5 A RECOMMENDED MULTI MCDAL
TRANSPORTATI ON STRATEGY

Each of the “analysis alternatives” to the highway wi dening is
predicted to result in a reduction in forecast vehicle trips in the
Corridor. The packages were intentionally designed to provide
substantially different approaches to accomodati ng travel demand,
ones which do not overlap or duplicate each other. In this way, it
is possible to assess the degree of effectiveness of the wdely
different solutions individually, recognizing that the ultinmte
alternative to the highway wi dening for the Corridor lies in sone
conbi nati on of each of the three. Inplenentation strategies
identified in Chapter 4 item ze increnental steps which may be used
in many conbinations to produce an alternative to the H ghway 101

wi dening. Wile the Pricing/Enhanced TDM “anal ysis alternative” is
forecast to be the nost effective in reducing vehicular travel in the
H ghway 101 Corridor, the two transit-focused alternatives result in
a significant increase in transit trips in the Corridor, which was
not a result of the Pricing/Enhanced TDM al ternati ve.

A mul tinodal conbination of strategic actions is identified which
provides an alternative to w dening H ghway 101 prior to the year
2015. This chapter proposes a schedule of time franmes during which
actions should occur. It also identifies the key agencies or

partici pants responsible for the action. Finally, it identifies the
pl anni ng or fundi ng docunent in which actions can be progranmred,
funded, provided and nonitored. To the extent possible, existing

pl anni ng and progranm ng studies {e.g. Regional Transportation Plan
(RTP), Congestion Managenent Plan (CWMP), and Regi onal Transportation
| nprovenent Program (RTIP) updates} are recommended as the tools to
address many of the technical needs and policy issues which require
future actions. The broad nature of this H ghway 101 Alternatives
Anal ysi s study necessitates further, nore specific studies in order
to devel op detailed inplenentati on approaches for each of the
recomrended actions. Were a special study or report is needed, one
is identified. More detailed design, environnental, cost and
financing studies will be needed to refine recomendations for these
pl ans and prograns.

The recomrended actions can only be acconplished with changes to the
current priorities and distribution of presently avail able
transportation funding set forth in SBCAG s RTP and RTIP, MID s
annual budget and its Short Range Transit Plan (SRTP), as well as in
the local jurisdiction s annual budgets and capital inprovenent

pr ogr ans.

The purpose of this Alternatives Analysis of the H ghway 101 Corri dor
study was to identify alternatives to the w dening of H ghway 101.
The fundanmental choice between wi deni ng H ghway 101 or inplenenting
the recomended alternative cannot be determined in this study
report. Inherent in any set of recomended actions are the
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underlying policies which nust be determ ned by those who set the
region’s transportation policies. It remains a fundanental policy

i ssue for SBCAG s Executive Board. There are, however, additi onal
policy issues to be addressed, should this alternative to the H ghway
101 wi dening be selected for the South Coast’s near termfuture. The
chapter concludes with key policy issues which SBCAG and | ocal
jurisdictions nust address as a basis for the successful

i npl emrentation of a nultinodal transportation strategy.

Fi nal Report 5/ 30/ 95



5.1 AN ALTERNATI VE MULTI MODAL TRANSPORTATI ON STRATEGY TO W DENI NG
H GHWAY 101

A nmultinodal transportation strategy is proposed as one alternative
to widening H ghway 101 for at |east the next fifteen to twenty
years. The multinodal transportation strategy builds from key

el enents of the Pricing/ Enhanced TDM “anal ysis alternative” while

i ncorporating selected elenents fromthe bus and rail transit

“anal ysis alternatives” into an integrated and phased program Seven
el ements are recommended as a basic framework for the nultinoda
transportation strategy:

Enhance the City/ County TDM Ordi nance and Traffic Sol uti ons prograns
Expanded transit services

Bi cycl e system i nprovenents

H ghway 101 operational inprovenents

Land use planning considerations to facilitate use of alternative
nodes

4. Strategies to reduce visitor/tourist auto trips

5. Performance nonitoring of H ghway 101

WN

The strategic nature of the alternative approach is achieved by
continually using feedback fromnonitoring and denonstration efforts
to make regul ar adjustnments to the action progranis priorities,
timng and enphasis, Only through such “fine tuning” can this
alternative be adjusted and refined to respond to the individual and
cumul ative effects of its seven conponents. The recommended actions
are proposed to acconplish several objectives:

Introduce nultinodal transportation services into the South Coast
area

Provide a proportionate |evel of inprovenents as congestion increases

Pronmote a gradual shift in nodal choice away from dependence upon the
si ngl e occupant autonobil e anmong travel ers

Establish a strategic programm ng effort of capital and operati onal
changes in response to nonitored | evels of congestion and shifting
node choice in the South Coast area

I dentify responsi bl e agenci es and organi zations to inplenment the
conmponent actions, and

I ncorporate necessary planning, progranm ng, nonitoring,
pronoti onal / educati onal and denonstration activities in advance of
the actual need for a given action.

The mul tinodal transportation services strategy sets forth an

i npl ement ati on schedul e to guide policy makers, public agencies and
residents of the South Coast in the transition froman autonobile
dependent community to one in which a variety of transportati on nodes
successful ly conpete to accommpdate travel dermands and provi de
acceptable levels of service. Table 5-1 identifies the detailed

el enents of each of the seven conponents of the recomrended
alternative, and the five year tinme periods within which the actions

Fi nal Report 5/ 30/ 95



shoul d be conpleted. Recommendations are intended to be phased in
over tinme, as traveler response warrants the expansi on of services
and progranms. \While the overall list of recommendati ons has not been
prioritized, within each of the conponents high priority actions have
been identified. The follow ng subsections describe each of the
seven el enents of the recommended nul ti-nodal transportation strategy
in nore detail .
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5.1. 1 Enhance the City/ County TDM Ordi nance and Traffic Sol utions
Programs Continue to market and enhance the City/ County Travel
Demand Managenent (TDM ordi nance (Traffic Sol utions program
which is oriented to comruter trips to include nore
enpl oyers/ enpl oyees. Begin to experinent with financial
incentives for ridesharing and using transit.

I ndi vi dual el enents recommended to result in an enhanced TDM effort

i ncl ude:

Traffic Solutions in conjunction with |ocal enployers, MID and SBCAG
shoul d coll ect nore and better evaluative data on individual
enpl oyer strategy effectiveness at reducing HOV tri ps,

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

Expand Promotional Activities for Enhanced TDM Traffic Sol utions
shoul d target during the next few years its pronotional activities
ai med at enpl oyers to focus on those TDM strat egi es whi ch have
been identified as effective. Pronotional activities should
include transit subsidies, a parking cash out program 4/40 work
schedul es, and tel econmuti ng.

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

SBCAG in association with the |ocal chanbers of commerce, the Santa
Bar bara Conference and Visitors Bureau, the Santa Barbara
Industrial Association, the Coalition for Labor, Agriculture and
Busi ness, Grass Roots 101 and ot her |ocal business and advocary
groups shoul d devel op a parking pricing denonstration programin
t he Hi ghway 101 Corridor. Such a denonstration program shoul d
guantify how a parking pricing program affects enpl oyee trip
reducti on and | ocal busi nesses.

Traffic Solutions should establish a TDM ordi nance revi ew comittee
whi ch includes | ocal business comunity and citizens group
representation to review the existing TDM ordi nance provi sions.

Traffic Solutions should evaluate the effectiveness of the enhanced
TDM or di nance in conjunction with the Congesti on Managenent Pl an
(Cw), two and five years after the ordinance revision, if
pur sued.

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

SBCAG and its nmenber agencies should develop a funding strategy with
identified funding sources for the enhanced TDM activities
identified for Traffic Sol utions.

Each of the specific recommendations is discussed in nore detai
bel ow.
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1. & 2. Enhanced Data Coll ection and Strateqgy Effectiveness
Assessnent

Traffic Solutions has been very successful in achieving enployer
interest and participation, but has not yet achieved ful
conmpliance with the AVR targets of the existing ordi nance.
However, the level of participation of the enployers and their
enpl oyees in voluntary conpliance with the ordinance, inits
present structure, nmay not be sufficient to achieve the regiona
participation rate of 65% established in the ordinance. Data
gathering efforts should focus on which of the individua
strategi es used by enpl oyers under the present ordinance results
in the greatest trip reduction shifts in the South Coast. This
may vary anong enpl oynment sectors. Data needs include up-to-
date informati on on current node of travel, prior node of

travel, travel distance, awareness of alternatives and
pronotions, programcosts, and site characteristics. Current
data collection efforts should focus on these elenents in order
to provide input to the TDM ordi nance revi ew planned for 1997 to
facilitate possible enhancenents. Prograns in Phoenix in

Mari copa County, and Tuscon in Pima County, Arizona eval uate

i ndi vi dual enployer plans to determ ne the individual strategies
which result in the greatest reductions in SOV driving (Consis,
1993) These findings are reported back to TDM program
participants so they can adjust and inprove the effectiveness of
t heir prograns.

3. Expanded Pronotional Activities

The Traffic Solutions TDM program shoul d continue to be
aggressively marketed as an effective and community-friendly
solution to solving traffic problens. Expanded marketing
efforts could include special pronotional days such as drive-
free or rideshare days. Coordination with MIDwill be a
critical element of this action. In Los Angeles County,
“Ri deshare Thursday” has been a regular pronotion of a
consortium of transportation agencies including Caltrans,
Commut er Transportation Services, Conmuter Conputer and others,
however, vehicle trip reductions as a result of this pronotion
have yet to be verified. Geater Ceveland s Regional Transit
Authority pronotes a “Try-Transit” week each May with focused
pronotional activities and free bus and rail coupons. MID and
Traffic Solutions could devel op a prototype program which could
be targeted at commuters as well as visitors. Visitor transit
ridership pronotions could coincide with special events in the
Santa Barbara area or as part of peak tourist season pronotion
Several seasonal events which could nmaxim ze transit
connections include the County Vintner's Festival in April,
Santa Barbara Summer Sol stice Day in June, The Fiesta in August,
and Menorial Day, |ndependence Day and Labor Day cel ebrations
during the sumrer

4. Fi nanci al | ncentives
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This could be in the formof “transitchecks” whereby enpl oyers
can buy di scounted bus passes from MID, passing the savings
along to their enployees. Financial incentives could also be
applied to carpooling, which would serve as an additiona

i nducenent to preferential parking already provided by many
enpl oyers. Exanples of financial incentives are based on

eval uati ons of public and private sector enployers including
County of Ventura, Allergan in Orange County, Union Bank in Los
Angel es, and Varian in Palo Alto. Evidence suggests that
financial incentives for the use of commute alternatives are
effective in reducing trips by 8 to 18 percent in an eval uation
of over twenty enpl oyer based TDM prograns, (Consis, 1993).

5. Par ki ng Pricing Denpnstration Program

Establ i shing a pricing denonstration study in the Corridor area
will not only provide a realistic basis to assess the effects on
| ocal businesses as well as the traffic inpacts, but could al so
serve as the source of a reasonably available funding match with
which to | everage federal and state revenues for needed capital
i nprovenents. Pricing incentives or disincentives include:
establi shnment of a parking fee, transit fare reductions or
enpl oyer subsidized transit passes, enployer parking fees or
“cashout” prograns, parking discounts for carpools and vanpool s,
di scount fuel purchase prograns, or congestion pricing prograns.
The denonstration project could be limted to downtown parking
lots or to several volunteer enployers.

In a study entitled An Opportunity to Reduce M ni num Parki ng
Requi rement s (Shoup, 1995), providing free parking was estinated
to induce nore auto travel than providing free gasoline. Wen
an enpl oyer at the Warner Center in the San Fernando Vall ey

i ncreased enpl oyee parking fees fromzero to $30 per nonth, the
share of solo drivers dropped from 90 percent to 46 percent and
aver age vehicle occupancy rates increased from1.08 to 1.55
persons per vehicle. One nethod of instituting enpl oyee parking
pricing is to require enployers who currently provide free
parking to their enployees to instead offer their enployees the
option of receiving the cash equival ent of the parking space and
maki ng their own arrangenents for parking (parking “cashout”
policy). In a recent study by Seattle Metro Cash In Your Car
Cashi ng Qut Enpl oyer Subsi dized Parking, (Seattle Metro, June
1994) cash out prograns were evaluated at three enpl oyers

(Di gital Equi pnent Corporation in Bellevue, Ernst Corporation in
downt own Seattle, and M nor & Janes Medical on First HIIl in
Seattle. Between two and fifteen percent of eligible enployees
chose to cash out parking. By inplication all who cashed out
switched from SOV to an HOV node. The majority switched to
transit due to the presence of extensive transit service to

enpl oyer locations. All enployers in the study have good
transit access and are |located in areas which are urban in
character (Seattle Metro, June 1994).

The County and cities have the enabling authority to mandate
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these types of prograns, but it will be very controversial. The
useful ness of a denonstration programis that it can provide a
guantified basis which all affected segnents of the conmunity
can di scuss regarding the trip reduction effectiveness of the
strategy.. The participation of a wi de range of special
interest groups in the denonstration program devel opnent woul d
be inportant to the overall credibility of the results.
Furthernore, |ocal business interests can recommend the

i nclusion of specific neasurenents of programinpacts, such as
changes in retail sales, volune or value, to insure that any
econom c effects of the denonstration program are quantifi ed.

6. TDM O di nance Revi ew and Revi si on

At the tine of TDM ordi nance review in 1997, Traffic Sol utions
shoul d establish a carefully chosen ordi nance review comm ttee
which reflects the broad range of business and citizen
transportation interests in the county. |In order to achieve a
realistic alternative to w dening H ghway 101, revisions to the
ordi nance should be structured to result in maxi mumridesharing
results. The success of a nultinodal alternative to the

wi dening will occur through the achi evenent of perfornmance
targets and resulting nonitoring prograns of the area’s

ri deshare ordi nance and based on the review described earlier.

Based on the enhanced data and perfornmance records collected in
the first two actions, Traffic Solutions, The Gty and County
of Santa Barbara shoul d consider revising the enpl oyer
participation rate target (higher than current | evels) and the
enpl oyer performance target to a |level determ ned by current
needs as neasured by the Congesti on Managenent Plan (CWMP) and
associ ated deficiency plans. The ordi nance should al so
establish a two year performance threshold for the increased

targets. If enployers fail to achieve the regional AVR target,
specific incentive nmeasures woul d be prescribed by Traffic
Sol uti ons.

The Pricing/ Enhanced TDM “anal ysis al ternative” included
participation rates for nodified work schedul es and

tel ecommuti ng based on a national average in order to estinmate
the effect on trip-making and resultant traffic congestion in
the Study Area. The evaluated rates reflect the nationa

average participation rates if enployees were offered nodified
wor k schedul es and tel ecommuting. The establishnment of specific
enpl oyer participation rates for nodified work schedul es and

tel ecommuti ng shoul d be devel oped in a collaborative arena with
the active participation of the | ocal business organizations and
transportation advocary groups. Specific participation rates
could and should vary based on the type of business, and the
availability of transit services to the enployer’s site. The

I i nkage between participation rates for various nodified work
schedul es and enpl oyer performance in achieving an average

regi onal AVR, however, is an inportant step towards inplenenting
an alternative to the highway w dening. |ndividual enployers
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could set variable thresholds for nodified work schedul es and
telecomuting to neet an increased AVR target.

Recent eval uations of the South Coast Air Quality Managenent
District’s Rule 1501 by | ocal enployers, (Los Angeles Tines,
March 28, 1995) noted that

“ some enpl oyers have found it necessary to
S|nply change their work hours to achieve the
goals. In Riverside, recreational vehicle maker
FIl eetwood Enterprises had net ridership targets
at all but one facility: the corporate
headquarters. The | arge nunber of workers with
often |l ong and unpredictabl e hours were
resistant to giving up solo conmutes. So
Fl eetwood put the headquarters on a nine-hour
wor kday and closes it every other Friday to
reduce vehicle trips.”

The nodified work schedul es can have the effect of focusing trip
reductions on Fridays, when tourist trips arriving in the Santa
Barbara area are hi gher than other weekdays.

