County |ine (see
Section 2.3.2 Future Roadway Network Characteristics). Each

“anal ysis alternative” package of transportation inprovenents
represents a substantially different approach to accommopdating travel
demand in the H ghway 101 Corridor in order to analyze a broad range
of options and were described in detail in Chapter 3. Their
conparative inpacts, by category of evaluation neasure, are listed in
Table 4-2, and are discussed in the follow ng sections.

4.2.1Measures of the Probl em
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Measures of the Problem conpare the forecast traffic volunes and
resulting | evels of service along H ghway 101 and on parall el
arterials. Hi 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 paralle

arterial conparison is based on average daily traffic as directiona
splits were not available for these facilities. Additional

conpari sons of operational characteristics which nmeasure the probl em
complete this section of the evaluation

Forecast Daily Traffic and Peak Hour Level of Service on H ghway 101.
If no capacity enhancing inprovenents are inplenented in the H ghway
101 Corridor by 2015, traffic volunmes are forecast to increase by
approxi mtely 30 to 35 percent throughout nost of the Corridor. Due
to forecast growth in popul ati on and enpl oynent in both Santa Barbara
and Ventura Counties (see Section 2.3.1 in Chapter 2), the percent
increase in traffic at the west end of the Corridor is less than for
t he east end because existing traffic volunmes are higher at the west
end, |eaving | ess avail able roadway capacity for future traffic
growth. Increases of approximtely 17 percent are projected at the
nore heavily trafficked west end of the Corridor at M| pas Street.
Congestion is predicted to be greatest in the Santa Barbara portions
of Hi ghway 101 and will |essen very slightly in the Montecito area,
continuing to | essen as H ghway 101 approaches Ventura County.

Level of Service (LOS) is a quantifiable description of the traffic
flow conditions on a roadway which is based upon the relationship
bet ween of the nunbers of vehicles using the roadway and the traffic
flow capacity of the road. The ratio of the traffic volunme to the
capacity of the roadway indicates the density of traffic flow or the
| evel of congestion predicted on the road and can then be converted
into one of six Level of Service categories (A through F).

Figure 4-1 provides a graphic representation of the six |levels of
service which gives the reader a “feel” for traffic conditions
associ ated with each Level of Service. Appendix G describes the

met hodol ogy used to cal culate LOS on H ghway 101.

The peak hour |evel of service (LOS) on H ghway 101, both in the base
year (1993) and in the forecast year (2015) is worse in the eastbound
direction in the p.m peak period than westbound in the a.m peak
period. This finding is consistent with traffic flow patterns in
nost urban areas in the U S. where the p.m peak period typically has
hi gher traffic volumes and worse LOS than the a.m peak period. The
forecasts show that the worst LOS conditions on H ghway 101 in the
study Corridor will exist both east of Salinas Street and east of San
Ysidro Road. Highway 101 in the No Build alternative as well as in

t he Enhanced Bus and Rail Transit analysis alternatives is forecast
to operate at LOS F in the p.m peak at these | ocations, conpared to
LCS E in 1993. The highway wi dening or Build alternative, is
forecast to inprove H ghway 101 traffic LOS east of Salinas Street to
LOS D and to keep a level of LOS E east of San Ysidro Road. This
reduction still results in the Santa Barbara and Montecito portions
of Hi ghway 101 operating at LOS F during peak periods and the
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portions in Sunmerland and Carpinteria operating at LOS E during
aver age day peak periods in 2015.

The Pricing/ Enhanced TDM anal ysis alternative offers the best
forecast LOS on H ghway 101 of all the alternatives to the w dening,
keepi ng both sections of the highway operating at LOS Ein the p. m
peak period. This is due to the high levels of trips predicted to be
elimnated as a result of the nodified work weeks and the parking
charges for single occupant vehicles which park all day. The
incentives to carpool, in the formof either a rebate if using public
transit or reduced daily charges if carpooling are expected to
provide a significant notivation for changes in the hone to work
trip. Traffic volunes are predicted to be |l ower than those forecast
for the No Build alternative. Those portions of Hi ghway 101 in the
Montecito area are predicted to be operating at LOS E, in excess of
the CWP threshold for congestion. Remaining portions of H ghway 101
in the areas of Santa Barbara, Carpinteria and south towards the
Ventura County |line are forecast to operate at LOS D

2015 Forecast Daily Traffic on Parallel Arterials and CWP
Intersection Inpacts. The effect of any of the alternatives on | ocal
streets and roads is of paramount inportance to nmenbers of the TAC
and CAC. Traffic level of service on all roads in the Corridor, not
just Highway 101, affects the nobility of South Coast residents.
Tabl e 4-2 displays the forecast average daily traffic on the parall el
arterials at four l|ocations along the Corridor. The No Build
alternative results in highest forecast traffic volunes on these
parallel arterials as forecast congestion on H ghway 101 diverts nore
traffic to these local roads. H ghway 192, O d Coast H ghway and
Cabrillo Boulevard in the Santa Barbara area are all predicted to
experience an increase of 22 percent in average daily traffic (ADT)
over the 1992 base year levels. This is a forecast increase of
between 1,500 and 2,800 vehicles per day. Montecito area roadways,

H ghway 192 and North Janeson Lane, are predicted to experience an
increase in ADT of 28 percent and 25 percent respectively. The
Summer |l and and Carpinteria areas will al so experience increased
traffic volunmes on parallel roadways. Hi ghway 192, between Mntecito
and Summerland, is predicted to experience an increase in traffic

vol unes of 19 percent while Via Real is predicted to experience a 65
percent increase in traffic over the base year. Daily traffic
volunes on Via Real are predicted to increase by 4,600 vehicles per
day over 1992 base year traffic vol unes under the No Build
alternative. Carpinteria s parallel roadways are predicted to
increase traffic volunmes by approximately 41 percent over the 1992

| evels. The primary reason for the increase in traffic on the
parallel arterials under the No Build scenario is the high | evel of
traffic congestion which is predicted to be experienced on H ghway
101, which woul d nmake these parallel routes nore attractive, in terns
of travel time, to notorists, conpared with H ghway 101

The Build alternative results in the greatest reductions in daily
traffic volunmes on the major parallel arterials. Forecast traffic
vol unes on many parallel arterial streets will be reduced
substantially from ADT predi cted under the No Build alternative. In
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the Santa Barbara area, the three parallel arterials are predicted to
have traffic volunmes 37 to 56 percent |ess than would occur in the No
Build alternative. In the Montecito area Highway 192 is predicted to
have ADT reduced by 85 percent over the No Build alternative. Only
North Janeson Lane is predicted to experience an increase in traffic,
a significant increase over the 2015 No Build estimated daily traffic
volunmes. This is due to the road’s ability to continue to serve as a
frontage road to H ghway 101. This increase may result in
significant congestion at this ranp.

The Enhanced Bus and Rail Transit analysis alternatives are forecast
to provide slight reductions in these forecast traffic vol unes
conpared to the No Build volunmes. The reductions in traffic vol unes
on the parallel roadways predicted fromthe Rail Transit package are
not as significant as those predicted for the Build alternative due
to the congested conditions predicted for H ghway 101. Access to bus

or rail stations will still continue primarily by autonobile with
this traffic collecting on the parallel arterials and other najor
streets in each community. |Increasing congestion on Hi ghway 101 as
predi cted under the Enhanced Bus and Rail Transit analysis
alternatives will cause drivers to ook for alternate routes on | oca
roads.

The Pricing/ Enhanced TDM anal ysis alternative is forecast to result
in traffic volunmes on parallel arterials slightly higher than 1993

| evel s, but lower than all alternatives except the Build (highway

wi dening) alternative, which is forecast to have arterial volunes

| ess than 1993 values. This forecast result for the Build
Alternative is a consequence of SBCAG s traffic assignment nodel,

whi ch, |ike nost urban area travel forecasting nodels, tends to
under-forecast traffic volunmes on roads of |esser capacity and
regional significance, particularly those paralleling a mjor
freeway. Although a traffic volune “snoothi ng” approach (Appendi x E)
was applied to the volunes output formthe traffic nodel to mtigate
this problem it could not conpletely elimnate it.

A total of nineteen Congestion Managenent Plan (CMP) intersections
were initially evaluated for traffic LOS inpacts under each
alternative as an additional assessment of each alternative's effect
on local streets and roads in the Corridor (see Table 4-3) for ful
list and intersection approach volunmes). In order to focus attention
on those intersections which may be nore adversely affected by
changes in overall travel demand or circulation patterns, the

foll owi ng checks were applied to reduce the nunber of intersections
that were analyzed and |isted here:

elimnate fromconsideration those intersections currently operating
at LOS A or B;

elimnate fromconsideration those intersections currently operating
at LOS C which have capital inprovenents identified in the 1993
Regi onal Transportation Plan (RTP).

Intersections elimnated fromfurther focus by the above screening
procedure are presuned to have sufficient capacity to absorb
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addi ti onal demand through the year 2015 and still remain within the
CWP LOS standards regardl ess of which alternative for the H ghway 101
Corridor is pursued. Santa Barbara County’'s adopted CWVP sets a
threshold of LOS D for intersections, bel ow which future intersection
capacity inprovenents nust be identified or transit or

Pri ci ng/ Enhanced TDM strat egi es nust be inplenented which will bring
the failing intersection to within the designated LOS t hreshol d.
Those intersections which were not screened out by the above criteria
were analyzed in greater detail using the Transportati on Research
Board’'s GCrcular 212 nmethod for estimating intersection |evel of
service. Table 4-4 includes the results of this intersection
analysis. CMP intersections are generally forecast to see inproved

| evel s of service under the Build, Bus, Rail or Pricing/Enhanced TDM
anal ysis alternatives over those forecast for the No Build

al ternative.