TDM or di nance revi sions shoul d consi der the expansion of the
ordi nance to address hone to school trips, particularly at UCSB
and Santa Barbara Conmmunity College (SBCC). This can build on

t he high bi ke node share at the UCSB canpus. As transit
services to the canpuses are expanded, ordi nance revisions which
identify incentive strategies to students to carpool or take
transit can be targeted. MID discontinued Route 18 service to
the UCSB canpus due to declining ridership according to the 1992
SRTP Update (MID, 1992). Reintroduction of service in consort

wi th inclusion of UCSB and SBCC commut ers under the ridesharing
ordi nance should occur in a coordinated fashion. MID s and
Traffic Solution' s pronotional activities in these areas could
help with this effort. The University of California at Los
Angel es has been successful in coordination of transit service
with the Southern California Rapid Transit District to provide
greater access by alternative nodes. The City of Los Angel es
provi ded “DASH’ shuttle bus service in the Westwood area of Los
Angel es has al so proven successful in supporting the ridesharing
efforts of enployers and students. However, California State
Uni versity at Fullerton had unsuccessful results when they
established a shuttle bus service in 1989. Three years |ater
the shuttle was shut down (Sanchez, 1995). Efforts to expand
into the canpus travel market with ridesharing prograns have
been shown to have both successes and failures. Efforts made in
Santa Barbara should build on the identified successes and avoid
t he probl ens experienced el sewhere.

An additional area to consider in the expansion of the |local TDM
ordinance is to include provisions for special event AVR
targets. In general, AVR to special events is higher than that
found in hone based work trips. The South Coast Air Quality
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Managenent District has had an ongoi ng advisory commttee with
“special trip generators” including such facilities as

Di sneyl and, sporting venues, and concert facilities, to devel op
specific AVR targets for special activity centers. Expansion of
t he ordinance into these areas shoul d be considered although the
opportunities may be limted to | arge events at the coll ege
canpuses.

7. Revi sed TDM Ordi nance Perfornmance Mbnitoring

Once TDM ordi nance revisions have been enacted by | oca
jurisdictions, efforts to nonitor ordinance effectiveness should
be established. Effects of individual strategies should be

nmoni tored t hrough enpl oyer reporting to Traffic Sol utions and
serve to provide further refinenents to the ordinance. In
general, a revised ordinance performance nonitoring effort
should result in greater integration between the existing
nmonitoring efforts of SBCAG and | ocal jurisdictions for CW
purposes, Traffic Solutions for TDM perfornmance, and MID s

exi sting route and system performance nonitoring. Evaluation
criteria for TDM strategies include the need to consistently and
vi gorously measure: the use of alternatives, calculation of trip
reduction and vehicle mles traveled (VMI), contribution of
specific strategies, and program cost effectiveness. Annual
surveys and data processing techni ques can be devel oped to
support the evaluation process. In addition to overal
performance of the ordinance, efforts should be made to | ook at

i ndi vidual plan performance in conparison with | ocal roadway
traffic and transit ridership in the vicinity of the reporting
busi nesses. Cost effectiveness and individual nmeasures wthin
each enpl oyer’s programare two performance criteria critical to
t his enhanced ordi nance nonitoring.

The results of congestion nmonitoring on the county’s designated
CWP system of roads and intersections should al so be conpared

wi th performance reporting at adjacent and nearby enpl oyers.
These conparisons can provide Traffic Solutions wth guidance in
devel oping specific ridesharing strategies with enpl oyers

| ocated al ong or on the way through particularly congested
portions of the road system These conparisons support the
strategic selection of TDM strategies for specific areas within
t he county.

Concerns were expressed by the business conmunity at public
nmeetings that job loss in |ocal businesses has not been
considered in the TDM ordi nance perfornmance eval uati ons, and
that these changes shoul d be conpared with recent traffic growth
in the Corridor as a neans to assess whether there is reason to
nodi fy performance targets. The effects of enpl oynent changes
and housing growth in the entire county could be conmpared with

t he changes in AVR and AVO over time, however, the nore specific
travel characteristics of an individual enployer would al so need
to be considered. Conparisons of the actual versus projected
rates of enploynment and housing growth with actual versus
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Fi nal

forecast traffic growmh and AVO rates are inportant conparisons
to be | ooked at when eval uati ng performance thresholds as well
as specific strategies to be applied in subareas of the county.
Further conparisons of AVR performance for enpl oyers al ong
sel ected roadway corridors or areas of high enpl oynent
concentrations could be made with MID s regul arly gathered
i nformation regarding farebox return and ridership rates for
i ndi vidual bus routes serving these areas. Subareas of the
county could be considered for enployer provided TDM strat egi es
whi ch create incentives for transit use. The CWP program could
consi der incorporating specific TDM performance threshol ds as
part of CMP “deficiency plans” on sel ected roadways wi th high
enpl oynment concentrations. |If thresholds are not net, nore
prescriptive neasures should be considered for adjacent enpl oyer
prograns whi ch could then be incorporated into deficiency share
anal ysis of intersection traffic flow (O en Pointe Fi nance and
Engi neering Study ) which can quantify contributions to the
traffic flow by different devel opnents or sites. Linking
i ntersection performance to the enpl oyer incentive program could
be consi dered.
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8. Expansion of the Traffic Solutions Public Education Program

Much research has been conducted recently regardi ng the hidden
costs or subsidies of autonobile use in America (see di scussion
in section 4.2.3 of Chapter 4). Mich of this analysis, while
not directly nmeasuring costs or subsidies in Santa Barbara, is
directly applicable to Santa Barbara. Litman (1995), Caneron,
(1994), Shoup, (1995) and Handy and Mhktarian, (1995) al
conclude that the elimnation of these subsidies through
policies or actions which result in the “hidden auto costs”
bei ng charged to autonobile users will result in the greatest
reduction in single occupant vehicle use. Traffic Sol utions’
recent pronotional materials includes information regarding the
true cost of driving. These approaches should be continued and
expanded. Brochures with this information include: |ntroducing
7 Geat Wys to Get There in Santa Barbara County, Let’'s Wrk
Together Let’s Clean the Air (Busing and Vanpooling slip sheets
i nclude specific cost savings) and Share a Van Save a Bundle. A
second area of education could include the definition and
benefits of “transit oriented” design (see the nore detailed
description of |and use redesignations into transit oriented
design in Section 5.1.5). The third area of public education is
to informthe community of the purpose, extent, duration,

met hods, and results of a pricing denonstrati on program

The greatest inpact of an expanded education canpaign is its
anticipated benefit to establishing business and comunity

awar eness and acceptance for the recommended pricing
denmonstration project(s). Secondary results will include sone
m nor shifts in node choice or reductions in single occupant
vehicle travel. Shoup (1995) indicates that it is the
application of the direct cost to the driver which results in

t he change. Know edge of hidden costs of auto operation wll
have a limted effect on node choice. Al though the secondary
benefits of this education programare expected to be
negligible, the education effort is a strategic elenent in the
devel opnent of community consensus to cause changes in | and use
policy, parking policies and the devel opnent of financial
strategies to fund inplenmentati on of these alternatives to the
wi deni ng of Hi ghway 101. The education effort can be
particularly beneficial in the devel opnent of a parking pricing
denonstrati on project.

Recent activities by the Sustainability Project in Santa Barbara
County have focused on two areas, transportation’s relationship
to overall conmunity character and the | and use/transportation

I i nkage. The Sustainability Project has conducted forunms on the
first subject and is devel oping additional activities around
bot h subjects. The Sustainability Project can provide an
addi ti onal approach to comunity education regarding the hidden
subsidies to the autonobile and the concept of “transit oriented
desi gn” as described in section 4.2.4, Measures of Community and
Envi ronmental I npact, of this report. The Sustainability
Project, the Conference and Visitors Bureau, business
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associ ati ons, and ot her grass root organi zations could be
encouraged to participate in this effort to ensure that factors
tailored to Santa Barbara are included.

9. Devel opnent of a Fundi ng Strat eqgy

The recommended actions call for expanded TDM services to be
provided by Traffic Solutions. Funding sources for these
activities should be identified in conjunction with overal
fundi ng needs for the Miltinodal Transportation Strategy. Cost
estimates for individual activities for Traffic Sol utions as
well as the costs to | ocal enployers for expanded inpl enentation
and reporting requirenents should be devel oped at the tine of
ordi nance review and revision. The Measure D Strategic Plan of
expenditures supports Traffic Solutions. Qher possible sources
i ncl ude devel oper inpact fees, student fees for transit and
Caltrans’ TDM fundi ng. However, availability of these funds,
particularly Caltran’s progranms, is increasingly uncertain.

To the greatest extent possible, |STEA s flexible funding
sources should be used for the expanded program However, there
will be stiff conpetition for these funds with other capital

i nprovenent elenments of this programsuch as the transit,

bi cycl e and hi ghway operational inprovenents. One of the
benefits of establishing a parking pricing denonstration program
is that the study should provide a realistic nmeasure of both the
revenues and costs which could be expected fromthe ful
application of such a denonstration. Revenues from parking fee
program al ternatives should be estimated to quantify potentially
avai |l abl e nonies to fund non TDM el enents of the reconmmended
strategies (i.e. enhanced transit services, enhanced bicycle
servi ces, and unfunded hi ghway operational inprovenents.) This
eval uati on should estinmate near term (5-10 year) cash flow
availability as a result of bonding future revenues. Cost
estimates can build frominformation provided in this study but
shoul d al so i ncorporate specific information from i ndividual

el enments. The funding strategy should be conbined with others
identified in this report into a single, phased revenue and cost
projection which can be incorporated into regional funding

progr anm ng docunents.

5.1. 2Expand Transit Services |nplenent additional express bus
services and/ or vanpool prograns from Ventura County and
Carpinteria to downtown Santa Barbara, Coleta, and UCSB. Market
and pronote them and nonitor ridership trends.

Five action elenments are recommended to provi de expanded transit
services in the South Coast Area.

SCAT and MID shoul d i ntroduce peak period express bus service between
Oxnard and Ventura and Carpinteria, Mntecito/ Sunmerl| and, downtown
Santa Barbara, CGoleta as well as UCSB

MID shoul d prepare an operations study which identifies costs of:
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addi ti onal express bus services, additional |ocal shuttle service
to serve express bus stops, freeway flyer transit station

| ocations, and additional maintenance facilities needed to support
t he expanded servi ce.

MID and SBCAG shoul d prepare and inplenment a funding strategy to
i npl ement the reconmended service inprovenents based on the costs
identified in the operations study.

MID, Carpinteria, the Gty and County of Santa Barbara, SBCAG and
Caltrans should prepare a detailed freeway flyer transit station
devel opnent program which refines and designs transit stations as
| ocated in the H ghway 101 right of way and construct the
stations.

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

Each of these transit recommendations is described in npore detai
bel ow

1. Expanded Express Bus Service

Through the coordinated efforts of SBCAG MID and South Coast Area
Transit (SCAT) in Ventura, peak hour express bus services should
be i npl enented between Ventura County, Carpinteria, downtown Santa
Barbara, the Hollister Avenue enploynent corridor in Goleta and at
UCSB. The inplenentation of express bus service is part of an
incremental programto develop an integrated transportation system
in the H ghway 101 Corridor and in the South Coast. The provision
of express bus service, in conbination with incentive prograns
provi ded by enployers in conpliance with the Traffic Sol uti ons TDM
program w Il continue the devel opnent of awareness of work
commute alternatives to the autonobile. Feeder service
connections, simlar to those described in the Enhanced Bus
“analysis alternative” will require adjustnments to existing MID
service as well as selected new service to create an effective,
commute alternative to driving al one.

The objective of this action is to use significantly |less capital-
i ntensive express bus service to build the commuter awareness and
community culture which mght ultimately lead to ridership |evels
which mght justify and support future rail transit in the H ghway
101 Corridor. The express bus service is recommended over the
rail options due to the |ower cost, the probability of transit use
for comruters during norning and eveni ng peak period (Seskin,

1995) based on existing densities in the Study Area, and the
flexibility of bus service for routing and service |evel
adjustments, Feeder service route, schedul e and frequency

adj ustments should be coordinated with the express services. MID
and Traffic Sol utions together could nmarket the new and revised
servi ce. Recommended express bus service will require additional
operating subsidies (in the range of $5-$10 million/year) for the
foreseeable future. Funding options are described in Section 5. 3.
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2. Transit Operations Pl anni ng Study

In a cooperative effort, SBCAG MID and SCAT will need to perform
a detail ed operations planning study to prioritize the routes to
be i nproved, the level of service inprovenent, service schedul es,
and funding for the inprovenents. This study should identify
MID s needs for additional vehicles, maintenance facilities and
| abor needs to expand service levels. The costs and benefits of
alternative service provision nethods (e.g. contracted service
with private providers) should be evaluated as part of this study.
The operations study should expand this H ghway 101 analysis to
i nclude vehicle and mai ntenance facilities needs in |ight of
current bus replacenent schedules and MID s facility consolidation
goal s (SRTP, 1992). Recomendations should be included with the
next update of the SRTP. |In response to |ater cycles of
nonitoring and adjustnments (in periods between 2000 and 2015),
subsequent changes to transit service operations should be
incorporated in to later updates of the SRTP

The City of Los Angeles contracts for peak period express bus
service on H ghway 101 fromthe San Fernando Valley into downtown
Los Angeles in lieu of MIA providing the service. This service
operates at capacity in congested traffic on that stretch of
H ghway 101. The high price of parking in downtown Los Angel es,
easy freeway access to bus stops with avail abl e parking and a
favorable fare structure all contribute to this Iine s success.
Fare structures should be evaluated with a goal of obtaining a
thirty percent farebox recovery. The timng of service
i npl ementation could coincide with revisions to the TDM ordi nance.
Transit check progranms identified in section 5.1.1 above coul d
enhance ridership on the new express bus servi ce.

3. Funding Strateqy - Expanded Transit Services

Results of the Operations Planning Study should be detail ed enough
to assess capital and operations costs of additional services.
Fundi ng choi ces for the expanded transit services may incl ude
establ i shing benefit assessnment districts or charging for parking
in the other areas of downtown. Capital cost estimates should be
refined and availability of STP funds for these purchases w |l
need to be bal anced with other eligible funding needs of the key
shortfall in the entire multinodal transportation strategy is for
transit operating funds. Section 5.3 details revenue raising
approaches which could be considered. These are areawide in
nature and woul d require SBCAG |ocal jurisdictions and MID to
wor k cooperatively to devel op and inplenent a funding strategy,
The devel opnent of funding sources for transit operations should
not be delayed until a parking pricing denonstration is conpl eted.
The need to establish this funding source early during the first
i mpl ement ati on peri od.

4. Transit Station Devel opnent
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Devel opnent of the internediate bus transit stops al ong Hi ghway
101, simlar to those described in the Enhanced Bus Al ternative
(see Section 3.3.1 in Chapter 3), will make the express bus travel
times nore conpetitive with the autonobile than if the buses woul d
have to exit the freeway and re-enter at each stop. However, even
with the internmediate transit station devel opnent, the addition of
a single express bus route between Ventura and downt own Santa

Bar bara or Coleta, which nmakes internediate stops, wll not
provide as rapid a trip as nmultiple express routes starting at
various | ocations along the Corridor, and providing nore direct,
“point-to-point” service. The devel opnment of these transit
“stations” is conpatible with this express service concept as
well. The layouts and designs for these “stations” should be
devel oped and shared with the conmunity. To the extent that
construction of the stations nust occur in stages, SBCAG MID and
the cities of Carpinteria and Santa Barbara shoul d act
cooperatively to prioritize station construction, based on the

| ocations which would likely attract the greatest ridership and
provide the greatest |evel of convenience to potential users.
Ideally, initial station construction would distribute
internmedi ate stops at regular intervals along the entire | ength of
the recomended express bus service area (initially inplenenting
only three or four of the seven stations that were proposed in the
enhanced bus transit package). Express bus stop designs should be
coordinated with Caltrans operational inprovenent design and
construction as close to interchanges as possible. |nterchanges
at the follow ng | ocations should consider direct bus connectors
or bypass ranps:

Carpinteria at the Linden Avenue/ Hi ghway 101 i nterchange,
Sunmer | and at the Via Real/Evans Avenue/ Hol | i ster Street/H ghway
101 i nterchange,
..Montecito at the San Ysidro Road/ Hi ghway 101 i nterchange,
.. Downt owmn Santa Barbara at the Castillo Street/H ghway 101
i nt er change,
Five Points at the La Cunbre Road/Las Pal mas Drive/ H ghway 101
i nt erchange, (Measure D project), and
Coleta at the Hollister Avenue/ Route 217 interchange.