Two intersections are predicted to fail the CVWP threshold under the
No Build alternative and two are predicted to fail the threshold
under the Build alternative. It is the Pricing/Enhanced TDM anal ysi s
alternative, with its mgjor shift of trips to carpooling and
vanpool i ng which is expected to result in the greatest inprovenents
in local intersection performance. None of the critica

intersections are predicted to fail under the Pricing/Enhanced TDM
anal ysis alternative.
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Table 4-4
Congesti on Managenent Pl an |Intersection Analysis

| NTERSECTI ON 91- 2015 2015 2015 2015 2015
94 NO- BUI LD BUI LD ENHANCED RAI L PRI CI NG/
CwP BUS ENHANCED
LOS TDM

viC LGOS viC LOS viC LGOS viC LGOS viC LOS
(1)

U.S. 101 NB. D .78 c .85 D .75 c .75 c .62 B
M | pas St.
U S. 101 SB- D .99 E .99 E .94 E .94 E .82 C

of f/ M ssion

St.

U.S. 101 NB- D 1.05 E .82 D 1.04 E 1.04 F 77 c
of f/

Las Positas

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

Castillo Blvd./ D .48 A .54 A .47 A .47 A .37 A
Mont ecito

Street

Call e Real / D .68 B .98 £ .62 B .62 B .49 A
u s 101

The LOS results above reflect Intersection I nprovenents identified in the 1993 RTP or the
1994 CMP.

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

Total Vehicle Mles of Travel (VMI) and Total Vehicle Hours of Travel
(VHT) on Hi ghway 101. Vehicle Mles of Travel (VMI) on H ghway 101
are forecast to increase approximately 43 percent over 1993 | evels by
the year 2015 for the No Build alternative. Forecast VM varies
slightly anong the alternatives, with the Build alternative forecast
to have the highest VMI on H ghway 101 and the Pricing/ Enhanced TDM
anal ysis alternative the lowest, with a difference of 16 percent

bet ween t hem

Vehi cl e Hours of Travel on H ghway 101 are forecast to increase by
292 percent from 1993 to the year 2015 No Build alternative,
reflecting the growth in delay due to forecast congestion from
increased traffic volunmes. The Build alternative is forecast to have
the | owest |evel of future VHT on Hi ghway 101, as its extra two | anes
of capacity better accommpdate future traffic volunes allow ng for

hi gher vehicle speeds. Anong the alternatives to the w dening, the
Pri ci ng/ Enhanced TDM anal ysis alternative provides the | owest
forecast VHT on H ghway 101, 13 percent higher than the Build

al ternative.

Percent of VMI Qperating at LOS E or F in the Corridor. Only the
Build alternative is forecast to provide for acceptable (as defined
by the County’s CWP) traffic flow (Il evel of service D or better)
along all segnents of Hi ghway 101 on an average daily basis in the
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year 2015. Based on neasures of congestion, the Pricing/Enhanced TDM
analysis alternative is the next nost effective after the Build
alternative in relieving forecast traffic congestion in the Corridor.
Under this alternative, only one segnent of H ghway 101 in the
Corridor, east of San Ysidro Road, (or approximately 13 percent of
the forecast vehicle mles of travel) would be operating at LCS E
during peak periods. The remainder of the H ghway 101 Corridor is
forecast to operate at LOS D during peak periods in this alternative.

The Rail Transit analysis alternative and the Enhanced Bus anal ysis
alternative are forecast to result in traffic conditions of LOS E or
worse along the entire Iength of H ghway 101 in the H ghway 101
Corridor in the year 2015. Under both the Rail Transit and Bus

anal ysis alternatives, approximately 33 percent of the forecast
vehicle mles of travel in the H ghway 101 Corridor would operate
under LOS F conditions.

Total Daily Vehicle Trips Produced in Corridor. The |argest
increases in the nunber of daily vehicle trips produced in the
Corridor over Existing are projected to occur in the No Build and
Build Alternatives (18,300 and 18,600), for an increase in daily
vehicle trips of about five percent. The nunber of daily trips is
expected to decrease by about 5,000 ( or one percent) for the
Enhanced Bus and Rail Alternatives. The |argest decrease in trips is
expected to occur in the Pricing/Enhanced TDM Alternative, with a
decrease of 90,500 trips. Under this alternative, major shifts of
trips to carpooling and vanpooling are expected, thereby reducing the
total nunber of vehicle trips by about 21 percent.

Percent of Total Person Trips in Single Occupant Vehicles (SOV).
Changes in the forecast average daily percentage of single occupant
vehicle trips is greatest under the Pricing/Enhanced TDM anal ysi s
alternative; reduced from67 percent under the No Build alternative
to 48 percent. The Pricing/ Enhanced TDM anal ysis alternative

i ncl udes both an enhanced enpl oyer performance el enent and an
areawi de pricing element. The enployer elenent is one that involves
all enployers within the county with 20 or nore enpl oyees

i npl ementi ng conpr ehensi ve, aggressive Pricing/ Enhanced TDM progr ans
(See Section 3.3.3). The areawide pricing elenent tests the effects
of pricing incentives or disincentives on reducing single occupant
vehicle trips. A $3.00 per day surcharge on all SOV all day parKking
in the South Coast region was used as a surrogate for various pricing
di sincentives (parking tax, parking charges, flat tolls or congestion
fees). The surcharge was applied to all travel, i.e. all trip

pur poses with destinations in the South Coast region. In assessing

t he i npact of the enhanced enpl oyer el enent versus the areaw de
pricing elenment, one should renenber that the enhanced enpl oyer
elenent is applied to honme-based work trips (HBW only, whereas the
areawi de pricing strategy is applied to all trip purposes.

The pricing elenent alone is estimated to reduce HBWtrips by about
10 percent. Full inplenmentation of both elenents (enpl oyer and
areawi de el ements of the Pricing/Enhanced TDM anal ysis alternative
progran) is estimated to result in a reduction of HBWtrips by 21

Fi nal Report 5/ 30/ 95



percent. The relatively inpressive results generated by the enhanced
enpl oyer strategies need to be tenpered by the realization that HBW
trips account for only 22 percent of forecast total daily trips in
the Corridor. However, according to the results of the intercept
travel survey (see Table 2-5), 66 percent of the trips on H ghway 101
in a weekday PM Peak hour of traffic were work related trips. Thus,
the full inplenmentation of the existing Pricing/ Enhanced TDM

ordi nance al one woul d have a neasurabl e inpact on traffic congestion
in the Corridor during peak hours, but a | esser inpact at other tinmes
of the day. By far, the effectiveness of the conbined

Pri ci ng/ Enhanced TDM anal ysis alternative on reducing daily SOV trips
is derived fromthe application of the pricing elenent to all trip
purposes as it provides a noticeable “out of pocket” cost to those
who drive al one.

Smal | er reductions in single occupant vehicle percentages are al so
predicted for the Rail Transit and Enhanced Bus anal ysis
alternatives. These alternatives inprove the attractiveness of
transit relative to the auto for many trip origins and destinations
in the Corridor, but do not sinmultaneously penalize the auto node.

4.2.2Measures of the Sol ution

Measures of the Solution focus on the ability of each “analysis
alternative” toresult in a shift in travel node, either to transit
or bicycle. The associated reductions in daily vehicle trips and
travel tine are summari zed here for each of the alternatives.

Daily Transit Trips and Percent of Trips Made by Transit. Under the
Build alternative, the percent of transit trips in the H ghway 101
Corridor is estimated to be approxinmately two percent, conpared to
one percent in 1990. However, based on the SBCAG travel nodel
forecasts, the average daily auto occupancy in the Corridor under the
Build alternative is estinmated to be 1.36 persons per vehicle,
somewhat | ower than the 1.41 estimated from Caltrans travel survey
data in 1990. This suggests very little, if any, change in the
predom nance of the single-occupant autonobile for nost travel in the
Corridor is forecast by 2015 for this alternative. The continued

dom nati on of the single-occupant autonobile in the 2015 Build
alternative can be attributed to two primary factors. The proposed
addition of two | anes of freeway capacity reduces future |evels of
congestion (conmpared to the No Build alternative) and therefore the

i nconveni ence of autonobile travel in terns of travel tinme del ays.
Secondly, the Build alternative, as forecasted, does not include any
significant enhancenents (such as rail transit, express bus service
or even enhanced | ocal bus service) over existing conditions which
woul d provide notorists with attractive alternatives to the

aut onobi | e.

The three analysis alternative packages (Rail Transit, Enhanced Bus
and Pricing/ Enhanced TDM anal ysis alternatives) all achieve greater
transit ridership levels than those forecast for the highway w deni ng
alternative. Inproved traffic flows and a highway Corridor operating
with no VMI in stop and go or congested traffic in the Build
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alternative effectively elimnate any incentive for trip making to
shift nodes to transit. Both the Enhanced Bus and Rail Transit
alternatives dramatically increase transit service |levels and

i nternmodal service significantly, which result in the nore than
tripling of the daily nunbers of transit riders.