5. Park and Ride Facility Expansion

Park and ride facility expansion is recomended to include both
express transit related |ocations as well|l as other renpte

| ocations fromlocal downtowns. Early inplenentation of transit
stations/stops proposed to include park-and-ride lots
(Carpinteria, La Cunbre, CGoleta and Isla Vista) should be nmade a
priority. Under the Enhanced Bus alternative, only the freeway
express bus stops in Carpinteria, La Cunbre, Coleta and Isla Vista
were estimated to have sufficient undevel oped | and for the

provi sion of park-and-ride lots. Parking |lot size was estimated
at 25-50 cars due to the limted availability of land. The
remai nder of the transit stops would be accessible only by

wal king, transit or via shuttle fromrenote parking facilities.
In addition, efforts should be made to coordi nate connections in
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Ventura County at | ocations which could support park-and-ride
facilities. Cost estimates for right-of-way, construction and
mai nt enance shoul d be devel oped and incorporated into the
reconmended funding strategy for expanded transit services.
Coordination with Caltrans’ freeway operations plans and with the
Measure D strategic plan would facilitate integrated design

bet ween i nterchange reconstruction, transit station |ocation and
access between the two. The location of additional park-and-ride
| ots at Montecito, Carpinteria, La Cunbre, Goleta and Isla Vista
with direct transit service connections could support both

exi sting MID service as well as expanded transit service within
the Hi ghway 101 Corridor. City, County, MID and Caltrans
participation in the site selection, devel opnent and nai nt enance
is essential if these lots are to be devel oped. Subsequent
reconmendati ons for expanded express bus service would benefit
fromadditional renote parking |ocations, providing greater access
to transit.

5.1.3Inplenment Bicycle Systens |nprovenents |nplenent the regi onal
bi keway facility plans and work with bicycle groups, |oca
enpl oyers and MID to pronote use of facilities and coordinate
bi ke ancillary facilities (e.g. |ockers, showers, racks on
buses, etc.)

Cimte and terrain conbine in Santa Barbara to provide an hospitable
environment for bicycling as an alternative to single occupant
vehicl e use for both work trip and recreational trips in the H ghway
101 Corridor. SBCAG s Regional Bikeway Study (SBCAG 1994)
identifies a broad based action programfor bicycles for the entire
county. Those elements particularly relevant to the H ghway 101
Corridor are reiterated here. These actions have been grouped into
five recommendations to be accelerated in this Corridor

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

Conpl ete the Regi onal Bi keway Progranis (SBCAG 1994) internoda
connection action program

Conpl ete the Regi onal Bi keway Programi s (SBCAG 1994) funding action
program

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

Compl ete the m ssing segnents and install identified new facilities -
Phase 11.

Each of the specific actions is described in nore detail bel ow

1. Phase | Bicycle Facilities

In order to effectively pronote bicycling as an alternative to the
aut omobil e for travel along the H ghway 101 Corridor, safe and
conveni ent bi keway facilities need to be available. Al of the

bi keway facilities identified for inplenentation in Chapter 3 are
included in the Regional Bikeway Study (SBCAG 1994). Design and
i mpl enentation of these facilities, referred to here as Phase |
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shoul d begin as soon as funding can be nmade avail able. (Note:

this |list assunes the construction of the Class Il bikelane on
M ssion Street from San Pasqual to Castillo has been funded and
will be constructed in 1995.) Priority should be given to

facilities which inprove systemsafety and connectivity including:

Installation of a Cass Il bikeway on Linden Avenue from Beach to
El Carro (to be coordinated with interchange inprovenents).

Installation of a Class Il bikeway along Via Real between Padaro
Lane and Santa Ynez Avenue.

Construction of Class | Pacific Coast Bi keway. It would provide a
conti nuous bi ke path, separated fromroadway facilities, for
the entire length of the Corridor. The design of such a
facility would need to be coordinated with other transportation
pl anni ng activities concerning the Southern Pacific right-of-
way including the potential extension of Metrolink comruter
rail into Santa Barbara or the devel opnent of urban rai
transit within the right-of-way.

Compl etion of the mi ssing segnent of the Cabrill o Boul evard
Bi keway (Cliff Drive segnent).

Installation of a Class Il bikeway on Canon Perdido Street from
Bath Street to Alisos Street, and on Alisos Street from Canon
Perdi do to Hi ghway 101.

2. Internodal Connection Action Program

SBCAG and Traffic Sol utions should coordinate with bicycle groups
such as the Santa Barbara Bicycle Coalition to identify neasures
whi ch could be incorporated into the TDM program such as the
mandat ory requirenments for enployers to provide bike | ockers,
changi ng roons and showers to pronote bicycle commuting. These
reconmendati ons could be brought to the table as part of the TDM
ordi nance revision (see Section 5.1.1 above). The degree to which
these el enents are incorporated into revisions to the TDM

ordi nance, as part of nore prescriptive neasures to be undertaken,
shoul d be based on the strategy eval uation task described in
Section 5.1.1 above. Internodal facilities described in the

Regi onal Bi keway Study (SBCAG 1994) include MID s downt own
transit center, parking lots # 2 and #3 in downtown Santa Bar bar a,
the parking |lot near MID s bus stop in downtown CGol eta, and at the
Santa Barbara Train Station.

SBCAG shoul d actively pronote and support MID in the next step of
the bicycle rack evaluation program The first step in the
programwas to confirmthe operational practicality of installing
bi cycle racks on the fronts of buses. Bike racks were installed
on the fronts of two buses on the State Street route. The next
step involves the identification of passenger user requirenents,
and establishing potential use levels. Cost and scheduling of an
expanded program based on the next phase of eval uation, should be
included in future SRTP and the RTIP. Bike rack capital and
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installation costs are estimted at $800 per rack in the Regional
Bi keway Study. The study identifies the follow ng routes as “good
choices” within the MID s South Coast services: routes between

Col eta and Santa Barbara or Carpinteria, Cean Air Express
commut er service between North and South Coast areas, and service
bet ween Ventura County and the South Coast. Successful exanples
of bike and ride service include San Luis Obi spo Regional Transit
Agency (SLORTA) service between San Luis Obi spo and Santa Mari a

wi th usage of four conmuting cyclists per day and Monterey Salinas
Transit (MST) with usage of approximately 1.5 cyclists per day.
The di stance, terrain and, at tines the w nd, between Santa

Bar bara and Carpinteria nmake these services a good choice for bike
and ride.

3. Funding Strateqy

The Regi onal Bi keway Study includes a description of available
fundi ng sources for bikeway inprovenents. Identified funding
sources include gas tax, Local Transportation Fund, bikeway

al | ocations, devel oper fees and State Transportati on Fund Bicycle
Lane Account grants, and federal Transportati on Enhancenent
Activities. The priority for recommended bicycle inprovenents in
the Regi onal Bi keway Study does not appear to be related to node
shift efforts in the South Coast area or el sewhere in the county.
Actions in the study’ s funding inprovenent section should be
expanded to include a consistent costing basis. Funding options
shoul d consi der the recommended fundi ng approaches in Section 5.3
of this chapter. This funding strategy should not be del ayed for
the results of the pricing denonstration program

4. Inter-jurisdictional Action Program

The goal identified in the Regional Bikeway Study for inter-
jurisdictional issues is to conplete a regional bikeway system
which is consistent with |ocal jurisdiction s bikeway planni ng
efforts and enphasi zes the facilitation of inter-jurisdictional
connections. Action itens are identified for both SBCAG and | oca
jurisdictions. Coordination in the devel opnment of facilities
across jurisdictional boundaries, establishment of joint user
agreenents to allow for bicycle use in utility easenments, drainage
facilities and along railroad Corridors are sonme of the actions
identified in this area. Mintenance is a third are which is
identified in inter-jurisdictional progranms. The use of the
Congesti on Managenent Program (CWP) is identified as one of
several places to ensure that bicycle inprovenents are identified
for installation to help ensure their conpletion.

It is further recomended that the |ocal input to devel opi ng | STEA
Managenent Systens, particularly those which address facilities
managenent (bridges, pavenments and transit facilities), include
categories which track internodal bicycle facilities. Pavenent
managenent systens for exanple, can include bicycle |ane

i nformation regarding both | ocation, type, size, and naintenance
needs. Maintenance of bicycle | anes could be incorporated into
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ongoi ng pavenent mai ntenance efforts in local jurisdictions.
Striping efforts on existing roadways coul d be programed to occur
when pavenent sealing or surfacing is scheduled. Transit
managenent systens coul d include bicycle rack and | ocker |ocations
and their extent as part of transit stops inventory information,
while transit vehicle information can include bike rack
information. Bridge inventories could be expanded to include
overcrossi ng and undercrossing information on structures already
included in bridge inventories. Local Geographic Information
Systens (A S) capabilities could be expanded to incorporate

bi cycle | ane | ocation, type, annual maintenance status, and needed
safety inprovenments. This would provide a coordinated and readily
updat eabl e data base which | ocal bicycle groups could help to
mai nt ai n.

5. Phase Il Bicycle Facilities

Additional facilities identified in Appendix D of The Regi onal

Bi keway Study include the bicycle inprovenents to be installed at
the tinme of interchange inprovenents. Sone of the inprovenents
are planned and integrated with the Measure D Strategic Pl an
schedule. Qhers are not included in the Measure D program and
project definition is still at the alternative stage. These

i ncl ude:

Route 154 and Hi ghway 101 |nterchange (south) years 1995 - 2000
Route 154 and Hi ghway 101 Interchange (north) years 2001 - 2005

Wthin the Study Area portion of the South Coast, an additi onal
bi cycl e i nprovenment has been identified for inprovenent:
(Regi onal Bi keway Study, SBCAG 1994)

The construction of the Cass | bikeway (Otega Hi Il Bi keway) from
Sheffield Drive to Evans Avenue, in Summrerl and years 2001 -
2005

Devel opnent of precise inprovenents and the associ ated cost
estimates will be inmportant prior to the funding and construction
of those inprovenents not included in the Measure D program

Figure 5-1 reflects typical probabilities for bicycling or walking
based on | and use densities and distance to work. The highest
rates of bicycle or wal king use are predicted when trips are | ess
than a quarter of a mle in length and taper off dramatically at
1.5 mles. The average length of a work trip within the Study
Area is about seven niles, however, the 1990 Census Anal ysis of
Journey to Wirk Information (SBCAG 1993) shows the percentage of
bi cycle use for hone to work trips within Santa Barbara county in
the Isla Vista Census Designated Place(CDP) at 49.5 percent,
within the City of Carpinteria at 5.0 percent, in the Cty of
Santa Barbara at 4.3 percent, and in the Santa Ynez CDP at 4.1
percent. Trip lengths within each of these areas are shorter in
| ength than the seven mle average. Analysis nethods used to
predict bicycle node shift were applied to trips of between one
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and six mles in length. Trip lengths of less than 1.5 mles
within these areas will be the greatest source of forecast
increases in bicycle trips.

5.1.4Define, Fund and Construct Operational |nprovenents to H ghway
101 Work with Caltrans to further define and inplenent
operational inprovements to Hi ghway 101 incl udi ng interchange
i mprovenents.

Roadway operational inprovenments are neasures, actions and strategies
whi ch can be inplenented, typically within the configuration of an
exi sting roadway, to inprove the efficiency of traffic control,
managenent and flow along the roadway. As a result of these
i mprovenents, the roadway’s traffic carrying capability is increased.
Wthin the existing configuration of H ghway 101 through the
Corridor area, operational inprovenents can be inplenented which
woul d increase the efficiency of traffic flow and optim ze existing
traffic capacity along H ghway 101. The following are the specific
operational inprovenents recomended for the H ghway 101 Corri dor
Recogni zing that Iimted resources are available to neet traffic
demand, responsible agencies will need to provide the nost efficient
street and hi ghway system possi bl e,

Caltrans, in association with the Gty and County of Santa Bar bara,
shoul d test and establish a ranp netering systemon sel ected
i nterchange on-ranps in the H ghway 101 Corridor in the South
Coast .

1. Design, fund, and construct programred interchange inprovenents on
H ghway 101 at MIpas Street, La Cunbre Road, Route 154 north and
south, and at Storke Road as programred in the Measure D Strategic
Pl an.

2. Define and establish an el ectronic detection system and nonitoring
systens within the South Coast H ghway 101 Corri dor.

3. Define and establish an incident response programwthin the
H ghway 101 Corri dor.

4. Define locations for and establish a changeabl e nessage sign
programto alert notorists to delays, accidents, and alternative
routes.

5. Define locations for and establish a H ghway Advi sory Radi o (HAR)
programw thin the South Coast H ghway 101 Corri dor.

El ements of detailed system operations plan for the South Coast area
have been devel oped. Caltrans Districts 5 and 7, working closely

wi th SBCAG and | ocal jurisdictions, have progranmed interchange
projects on H ghway 101 at Ml pas Street, La Cunbre Road, Route 154,
and at Storke Road in the 1994-1995 Federal Transportation

| nprovenment Program for Santa Barbara County (SBCAG 1995) and
schedul ed m | estones to design and construct these inprovenents are
found in the Measure D Hi ghway Program Strategic Plan (SBCAG 1995)

1. Ranp Metering
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Caltrans identified ranp netering in the Santa Barbara area from
Coleta to the Ventura County line as an el enent of their Traffic
Operation Systens Plan. The purpose of ranp netering is to contro
the flow of vehicles entering the freeway to a degree that
mnimzes the disruption to traffic flow along the freeway. At
the same tinme, Caltran’s notes that for ranp netering to work
successfully a systemof parallel arterials with reserve capacity
is required. Ranp neters should be installed at nmany of the on-
ranps in the H ghway 101 Corridor, with highest priority given to
those ranps | ocated at the western end of the Corridor. At two

| ane ranps, or where adequate right-of-way exists to inprove a
ranp with two | anes, ranmp neter by-pass |anes should be provi ded
for high occupancy vehicles, including buses.

| mpl ementation of ranp netering will require close coordination
between Caltrans and the local jurisdictions. |If the nmetering
constricts the flow of vehicles onto the freeway too severely,
back-ups will occur along the ranps and, in the worst cases, onto
the arterial systemcausing arterial traffic delays. An
“equilibriunt will need to be established permitting the neters to

provide a rate of flow of vehicles onto the freeway which
mnimzes disruption to freeway traffic flow, while at the sane

ti me accommodating a sufficient nunber of vehicles such that those
vehicles waiting to enter the freeway do not queue onto arterial
streets. Current and forecast intersection deficiencies (see
Table 4-3 in Chapter 4 Section 4.2.1) underscore the absence of
avai |l abl e storage space for vehicles on |ocal roads at H ghway 101
i nterchange ranps. Any ranp netering program nust consider the
availability of storage space for cars waiting to get on the
freeway during peak periods. The ability for local jurisdictions
to work with Caltrans to create the needed storage capacity wll
be critical to the success of any ranp netering efforts. The
probl emis exacerbated during peak periods when congested fl ow on
Hi ghway 101 itself results in congestion at the on-ranps.

Segnents of the South Coast Conmunity have voi ced consi derabl e
concern regarding the installation of ranp nmetering on H ghway
101. The use of denonstration prograns during interchange
reconstruction (e.g. Patterson Road) would help to nmaintain
traffic flow during construction and would provide the comunity
with first hand experience with ranmp netering in the H ghway 101
Corridor. Queing problens can be nonitored and design

consi derations at all ranps could be evaluated prior to the ful

i npl ement ati on.

2. Interchange | nprovenents

Several additional interchanges within the Corridor should be
consi dered for inprovenents to bring themnore in line with
current Caltrans design standards and to i nprove safety and
efficiency. Interchanges and auxiliary |anes which should also be
consi dered for inprovenents include:
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Route 225 (Cabrillo Boul evard) at U S. 101 — This interchange
shoul d be reconstructed so that the southbound on and off ranps
woul d be relocated to enter and exit to the right of freeway
traffic. The Draft EIR for the H ghway 101 wi deni ng project
provi ded several alternatives for realigning the arterials
surroundi ng the interchange to inprove traffic flow and
operations at the arterial intersections. These alternatives
woul d need to be reconsidered within the context of a four-I|ane
freeway configuration.

Li nden Avenue — Due to the short distance between the sout hbound
on-ranp from Reynol ds Avenue to Linden Avenue, consideration
shoul d be given to building an auxiliary |ane between the two
ranps. Bicycle inprovenents are also planned for this

i nt er change.

Li nden Avenue/ Casitas Pass area — The Draft EIR for the H ghway
101 wi dening included several “design variations” for the
redesign of the interchanges at Casitas Pass Road and at Linden
Avenue to elimnate isolated ranps and provi de better freeway
access. Al of these design variations assuned a six-|ane
freeway cross section and woul d, therefore, need to be
reconsidered in the context of a four-|lane freeway cross-
section. |Inprovenents to these interchanges should focus on
elimnating the isolated ranps at Casitas Pass Road and North
Via Real, and reconfiguring the eastbound off-ranp and west bound
hook on-ranp at Linden Avenue to provide nore efficient access.

Sheffield Drive — The left side ranp at Sheffield Drive is al so
significantly substandard by current Caltrans standards, not
only because of its left side configuration but also because of
the grade required on the on-ranp acceleration lane in order to
bring traffic fromthe arterial below the freeway up to the

| evel of the freeway in a fairly short distance. The Sheffield
Drive ranp is a very low volune ranp. Due to the topography of
this section of H ghway 101, relocation of the ranp to the right
side of the highway woul d require considerabl e engi neeri ng.
While ultimately it would be desirable to elimnate this ranp or
relocate it to the right side of the freeway, it should be a

| ower priority than other nore heavily used ranps in the

Corri dor.

3. Electronic Detection Systens and System Monitoring Stations

El ectronic detection systens and system nonitoring stations
provide real -time data on freeway conditions. 1In conjunction with
ranp netering, electronic detection systens and system nonitoring
stations can automatically track the flow of vehicles along the
freeway and manage the flow of vehicles entering the freeway
traffic stream The detection and nonitoring systens al so coll ect
and store data which is useful for nonitoring and eval uati ng
conditions over tinme. (See Section 5.1.7.)

The Caltrans’ Traffic Operation System Plan identifies electronic
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det ecti on systens and systemnonitoring stations for installation
al ong H ghway 101 at one-half mle intervals from Goleta to the

Ventura County line. In conjunction with the installation of ranmp
neters, surveillance stations and surveillance | oops could be
installed at each of the interchanges. |In addition, to neet the

Caltrans goal of detectors at one-half mle intervals,

i nternmedi ate surveillance stations would need to be installed

bet ween i nt erchanges which were | ocated nore than one-half mle
apart (approximately seven freeway segnents within the Corridor).

4. |ncident Response Strategy

Inits four-lane configuration, H ghway 101 traffic flow can be

easily disrupted by “incidents” on the roadway. Incidents include
accidents, debris in the roadway, trucks and/or trailers
overturned, and stalled and broken-down vehicles. |In order to

mai ntai n the highest possible levels of traffic flow al ong H ghway
101, speedy and efficient incident detection and response is
critical. Such rapid response is needed given the relatively few
parall el routes available along the Corridor and their limted
traffic capacity (e.g. SR 192). SBCAG should identify as a high
priority the institution of traffic nonitoring along H ghway 101
in the South Coast. Recent plans to |locate a Traffic Managenent
Center (TMC) in San Luis Cbispo have been cancel ed by Caltrans.
Current plans call for the TMC to be located in Fresno County.

I nci dent managenent is inperative along H ghway 101 through the
Corridor, particularly during peak weekday hours and Sunday
afternoons and evenings. The objective of incident managenent is
to ensure that incidents such as accidents or debris in the
roadway, which could significantly disrupt traffic flow, are
recogni zed, identified and corrected as quickly as possible.
SBCAG shoul d work closely with Caltrans Districts 5 and 7, to
devel op traffic operations nonitoring along H ghway 101, i ncl uding
the Sunday afternoon/evening periods, in the near term In
addition, arrangenents should be nmade between SBCAG CHP and
Caltrans to fund and inplenent incident nanagenent response teans
with practical proximty to the H ghway 101 Corridor. The

i nci dent managenent response teans woul d respond to incidents

al ong H ghway 101 identified through traffic operations

noni toring, coordinating the resources necessary to resolve the
incident, provide interimtraffic managenent and ultimately
restore traffic flow along H ghway 101 as quickly as possible.

I nci dent managenent strategies should include freeway service
patrols as dictated by traffic volunmes and conditions.
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5. Changeabl e Message Si gns

Changeabl e nessage signs should be |ocated to provide travelers
current information on traffic conditions through the H ghway 101
Corridor area in sufficient time to affect travel decisions. The
Caltrans District 5 Traffic Operations System Pl an includes

provi sions for changeabl e nessage signs al ong Hi ghway 101 north
and south of its junction with H ghway 154 in Santa Barbara and
north of Buellton, at the junction of H ghway 101 and Route 246 in
Buel | ton, south of the junction of H ghway 101 and Hi ghway 1 near
Gaviota and at the junction of H ghway 101 and Route 150 in
Carpinteria. Due to the lack of equivalent parallel highway
facilities to Hi ghway 101 through the Corridor on which to detour
traffic if incidents occur, the primary function of changeabl e
nmessage signs within the Corridor will be to keep notorists
infornmed of conditions and the status of corrective actions. This
may serve to reduce driver frustration and the |ikelihood of
unsafe activities. However, opportunities for traffic diversion
are very limted in the study Corridor.

6. Hi ghway Advisory Radio (HAR)

Used in conjunction wi th changeabl e nessage signs, HAR can provide
travel ers nore detailed current information on incidents and
general traffic conditions. Mtorists are inforned of the hi ghway
advi sory radio station by signs posted al ong the hi ghway.
Informati on such as estimated delay tinmes and alternate travel
options can be broadcast to travelers. HAR can be provided via 10
watt transmitters licensed by the Federal Communications

Comm ssion (FCC) for broadcast on AMradio, or via | ow power
mllawatt unlicensed transmtters. Typically, the broadcasts
woul d be nmanaged by a | ocal responsible agency. Broadcasts would
be managed by Caltrans and the California H ghway Patrol.

District 5 operated an HAR systemin Mnterey, however the HAR

l ocations list included in H ghway Advisory Radi o, Design and
Operations @uide (Caltrans, July 1994) lists no HAR operations in
the District.

5.1.5Initiate a Transit Oiented Land Use Transition Program Educate
the comunity regarding the relationship between transit
oriented devel opnent and internodal transportation systens.
Adopt the policy basis for transit oriented design in |ocal
pl ans and regi onal growth docunents. Revise zoning and
redevel opment designations to reflect transit oriented
devel opnent densities and al |l owabl e uses.

Transit-Oriented Design (TOD) is defined in Access: Communities and
Transit-Oiented Design (L. Osen, Wiat is Transit-Oiented Design?,
1995) as including "higher density |and uses and activities ...

desi gned and | ocated to encourage ridership on public transit."

Regi ons that are well planned can support transit services through
in-fill devel opnment by integrating the community around transit
facilities to maxi mze the benefits of transit investnent and
maxi m ze ridership. TOD can elimnate autonobile trips and provide
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access to the circulation systemto all nenbers of the comunity.

Research has been conducted throughout the country to identify |and
use density thresholds that encourage TOD. |In Portland, the Land
Use, Transportation, Air Quality (LUTRAQ study is considering |and
use alternatives to a suburban freeway. Population densities were
studied to identify their inpact on travel behavior. Table 5-2
summarizes the results of the analysis. To provide transit service
during the peak periods, a mninmm popul ation density of 8,000 people
per square mle is suggested.

The Public Transportation and Land Use Policy (B. Pushkarev and J.
Zupan, 1977) study of the 1970s identified that population "densities
of 7 to 30 dwelling units per acre were necessary to sustain
significant transit use - in the range of 5 to 40%of all trips.”
Those recommendati ons were extrapol ated to 1993, using average
househol d size data. The Transportation, Congestion, and Density:
New | nsights study (R T. Dunphy and K. Fisher, 1993) found that the
reconmendations ""woul d be roughly gross densities of 11,000 to

50, 000 persons per square mle. Mst of the US popul ation, even in
the maj or urban areas, lives at densities below the | owest values in
this range.” The authors further suggest that "travel woul d decrease
in an area with households that tend toward snall size, |ow auto
ownershi p, and good transit service regardless of the area's
popul ati on density" (sic).

Table 5-2
Resi dential Density and Travel Behavi or
Units/Acre Lot Size Peopl e/ Transportation
Gross Net (ft.) sq. m Characteristics
3 4.4 10, 000 4,000 Aut o dependent; no
transit support
6 8.7 5, 000 8, 000 AM PM wor k- ori ent ed

transit service; |oca
transit service

12 17. 4 2,500 16, 000 Hi gh level of transit
service to enpl oynent
centers, less for |ocal

trips

24 34.9 1, 250 32, 000 Wal ki ng and transit trips
may exceed aut onobil e
trips daily

48 69.7 625 64, 000 Hi gh level of transit

service; extensive
pedestrian activity
Source: Seskin, 1994.

The LUTRAQ study also identified the travel behavior associated wth
the size of enploynent centers. Table 5-3 summarizes the results.
For efficient light-rail operation, twenty mllion square feet of
devel opnent is suggested in enploynent centers.

Tabl e 5-3
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Enpl oynent Center Size and Travel Behavi or

Acres needed @F. A R
Transportation

M11lions of Characteristics for
Sq. Ft. .25 1 5 10 hi gher F.A R s
2 240 60 12 6 Bus service at half-hour
interval s
5-8 800 200 40 20 Conf ortably supports
hal f-hourly bus service
7-15 1, 600 400 80 40 I nternmedi ate | evel of
bus service
20 2,400 600 120 60 Frequent | evel of bus

service/mn. threshold
for efficient light-rail
service

Source: Seskin, 1995

The Transit Cooperative Research Project: Transit and Urban Form
study (S. Seskin, 1995) | ooked at the relationship between transit
ridership and several denographic factors in Toronto, Washington, DC
San Francisco, and Portland. Figure 5-2 illustrates the relationship
between transit node share for work trips and the distance to the
nearest rail transit station. The relationship differs for each city
reflecting the range of |and uses near stations. Residences |ocated
one-half mle froma transit station were observed to nake between
three and 40 percent of work trips by transit. Figure 5-3 shows the
probability of a work trip occurring on transit, depending upon the
nunber of autonobiles in the household. A range of |and uses and
densities were anal yzed; the highest probability of transit work
trips would occur in a household with one autonobile located in a
dense area.

It is generally acknow edged that public transportation will, of
necessity, play a far greater role in accommodating travel demand in
the future, as the avail abl e capacity of highway infrastructure
becones increasingly limted. However, in Traffic Congestion:
Federal Efforts to Inprove Mobility (1989) the U S. General
Accounting O fice concluded that the devel opnment of anple and well -
managed transit by itself will not induce appreciable nunbers of
people to | eave their cars at hone. Experience shows that successful
transit systens (bus or rail) exist in settings where | and use
patterns and popul ation density can be well served, and where the
cost of operating an autonobile (as neasured by noney spent on tolls,
par ki ng or other direct charges, or by travel tinme delays) nake
transit very conpetitive with the autonobile in ternms of cost and
conveni ence. The success of transit in the South Coast will depend
on the degree to which the current setting can be altered, over tine,
to provide an environnent in which transit can conpete with the

aut onobi | e.

The popul ation density in the Cty of Santa Barbara, between 10 - 20
people per acre in the residential areas. Assumng the density of
8, 000 people per square mle recommended in the LUTRAQ study, the
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| and use densities in Santa Barbara in the vicinity of each freeway
flyer transit station would have to significantly increase to sustain
peak period transit service. The other estimtes of popul ation
densities suggested above to sustain transit service are even higher
and nore unlikely of achieving in the South Coast.

The successful transition from an auto-dependent comunity to a
comuni ty which supports a bal anced transportati on systemoffering a
variety of nodal alternatives will require, anong other things, a
reshapi ng of policies governing devel opnent and | and use patterns.
The commitment to nodal alternatives to the autonobile should be
conmprehensively integrated into the | and devel opnent process. In
Designing for Transit: A Manual for Integrating Public Transportation
and Land Devel opnent in the San Diego Metropolitan Area, (San D ego
County) it is recommended that “fromthe general plan to the fina
devel opnent permt, |and use decisions and the expenditure of public
funds shoul d be predicated on the realization that the sustained
econom ¢ devel opnment of our cities requires a new devel opnment pattern
that can be supported by a bal anced transportation system” The
follow ng five objectives are recommended as a basis for |ocal and
regional |and use policy fornulation:

Transit Preference: Transit should be the preferred node
of transportation to neet urban nobility denmands.
Increased street capacity for general traffic should be
limted to specific circunstances.

Land Use Determ nant: Activity Corridors, which could be
efficiently served by transit should be defined through
general plans. Gowh should be directed to these
Corridors. Access can be conveniently provided by
public transit if sufficient density thresholds are
achieved. Directing growh to transit Corridors wll
ensure the nost cost-effective use of transit and the
nost direct formof access for nearby uses. Such
focused growth will also pronote efficient use of other
urban facilities and services.

Aut onobi l e Di sincentives: Enployer-provided |ong-term
parking is a direct subsidy for autonobile use (Shoup
1995). Parki ng managenent has been shown to be an
effective way to reduce the incentive for people to
drive alone to work. Parking costs should be borne as
part of the cost of driving, included with gasoline,

i nsurance, and car repairs. Monies spent on providing
par ki ng spaces should be redirected to providing transit
passes or other incentives for non-SOV travel. Loca
par ki ng requi rements woul d need to be anended to reflect
this preference. The parking pricing denponstration
described in Section 1.5.1 could serve as a | oca

testing ground to assess the effects of elimnating free
par ki ng.

Designing for Pedestrians: Walking is a critical part of
atransit trip. |Inproving the pedestrian environnment
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wi |l make people feel confortable walking fromplace to
pl ace. Pedestrian access should be a first
consideration in building and infrastructure design.
Streets should provide anenities that reinforce
pedestrian activities. Exanples include areas for
resting, drinking fountains, protection from weat her,
and ground fl oor business that serve pedestrians.

Providing for Public/Private Partnerships in Transit: The
private sector should be included in helping to finance
transit directly. Through the project review process,
and based on the general and comunity plans, transit
dedi cations or facilities should be included as nornal
i nfrastructure inprovenents.

Many of the objectives outlined above represent a significant
departure fromtraditional planning priorities and objectives and, in
many cases, represent a significant increase in density. The Gty of
Santa Barbara is in the process of updating the G rcul ati on El enent
of its General Plan. Many of the concepts contained in these

obj ectives have been at the center of spirited community di scussions
regarding the direction of future |land use and transportation policy
making in the City. The process that has been occurring in Santa

Bar bara over the past nonths serves to illustrate that it will not be
easy to redirect public conm tnent from an autonobil e-dictated
infrastructure to one that fosters a diversity of nodal alternatives.
Al so, because Santa Barbara is a significantly built-out, mature
communi ty, changes in land uses will occur very slowy as infil

devel opnent conti nues and reuse begins to occur.

It woul d be several decades before changes in |and use policy could
sufficiently affect significant changes in |land use patterns to
produce changes in travel behavior. However, it is correct to assune
that the process nust begin with changes in the policies which direct
| and use and transportation infrastructure devel opnent, including
general plans, |land use and circul ation elenments, specific plans,
master plans and Corridor plans, and associ ated inplenenting

or di nances.

| nprovenent in Analytic Planning Methods: The SBCAG travel
forecasting nodel is the primary countyw de tool for evaluating the

i npacts of changes in |and use or in transportation infrastructure on
travel characteristics. Several enhancenments to the SBCAG travel
forecasting nodel are recommended in order to be able to support a
future nultinodal orientation to |and use and transportation planning
in the Corridor and in Santa Barbara County as a whol e.

First, with the significant existing and forecast commute patterns
bet ween Santa Barbara and Ventura County, the geographic area covered
by the SBCAG nodel shoul d be expanded to include Ventura County on

the south. Wth an expanded nodel area, it will be possible to node
the potential inpacts of significant growh in both popul ati on and
enpl oyment in Ventura County on Santa Barbara. It would also make it

possible to forecast with far greater reliability the likely effects
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of enhanced transit services on travel demand between Ventura and
Sant a Bar bar a.

This | eads to the second recomended enhancenment. |f the devel opnent
of transit alternatives to the autonobile is a priority in future
transportation planning and inplenentation, the node choi ce nodeling
capability of the SBCAG travel forecast nodel should be enhanced.

The incorporation of a node choice nodel which could reflect the
relative attractiveness of a variety of node choices (bus transit,
rail transit, carpool and drive alone) given a range of tinme and cost
vari ables, would provide a far better indication of the Iikely usage
of future transportation projects of all nodes.

Finally, the SBCAG nodel should be re-calibrated to produce peak
period forecasts. Average daily forecasts are adequate tools for
Corridor level planning. But in order to refine alternatives and
devel op detail ed prograns for inplenentation, it will be necessary to
assess the potential peak period inpacts of alternatives.

5.1.6Visitor/ Tourist Auto Trip Reduction Program SBCAG Traffic
Sol uti ons and MID should work with | ocal Chanbers of Conmerce,
and the Convention and Visitors Bureau shoul d enhance nul ti noda
information in pronotional and special event materials.