The tripling of transit ridership as a result of the Enhanced Bus
Transit Package can be attributed to the addition of express bus
service in the H ghway 101 Corridor itself, which provides comuters
an alternative to driving along in congested traffic. New or
enhanced bus service levels both to and around the proposed freeway
transit “stations” provide for quicker trips and less waiting tinme at
stations for transfers fromthe Express Bus service into the downtown
areas. The frequency of peak period service in the Carpinteria area
is forecast to tripled on existing MID bus routes as it is on nost
exi sting service which connects directly with the proposed freeway
transit stations. |Increased service along with the proposed new
shuttl e service both provide direct access to proposed freeway
express bus stops. The addition of new evening |local bus or shuttle
service in Montecito, Santa Barbara, and Isla Vista areas on

desi gnated |ines, which connect with new eveni ng express bus service
along the Corridor provides Corridor area residents and visitors the
ability to travel by bus where little or no opportunity existed

bef ore.

The Rail Transit Package attracts essentially the sane |evel of
transit ridership as the Enhanced Bus Transit Package for severa
reasons. The new rail service is conplenented by express bus service
in this package resulting in travel tines which conpete favorably
with the congested | evels of service forecast on the H ghway 101
freeway. New shuttles proposed in the Carpinteria area, the Gty
Col | ege area and the new shuttle along Ward Menorial Boul evard

bet ween UCSB and the freeway provide increased service focused on
trip attractors, particularly the schools, which traditionally have
greater transit patronage. Conversely, the sonewhat shorter travel
times offered by the rail transit line conpared with the express bus
is offset for many potential riders by the additional tinme needed to
transfer between feeder buses and shuttles to/fromthe proposed rai
i ne.

The percent of daily trips which are forecast to be nmade by transit
under the Pricing/ Enhanced TDM anal ysis alternative is forecast to be
approxi mately 2.4 percent, with an overall average daily vehicle
occupancy in the Corridor of 1.71 persons per vehicle. Conpared to
the Build alternative, the Pricing/Enhanced TDM anal ysis alternative
is estimated to result in a reduction of 109,100 daily vehicle trips
in the Corridor. This is primarily due to the steep $3.00 per day
(1994 dol l ars) parking charge on each SOV trip taken that is included
inthis alternative, conpelling travelers to carpool or take transit
to defray the additional out-of-pocket cost of using an auto to nake
atrip.

The Pricing/ Enhanced TDM anal ysis alternative achi eves a forecast
transit share of 2.4 percent, a |level higher than that predicted
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under the No Build alternative while | ower than the Enhanced Bus or
Rail Transit analysis alternatives. This is due, in part, to the
assunption that the Pricing/ Enhanced TDM anal ysis alternative

i ncl uded no conplenentary inprovenents in transit service, only

i ncentives and disincentives encouraging its use. This results in
nost forecast node shifts in this analysis alternative primarily
bei ng made into carpools and vanpools as opposed to transit. This is
consistent with early Regul ati on 1501 experience in the greater Los
Angel es area (Cuiliano, Hwang, and Wachs, Transportati on Research,
1993). Modified work weeks are included in the enhanced enpl oyer

el enent of the Pricing/Enhanced TDM anal ysis alternative. Recent

evi dence shows that conpressed work weeks do reduce both trips and
vehicles mles of travel (VMI). Additional non-work trips nade do
not totally off-set the commute trips avoided on the enpl oyees’ day
off (Ho and Stewart, 1992), thus producing a net reduction in average
daily trips and VM.

Aver age Vehicle Cccupancy in the Corridor. The average daily vehicle
occupancy (AVO) is forecast to remain relatively constant with
today’s AVO under either the Build, Rail Transit or the Enhanced Bus
anal ysis alternative. A slight decrease in AVOis forecast under the
Build alternative which is attributable to increased travel speeds
and reduced congestion in the H ghway 101 Corridor, making it |ess
attractive for travelers to carpool. The slight increase in AVO
predicted for the Enhanced Bus or Rail analysis alternatives reflects
the increase in transit ridershinp.

The Pricing/ Enhanced TDM anal ysis alternative is forecast to achieve
the largest increase in AVO of all *“analysis alternatives” eval uated,
with a major shift of travelers into carpools help to defray the
costs of the $3.00 per day SOV parking charge as well as reflecting
the affect on node choice of the assunmed enpl oyer incentives to use
alternative nodes included in this alternative.

The parking fee programis expected to have a limted inpact on
visitor and weekend travelers to the Corridor. The inpact on weekend
and visitor trips is expected to be less than on the daily comute
trips as vacation trips have a higher auto occupancy generally than
other trips. The intercept travel survey results support this
conclusi on. Sunday peak period average vehicle occupancy was
cal cul ated at 2.18 persons per vehicle. Only thirty percent of the
observed vehi cl es had one occupant, as observed during the Sunday PM
peak sout hbound survey, while the weekday eveni ng peak period
observed drive alone share was 71.1 percent. The continuation of the
90 mnute free parking programis expected to apply to the majority
of visitor and non-work related trips. Although overni ght stays
could result in some application of the enhanced fee programto
visitors to the area, nost are expected to receive sone subsidy due
to the higher auto occupancy rate for these travel ers.

Percent Daily Bike Trips. The percent of daily trips nmade by bicycle
is a nmeasure of the attractiveness of the bicycle node anong each of
the alternatives. The future No Build and Build alternatives were
estimated to have the sanme average daily bicycle node share, 0.7
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percent, as the base 1993 conditions, as no additional bicycle
facility inprovenments or bicycle amenities were assuned in those
alternatives. Bicycle travel can be expected to have greater
reductions in the visitor and weekend trips as a result of the
expanded bicycle facilities. No firm plans have been devel oped by
MID for enhanced bicycle accessibility on the bus systemat this
time, although an initial bike rack on bus equi pnent testing study
was conpl eted by MID and further studies are expected. Connectivity
with the existing bus service would be enhanced with the conpletion
of the planned bicycle facilities. For these reasons, the percent of
trips made by bicycles under either the No Build or the Hi ghway

wi dening alternative is predicted to be equal

Increases in the percent of trips made by bicycles under either the
Rail Transit or Bus Transit packages (0.88 percent of daily person
trips) can be attributed in some part to the interconnectivity

bet ween pl anned bicycle inprovenents and proposed transit and rai
stations or services. The two alternatives assune additional bike on
transit equipnent is provided. Specific exanples of noda

i nterconnectivity follow.

The existing class Il bike |anes on Hollister Avenue and Mbddoc Road
woul d provide a direct Iink to the proposed transit station in the
vicinity of Five Points just east of the intersection of Hollister
and Modoc Road, and the existing Maria Ygnacia Creek bi ke path on
Patterson Avenue at the railroad tracks woul d provide direct access
to the Patterson Avenue area transit station under the Rail Transit
package. The existing State Street class Il facility and the planned
class Il facilities in downtown Santa Barbara woul d be | ocated on
Anacapa Street parallel to State Street woul d provide a parallel
route for bicyclists to connect with the existing Antrak station.
Further connections fromthe proposed express bus flyer station with
enhanced transit connections to either downtown Santa Barbara, the
Waterfront, or the Santa Barbara City Coll ege canmpus may provi de even
greater connectivity for bicyclists. Bicyclists who choose to board
their bicycles could nake connections to the existing class |I and |
facilities on East Cabrillo Boul evard as well as the other planned
and existing bicycle facilities in downtown Santa Barbara.

In the Montecito area, existing class Il facilities on Aive MII
Road and San Ysidro Road woul d provide direct access to either the
Aive MII| Road station proposed under the Rail Transit package or

the proposed flyer stop station at the San Ysidro Road/ H ghway 101

i nterchange. However, inprovenents to the route (especially Otega
H 1l Road) would be required to make this route suitable for even
Class Il designation. 1In the Carpinteria area existing class |1
bicycle facilities on Casitas Pass Road and Carpinteria Avenue woul d
provi de nearby bicycle access to the proposed rail/transit station
at Linden Avenue railroad crossing. Planned class Il bicycle
facilities on Linden Avenue woul d provide a direct connection to the
Li nden Avenue |nterchange freeway flyer station as the route is

pl anned to cross H ghway 101 and continue to a proposed cl ass |
facility along the railroad right of way. The County's plan for a
class | bike path along the existing rail Corridor would al so enhance
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travel between stations along the highway and provide for access of
freeway transit stops as proposed in under the Enhanced Bus Transit
anal ysis alternative along the length of the Study Area.

The Pricing/ Enhanced TDM anal ysis alternative includes additiona
enpl oyer prograns to support bicycle comuting. The results of the
forecasting reflect the inpacts on bicycle shares of these el enents
of the alternatives as the bicycle share for the two transit
alternatives increases to 0.88 percent, a 26 percent increase over
the future No Build and the share for the Pricing/ Enhanced TDM

anal ysis alternative increases to 1.01 percent, a 44 percent increase
over the No Build share. Modst of these increases are expected to
come fromtrips less than six mles in |length, one-way, which wl]l
affect a reduction nore in shorter auto trips which will have | ess
i npact on Highway 101 traffic vol unes.