Visitor and tourist trips have a substantial inpact on traffic

condi tions al ong H ghway 101, particularly on weekends (Friday and
Sunday eveni ng peak periods) and during peak summer nonths. The vast
majority of visitors and tourists in Santa Barbara are visiting from
| ocations outside of Santa Barbara, The 1990 survey by the
Conference and Visitors Bureau found that only 14 percent of the
visitors were traveling alone, with the remai ning 86 percent
acconpani ed by one or nore people (50 percent traveled in groups of
two). This limts the degree to which |ocal policies (such as the
TDM program for enpl oyers) can be applied as nost tourists are

al ready “carpooling”. Also, tourismprovides a significant source of
revenue to the Santa Barbara econony and tax base. [t would,
therefore, not be desirable to discourage visitors fromtraveling to
Santa Barbara. However, innovative pronotions and incentive prograns
can be inplemented to induce visitors to use alternative fornms of
transportation to the autonmobile for travel to and from Santa
Barbara, and for local travel once in Santa Barbara. SBCAG Traffic
Sol uti ons, and MID shoul d work cooperatively with the touri st
supported busi nesses and groups to devel op greater awareness anong
visitors of alternative nodes. These prograns and strategies could

i ncl ude:

Applying the cost of the visitor’s AMIRAK fare to hotel charges or
coupons for nmeals or nerchandi se.

Transit or shuttle passes included with a visitor’s hotel
regi stration.

Bi cycles provided free or at a reduced charge to hotel guests,
particularly in the downtown and waterfront areas. Wrk with
waterfront hotels to nmake Chanber of Conmerce maps to | ocal
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attractions avail able at bike rental outlets.
Fi nanci al incentives (discounts) for off-season travel.

Devel op or enhance existing tours (wal king, bicycling, bus or
shuttle) to local activities and tourist attractions.

Enhance This Wek in Santa Barbara to include nore information on
transit and bicycle opportunities to get to tourismsites.
Include the transit routes on the publication’s centerfold map of
the area. Add MID bus route nunbers which run by each of the

| ocations and activities wite-ups in “This Wek’ s Cal endar”,

I ncorporate transit connections fromthe najor hotel areas to the
week’ s special event (e.g. Santa Barbara Harbor Festival, the

CGol eta Food and Wne Festival, or the Santa Barbara Wne Auction
Weekend). Add a new section which enphasi zes how to get around
Santa Barbara w thout an auto. Include a specific nmention of the
Waterfront Shuttle and the State Street Shuttle to provide access
around downt own.

Enhance the Santa Barbara Chanber of Conmerce brochure A Wl k
Through O d California, Santa Barbara's “Red Tile Tour” to include
nore information on transit and shuttle service connections from
various parts of the City to this area. Include text which
suggests using the MID services and the shuttles after the “l ook
for this synbol for your free downtown shuttle” text. Enhance
the Santa Barbara Area Map (reverse side) descriptions of the
Scenic Drive Points of Interest to include transit routes which
can be used to take the scenic drive. These sites are the places
where reduced entrance fees for transit access should be
consi der ed.

Use special event brochures (e.g. special supplenents to Santa
Bar bara Magazi ne for the Santa Barbara Wne Auction Wekend) to
incorporate transit, bicycle and pedestrian approaches to the
activities and |l ocations. Special shuttles for events could be
consi dered from participating hotels to the key activities. The
Chanber of Comrerce could take the initiative with event sponsors
to coordinate with MID to provide information for the brochures
and for special shuttles.

5.1. 7Monitor and Report on Performance of H ghway 101 and the
Mul ti nodal Transportation Strategy Monitor perfornmance of U S
101 and traffic trends and share information with public and
elected officials regularly and periodically. Use the
performance results to prepare a review of and recomrend
adjustnments to the Multinodal Transportation Strategy

Moni tori ng based on enhanced data col |l ecti on becones the corner stone
of a strategic inplenmentation program by providing the basis for
regul ar reassessnent and adjustnent of multinodal strategies,
schedul es and actions. Effectiveness of the many action el enents of
this alternative to the widening of H ghway 101 can be assessed

agai nst the changes in travel in the H ghway 101 Corri dor.

Moni toring al so provides information which will help to optimze the
avail abl e capacity within the Corridor. The followi ng are the four
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conmponents of the nmonitoring and reporting program

1

Expand existing Caltrans and | ocal agency traffic and travel

monitoring efforts.

2.

3.

Traffic vol unes
Aver age vehi cl e occupancy
Travel speeds and | evels of congestion
Acci dent s
Trip purpose and conponents of travel
Oigins and destinations
.. Effects of Tourist Pronotional Efforts
TDM Moni t ori ng

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

Devel op a Funding Strategy for the enhanced nonitoring and

reporting efforts.

4.

Prepare three to five year evaluation reports which conpare the

i npl ementation status and effectiveness of individual action

el enents with the H ghway 101 nonitoring reports. Devel op
adjustnments and revisions to the action itens |list in response to
the results.

Descri ptions of each of the four conponents of the enhanced
nmonitoring action are discussed in nore detail bel ow

1

Expand the Monitoring Effort

The conditi ons which should be nonitored periodically, on a
regul ar schedule, within the Corridor include:

Traffic volunmes: Caltrans publishes Traffic Volunmes of California
State Hi ghways annually. The report provides annual average
daily traffic for each count |ocation along all state routes
in California. For the H ghway 101 Corridor, counts are
provi ded for the segnents of highway between every interchange
in the Study Area. In addition, peak nmonth ADT, or the
average daily traffic for the nmonth of heaviest traffic flow
is also provided. This data is provided because Cal trans
recogni zes that on many routes, H ghway 101 anong them
variation in traffic volunes occurs during certain seasons of
the year. Estimates are provided of peak hour traffic at al
count points. Beginning in 1991, peak hour volune data by
direction are provided for selected |ocations. However, this
information is not provided for any segnents al ong H ghway 101
within the Corridor.

Efforts should be coordinated with Caltrans District 5 to
col l ect peak hour traffic volume data, by direction, at

several, if not all, segments of H ghway 101 through the
Corridor on a bi-annual cycle. Directional peak hour traffic
counts will require additional effort by and funding for

Caltrans to performthis work.
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Aver age vehicl e occupancy: Average vehicle occupancy within the
Corridor should be evaluated every five years. AVO can be
determ ned using video sanpling to videotape a tinme sanple of
traffic flowto record the occupancy of each vehicle in the
traffic stream These studies would nost |ikely be conducted
by SBCAG in coordination with Caltrans.

Travel speeds: Speed studies should be conducted to nonitor
aver age (weekday and weekend) daily and peak hour travel
speeds along Hi ghway 101 in the Corridor. These studies
shoul d be conducted every two years during both peak and off-
peak travel nonths. At the present tinme, Caltrans has
di sconti nued speed studies due to |ack of funding.

Acci dents: Accident data is currently maintai ned by the
California H ghway Patrol and Caltrans for all California
state highways. This information should be obtained quarterly
for the Highway 101 Corridor in order to track accident trends
and identify high accident |ocations.

Trip purpose/ conponents of travel: The intercept license plate
travel survey should be repeated on five year cycles (al ong
with the AVO survey), to update information on trip purpose
and the components of travel (internal, internal-external or
external) within the H ghway 101 Corridor. These studies
shoul d be coordinated with Caltrans and the California
Departnent of Mdtor Vehicles. Intercept surveys will follow
the sanme process used in this study, with video taping of
| i cense plates, address matching through the Departnent of
Mot or Vehicles, and the mailing of surveys to vehicle owners

whose vehi cl e has been recorded driving through the Study
Ar ea.

Origins and destinations: The intercept travel survey updates
will also provide the opportunity to nonitor geographic
distribution of travel in the H ghway 101 Corridor. This wl]l
be particularly critical as the RGF ‘94 popul ati on and
enpl oynent forecasts play out. One of the key trends to
nonitor will be the commute pattern between Ventura Counties
Santa Barbara and as both Ventura County and the northern
portion of Santa Barbara County continue to devel op.

Ef fects of Tourist Pronotional Efforts: A nmonitoring program
shoul d be devel oped as part of the tourismand travel
consortium s incentive prograns. Use of incentives could be
noni tored by those who provide the incentive and those
attractions which benefit fromthe incentive. Costs of the
program (e.g. transit subsidies) should be tracked to devel op
an overall cost effectiveness. The Conference and Visitors
Bur eau shoul d consi der expanding their periodic surveys to
i ncl ude neasures of pronotional activities.

TDM nonitoring as described in Section 5.1.1

2. Create a “State of the Corridor” Newsletter
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The results of the periodic nonitoring should be made avail able to
policy nmakers and the public on a regular basis. The H ghway 101
Corridor is clearly valued as a unique feature and visual resource
of the community by the residents of South Coast, as well as those
traveling through the area. Providing regular information on the
status of the Corridor to as broad a segnment of the population as
possible will educate nore people on the issues and concerns
related to the H ghway 101 Corridor, and the state of
transportation and circulation in Santa Barbara in general. This
study has served to raise the issue of the nost appropriate
approach to accommodating future travel demand in the H ghway 101
Corridor and has resulted in a variety of opinions. The next step
is to involve as much of the popul ation as possible, and
particularly the users of the H ghway 101 Corridor, in refining
and inplenenting the nmultinodal transportation strategy. This
coul d be acconplished by providing w despread distribution, at

| east annually, of a “State of the Corridor” newsletter. The
newsl etter can serve as a report card to the conmunity on the

i npl ement ati on progress of the multinodal transportation strategy.

In addition to supplying the nbst current nonitoring results, the
newsl etter should restate the problem sunmmarize the actions being
taken, and identify ultinmte objectives and progress towards those
objectives. Editions could also highlight the parking pricing
denonstrati on program the TDM ordi nance revision, education
efforts regarding transit oriented devel opnent and the hi dden cost
of auto ownership, the activities and pronotions of the touri st
and travel consortium and adjustnents and revisions to the
mul ti nodal transportation strategy. Space for conmunity debate
about individual actions or programeffectiveness could al so be
consi der ed.

Di stri bution should extend to:

| ocal el ected and appointed officials

.. those who participate in the TDM ordi nance revi ew and revi si on
process,
enpl oyers and enpl oyees who are subject to the TDM ordi nance,
the tourismand travel consortium participants,
those who participate in the pricing denonstration project
devel opnent,
busi ness and communi ty groups and associ ati ons which
participated in this study,
| ocal print and broadcast nedia, and
ot hers by request or by reconmendations of participants.

3. Funding Strategy - Enhanced Nbnitoring

To the extent possible, existing nonitoring prograns are expected
to provide data regularly. Caltrans and |ocal agencies currently
collect many of the data itens, however, as noted above, funding
limts at the state | evel have reduced data collection for speed
studi es and directional counts. |Intercept surveys are not

regul arly conducted. Several of the recommended nonitoring
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activities, the “State of the Corridor” newsletter, and the
periodic Miltinodal Transportation Plan strategic review and
revision will require funding. A strategy to identify and program
funding for these conmponents shoul d devel op up-to-date cost

i nformation, and be incorporated into the SBCAG overall work
program Participation in this funding should conme fromthe
County and local cities within the Corridor. Caltrans
participation is extensive due to its mandate to maintain and
operate the state highway system

4. Multinodal Transportation Plan Strateqic Revi ew and Revi si on

SBCAG s Regi onal Transportation Plan (RTP) updates provide a

| ogical and readily avail able place to present a H ghway 101
Corridor multinodal transportation plan strategic review and
provi de reconmmendati ons for adjustnents. The RTP' s needs
assessment section can incorporate the results of the regular
nonitoring program The status of the individual elenents of the
Mul ti nodal Transportation Plan should be included in the action
el ement of the RTP. Funding strategies should be consolidated
into the RTP s financial elenment with revisions reflecting the
creation of new funding sources or the reallocation of existing
fundi ng sources between elenents. As all nodes are reflected in
the RTP, each of the nodal conponents of the Miltinodal
Transportation Plan can be evaluated both for funding and a
performance. The results of the data collection and nonitoring of
each of the multinodal strategy conponents should be assessed to
det er mi ne whi ch conponents are working as planned and which are
not. For those conponents which are not performng up to
expectation, adjustnents should be nmade or alternative conponents
substi t ut ed.

5.2 | MPLEMENTATI ON, SCHEDULI NG AND MONI TORI NG

The recommended mul ti nodal transportation strategy will be

i npl emented t hrough regul ar cycles of nonitoring H ghway 101 Corri dor
performance and adjustnents to actions by inplenenting agencies in
response to the results. This strategic inplenentation approach is
the essential conponent of the entire recommendation. The ability to
respond pronptly to actual performance |evels of inplenentation
actions, as measured by Corridor roadway performance characteristics,
is unique to this alternative to the highway w dening. Such
responsiveness is a challenge in the multi- agency arena in which
deci sions and actions will be nade. The ability of SBCAG MID
Traffic Solutions, individual cities, the County, SBCAG and others to
act and respond to the nonitoring results will directly effect the
success of the strategy.

Threshol ds of Significance Wich Require Adjustnents to

| npl enent ation Actions. A threshold of significance is essential to
det erm ne whet her performance nonitoring results require adjustnents
or accel eration of actions. Separate thresholds are recommended for
hi ghway, |ocal roadways, express transit service, and TDM
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performance. Reconmmended threshol ds are:

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

Local Roadway Perfornmance. Level of Service D for CMP intersections
as adopted in Santa Barbara's current Congestion Managenment Pl an
(SBCAG, 1995).

Express Bus Service Performance. Express bus transit ridership of 35
or nore riders per revenue vehicle hour.

TDM Per f ormance. | ndividual enployer attainnment of existing TDM
ordi nance performance standards (average regional average of 6
percent over baseline) through 1997 and to the revised standards
after the 1997 ordi nance revision cycle. Enployer based share of
TDM trip reductions wll not be expected to exceed the estimated
10 percent reduction in honme based work trips.

No i ndi vi dual performance threshol ds are reconmended for bicycle,

hi ghway operational inprovenents, transit oriented | and use, or
visitor tourist trip reduction programelenents as their inpact wll
be reflected in the four nmeasures above. Performance thresholds are
based on existing industry or |ocal standards and generally are
reflective of current nonitoring prograns or can be easily cal cul ated
fromexisting nati onwi de or recommended data collection efforts. At
the tinme when enpl oyer based travel demand managenent prograns

achi eve the maxi mnum expected performance, an additional performnce

t hreshol d shoul d be established with the selection and devel opnent of
a parking pricing or other type of pricing strategy to continue to
nmonitor hone to work trip reductions. Monitoring results should take
into consideration roadway incidents occurring during traffic counts
and speed and del ay studies, and hi ghway operational inprovenent
construction or denonstrations.

How to | npl ement Monitoring and Adjustnent Cycles. |Inplenentation of
actions in the first period (1995 - 2000) of the programwl|
establish the basis for performance nonitoring. Enhanced nonitoring
efforts should begin after SBCAG board action to select this
alternative. The first two to three cycles of nonitoring reports
shoul d be used to shake out reporting information, formats, timng
and the multiple system eval uati on net hods and di scussions. Early
years should focus on reporting on and identifying what has been

i npl emented and the status of other itens. Conparison with
performance threshol ds shoul d be made, however the first program

adj ustment cycle should be initiated in the fifth year, after the
revi sed TDM ordi nance has been conpl eted. Express bus service is
expected to be phased in increnentally. Failure to inplenment funding
sources for transit operations during this first phase may result in
t he choice between instituting a pricing program (a funding choice in
and of itself) or returning to the highway w dening alternative.
Fundi ng actions will require actions by individual agencies as well
as SBCAG overall. These should coincide with regular TIP, SRTP and
capital inprovenent program cycles.
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Periods 2 (2001 - 2005) and 3 (2006 - 2010) adjustnment and nonitoring
cycles are expected to begin to indicate which el enents are achi eving
targets and which are falling short of desired threshol ds.

Adj ustnments to the actions nmay be presented in the formof choices.
LCS failures on the Hi ghway 101 may require adjustnments to both the
TDM el enents and the transit services. Additional revisions to the
TDM or di nance may be required during this period. Revisions in
transit route coverage, adjustnments to service frequenci es and/or
operating periods may need to be made by MID. During this period
nmoni toring shoul d determ ne whether the enpl oyer conponent of TDM
trip reductions is reaching theoretical thresholds (10 percent of the
total trip reductions needed in the corridor to achieve LOS standards
on the highway and at the CWP intersections). Recommended actions
shoul d be devel oped cooperatively with the nmultiple agencies as each
will require separate agency actions.

The Period 4 (2011 - 2015) adjustnent and nonitoring cycle will need
to consider actions to address the post 2015 forecast traffic.

Revi ew of changes to | and use densities in the vicinity of freeway
bus stations could begin during this period. Adjustnents to TDM
strategies may need to consi der expansion of or increases in cost to
any pricing strategy which has been inplenented to date in the

H ghway 101 Corridor. Ongoing regional planning may serve to set a
direction for the future in the corridor which could include a
continuati on of these actions, a construction alternative or new
technol ogy activities. It is inpossible to speculate what this
future may be within this study.