Aver age Speed on Highway 101. The average daily speed is forecast to
drop by half between 1993 and the year 2015 No Build alternative due
to forecast increases in traffic volunes and associ ated congestion as
a result of forecast increases in population and enploynment in the
Sout h Coast and Ventura County over the next 20 years. This wll

result in nore traffic diverting to the parallel, local arterials as
they will be as fast or faster than H ghway 101 to travel on during
peak periods. The Build alternative is forecast to have the highest
future average speed at 42.5 nph, which is still less than the 1993

average. The Enhanced Bus and Rail Transit analysis alternatives
provide for a slight increase in average speed over the No Build,
whil e the Pricing/Enhanced TDMis forecast to have the highest
average speed of the alternatives to the w dening, but still
significantly bel ow today’ s average daily speeds on H ghway 101

Net Reductions in Daily Vehicle Trips. The Rail Transit anal ysis
alternative and the Enhanced Bus analysis alternative are both
forecast to result in approximtely 24,000 (5 percent) fewer daily
vehicle trips in the Corridor, with a correspondi ngly reduced
estimate of vehicle mles of travel, approximtely 132,000 vehicle
m | es per day, 11 percent fewer than the Build alternative.

The forecast effects of the pricing elenment of the Pricing/Enhanced
TDM anal ysis alternative; reduced vehicle trips, are supported in
several surveys of case studies where driver paid parking was
initiated. These surveys are coalesced in a recent article, An
Qpportunity to Reduce M ni mum Parki ng Requirenents, (Shoup, 1995) and
shown in Table 4-5. Shoup observes that “ on average, in these seven
case studies, driver paid parking reduced the nunbers of cars driven
to work by 19 cars per 100 enpl oyees”.

Table 4-5
Driver-paid Parking Reduces Solo Driving to Wrk
(Cars driven to work per 100 Enpl oyees)

Enpl oyer Driver Price Elasticity

Locati on and Pays for Parking Pays for Parking Di fference of Demand
Dat e
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Civic Center, 78 50 -28 -0.22
Los Angel es,

1969 (a)

Downt own Ot t awa, 39 32 -7 -0.10
Canada, 1978 (b)

Century City, 94 80 -14 -0.08
Los Angel es,

1980 (a)

M d-W I shire, 48 30 -18 -0.23
Los Angel es,

1984 (b)

War ner Center, 92 64 -28 -0.18
Los Angel es,

1989 (b)

Washi ngt on, 76 58 -18 -0.13
D.C., 1991 (a)

Downt own Los 75 56 -19 -0.15
Angel es, 1991

(a)

Aver age of Case 72 53 -19 -0.15
St udi es

Sources: Groninga and Francis (1969), Transport Canada (1978), Shoup and Pickrel
(1980), Surver, Shoup, and Wachs (1984), Soper (1989), MIller (1991), WIlson (1991) in
Shoup (1995)

(a) Case study conpared the commuti ng behavi or of enployees with and without enployer-
pai d parking

(b) Case study conpared the commuti ng behavi or of enpl oyees before and after enployer

4.2. 3Measures of Effectiveness

Cost effectiveness is one concern frequently nentioned at the public
scoping neeting and at several TAC/ CAC neetings. Measures of

ef fectiveness focus on the relative cost of each scenari o conpared
with the benefits each offers.

Total Cost of the Alternative. The highest total costs for an
alternative are estimated for the either the Build alternative or the
Rail Transit analysis alternative, depending on which scenario or
technology is selected. The total cost of the Build alternative is
estimated to be between $102 and $142 million expressed in 1994
dol | ars based upon the cost estinmates provided by Caltrans in the
Draft EIR  Total project costs for the proposed rail strategy vary

due to the two types of rail technology considered with $102 million
representing the cost-effectiveness of the diesel rail car (DRC)
technol ogy and the $142 nmillion representing the light rail transit

(LRT) technology. Hi gher LRT costs are attributable to the need for
construction of the 22 mles of new track, electric power

di stribution system and a requirenent for a conplete LRT storage
yard and mai nt enance shop. These needs are required for either a
small or large LRT fleet.

Operating and mai ntenance costs for the DRC are higher than those for
the LRT or the Enhanced Bus anal ysis alternative because of the cost
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of operating in a shared track environnent with Southern Pacific
Rai l road and Antrak. These costs are affected by who operates the
signal s and di spatch systens. Total cost estimates for the rai
alternative range from$134 nmillion for the DRC based systemto $357

mllion for the LRT based systemwhile total costs for the Enhanced
Bus Transit package are estimated between $43 nmillion and $47
mllion. Both costs include the cost of additional buses to serve

the revised bus service levels. The higher bus costs are due to
estimates for union based operations and mai ntenance costs if no
contract service could be negotiated for the new H ghway 101 express
bus service. Total cost of the Pricing/ Enhanced TDM anal ysi s
alternative is the lowest of all alternatives eval uated except the No
Build. Costs are associated with the adm nistration of

Pri ci ng/ Enhanced TDM prograns estimated from cost information
provided by Traffic Solutions, and the cost of providing incentives
to tourists or visitors to the Santa Barbara area.

Annual i zed Total Cost of the Alternative. The annualized cost of the
Build alternative ranges frombetween $11 mllion to $15 nmillion per
year. Annualized costs for the Enhanced Bus analysis alternative and
resulting cost effectiveness are forecast to be slightly higher than
t hose achi eved by the Pricing/ Enhanced TDM anal ysis alternative. The
total annualized cost of the Enhanced Bus analysis alternative is
estimated at between $5.5 million and $6.0 mllion. Total annualized
costs of the Pricing/Enhanced TDM anal ysis alternative are estimated
at $5 million per year

Annual i zed Total Cost Per Vehicle Trip Reduced. As trips are
predicted to increase under the Build alternative, no cost

ef fecti veness neasure of annualized cost per vehicle trip reduced can
be cal cul ated. The nost “bang for the buck” is achieved with the

Pri ci ng/ Enhanced TDM anal ysis alternative with the total annualized
cost per vehicle trip reduced by $0.17, or less than a quarter. The
Measures of Effectiveness (“bang for the buck”) for the Enhanced Bus
Transit analysis alternative have been cal cul ated as an estinated
total cost per vehicle trip reduced (in 1994 dollars) of between
$2.31 and $2.59. This is 12 to 14 times higher than the cost per
vehicle trip reduced by the Pricing/ Enhanced TDM anal ysi s
alternative. The total annualized cost per vehicle trip reduced, is
al so the highest of the three alternatives — ranging from$3.81 to
$5. 70 per vehicle trip reduced.

Annual i zed Capital Cost Per Vehicle Trip Reduced. No capital costs
within the Corridor are associated with the No Build alternative.
Capital costs for the Build alternative exceed the operations and
mai nt enance costs for this alternative.

Annual i zed capital cost per trip reduced for the Enhanced Bus

anal ysis alternative are estimated as half of those for the Rai
Transit analysis alternative on the |low end of the estinmate and
nearly five tines greater than those capital costs estimated at the
high end. It is with capital costs that differences between the bus
and rail strategies are the nost dramatic. The estimted annualized
capital cost per vehicle trip reduced is $1.56 for the DRC technol ogy
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and $4.15 for the LRT. The correspondi ng annualized capital costs
per trip for the Enhanced Bus anal ysis alternative range from $0. 80
to $0.88 cents per trip. The Rail Transit analysis alternative
results in annualized capital cost effectiveness rate per trip
reduced which are estimated at fromten to thirty tinmes nore
expensi ve than those achieved by the Pricing/ Enhanced TDM anal ysi s
alternative while the Enhanced Bus analysis alternative results in
di fferences which are three to four tines nore expensive than the
Pri ci ng/ Enhanced TDM anal ysis alternative.

The Pricing/ Enhanced TDM anal ysis alternatives programs capita

costs contribute an annualized cost of $0.15 per vehicle trip. The
absence of expensive construction costs keeps the |id on the overal
costs. This cost effectiveness eval uation al so does not estimate the
addi ti onal revenue generated by the parking fee programwhich is
estimated at potentially between $25 and $50 nmillion per year.

Annual i zed Qperating and Miintenance Cost Per Vehicle Trip Reduced.
Operati ons and mai nt enance costs for the No Build and the Build are
assunmed from between $500 to $2,000 per lane mile per year dependi ng
on the type of concrete (Chuck Gaunt, Caltrans District 11, personal
conversation, 1994). This is estimted at approxi mately $96, 000 per
year for the No Build and $144, 000 per year for the build
alternatives (1994 dollars). As before, the absence of any reduction
in vehicle trips due to either of these alternatives nakes a

conmpari son of annualized capital, operations and mai ntenance costs
per vehicle trips reduced inpossible.

Forecast annual i zed operating and mai ntenance costs for the Enhanced
Bus anal ysis alternative is between $10 to $12 nillion (1994 doll ars)
per year, dependi ng upon the anobunt of enhanced service forecast to
be operated by private contractors as conpared with MID operati on.
However the annualized Enhanced Bus analysis alternative s operations
and mai ntenance costs are a result of the | ower operations costs than
those estimated for the Rail Transit. The cost of even non-contract
bus operations can be expected to be |l ess than the cost of the
jointly shared track operations. The estinmated annualized operating
and mai ntenance cost per trip reduced is $1.56 for the LRT technol ogy
and $2.15 for the DRC technol ogy. These estimtes were based on
conversations with joint track use operations in Washi ngton State,
Oregon, and San Diego County’s North County Transit District.

D fferences between the Enhanced Bus and Rail analysis alternatives
on the operations and nmai ntenance side range froma five cent to
nearly a seventy five cent difference per vehicle trip reduced.