More detail ed schedul es for individual action iteminplenmentation
follows. The recommended schedul es are only suggestions, as overal
travel performance in the corridor, as neasured by the recommended
thresholds, will determne the need to accel erate inplenentation
Actual timng for individual actions beyond the initial 3 to 5 year
start-up period nust be accelerated if congestion |evels increase at
a faster pace than actual traffic reductions occur as a result of

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

difficult choice for the South Coast whenever it occurs.
5.2.1Schedul e and Monitoring Approach for the Enhanced TDM Acti ons

Schedule. The first five year tinme franme, between 1995 and 2000, is
when nost activities for enhanced TDM acti ons are schedul ed. The
longer lead tine for results in these areas underscores the need to
begin the transition to a nultinodal transportation strategy

i mediately. Timng of enhanced data coll ection, revised ordi nance
performance nonitoring, the expanded pronotional activities, and the
expanded education programis expected to be ongoi ng throughout this
study’s 20 year tinme horizon.

Annual work prograns for Traffic Solutions would reflect increased

time for inplenmentation of data conpilation both due to the increased
nunbers of enployers reporting and the effort to identify successful
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strategies to subareas of the county. The expanded public education
program focus on hidden costs of auto subsidies may require sone
initial research by Traffic Solutions staff early in the first five
year period to devel op education materials and to expand their
existing informati on prograns. The TDM ordi nance revi ew and revision
effort is one which has been planned for by Traffic Sol uti ons and
therefore is not expected to result in a change to schedul ed worKk.

The controversy surroundi ng the di scussion of any pricing approach to
achi eve significant autonobile trip reduction necessitates an early
start to the design of a denonstration program Denonstration
program desi gn and scope should be initiated upon the decision of
SBCAG to proceed with this nmultinodal transportation strategy
alternative to the H ghway 101 w dening. Devel opment of consensus
bet ween busi ness community and participants on the study design,
duration, and nmethods for evaluation optimstically will take a year
to conplete. Conpletion of the study design prior to 1996 wl|
provi de | ocal congressional representatives with the ability to

pur sue denonstration program funding during | STEA (or its successor)
re-aut horization expected in 1997. The denonstration programitself
is recormended to occur during the later part of the five year
period, in order to have programresults and reconmendati ons
regarding a long term program conpl eted by the start of the second

five year period. |Inplenentation of a nore permanent, nore w de-
spread programw || need to based on the denonstration program
results and will certainly generate significant comunity di scussion.

Devel opnment of a funding strategy for this Enhanced TDM Acti on
program should be initiated upon the decision of the SBCAG board to
proceed with a multinodal transportation strategy. Elenents of this
strategy will be conpleted after recomended special reports and
studies are conpleted. The funding strategy should be conpl eted
prior to the re-authorization of the federal |STEA, and should serve
as input to the upcomng RTIP cycle in 1997.

Moni toring. Existing annual reporting systens of enployers_to
Traffic Solutions and by Traffic Solutions to the SBCAG board should
be used as the primary reporting and nonitoring approach for the
recommended, enhanced TDM actions. Data collection and ordi nance
effectiveness will primarily be based on enployer reports to Traffic
Sol utions. Special reports will be needed for three of the actions:

The pricing denonstration program A series of special reports wll
be necessary to establish a pricing denonstration project in the
H ghway 101 Corridor. SBCAG could use the existing TAC and CAC
fromthis H ghway 101 Alternatives study as an advisory group to
devel op recommended denonstration program goals, approach,
duration, inplenentation procedures, and eval uati on neasures.
SBCAG shoul d serve as the | ead agency for this program and either
prepare techni cal devel opnment materials in-house or use outside
consultants to prepare them Eval uation neasures shoul d incl ude
ways to quantify:
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- changes in node shift and in AVR

- changes in retail sales volunme which could be attributable to a
change in parKking
costs,

- changes in enmpl oyer costs if free parking is still provided to
enpl oyees,

- social equity of the parking pricing strategy and other itens
the comunity
feels are inportant.

The enhanced TDM action funding strategy. Traffic Solutions and
SBCAG shoul d devel op a special report to the SBCAG board,
i ndi vidual Corridor city councils, and community associ ates which
sets forth a funding strategy to identify overall devel opnent and
i npl ementation costs, as well as sources of revenues for each of
the itens in the Enhanced TDM Action elenment. Annual reports on
fundi ng obtai ned, revenue generated, and cost updates shoul d be
included in Traffic Solutions ongoing budget requests and
reporting efforts, and in SBCAG s overall work program

5.2.2Schedul e and Monitoring Approach for the Expanded Transit
Servi ces

Schedule. The first steps necessary to provide expanded express bus
transit service in the H ghway 101 Corridor include the reconmended
operations planning study, and the funding strategy. MID should
initiate the recommended operations planni ng study upon the deci sion
of the SBCAG board to pursue a nultinodal transportation alternative
to widening H ghway 101. The funding strategy should be initiated
within six nmonths to a year of the initiation of the operations

pl anni ng study or could be nmerged with it. Recomendations from both
studi es should be included in the next SRTP update and in the next

RTI P.

Express bus service should be initiated towards the end of the five
year period to allowtinme for the operations and funding strategies
to be inplenented and for needed buses to be purchased. Both the
express bus and the feeder service adjustnments should be scheduled to
come on line sinmultaneously. These services should not be del ayed
until conpletion of freeway flyer station construction or renote park
and ride | ot devel opment. The express bus service should | ocate
stops in the imediate vicinity of the planned freeway flyer station
| ocati ons.

Capital inprovenents (freeway flyer stops and park and ride facility
devel opnent) are expected to be conpleted at the end of the second
five year period (2001 -2005) allowing tinme for financial strategies
to be inplenented and site selection and devel opnment to be conpl eted.

Schedul es may need to be accelerated if congestion |evels increase
at a greater rate than recent trends in the gromh in traffic.

Moni toring. Monitoring should be acconplished through existing
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reporting required of MID by the State and the Federal Transit

Adm ni stration (FTA) and through the SRTP. The recomended transit
servi ce should be incorporated into CVP intersection deficiency plans
when the enhanced transit service coincides with identified problem
intersections. Special reports for the operations planning study and
the funding strategy woul d be required.

Park and ride lots and “freeway flyer” stops inplenentation could be
nmonitored through | ocal capital inprovenment prograns and included in
t he next Regional Transportation Plan (post 1995) update. To the
extent that Caltran’s participates in the freeway flyer stop design
and construction process, Caltran’s reports (Project Study Report
(PSR), Project Report (PR), Environnental Document, Project Approval
Report (PAR), and Plans Specifications and Estinmate (PS&E)) coul d be
used to track the devel opment of these bus “stations”.

5. 2.3 Schedul e and Monitoring Approach for the Bicycle System
| nprovenent s

Schedul e. Devel opnment of a funding strategy for currently unfunded
bicycle facilities included in Phase | and Phase Il should be
completed in the first five year period. During this sane period,

| ocal jurisdictions should update their bicycle plans (as required by
State |l aws) and conmplete the recomended inter-jurisdictional

actions. MID should work with SBCAG and the | ocal jurisdictions
during the first five year period to devel op internodal connection

i npl ementation actions and to incorporate costs into the SRTP and
RTI P during the next update cycles.

Whenever possible, bicycle inprovenents should be constructed at the
time road or interchange inprovenents are made. Class | facilities
shoul d be incorporated into the | ocal jurisdictions pavenent

mai nt enance program resurfacing schedules. Construction of unfunded
projects in Phase | should occur between 2001 and 2005, the second
five year period. This is ultimtely dependent on funding
availability. These bicycle inprovenents will have | ess direct

i npact on reducing vehicle trips on H ghway 101 due to the relatively
short trip | engths of bicycle coomutes and the | ocations of high
bicycle usage in Isla Vista, Carpinteria and within Santa Barbara.
Construction of unfunded projects in Phase Il should occur between
2006 and 2015. This will allow additional funding sources to be
identified and obtained. The Regional Bi keway Study woul d recommended
that facilities in the H ghway 101 Corridor be given priority over
those | ocated el sewhere in the county. QOpportunities for
construction should be taken advantage of when ever they present
thenselves. Identified bicycle facilities in Santa Barbara or
Carpinteria may be inproved as devel opnent occurs al ong these roads
with bicycle facilities designated, either conditioned as part of

| ocal devel opnent approval processes (Santa Barbara) or through

devel oper fees, dedications or construction (Carpinteria). Measure D
projects have the opportunity to construct reconmended bicycle
facilities during a roadway capital project. Road inprovenents

i ncluded in CVWP deficiency plans on roadway w th planned bicycle
facilities should include the bicycle facility as part of the
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defici ency plan.

Moni toring. Monitoring of bicycle inprovenents could be tracked in
the RTIP, the CWP updates and deficiency plans, in SRTP updates and
the capital inprovenent progranms of individual jurisdictions. Wthin
| ocal jurisdictions, pavenment maintenance schedul es for those streets
which include Class | facilities should be coordi nated between
departments with road nmai ntenance and bicycle facility devel opnent.
These various nonitoring efforts do not provide a single location to
assess the overall status of the recommended inprovenents. Local GS
systens are limted in their extent of coverage at this tine, but
their use could be expanded to provide mapped status reports of

conpl eted or pending bicycle facility inprovenments. Federally
mandat ed transportati on managenent systens (Pavenent, Congestion, and
Bri dge managenent systens) could serve as anot her source of data
regardi ng bicycle inprovenents. SBCAG s nost reliable nethod of
monitoring the status of bicycle facilities would be to include a
nmonitoring requirenent in updates of the Regional Bi keway Study.
SBCAG coul d serve as the cl earinghouse for plan inplenmentation, not
just in the H ghway 101 Corridor but in the entire South Coast.

5. 2.4 Schedul e and Monitoring Approach for the Hi ghway Operationa
| nprovenent s

Schedul e. Interchange inprovenents included in the Measure D
Strategic Plan (SBCAG 1995) are schedul ed for environnental

cl earance, design and construction as indicated in Section 5.1.4.
Unfunded i nterchange inprovenents, if funded with reall ocated H ghway
101 wi dening funds, could be scheduled for environnmental clearance
and design within the first five year period (1995 - 2000) with
construction occurring in the second five year period (2001-2005).
Federal, State and local funding imtations will, in all likelihood,
del ay inplenentation of unfunded interchanges into the 2006-2010 tine
peri od.

SBCAG and | ocal agencies are currently working with Caltrans in the
preparation of the Traffic Operations System (TOCS) Plan for District
5 in the Hi ghway 101 Corridor. The TOS plan identifies inprovenents
to be inplenented within a twenty-year tine frane. Ranp netering,

i nci dent response, changeabl e nessage signs and hi ghway advi sory
radio el ements should be scheduled within the TOS plan. The Caltrans
pl an should reflect detailed inplenentation of recomendations in
the nmultinodal transportation strategy.

Moni toring. The bi-annual STIP updates and annual CMP updates shoul d
be the primary tools used to nmonitor the conpletion of highway
operational inprovenents. The first of these docunents will reflect
the timng of inprovenents while the second of the two docunents wl|
reflect the performance effects before, during and after the
installation of reconmended actions. Annual reporting on Measure D
expendi tures can also reflect the conpletion of those operationa

i mprovenents funded all or in part by the local sales tax. There is
no single reporting nechanismwhich will present both the
installation and the performance results of these inprovenents.
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SBCAG shoul d consider creating an annual H ghway 101 Corri dor
Perf ormance Report which summari zes these inprovenents along with the
ot her reconmended acti ons.

5.2.5Schedul e and Monitoring Approach for Transit Oiented Land Use
Pr ogr am

Schedul e. Adoption by local jurisdictions of the policy based

commtments to nore “transit friendly” land uses will need to foll ow
the identification of newtransit routes and freeway flyer
“stations”. The shift in policy will be reflected in | ocal general

pl ans whi ch nmay be anended in California no nore than three tines per
year. The first five year tine horizon (1995-2000) is proposed for
the conpletion of these actions. The actions thenselves could be
scheduled within the first year, however, the need to establish
comuni ty support fromthe diverse interests in the Corridor wll
likely require a longer lead tinme. Local elected officials could
chanpion this effort, however a “grass roots” approach should build
fromthe enhanced public and business information prograns descri bed
in Section 5.1.1. Establishing a set of urban design guidelines for
transit supportive |and uses could require several years to devel op
communi ty consensus regarding the ultimte devel opnent densities and
atransition fromcurrent |land uses to nore intense |and uses. The
second five year period (2001-2005) is suggested for this action to
all ow t he recommended education programto build awareness and
communi ty support for these ideas.

I mpl emrent ati on of the adopted urban design guidelines will take many
years. The degree and the speed with which redevel opnent and ot her
fiscal incentives can spur |and uses to recast thenselves into the
desired densities and uses will affect the rate of inplenentation.
Qut side economc factors in the South Coast area, in California, and
the United States will also effect the inplenentati on schedules for
these itens. New freeway flyer bus station |ocations nmay actually
develop to the densities established in the urban design guidelines
sooner than locations in the older, nore devel oped part of the City.
Devel opnent of transit oriented |land uses over a ten year period,
from 2005 to 2015, is an optim stic schedule for Santa Barbara.
Carpinteria and Goleta, with nore devel opable | and, could occur in
this time frame.

Moni toring. Monitoring of policy based actions towards the
establishnment of a transit oriented | and use program does not fit
easily into any existing nonitoring prograns of either SBCAG or |ocal
governments. Regional G owth Forecast nonitoring and updates are one
exi sting programwhich can serve as the basis for nonitoring and
tracking these actions and the resulting shifts in densities. The
Techni cal Advisory Conmittee could track actions by cities or the
county to revise general plans or zoning ordi nances. SBCAG coul d
participate as a facilitator and coordinator in the policy

devel opnent and therefore would be aware of |ocal agency actions.

The Coachella Valley Association of Governments (CVAG, the |ocal
council of governnments in the Pal m Springs area, has had for many
years planning and technical advisory comm ttees which provide
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coordinated | and use and transportation planning efforts anbng nine
cities and Riverside County. CVAG has successfully devel oped an
Ameri can Pl anni ng Associ ation award wi nning Transportati on Uni form
Mtigation Fee (TUMF) Program regional arterial prioritization and
cost prograns as well as a regionwide G S system anong its menber
jurisdictions.

5.2.6 Schedul e and Monitoring Approach for the Visitor / Tourist Trip
Reducti on Program

Schedul e. The tourismconsortium should be established during the
first five year inplenentation period. The objectives of this group
shoul d include test marketing of selected incentives on a seasona
basi s which can be evaluated periodically during the first five
years. Two or three incentive strategies could be designed, tested
and evaluated during the first five year period, with results
evaluated individually and at the end of the first five years. The
period from 1995 t hrough 2000 shoul d be used to identify successful
mar keti ng strategi es which are then continued into the next five year
period. Marketing strategies in general have a brief shelf life, and
there is a need to constantly refresh the incentives and approaches
used. The activities of this group should continue throughout the
2015 tine horizon.

Moni toring. No currently avail able docunment or activity lends itself
to the nonitoring of these activities. The conmttee could report

bi -annually to SBCAG on progress and results of incentives tests
conducted. The Conference and Visitors Bureau 1990 survey shoul d be
updated every two years to ascertain the effects of incentive
strategy tests. Market research reporting could be another neans of
monitoring results. MID and AMIRAK coul d both provide ridership data
on selected routes and service and performlimted on-based surveys
to determne the effectiveness of any strategies coordinated with
each operator.

5. 2.7 Schedul e and Monitoring Approach for H ghway 101 Mnitoring

Schedule. Traffic nonitoring on Hi ghway 101 is an ongoing effort
which for all five year periods of the nultinodal transportation
program Mnitoring results are critical to the responsive nature of
a strategic inplenentation program Annual and seasonally based
records will be inportant input to the scheduling of inprovenents,
deci sions to nove from denonstration prograns to ongoi ng prograns,
and to trigger further updates of TDM ordi nance provi sions.
Reporting should coincide with current Caltrans and SBCAG CWP
reporting schedules. Local jurisdiction contributions to traffic
nmoni toring should continue to be timed to provide input to the CW
updat e cycl es.