The Pricing/ Enhanced TDM anal ysis alternatives programs capita
costs contribute an annualized cost of $0.15 per vehicle trip
reduced while the operating and nmai nt enance costs contribute $0.02
per trip reduced. The Pricing/Enhanced TDM anal ysis alternatives
programis, however, expected to generate revenue which woul d cover
the estimated operati ons and mai ntenance costs, including the costs
of proposed pronotions and discounts for tourists and visitors to
choose nodes other than the auto for trips to and within the South
Coast .
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Externalized Costs of Auto Operation. The costs of infrastructure
built to accommpdate auto traffic are often underestimated in a
general econom c sense under the assunption that they encourage
econom ¢ devel opnment. That causes alternatives to new roadway
construction, such as the Enhanced Bus Transit analysis alternative,
to be at a conpetitive di sadvantage since nmany of the costs

associ ated with the H ghway 101 wi dening 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 the autonobile user or external and borne by society in the form
of fuel taxes and registration fees. These “hidden” costs can al so
be fixed or variable, depending on use. These costs can be market
costs that are goods regularly traded in a conpetitive market such as
gasoline or non-market costs such as driver stress. Table 4-6
summari zes and classifies these “hidden” costs. Hi ghway w deni ng or
new hi ghway construction alternatives typically lead to increases in
driving and total costs as well as reduced productivity as drivers
percei ve econonies of scale. The econom es of scale offered by new
and wi dened roadways affect drivers who now have nore route choices
avai l abl e when they nmake a trip; these route choices nmay |l ead to an
increase in trip length and driving (T. Litnman, Transportation Cost

Anal ysis: Techni ques, Estimates and |nplications, March 1995).
Table 4-6
Mot or Vehi cl e Hi dden Costs
Vari abl e Fi xed
I nt er nal Fuel Vehi cl e Purchase
(User)
Short-term Parki ng Vehi cl e Regi stration
Vehi cl e Mai nt enance I nsurance Paynents
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 Planning
Congesti on Del ays Street Lighting
Envi ronment al | npacts Land Use | npacts
Unconpensat ed Acci dent Soci al Inequity
Ri sk
Note: Italicized items represent non-narket costs

Source: T. Litman, Transportation Cost Analysis:

I nplications, March 1995

Techni ques, Estimates and

Under priced driving, another termused to refer to “hidden” costs,
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i s inequitable because non-drivers are forced to subsidize drivers.
Typically, non-drivers are those with the | owest incones and are

t hose nost dependent on transit. The circulation systemis typically
not geared towards their needs. Under priced driving also encourages
residents to sel ect autonobil e-dependent housing since many housi ng
options are available to those with access to an auto.

These “hi dden” costs should be used to nore precisely devel op
estimates of the true costs to the South Coast of the H ghway 101

wi dening alternative. Table 4-7 sunmarizes typical internal and
external costs that have been estimated for autonobile travel in the
U. S

Based on this national analysis, a cost of $0.40 per nile can be
applied during the peak periods and $0.27 during the off-peak periods
to approximately account for the “hidden” (external) costs of auto
travel in Santa Barbara. These cost estimtes, an average of the
urban and rural external costs during each of the periods, reflect
the |l evel of developnment in the H ghway 101 Study Area. G ven an
estimated average auto trip length of seven mles in the South Coast,
t hese “hi dden” 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.
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Table 4-7
U S. Mtor Vehicle Costs, by Mle and Tota

Vehicle Mles Internal Ext er nal Total Costs

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

(billions) (dol I ars) Tot al (dol I ars) Tot al (dol I 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
Wei ght ed $0. 67 68% $0. 32 32% $0. 99

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

4. 2.4 Measures of Conmunity and Environmental | npact

A conbination of qualitative and quantitative eval uati on neasures
wer e devel oped to assess conmunity and environmental inpacts of the
“analysis alternatives”. These neasures are nore subjective in
nature, with fewer established thresholds of significance avail able
for conparison. Rating systens provide the reader the threshol ds
used in each area of analysis. Air quality and energy consunption
i npacts are quantified in granms per day and British Thermal Units
(Btu's), units typically calculated for these types of inpacts.
Soci al inpacts receive a nore subjective rating systemw th a plus
“+“ indicating a positive inpact, an “X* indicating no perceived
impact and a “--” indicating a negative inpact as a result of the
alternative. Rating systens for social inmpacts are provided in the
followi ng sections while a nore detail ed descriptions of these rating
systens is found in Appendi x D.

Vehi cl e Em ssions and Vehicle Energy Consunption. Transportation
energy consunption increases with the forecast anount of VMI. The
great est energy consunption inpact would result fromthe Build
alternative. The Enhanced Bus and Rail alternatives result in
proportionately |ower |evels of energy consunption according to their
predicted | evels of VMI. Direct energy consunption of autonobiles
under the Enhanced Bus and Rail analysis alternatives results in
between 1.35 and 1.4 percent |ess energy consunption than |evels
predi cted under the No Build alternative.

The Pricing/ Enhanced TDM anal ysis alternative is forecast to result
in the lowest |evels of running vehicle em ssions, |ower than each of
the other alternatives in every em ssion. Total nobile source

em ssions are forecast to decline, even as traffic volunes are
forecast to increase, due to assuned i nprovenents in vehicle

em ssions controls, technologies and Cean Air Act mandates. The
future em ssions analysis assunmed that alternative technol ogi es woul d
be fully operational by 2015. At this point, however, not all of the
technol ogies are ready for inplenmentation; this analysis is,
therefore, optimstic. The Pricing/Enhanced TDM anal ysis alternative
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was al so estimated to have the | owest annual direct energy
consunption. Lower energy consunption |levels are associ ated
generally with changes in the weekday hone to work trip maki ng and
are not a result in changes to the tourist or weekend travel.

Transportati on energy consunption increases with the forecast anmount
of vehicle mles of travel (VMI). The greatest energy consunption

i mpact would result fromthe Build alternative. The Enhanced Bus,
Rai | and Pricing/ Enhanced TDM anal ysis alternatives result in
proportionately |ower |evels of energy consunption according to their
predicted | evels of VMI. Direct energy consunption of autonobiles
under the Enhanced Bus and Rail analysis alternatives results in
approxi mately 1.4 percent |ess energy consunption than |evels

predi cted under the No Build alternative. The Pricing/ Enhanced TDM
anal ysis alternative would result in the | owest energy consunption

| evel s of all of the alternatives, approximtely eight percent bel ow
the No Build. Lower energy consunption |evels are associ ated
generally with changes in the weekday hone to work trip maki ng and
are not a result in changes to the tourist or weekend travel.

Caltran's direct energy consunption nethod relies on average fuel
efficiency and VMI as the two primary conponents used to estimate
energy consunption. Speed variations are only generally reflected in
the average fuel econony. Although speed does effect fue
consunption, this quantification nmethod is not able to reflect the
nuances of the speed differences.

| npact on Vegetative Cover. No inpacts to vegetative cover within
the Corridor are expected under the No Build alternative as there is
no construction associated with this alternative and therefore no
renoval of any vegetation. Caltrans’ Draft EIR (March 1993)

summari zes the inpacts of the highway w dening on vegetation stating
“loss of many of the mature trees is unavoi dable and substantial.”
The renoval of sone mature trees is also predicted for the areas of
the bus flyer stops. These stations are expected to be on and off
stops adjacent to the highway at existing interchanges. The anount
of mature vegetation to be renoved under this alternative would nost
likely be | ess than that associated with the full highway w dening
approach and nedi an plantings would not be inpacted. Inpacts on
vegetative cover are considered negative as express bus station

| ocations within the freeway Corridor would result in renoval of
trees and shrubs which have achi eved maturity and substantial height.
The screening benefit against noise, glare and visual intrusion
woul d be reduced through the [ oss of these trees. Remaining bus
station sites have limted vegetative cover and are not expected to
have as great a renoval of vegetation. Specific estimates of inpact
and possible mtigation would be determined in future, detailed

i npl ementation studies if this alternative were to be pursued
further.

| mpacts on vegetative cover fromthe Rail Transit analysis
alternative are considered | ess negative than those resulting from
either the Build alternative or fromthe Enhanced Bus Transit

anal ysis alternative, as mature vegetation along the existing H ghway
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101 Corridor will not be disturbed. The ability to place additiona
track within the existing rail right of way is expected to have
l[imted inpact on vegetation along the existing alignnent. The

greater number of station |ocations proposed in the Rail Transit
analysis alternative may result in somewhat nore renoval of
vegetative cover than those proposed for the bus approach. No

i mpacts to vegetative cover are expected fromthe Pricing/Enhanced
TDM anal ysis alternative as no construction is assumed necessary to
neet the requirenents of this alternative.

No comparison of mtigation for renoval of vegetation resulting is

possible in this analysis as the conceptual station |ocation and
design make it inpossible to provide conparable |evels of analysis
bet ween t he hi ghway wi dening alternative and the other alternatives

Nei ghbor hood | ntrusi on/ |l npact on Community Character

Application of the rating system

for changes in traffic volunes on parallel streets in the H ghway 101
Corridor is based on traffic volunmes and roadway segnents. The
changes in daily traffic volunmes were rated using the foll ow ng

scal e:

Per cent Decrease in ADT Rat i ng
> 50% decr ease +
25% - 50% decr ease X

< 25% decr ease -

The results of the evaluation systemare listed in Table 4-8. The

Hi ghway Build alternative results in the |argest reductions in ADT on
parallel streets due to the added capacity on the highway itself, the
resul ting reduced congestion, and increased speeds. Only margina
reductions in daily traffic are predicted for the parallel arterials
under either the Bus, Rail or Pricing/Enhanced TDM anal ysi s
alternative.

Al t hough congestion is reduced on Hi ghway 101 as a result of the

Pri ci ng/ Enhanced TDM anal ysis alternative, the resulting average

speed of approximately 32 mles per hour does not provide enough of a
travel tine incentive for all notorists to remain on H ghway 101

Travel tines for drivers using the parallel road systemw || conpete

wi th those staying on Hi ghway 101 if the Pricing/ Enhanced TDM

anal ysis alternative were inplenented.

New bus routes and

i ncreased service on existing routes, proposed as part of either the
Enhanced Bus or Rail Transit packages, are expected to increase

vehi cul ar noise locally along the streets that are traversed by these
routes. This noise would be the npbst intrusive in residential areas,
particularly single famly residential areas. A sinplified rating
system was applied based on the bus routes for which increased
headways or new service were proposed.

Change in Bus/Train Route Frequencies Rat i ng
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Frequenci es increase by less than 2 tinmes +
Frequenci es increase 2 tines X
Frequenci es increase 3 tines --

Table 4-9 includes the inpact results of the qualitative evaluation
tool based on the increase in frequency of bus routes during the week
day peak periods. No inpacts under this criteria are predicted for
the No Build, the Build, or the Pricing/Enhanced TDM anal ysi s
alternative. Although sonme increase in bus service under these
alternatives is assunmed due to increased growth in the area and MID s
continued service levels, the identification of what service

i ncreases woul d occur on which routes is outside of the scope of this
st udy.

The Carpinteria area woul d experience the greatest increases in noise
fromthe addition of new or extended bus routes proposed under the
Enhanced Bus anal ysis alternative. Many of the bus route service

revi sions propose a ten mnute headway in place of thirty mnute
headways. This alnost threefold increase during the norning peak
period (6:00 AMto 8:30 AM is expected to be the nost noticeable as
anbi ent noise levels are generally lower. (It is inportant to
remenber that this increase results in only six buses per hour per
route.) Express bus service on the freeway connecting to existing or
new stations is not expected to create disruptions to either
residential or commercial areas.

. The need for |ocal street

reconfiguration identified in Chapter 3 for freeway flyer bus or rai
transit stations will serve as a basis for a negative inpact.
H ghway wi deni ng i npacts was based on those soci oeconom c inpacts
identified in Caltrans’ Draft EIR A sinplified rating system was
applied to each station or bus stop |ocation.

Station Conpatibility with Existing Land Uses Rat i ng
Conmrer ci al
I ndustri al
Mul tifam |y Residenti al
Single Fam |y Residenti al
Speci al Generators (schools, hospitals)
Resort/ Touri st
Local street reconfiguration potenti al --

+ + X+ + +

Proposed rail or bus station conpatibility with existing |and uses is
listed by station in Table 4-9. Current |and uses are described in
this section and serve as the basis of conparison for the bus and
rail analysis alternatives. The stations of the Enhanced Bus or Rai
Transit alternatives are expected to have the greatest inpact on
communi ty or nei ghborhood character. Conpatibility of proposed
stations with existing | and uses and | ocal zoning are descri bed.
Tabl e 4-9 includes a broad assessnent of availability of space for
park and ride facilities at proposed station |ocations. The overal
rating for stations associated with the Rail Transit analysis
alternative is considered conpatible due to the types of |and uses
encountered in the vicinity of each station. Bus Flyer stations are
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assunmed to require limted space for drop off and pick up. Al
stations would require further site-specific evaluation. Provisions
for auto and bus transit ingress and egress woul d need to be
exam ned. At several |ocations extensive redesign of the existing
arterials and | ocal streets would be needed to nmake such candi date
| ocati ons viabl e.

The Caltrans H ghway 101 Wdening Project DEIR (Caltrans, 1993)

states that the project will not inpact access to schools or
recreational facilities in the area but will require relocation of a
wonen’ s rehabilitation shelter under one scenario. The report
further states that “inpacts to specific nei ghborhoods will stem from

a change in character traffic patterns and | and use. Nei ghborhoods
that have the potential to be inpacted include the Sout hbound side of
Route 101 in the Aive MI| Road area and the north and sout hbound
side of Route 101 between Linden Avenue and Casitas Pass Road in
Carpinteria.” (Caltrans, 1993)

Communi ty inpacts to nei ghborhoods are not expected to result from

the Pricing/ Enhanced Pricing/ Enhanced TDM anal ysis alternative. No

new facilities are proposed and increased bus service needed to serve
the additional riders is very | ow when conpared with either the Rai

Transit or Bus Transit analysis alternatives. Therefore, no

i ntrusions into nei ghborhoods are predicted.

Conpatibility with Long-Term Conprehensi ve Pl anning. Land use
policies and | and use designations of properties adjacent to either
H ghway 101 or proposed station |locations identified in either the
Rail Transit or Bus Transit analysis alternatives are used to devel op
an eval uation of each alternative s conpatibility with long term
conpr ehensi ve planning for the County, the cities of Santa Barbara
and Carpinteria, and the Montecito Cormunity. Proposed rail or bus
station conmpatibility with existing |and uses is listed by station in
Table 4-9. Both the Cty 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 accommbdate a
projected increase in travel demand (Caltrans, March 1993). Express
bus service in the freeway woul d i ncrease the person trip carrying
capacity of the Corridor. Enhanced and expanded | ocal bus service

wi |l provide additional service capacity between portions of the
Study Area which is predicted to further accommodate travel demand in
the Corridor. Therefore this alternative is considered conpatible
with the | ocal plans.

4.3 EVALUATI ON SUMVARY

In summary, Table 4-10 illustrates the relative performance of each
anal ysis alternative agai nst each of the evaluation criteria. A
value of 1 indicates that the alternative perfornmed best on that

criterion and a value of 4 indicates that it performed the worst. No
overall ranking is conputed as that woul d be based upon a “wei ghted”
average. Weighting of evaluation neasures is always a nmuch debat ed
concern in nost conmunities. No weighting system has been proposed
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or is recommended for these neasures. Each reader is encouraged to
apply their own relative inportance to each factor in assessing the
overal |l performance of each alternative. In those cases where the

val ues forecast for a particular neasure are equal, the same nunber
is given to both alternatives.

The Pricing/ Enhanced TDM anal ysis alternative achi eves the greatest
degree of inprovenent in the Measures of the Problem Measures of the
Sol uti on, Measures of Effectiveness and Measures of Environmental and

Community Inpact of the three alternatives to the highway w deni ng.

This is primarily due to the significant $3.00 per day parking fee

di sincentive to single occupant vehicle use, conpelling travelers to
car pool, vanpool, take transit, and tel ecommute. The best forecast
traffic Level of Service on H ghway 101 and | owest traffic volunmes on
parallel arterials are still predicted to result fromthe highway

wi dening. This is due to the faster travel speeds which result from

the additional capacity offered by the w deni ng, making H ghway 101

the npost attractive route to drivers, even in the face of increased

traffic volunmes on H ghway 101 predicted for the Build alternative.

4.4 ALTERNATI VE | MPLEMENTATI ON APPRCACHES

The purpose of this section is to begin to “draw out” the results
fromthe analysis of the alternative packages into a discussion of
specific inplenmentati on approaches. Each of the three “anal ysis
alternatives” described in Chapter 3 and evaluated in this chapter
presents primarily a single approach as an alternative to the

wi deni ng of Hi ghway 101. The specifics of each alternative package
were detailed only to a level which allowed for its eval uation and
quantification at the | ong range planning | evel of analysis
undertaken in this study. They can be referred to as “anal ysis
alternatives”. Individual elements of each alternative package were
devel oped based upon recomendations fromthe public (February, 1994
wor kshop and CAC/ TAC neetings) and the definition of the current
transit and road systens in the Study Area.

A range of specific inplenmentation strategies can and should be

devel oped for each analysis alternative package. These specific

i npl ementation strategies for each of the three analysis alternatives
can then serve as a nmenu from which a conprehensive, multi-noda
reconmendation for an alternative to the w dening of H ghway 101 wil |
be devel oped. Strategies are drawn fromthe Task 3 Technical Report
- Effectiveness of Alternative Measures, (Parsons Brinckerhoff, 1994)
and i ncluded here as Appendix C. As an internediate step towards
this multi-nodal reconmendation, which is presented in Chapter 5, an
i npl ementation strategy for each of the three “analysis alternatives”
as well as identified bicycle and hi ghway operational inprovenments
common to all alternatives follows. A separate table is presented
for each analysis alternative, which identifies:

what the public identified as potential conmponents of each
al ternative,
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what the “analysis alternative” included, and
what the ultimate inplenentation strategies could include.

The supporting text describes the inplenentation strategies
identified in each table.

4.4. 11 nplenmentation Strategies for an Enhanced Bus Alternative

Devel opnment of an inplenmentation strategy for an Enhanced Bus
analysis alternative was initiated at the public neeting stage,
defined into a TAC and CAC approved alternative which was anal yzed
for effectiveness. Table 4-11 includes the three conponents of the
devel opnent process for the alternatives. |nplenentation strategies
for a transit-based alternative to the wi dening of H ghway 101 wi ||
bui Il d upon existing MID ridership patterns and Traffic Sol utions’

ri demat chi ng database. Inplenentation of the Enhanced Bus anal ysis
alternative will require ridership pronotion, revisions to approved
regi onal and | ocal funding docunments to prioritize transit freeway
bus “station” devel opment, park and ride |ot construction or
expansion, and transit vehicle capital acquisition and depl oynment.
Express bus service provision prior to the design and construction of
the freeway flyer stops should be inplenented to build ridershinp.