Moni toring. The obvious inplenmentation question to any i nternodal
strategy is when should adjustnments and corrections to the program be
made? What performance threshol ds should be used to determ ne when a
smal | adjustnment in the a particular elenment should be made or when a
shift in the entire enphasis of the program should be nade? The
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expanded nonitoring programis the essential activity which provides
t he nmeasures of roadway performance to signal needed changes in the
program
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5.3 FUNDI NG STRATEGQ ES

The prograns descri bed above are recommended for inplenentation over
the next 15 years. The inplenentation of these prograns will require
both capital expenditure (one tine) as well as additional annua
operations and mai nt enance costs support (including significant
addi ti onal annual bus operations and nai ntenance (O&\) costs
support). Table 5-4 identifies capital, O%M and program costs

i npl ementing the nmultinodal transportation strategy. The initia
capital intensive prograns include inplenenting express bus service
and its needed support inprovenents (approxi mately 60 percent of the
Enhanced Bus Analysis “Alternative”), the bicycle system

i nprovenents, and the operational inprovements to Hi ghway 101. The
capital cost for this initial program of physical inprovenents is

estimated to be between $50 and $62.5 nmillion. Additional, annua
&M bus costs are initially estinated at approximately $6 million a
year, exclusive of offsetting transit farebox revenues. It is

assunmed that 25 to 30 percent of the bus O&M costs coul d be recovered
t hrough the farebox for the recommended new services as with current
MID servi ces and ot her express services operated in Southern
California. This would require a net annual subsidy of $4.5 to $5.0
mllion. The expanded TDM program cost is estinmated at between $1 to
$1.5 million per year to support the additional prograns and transit
and ridesharing financial incentives. Total bus operating costs, TDM
program costs, nonitoring and annual eval uation costs are estimated
at $5.7 to $6.9 mllion annual exclusive of the bicycle route

mai nt enance costs.

At the present time, the first two segnents of the H ghway 101

wi deni ng project (fromMIlpas Street to Padaro Lane) are included in
the State Transportation | nprovenent Program and funding for the
project has been allocated (approximately $63 mllion) by the
California Transportation Conm ssion. |n addition, SBCAG has

all ocated approximately $19 million from Measure D sal es tax nonies
to incorporate |locally desired enhancenments and anenities. Due to
the current budget shortfalls at the state level, and Caltrans
redirection of available state highway capital funds to conplete the
seismc retrofitting of existing highway infrastructure, the
availability of this funding for the H ghway 101 w dening project in
the 1997-1999 tinme period seens uncertain. To the extent that one of
the objectives of this study is to explore the degree to which the
funds earmarked for the wi dening could be applied to alternative
solutions in the Corridor, funding of the alternatives in this same
time frane woul d therefore al so be uncertain. However, the
alternatives also offer opportunities for phased inplenentation,

whi ch could allow the draw down of funds to be spread over nore
fiscal years, potentially inproving the availability of the funding
stream

CGeneral ly, sources of funds for highway and transit systemcapita

i nprovenents are nore readily avail able than O&M or program
operations funds, although there is a considerable conmpetition for

t hese capital funds. A nunmber of local, state, and federal prograns
provi de sources of funding for highway and transit system capital
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i mprovenents.
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Table 5-4
Esti mated Capital and O&M Costs for Miltinodal Strategy

Total Capital Annual Program and
Cost s &M Cost s
(m1lions 1994 $) (1,000 1994 $)
Enhanced TDM Acti ons — $1,000 - $1, 500
(1)
Expanded Transit Services $29.0 - $35.0 $4, 500 - $5, 000
(2)
Bi cycl e System | nprovenents $2.0 - $2.5 (3) TBD
Hi ghway Oper ati onal $19.0 - $25.0 —_—
| nprovenent s
Transit Oiented Land Use — $50- $100
Pr ogr ans
Strategi es to Reduce
Visitor/ Tourist Auto Trips - $100- $300
Per f ormance Monitoring of — $20- $30
H ghway 101
Total s $50.6 - $62.5 $5, 670 - $6, 840

(1) Includes both public and private sector costs, in excess of current
program costs.
(2) Additional transit O&M costs net of transit fare revenues.
(3) Source: A Lawer, SBCAG Staff, November, 1994.

Wth the approval of both SBCAG and the California Transportation
Comm ssion (CTC), the federal and state funds currently allocated in
the State Transportation |Inprovenents Program (STIP) for Hi ghway 101
i nprovenents could be used to fund nost of the capital costs of the
program conponents identified above. This is based on the assunption
that the federal portion of the funds all ocated (approxi mately $60
mllion) are Surface Transportation Program (STP) funds as defined by
the I nternodal Surface Transportation Efficiency Act of 1991 (I STEA).

Ei ghty (80) percent of the capital inprovenents identified above
could be funded by these federal funds (approximately $40 mllion).

The state matching funds (20 percent) are restricted by state | aw
Wil e these funds may be applied to sonme of the capital inprovenents

identified above, they could not be used to provide the 20 percent

match for the bus fleet expansion. This match (approxi mately $2.7
mllion) could be provided through Measure D or Transportation
Devel opnment Act (TDA) funds.

A nunber of alternative federal funding sources for the bus rel ated

capital inprovenents should also be explored, in order to retain as
much of the STIP allocations for other H ghway 101 inprovenents. One
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source is the Federal Transit Adm nistration (FTA) Section 3 (now
call ed 5309) Bus Capital program which provides funds for the
purchase of buses, bus-rel ated equi pment and paratransit vehicles,
and for the construction of bus related facilities. This is a
conmpetitive programw th funds being allocated based on the
wor t hi ness of the proposed projects, rather than the funds being
al | ocated based on formulas. Santa Barbara has been successful in
obtai ni ng fundi ng through Section 3 in the past. Section 3 funding
al so contains requirenents as to how other FTA funding is to be
applied. Specifically, it is normally required that FTA Section 9
formul a funds (operation cost assistance or capital cost assistance)
be fully programmed in the urban area. In addition, the FTA grants
require a 20 percent |local match. For the proposed mnulti nodal
transit conmponent of the program approximtely $16.4 mllion of the
total could be eligible. This would reduce the need to consider
using the STIP funds but would i ncrease the |ocal share participation
by $0.5 million.

The real challenge to successfully inplenent and receive the maxi mum
benefits of the proposed programis to identify an agreed upon stable
and reliable source of funds to cover transit system operating and
mai nt enance costs. The identified programrequires resources above
those already committed to the current MID transit system and
expansi on program The only stable and reliable sources currently
avail abl e for operating assistance include TDA, Federal Section 9 and
Measure D (al though recent congressional budget actions cast serious
doubt on the continuance of federal transit operating assistance).
It is inmportant to recognize, in the case of Measure D funds, that a
maj or trade-off decision exists. |[If additional funds are allocated
to transit, the anount of Measure D funding currently dedicated to
| ocal street and bi keway construction and mai ntenance by the county
and the cities would have to be reduced. There is also a federal
program cal |l ed CMAQ (Congestion Mtigation and Air Quality Funds)
that is allocated by formula to SBCAG and coul d be used for O&M costs
of new transit service, but for only a maxi mum period of two years.
It is estimated that the initial bus service expansion programfor
the H ghway 101 Corridor would require an additional $4.5-$5.0

mllion in annual public subsidy. This is equivalent to
approxi mately a 1/ 7 percent sales and use tax applied countywide. 1In
addition, there will be an estinmated $1.1 to $1.8 nillion per year in

public and private sector programcosts to provide the other elenents
of the multinodal strategy.

New sources for funding the rmultinodal inprovenent strategy that the
county and local jurisdictions will need to consider would include:

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

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

Assessnment Districts covering the area receiving the benefits of
the transportation inprovenents, which would have to be approved

Fi nal Report 5/ 30/ 95



by the cities and the county.

Transportation UniformMtigation Fees - a cooperative
interjurisdictional funding programstructured to neet California
nexus requirements and to provide revenues for specific Corridor

i mprovenents.

Par ki ng pricing approaches such as parking discounts for carpools,
vanpool s, parking fees or enployer parking cash-outs, which would
have to be approved by local cities.

These are likely to be politically difficult to enact, and an
extensive voter education canpai gn woul d need to be undertaken to
convince residents of the South Coast that additional taxes and/or
fees are ultimately worthwhile to their overall quality of life.

5.4 PCLICY | SSUES RAI SED BY CHOOSI NG A MULTI MODAL ALTERNATI VE TO THE
H GHWAY 101 W DENI NG

The choice to reduce congestion on H ghway 101 through a mnulti nodal
transportation strategy in lieu of widening the highway is a
fundanental policy decision of the SBCAG board. Either choice
results in inpacts to Santa Barbara and its residents. Neither
alternative results in a post 2015 solution to forecast growh in
traffic. Each choice has opportunities and risks. Policy issues
cannot be resolved in an alternatives analysis. Rather, an
alternative analysis presents a technical basis fromwhich policy
makers may wei gh predicted results against issues, risk and comunity
concerns. Three general policy areas suggest thenselves in the
H ghway 101 alternatives analysis; fiscal, inplenentation and
regional. |Issues within each policy area are listed and then
described in the foll ow ng paragraphs. In the end, decisions, issues
and policy choices are left to the el ected decision nakers.

1. Fiscal issues in selecting an multinodal strategy.
The risk of reprogramm ng of avail able funds fromthe w dening
to el sewhere in the state
.. The ability of currently programmed funds to be used for
ot her inprovenents (e.g. transit capital, bicycle facilities,
hi ghway operati ons).
.. The ability to obtain new revenue sources for transit
operational d inprovenents.
..The difficulties in establishing funding priorities between
recommended el enent s.
.. The potential for public acceptance of any approach to
instituting pricing elenments.

2. Inmplenmentation issues of the nultinodal strategy.

The ability to achieve predicted results with the nul ti nodal
strategy is less known that results achi eved by w dening the
hi ghway.

.. The effects of not inplenenting selected el enents.
.. The community’ s tol erance of increased congestion during
phases of inplenmentation.
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..The difficulties in an annual review of, and adjustment to,
actions and el enents of the strategy. (How to make it work)

3. Regional issues regarding the relationship of the nultinodal
strategy to other progranms and pl anned projects.
The risk to air quality conformty determ nations of changing
t he Hi ghway 101 project definition.
..Plans to wi den H ghway 101 between Castillo and Route 217 to
ei ght | anes.
.. I ntercounty Coordination.
.. Rai | recommendati ons fromthe Conprehensive Rail Pl an.
(Korve, 1995).

5.4.1Fi scal |ssues

It has been frequently observed in a variety of situations, that “it
all boils down to noney”. Mboney issues include the potential to | ose
currently progranmed noney if the project is changed, project
eligibility for funding, establishing funding priorities between
el enents of the nultinodal strategy, and community acceptance of
pricing approaches in the future. Each is discussed briefly bel ow

What is the risk of loosing existing funding if the nultinoda
transportation strategy replaces the highway w dening project?
Currently available funding ($63 mllion) identified in the STIP is
presently designated for the H ghway 101 wi dening project. Un-
progranmmed segnents of the wi dening are estimated to cost an
additional $45 to $50 million. As noted in Section 5.3, the timng
of the availability of currently programed state funds may be
del ayed due to state budget shortfalls and earthquake retrofit
priorities. The $50.6 to $62.5 mllion dollar capital cost of the
mul ti nodal strategy appears to be close to the levels in the funding
progranmed in the STIP. An alternative program fully supported by
SBCAG the County and the cities, should be able to receive favorable
consideration by the California Transportati on Comm ssion. The
phased i npl enentati on of the multinodal strategy should al so be
easier to fund in smaller annual anpbunts. The potential does exi st
for the $63 nmillion to be reprogranmed to other transportati on needs
el sewhere in the state. Lack of |ocal consensus regarding an
alternative to the widening could increase the risk of the CTC
reprogranm ng these funds. Wth no inplenmentation action on the
currently funded project currently underway, other projects from
around the state which are already designed, cleared environnentally,
and awaiting funding provide readily constructed alternatives to the
H ghway 101 wi dening. Project delivery is still an inportant
consi deration. Pronpt selection of a preferred alternative by SBCAG
W th support from nenber agencies and the community shoul d reduce
this risk.

Can noney progranmed in the STIP be used for non-hi ghway
i nprovenents? Section 1007 (b) (2) identifies capital costs for
transit projects eligible for assistance under the Federal Transit
Act and publicly owned intracity or intercity bus termnals or
facilities as an eligible use of STP funds. The eligibility Iist
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al so includes carpool projects, fringe and corridor parking
facilities and prograns, and bicycle transportation and pedestrian
wal kways (b) (3); and capital and operating costs for traffic
nmoni tori ng, managenent and control facilities and prograns (b) (6).
In short, the answer appears to be yes.

Can noney be raised to fund transit operations and mai ntenance for
t he recommended expansions in express service? Al though currently
progranmed STP funds can be reprogramed to fund nmany of the el enments
of the nmultinodal strategy, operations and nmaintenance funds ($4.5-
$5.0 million less fare box return annually) nust be obtained or
raised if the express bus elenments are to be inplenented. Potenti al
sources of transit O8M revenues which could be tapped are currently
progranmed for other inprovenents. Measure D revenues are extrenely
fl exi bl e however the reprogranm ng of these funds for transit O&M
woul d reduce revenues for other projects or progranms. Each of the
revenue generating nethods item zed in Section 5.3 above, nust either
nmeet voter approval or elected officials nust approve the actions.
Voter reactions to recent revenue generating proposals in California
have generally been negative. Parking pricing prograns can be
structured so that revenues can be designated for transit operations.
Such prograns woul d then have the dual benefit of reducing single
occupant vehicle (SOV) trips and providing for increased transit
service to further reduce trips. Voter antipathy to actions which
“expose” the hidden subsidies provided by the public and private
sector’s of the autonobile can be both positive - node shifts occur-
or negative - elections are lost. The policy choices are finite and
still difficult for decision nmakers.

Wi ch el enents of the nultinodal actions should be funded first? The
first five year period of the inplenentation strategy enphasi zes the
TDM el enents, some of the highway operational inprovenents, park and
ride | ot devel opnent, Phase | bicycle inprovenents, the majority of
t he enhanced TDM acti ons and the devel opnent of funding strategies
which identify nore detailed costs for the remaining el ements.
Reprogranmm ng of funds will focus the potential for conpeting for
funds demands anong the el enents. The “lunpi ness” of funding needs
and funding availability could be reduced if SBCAG establishes
priorities when adopting the multinodal transportation strategy which
bal ances comunity preferences for individual elements with predicted
trip reductions over the |life of the program For exanple, the
compari son of the overall contribution of bicycles to the trip
reduction of these elenents in the H ghway 101 Corridor with the
overal |l reductions forecast for enhanced transit or TDM actions. The
| onger distance conmute which typically use the 101 corridor are |ess
likely to be diverted to bicycle trips than to other nopdes.

In a “no taxes” environment, can a publicly acceptabl e parking
pricing strategy be approved? Recent efforts by the City of Santa
Barbara to add additional parking structures in the downtown area

which were to be funded from fees based on a business’ proximty to

the parking structure were not successful. Establishing any parking
pricing programw |l be a difficult element to inplenent should the
enhanced TDM actions fail to produce the necessary trip reductions

Fi nal Report 5/ 30/ 95



needed to offset growth in trips in the Corridor. The useful ness of
a pricing denonstration programduring the first five year
i mpl ement ati on period should provide an opportunity to test one or
nmore pricing approaches and to provide the | ocal test case to allay
busi ness concerns regardi ng | ost sal es revenues.

5.4. 21 nplementation |ssues

Peopl e are generally nore content going with what they know.

Sel ecting the multinodal transportation strategy can be innovative
but inplenmentation issues may be conpounded. Five policy issues
suggest thensel ves as both the risks and the chall enge of
i npl ementing a nontraditional approach to alleviating increased
traffic congestion. Each is discussed in the follow ng paragraphs.

What are the risks of success in inplenmenting the nultinodal
transportation strategy in lieu of the highway w dening? An
integrated mul tinodal transportation strategy such as recomended in
this study has not yet been used in the United States to neet the
long termtransportati on needs in a highway corridor. The
ef fecti veness of individual elenents can be forecast, however the
| ong range outcone of congestion relief is | ess known than results
achi eved by wi dening the highway. The effect of highway w dening on
traffic congestion is well docunented and readily quantified. The
risk of inplementing this strategy is the possibility of its failure
to result in reduced traffic congestion. SBCAG s ability to redirect
its program should inplenmentation of the nmultinodal strategy fail to
mai ntain pace with actual growh in traffic, will be difficult.
Fundi ng strategies may not be fully realized and other revenues may
be commtted to el enments which are al ready under construction
reduci ng noni es avail able for reprogramm ng. Decision points
identified in Section 5.2, Inplenentation Scheduling and Mnitoring
are based on recomrended roadway performance threshol ds.