MID Service and Capital Purchase Planning & Inplenentation. A
detailed service plan, transit operating plan and associ ated capital
facility and equi prent requirenment study should be prepared to
establish a phased inplenentation programfor express bus service
including related freeway “stations”, expanded bus nmi ntenance
facilities and park and ride lots. Precise locations for “stations”,
servi ce frequency refinements and specific funding strategies should
be determned in these studies. The initiation of express bus
service and the potential for, and timng of, additional express bus
routes shoul d al so be consi dered.

Ri dershi p Devel opnent. All enployers submtting ridesharing plans
shoul d be apprised of the express bus service and asked to identify
potential riders anong their enployees. Efforts to target riders for
the express bus service should cross jurisdictional lines into
Ventura County given the significant |evel of intercounty conmuting
identified in the intercept travel survey and forecast ridership

| evel of intercounty travel. Coordination between MID and Ventura
County’s transit provider, South Coast Area Transit (SCAT), should

i nclude intercounty services and coordinate with ongoing intercity
rail planning. New or expanded service pronotions by MID coul d
target the new service connections to express bus comuter service

wi thin each community. The business organi zations (e.g. |ocal
Chanbers of Commerce, Santa Barbara | ndustrial Association, Coalition
of Labor, Agriculture and Business (COLAB), etc.) should be asked to
devel op and participate in the pronotional efforts. Special
community events could also be used to pronote ridership and use of
the enhanced bus services. Separate efforts should be targeted at
the tourist industry with input fromlocal Chanbers of Commerce and

t he Santa Barbara Conference and Visitors Bureau.
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Fi scal Pl anning and Progranmm ng. Existing financial plans including
Santa Barbara s Regional Transportation |nprovenment Program (RTIP),
MID s Short Range Transit Plan (SRTP) and | ocal capital inprovenent

prograns woul d need to be revised during regularly schedul ed updates

to include the freeway flyer stations and park and ride | ot
construction and other transit oriented inprovenents. Use of
flexible federal |STEA noneys in future years, in particular, would
need to be considered. Environmental clearance, design, and
construction plans for freeway flyer stations and park and ride
facilities should be devel oped and a phased i npl enentation plan
shoul d be coordinated with MID s bus acquisition plans. Preparation
of detailed cost and revenue estimates should be prepared early in
the prelimnary design phase to determ ne needed financial strategies
and actions to secure financing. Local agency financial
participation in freeway flyer stations, and park and ride
facilities may be needed prior to finalizing of inprovenent plans.

4.4.21nplenmentation Strategies for an Rail Transit Alternative

The design of the Rail Transit “analysis alternative” closely
parallels those rail related itens identified by the public early in
the study. Ildentified inplenmentation strategies for an Rail Transit

anal ysis alternative are detailed in Table 4-12 along with the

publicly generated strategies and the elenments of the analysis
alternative for which inpacts were estimated earlier in this chapter
Several scenarios for inplenentation are available for the rai

conmponent and were described in the technical report The

Ef f ecti veness of Alternative Measures (see Appendix C). These

i ncl ude:

Using Diesel Rail Cars (DRC) and operating vehicles on the existing
Sout hern Pacific tracks between Carpinteria and Col eta,

El ectric powered Light Rail Transit running on Santa Barbara city
streets,

Pl acement of a parallel track in the existing Southern Pacific
railroad right-of-way and running Light Rail Transit, or

I ncreasi ng service frequency on existing intercity service between
Los Angel es, Ventura/ Oxnard and Santa Bar bara.

The operating of rail transit on Santa Barbara city streets was
elimnated fromfurther consideration by the TAC and the CAC due to
concerns regarding the magni tude of the disruption of local traffic

circulation and the related inpacts to |ocal businesses and residents
as well as the slow travel speed required of rail vehicles when
runni ng on-street.

Arail transit based alternative to the w dening of H ghway 101 woul d
i nclude both intra-county and inter-county/city service el enents due
to both the work trip travel between Santa Barbara and Ventura
Counti es and the weekend, recreational based travel between severa
counties in the Los Angeles netropolitan region and Santa Barbar a.
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Wil e the enphasis in the Ventura County Transportation Conmm ssion
(VCTC)/ SBCAG s Conprehensive Rail Plan, Final Report (Korve, April
1995) program focuses on inter-county/city services for |onger trips,
a rail plan focused on providing an alternative to H ghway 101 woul d

al so include intra-county services, using either DRC or LRT
technol ogy. Consideration of inter-county rail services should
i ncl ude the ongoing coordi nation efforts between SBCAG and VCTC.
Rail based alternatives will also require integrated bus transit
service provision and park and ride lots to be successful.

Intra-County Rail Program Definition, Planning and Prelimnary
Design. SBCAG and MID could jointly develop the details of an intra-
county rail plan element, focusing on service type and frequency,
station |locations, feeder service, and supporting infrastructure
needs within the H ghway 101 Corridor. Initial steps would include
the definition of an intra-county rail programincluding
reconmendations for a particular technol ogy (DRC versus LRT),
expl orati on of issues regarding shared use of the Southern Pacific
right-of-way, and the identification of nodified and new bus services
to act as collector/distributor systens for the rail service.
Designation by the state and | ocal governnments of a rail operations
agency (MID or new agency) and identification of other intra-county
rail service needs would be critical during the early stages of
proj ect devel opment. Devel opment of a rail based alternative would
al so take the longest time to inplenent as no infrastructure (beyond
tracks) to operate and maintain an intra-county rail service
currently exists in the H ghway 101 Corri dor

Express bus services (described above) could provide an initial link
bet ween the communities within the H ghway 101 Corridor, serving to
both build ridership and establish potential rail station |ocations

early in the project devel opnent process. Connections to MID s
existing transit services could be established as part of the

i npl ement ati on of express bus service. Once nore detailed rail and
supporting transit service plans are devel oped, cost estimates and
phased i npl enentati on schedul es would fol |l ow.

Land uses in the vicinity of potential stations could gradually begin
to be changed during the five to seven years it would require to
performthe planning, design and inplenentation of the rail service.
Early designation by | ocal governnents of station sites and possible
| and acquisition by the designated operating authority(ies) would
provide a focus for transit-oriented | and devel opnent. Use of
redevel opnment actions, joint devel opnent techni ques, and/or genera
pl an and zoni ng changes could all be used to pronote a market driven
change in land uses to better support a rail based alternative to the
wi deni ng of Hi ghway 101. Devel opnent of tourist related attractions
in the vicinity of the rail stations would further serve to pronote
ridership in advance of the actual rail service inplenentation

Inter-County Rail: Conprehensive Rail Plan, Action Pl an

| npl enent ati on. SBCAG s ongoing work with the Ventura County
Transportati on Conm ssion (VCTC) to inplenent the reconmendati ons of
the Conprehensive Rail Action Plan, which only addresses inter-city
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service, should be continued to identify policy choices for inter-
county rail and supporting local transit programm ng. This report
r ecomrends,

A six nonth denonstration weekend service between Los Angel es and
Santa Barbara consisting of 4 one-way weekend trips. Operating cost

estimates from Metrolink are approximately $1 mllion with an
estimted cost to the Santa Barbara region of between $743, 000 and
$881, 000.

The expansion of existing San Diegan Intercity Services to add 4
daily round trips between Los Angel es and Santa Barbara as state
financed service at no additional cost to the Santa Barbara region.

Capital inprovenents already programmed to upgrade Coast Line
signaling between CGol eta and Morpark which includes track

i mprovenents, upgrading and re-establishing sidings and new station
facilities at Coleta, Guadal upe and Surf, and a major rehabilitation
and upgrade to the Santa Barbara station. These facilities are
financed by Caltrans as part of intercity service between Santa

Bar bara and Los Angel es.

The provision of 2 daily round trip conuter trains between Sim
Vall ey and CGoleta with cost shares to SBCAG estimated at $10.93
mllion in capital costs and annual operating subsidy of $1.02
mllion and no identified funding sources. Long termdaily ridership
is projected at 750 which is bel ow normal thresholds for viable
conmut er service.

Devel opment of a Financial Strategy to Inplenment a Conprehensive Rai
Program Inplenmentation of a conprehensive rail based alternative to
wi deni ng the Hi ghway 101 woul d have the highest cost of all of the
alternatives. Developnment of a specific financial strategy to
i npl ement this approach would be an essential element to finalizing a
phasi ng and i npl ementation plan. Use of flexible funding prograns,
to the extent possible, should be maxim zed, however, limts to

avail able funding will result in the need to identify additiona
| ocal funding sources. A policy choice may arise between funding an
intra-county rail programas an alternative to w dening H ghway 101
and funding inter-county service which may not address the future
H ghway 101 Corridor congestion problem Fundi ng decisions should be
considered in light of the degree to which an either the intra-county
or inter-county rail plan continues to address the traffic congestion
problemin the H ghway 101 Corridor. Devel opnment of both a rail and
supporting transit financial strategy could be expected to result in
changes to both the adopted Transportation | nprovenent Program (RTIP)
and the Regional Transportation Plan (RTP).

4.4. 31 nplenentation Strategies for the Pricing/ Enhanced TDM
Al ternative

An inpl enentation strategy which enphasi zes Prici ng/ Enhanced TDM
el enents over the w dening of Hi ghway 101 includes the greatest
choi ce anong specific nethods (refer to Table 4-13). A nulti-part
approach to the inplenentation includes strategi es which:
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Identify long termfunding sources for Santa Barbara’s current
Pri ci ng/ Enhanced TDM program Traffic Sol utions;

Strengt hen the enpl oyer ridesharing ordi nance targets and establish
prescriptive conponents if targets are not nmet;

Establ i sh non-work trip reduction progranms in coordination with
the MID and the Conference and Visitors Bureau nenbership;

Traffic Solutions Funding Source ldentification. Developnent of any
addi tional or enhanced pronotions or educational efforts nmust first
identify additional sources of revenues to fund such activities.
Traditional revenue sources may be reduced and conpetition for
flexible, federal, and | STEA and Measure D funding w Il increase.

For the current fiscal year, Traffic Solutions budget is funded by
$175,000 in Caltrans TDM R deshare funds and $200, 000 each in federa
Congestion Mtigation and Air Quality (CMAQ funds passed through the
Cty and County of Santa Barbara. These CMAQ funds substituted for
prior Measure D funding. Costs associated with each el enent of a

sel ected i npl ementati on should be estimated as a basis for revenue
needs.

Revi ew and Update of Santa Barbara' s Ri desharing Ordinance. A

per formance based i nplenentation strategy could build on Traffic

Sol utions’ regular reviews of enployer plans and performance and the
CWP intersection evaluations performed by SBCAG i n association with

| ocal cities and Santa Barbara County as required under state |aws.
A conparison of the results of the existing ordi nance agai nst | ocal
(see i liano, Hwang, and Wachs, 1993) and national (Consis, 1993)
performance reports could be used to identify those enpl oyer
strategi es which are producing the greatest trip reduction results.
At the schedul ed 1996/ 7 review of the current Pricing/ Enhanced TDM
ordi nance, provisions could be strengthened to require enployers to
achi eve average vehicle ridership (AVR) targets and prescriptive
strategies could be specified if targets are not net. Successful
strategies should be incorporated into nore prescriptive ordinance
conmponents, whil e unsuccessful conmponents could be elimnated. For
exanple, if a large enployer (100+ enpl oyees) does not achi eve an AVR
of 1.25 persons per vehicle, it would be required by the ordinance to
provide transit and rideshare subsidies.

Tourist Travel Autonpbile Trip Reductions. Efforts to target
autonobile trip reductions in tourist related portions of trip making
are generally not felt to be of high priority due to both the snal
fraction of average daily trips which are nmade by the tourist market
and the fact that the magjority of tourist trips arriving in Santa
Barbara via autonobile are already nade in nulti-occupant vehicles

(see Table 2-2). Therefore, no inplenentati on neasures are
recommended for this travel market.

4.4. 41 nplenmentation Strategies for Freeway Operational
| nprovenent s

Reconmmended roadway operational enhancenents (see Tabl e 4-14)
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identified by the public were not nodeled in any of the analysis
alternatives due to the regional traffic forecasting nodel’s
inability to reflect the effects of these types of inprovenents,
however, planning | evel cost estimates for sel ected highway
operational inprovenents were included in cost effectiveness
eval uations. Inplenentation strategies focus on specific elenments
whi ch could be incorporated in a nultinmodal transportation solution
whi ch enphasi zes either bus transit, rail or demand managenent
approaches. Caltrans’ Traffic Operations SystemPlan for District 5,
currently under devel opnent, is planned to identify Transportation
System Managenent (TSM elenments in the H ghway 101 Corridor. SBCAG
and |l ocal jurisdictions could use this plan devel opnent stage to
identify and prioritize those inprovements which will assist in an
overall inprovenent in traffic flowin the H ghway 101 Corri dor

I mpl ement ati on strategies for freeway operational inprovenents wll
require nulti-agency coordination to prioritize, design, program
funding in the Transportation |Inprovenent Program (TIP), and then
construct. These actions should be done in the context of a broader,
overal |l strategy to reduce congestion in the H ghway 101 Corri dor,
Coordination efforts between freeway operational inprovenents and a
broader strategy could include conpletion of interchange inprovenents
or ranp nmetering installation at the tinme of (or in advance of)
express bus station construction at the sane interchange. O her

i nt erchange i nprovenents mght need to incorporate identified bicycle
i mprovenents during their design and construction phases.
Coordination with the CVP program at congested intersections near

i nterchanges nmay create a priority for a particular inprovenent.

Ranp netering efforts would require nore detailed analysis to
determine if installation would result in |evel of service
deficiencies at adjacent CWP intersections. Conversely, deficiency
plans at “failing” CVMP intersections near or adjacent to H ghway 101
could consider the effects of ranp netering. Coordination should

al so extend to funding issues, as nultinodal inprovenents wll neet
nmore of the requirenents for flexible funding than single node
applications. The ability to nmaxim ze fundi ng can be enhanced if
various dollar sources are used to | everage other sources. Existing
Measure D funds and the current STIP funds for the H ghway 101

i nprovenents nmay be re-programed for hi ghway operati onal

i nprovenents, and at the same tine | everage other federal flexible
funding for transit, congestion managenment or transportation
enhancenent projects.

4.4.51nplenmentation Strategies for Bicycle Inprovenments

| mpl ement ati on of any of the three analysis alternatives, with
reconmended bicycle inprovenents, would provide greater internoda
connectivity in the H ghway 101 Corridor. Slight reductions in
vehicle trips are predicted, Al though an appreciable node shift to

bi cycl e usage is forecast, only slight reductions in vehicle trips on

Hi ghway 101 are predicted due to the shorter trip lengths of the new
bicycle trips and the auto trips for which they substitute. SBCAG has
devel oped an extensive, multi-jurisdictional bikeway plan, the

Regi onal Bi keway Study (SBCAG 1994), which identifies specific
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i nprovenents, currently avail able funding sources, and a set of
actions intended to lead to construction of identified inprovenents.
Recommrended bi keway i nprovenents | ocated within the H ghway 101
Corridor were assuned as part of the “analysis alternatives” for each
of the inprovenments. The Regional Bi keway Study places speci al
enphasi s on internodal connections. The study al so recomends a
conpr ehensi ve set of actions which inplenent actions identified in
California’s state transportation plan. The California
Transportation Plan, (Caltrans March 1994) includes an objective to
“Expand and inprove transportation services and systens to provide
users better access and choice.” Specific bicycle and pedestrian
actions identified in the state plan to neet this objective include:

Devel op Pedestrian and Bi keway Plans: Caltrans, in cooperation with
t he Departnent of Parks and Recreation, Regional Transportation

Pl anni ng Agency (RTPAs) (e.g. SBCAG and cities and counties wl|
produce a State Pedestrian and Bicycle Plan for devel opi ng high
priority bikeway and pedestrian networks The plan should include
all trip types, identify mssing or substandard |inks, safety
enhancenents, and internodal connections. Caltrans, RTPAs, and
cities and counties should work with bicycle advocacy groups to
devel op or update | ocal pedestrian and bi keway pl ans.

Expand Bicycle and Pedestrian Facilities: Caltrans, the California
Transportati on Conm ssion (CTC), regional and | ocal agencies

shoul d pl an and program construction of bicycle and pedestrian
facilities for conmute and recreation purposes as options for
travel equal to other nodes. H ghway and road desi gn shoul d
accommodat e bicycle and pedestrian commute travel .

Tabl e 4-15 details those bicycle and pedestrian elenents identified
by the public, those inprovenents which are included in the analysis,
and identifies inplenentation strategies included in the Regi ona

Bi keway Study which design, fund, program and construct bicycle

facilities in the Hi ghway 101 Corridor. These recomended

i npl ement ati on strategi es should be conpleted as part of any
mul ti nodal recomendati on for the H ghway 101 Corri dor

4.5 A Strategic and Policy Based Approach

Santa Barbara is faced with bal ancing the choi ce between the benefits
of the highway w dening; inproved travel speeds and reduced traffic
congestion on H ghway 101 and reduced traffic on parallel arterials,
wi th associated community and environnental inpacts and the benefits
of the Pricing/Enhanced TDM policy approach which is the | east costly
public dollar approach, is forecast to produce simlar traffic
performance to the widening and results in the best results in the
areas of environmental and community inpact yet has an effective, but
politically unpal atabl e disincentive, a significant new user fee for
auto use. Alternatives evaluated through nodeling of Enhanced Bus,
Rail Transit and Pricing/ Enhanced TDM anal ysis alternatives are
forecast to have varying degrees of success in reducing future
traffic congestion to |l evels which provide an acceptable alternative
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to wi deni ng H ghway 101

I mpl ement ati on strategies for each of the “analysis alternatives”
provide a range of increnental steps which can be assessed agai nst
the forecast, increasing congestion |levels on H ghway 101. A
strategi c approach to inplenentation of an alternative to w dening

Hi ghway 101 shoul d i nclude the selection of elenents of each of the
“anal ysis alternatives” which would nost conpl enent each other and
work in a synergistic, multi-nodal fashion to reduce vehicle trips in
the Hi ghway 101 Corridor. A strategic inplenentation approach
responds to changes in travel behavior, allowing for the

i npl enmentation of additional elenents as future traffic conditions
warrant while, at the sanme tine, providing and devel opi ng necessary
background information to anticipate needs of the entire programin a
timely fashion. Chapter 5 presents a multi-nodal set of
reconmendations as an alternative to the w dening of H ghway 101
which is an outgrowm h of the analysis and di scussi on presented here.
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