I mpl ement ati on of a strategic approach is designed to allow for
conti nual program adjustnents to respond to change in roadway
performance. The risk increases if the political clinmate changes
during the fifteen to twenty year inplenentation phase and needed
mul ti nodal program adjustnments are not agreed to. To change
directions at any of nonitoring and revision cycles is predicted to
result in increased congestion in the H ghway 101 Corridor and del ays
in then inplenmenting a highway w dening alternative.

What if community opposition to individual elenments results in the
failure to inplement one or nore of these actions? Success of the
reconmended nul ti nodal strategy relies on w despread conmunity
acceptance of all of the nmultiple actions identified in Section 5.1.
Al'l actions, inplenented together, are designed to achieve results
simlar to those predicted under the Pricing/ Enhanced TDM anal ysi s
alternative. The beauty of any strategic inplenmentation approach is
the ability to nake adjustnents and revisions to the programto
respond to comunity reactions, failure to secure funding at a
particular point intinme, differences in growth rates in traffic or
popul ation fromthose assuned in the basic analysis, or differences
bet ween predicted and actual trip reduction outconmes of any
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particular elenent. The ability to respond to changing traffic
performance in the H ghway 101 Corridor is the fundanental bottom
line of the nultinodal transportation strategy. The challenge is put
to the elected to either inplenment the recomended mnul tinodal program
el enents or define and inplenent equally effective alternatives.

W1l the community tolerate increases in congestion while strategy
ef fecti veness builds? The annual nonitoring prograns described in
Section 5.2 above result in docunentation of congestion |evels and
strategy effectiveness as neasured in traffic volunes, speeds or auto
occupancy rates. Public reactions to increasing congestion on the
H ghway 101 corridor are nore inmedi ate and can create an instant
“issue” for elected officials and supporters of the nultinoda
transportation strategy. The enphasis on public information and
educati on canpai gns as well as the highway operational inprovenents
will help reduce public frustration. The public reactions to
increased traffic congestion can also serve as inportant support to
nove into the next steps of the strategy.

What are the difficulties in inplenmenting the multinodal
transportation strategy in lieu of the highway w deni ng?
| mpl ement ati on of the nmultinodal transportation strategy will require
the participation, coordination and cooperation of all of the
transportation and | ocal governnent entities in the South Coast area.
The nunbers of actions and the inter-related nature of both funding
and i nplenentation actions is likely to cause friction between
i ndi vi dual agencies. The annual reviews and resulting adjustnents to
the nmultinodal transportation strategy will add additional work
effort and coordination efforts to already extensive agency and staff
work | oads. Although every attenpt has been nade to use existing
nmoni tori ng docunents to report on the annual progress and needed
recommended changes, individual priorities may take precedence over
t he Hi ghway 101 Corridor program The absence of a clear |ead agency
t hrough which all actions nust pass is an additional challenge to
i npl emrentation. |Interagency coordination and cooperation is expected
to raise issues throughout the fifteen to twenty year inplenentation
program Changi ng nenbershi p on governing boards will also result in
the potential to redirect priorities. Pronotional and educationa
efforts will only go so far to reduce the potential for conplications
in the course of inplenentation.

5. 4. 3Regi onal |ssues

The final policy area discussed here are regional issues which may
arise as a result of other planned inprovenents in the H ghway 101
corridor. Several other inprovenent prograns are planned and or
progranmed on either side of the South Coast’s Hi ghway 101 Corri dor.
The foll owi ng paragraphs describe issues surrounding the
rel ationship of the nultinodal transportation strategy to the area’s
clean air plans, other Hi ghway 101 i nprovenents, and the joint SBCAG
and VCTC rail study.

What are the risks of changing project descriptions to SBCAG s C ean
Air Act conformty findings for plans and prograns? Relationship to
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clean air attainment plans in the South Coast area is a critica
el enent of any transportation strategy. The multinoda
transportation strategy woul d be subject to conformty determ nations
under the 1990 Federal C ean Air Act Anendnents as a new el enent to
the conformng RTP and the RTIP. A decision to follow the nultinbda
transportation strategy is expected to result in a need for
reprogranm ng of state and federal funds. When the RTIP is revised,
a new conformty determ nation may need to be nade. Conformty
determ nations in non-attai nnent areas, such as the Central Coast Ar
Basin, currently raise concerns about the potential to not be able to
make the determi nation and thereby | ose federal funding. Many
el enents of the multinodal transportation strategy are predicted to
reduce nobile source emi ssions. Individual elements included in the
strategy inmplenment required Transportation Control Measures listed in
section 108(f)(1)(a) of the 1990 Federal Cean Air Act Amendnents.
The expanded bus transit service is, if operations and mai ntenance
funding is avail able, expected to potentially be operated with al
alternatively fuel ed buses (as opposed to di esel buses), thereby
resulting in reduced enissions of NO, and Reactive O ganic Gases
(ROG. Proposed hi ghway operational inprovenents, particularly ranmp
met eri ng however, could result in increased queuing on | ocal
arterials near ranps with associ ated eni ssions increases.
I nt erchange reconfigurations and TOS system el enents are generally
forecast to inprove traffic flow, thereby reducing idling em ssions
from nobi | e sources.

What are the issues raised by other planned w dening projects on
H ghway 101 if the nultinodal transportation strategy is inplenented?
Plans to wi den H ghway 101 between Castillo and Route 217 to eight
| anes would result in a transition on the Highway from4 |anes in
each direction to 2 lanes in each direction. |ssues associated with
this relate to policy, operational design and driver awareness
nmet hods to create a snooth and safe transition between the 4-1ane and
2-1ane sections eastbound at MIpas Street. Policy issues include a
choice for the South Coast comunities to expand a variation of the
mul ti nodal transportation strategy to include a broader geographic
area in lieu of the Castillo Street to Route 217 wi deni ng of Hi ghway
101, and or the extent of the w dening project could be revised.
Desi gn i ssues may include the operational aspects of how to
accommpdate a transition between the two segnents where the capacity
differs by a factor of two. Based on 2015 traffic forecasts, the
| evel of service is estimated to drop Dto F for eastbound traffic at
this transition. Design changes could result in funding issues
regardi ng changes in cost assunptions used in current progranmm ng
docunents. Driver awareness issues include decisions on nethods and
nmeans to alert drivers to the change in the character of the highway
along a well traveled stretch of the highway. The planned TOS
changeabl e nessage sign elenent could help with this awareness
although it is not proposed to address this concern.

What are the issues in intercounty coordination and inplenentation of
the mul tinodal transportation strategy? The enhanced bus service
included in the internodal transportation strategy requires
i ntercounty coordi nati on between SCAT and MID for intercounty transit
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servi ces. Reconmendations described in the previous paragraphs
require continuing VCTC and SBCAG coordi nation as well as a
reconmendation for Santa Barbara County to join the Southern
California Regional Rail Authority, the nulti-county comuter rai
operator in the Southern California Association of Governments (SCAG
region. Priorities for |ocal based service on either side of the
county line may cause conflicts or inpact service delivery schedul es
for transit or rail services to Santa Barbara County. |In addition,
equitabl e cost sharing fornmulas will need to be worked out between
agencies in both counti es.

What are the issues to the reconmended nul ti nodal transportation
strategy fromthe recent rail recommendations in the Conprehensive
Rail Plan for VCTC and SBCAG? The Conprehensive Rail Plan (Korve,
1995) describes three future rail services and significant facility

i nprovenents for Santa Barbara County:

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.

1. 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.

2. Capital inprovenents already programmed to upgrade Coast Line
signal i ng between CGol eta and Morpark which includes track
i nprovenents, upgrading and re-establishing sidings and new station
facilities at Coleta, Guadal upe and Surf, and a mejor 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.

3. The provision of 2 daily round trip conmuter trains between Sim
Vall ey and Goleta 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 servi ce.

Reconmmendations 2 and 3 are programred and financed at no cost to
Santa Barbara and will provide an additional alternative to SOV trips
on the H ghway 101 Corridor. The new station at Coleta could serve
as a nultinodal transit facility with bicycle and transit

connecti ons. The weekend denonstration service proposed in
reconmendati on nunber 1 could support the Visitor and Tourist Trip
Reduction actions however at a cost of just less than $1 mllion.

Conti nued operation of the service would pose additional unfunded
operating costs. The rail plan does not include this in either its

Tier I or Tier Il recommendations. The rail plan also does not
reconmend the pursuit of recommendation nunber 4 in either the Tier |
or Il recommendations. Inplenenting either of both actions would

result in conpetition for any future operating funds which have
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al ready been identified as an funding issue for the nultinoda
transportation strategy’'s enhanced transit reconmrendati ons.

This list of issues associated with inplenentation of an nultinodal
alternative to widening H ghway 101 could easily be expanded. The
reconmmended nul ti nodal transportation strategy brings the challenges
of a fresh and new approach as well as the risks associated with
i nnovation. Breaking the nold is never an easy choice. It is
i mportant for the South Coast conmunities to consider at |east
several of these issues in the course of selecting an approach to
responding to the H ghway 101 Corridor traffic problens.

5.5 CONCLUSI ON

The Hi ghway 101 W dening Alternatives Anal ysis devel oped and anal yzed

three “analysis alternatives” to the proposed w dening of H ghway 101

between M|l pas St. and the Ventura County line. These alternatives,

based upon comunity and agency staff input, were specifically

constructed to test a wide range of investnent options and
transportation policies to neet the study objective: find

alternatives to avoid the need to wi den H ghway 101 fromthe current

four | ane cross-section to a six |lane cross-section until the year
2015 or later. They include:

an enhanced bus transit package which is conprised of significantly
expanded | ocal and express bus services in the Corridor,

a rail transit package which is conprised of extensive, |ocal rai
transit service using the Southern Pacific right-of-way between
Carpinteria and Isla Vista, along with expanded | ocal and express
bus servi ces,

a parking Pricing/ Enhanced Travel Demand Managenent package which
i ncludes a significant parking pricing conponent of $3.00 per day
for all public and private parking spaces in Santa Barbara, as
wel | as an enhanced version of the current Traffic Sol utions
enpl oyer - based TDM program and addi ti onal prograns to reduce
aut onobi | e usage by visitor and tourists.

Based upon the prelimnary |evel of travel demand forecasting done in
this study, it was determned that only the Pricing/ Enhanced TDM
package, particularly due to the significant parking pricing
conmponent, sufficiently reduced forecast traffic demand on H ghway
101 in the year 2015 to allow the unw dened Hi ghway 101 to operate at
acceptable traffic levels of service without significant daily
traffic congestion. Significant community concern is anticipated
with the recommendation of any pricing strategy.

The study found that significant transit inprovements (bus or rail)

do not reduce forecast traffic volunmes sufficiently in 2015 to all ow

t he unwi dened, four |ane H ghway 101 to operate at acceptable traffic
| evel s of service. These reconmendations are consistent with the
findings of the recent Conprehensive Rail Plan for VCTC and SBCAG
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(Korve, 1995). However, these alternative packages were forecast to
significantly increase transit ridership in the Corridor

The proposed hi ghway wi dening was forecast to serve projected traffic
demand on Hi ghway 101 in the year 2015 at acceptable |evels of
service but, as was previously presented in Caltrans The Draft

Envi ronnment al | npact Report, has significant negative conmunity and
envi ronnental inpacts. And, based upon historical traffic vol ume
growh trends in the Corridor, even accounting for |ower growth rates
in the 1990's traffic volunes on H ghway 101 coul d be expected to
exceed the capacity of a six lane facility shortly after the year
2015. In addition, week end peak period traffic congesti on woul d
still occur before the Year 2015.

Based upon the above findings, this study recommends a nul ti nodal
transportation strategy which bl ends el ements of the Pricing/Enhanced
TDM and t he Enhanced Bus “anal ysis alternatives” into an increnental,

phased approach to inplenenting an alternative to w dening H ghway

101. Seven elenments nmake up the strategy:
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Enhance the G ty/ County TDM Ordi nance and Traffic Sol uti ons prograns
1. Expanded transit services
2. Bicycle systeminprovenents
3. Highway 101 operational inprovenents
4. Land use planning considerations to facilitate use of alternative
nodes
5. Strategies to reduce visitor/tourist auto trips
6. Performance nonitoring of H ghway 101

Each of these elements contains nmultiple inplenmentation actions. An
i npl ement ati on schedul e proposes five year increnents for actions.
Many of the inplenmenting actions work together to build an integrated
and i nternodal transportation systemfor the South Coast. Actions
are nostly directed to the home to work trip and provide only limted
relief for the weekend toursit and visitor trip making. The entire
program of actions is designed to result in a shift in travel node
choi ce away from single occupant vehicle travel and into carpools,
vanpool s, transit or bicycles, as well as tel ecomuti ng.

The program proposes a strategic inplenmentati on nethod of nultiple
actions, regular nonitoring and review and adj ustnent of actions,
previously untried in the United States, as an alternative to
wi dening. The programbuilds in the stringency of each action in
response to the operational performance of the highway. Enhanced
enpl oyer transportati on demand managenent prograns are coupled with
expanded bus transit services and traffic operations system (TOS)
el ements until such tinme as traffic growmh in the H ghway 101
Corridor outstrips these prograns’ abilities to mtigate congestion
| evel s. Each tinme traffic congestion levels outstrip the
performance of the recommended actions, the community is faced with
strategic choices to increase educational efforts, to adjust the
performance | evels of ridesharing actions, to proscribe TDM
strategi es for enpl oyers whose enpl oyee travel characteristics in
congest ed subareas inpact CVP intersections, to inplenment one or nore
pricing strategies, with quantifiable effectiveness in producing
reduced SOV travel (Shoup 1995, Schreffler et al, 1991, Consis, 1993)
or ultimately returning to a traditional w dening approach.

Reconmmendati ons include a proposed Corridor nonitoring programthat
provides the | ocal transportati on agencies, Caltrans, and the public
with the essential information with which to annually assess the
travel inpacts of the recommended progranis inplenentation. The
predi cted success of the inplenentation programis based on regul ar
review of these nonitoring results to adjust the timng and intensity
of inplementation actions to respond to changes in traffic
conditions. The use of existing nonitoring prograns serves as the
backbone of a strategic feedback process which is expected to
reconmend accel eration of individual actions to respond to |evel of
service deficiencies as they arise in the H ghway 101 Corridor. The
study proposes Level of Service (LOS) E and average travel speeds of
40 m | es per hour on Hi ghway 101 as the threshold at which actions
nmust either be stepped up to continue to neet |ocal and regiona
nobi l ity needs.
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Reconmmended i npl ement ati on schedul es enphasi ze enhanced TDM and TOS

actions between the years 1995 and 2000. |Identification of, funding

sources for shortfalls in transit operating costs and annual program
operations costs are an essential action needed to nove into the

reconmmendations for the Year 2001 to 2005 period. Further detailed

desi gn and operations planning studies, denonstration projects, and

fundi ng strategy devel opnent needs are identified as actions in this
i npl ementation strategy. Their timng is set to provide necessary
information prior to the actual need for services or facilities to

continue to stay even with the pace of congestion.

Thi s phased and strategic set of nultinodal Corridor inprovenents and
monitoring provide the South Coast communities with the opportunity
to nodify travel behavior in the South Coast to reduce the current
dependence upon the single occupant vehicle (SOV) for many trips in

t he Hi ghway 101 Corridor. Gven the lead tine required to design and
construct the widening project (up to 10 years), and the potenti al

need for the two additional |anes by the year 2015, there is a w ndow

of opportunity over the next 7 to 10 years to try these other
mul ti nodal inprovenent strategies and see if the forecast traffic
growth can be significantly reduced to the point where the w dening
can be forestall ed beyond the year 2015. Land use based approaches
to supporting transit, pedestrian and bicycle travel (Seskin, 1995)
are recommended as long lead tine elenents - ones which are not
expected to result in nmeasurable shifts in node choice prior to 2015

Wiile there are many site specific success stories to date from
around the country where individual prograns and policies have
measur ably reduced single occupant vehicle (SOV) use, they have been,
to date, much | ess successful on a Corridor or an area wide basis in
urban settings of simlar size and character to the South Coast. The
change in ingrained travel habits will be a challenge for the
residents and public officials of the South Coast.

| mpl ement ati on of the recomended mnul tinodal transportation strategy
woul d create an innovative and alternative to traditional
transportation service provision. The potential for success, is
given to the community and the responsi ble agencies. The ability to
adj ust and respond to both market forces and community preferences is
hi ghest with this type of solution to rising congestion. The range
of issues to be faced by elected officials in the doing of this
strategy are many. Public policy arenas will be the testing ground
for the nmultinodal strategy. There is choice for the South Coast,
the incentive to conpel the use of alternative nodes is fostered by
the regular nonitoring and adjusting of the program There is an
alternative to wi dening H ghway 101
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